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March 15, 2019 
 
Los Angeles Board of Harbor Commissioners 
The Port of Los Angeles 
425 South Palos Verdes Street 
San Pedro, CA 90731 
 
Director of Planning and Strategy 
Harbor Department 
P.O. Box 151 
San Pedro, California 90733 

 
SUBJECT: Summary Letter – Level 1 Coastal Development Permit No. 18-25 Appeal 

 
Dear President Lee and Honorable Commissioners: 

 
I am writing on behalf of the Pacific Maritime Association (PMA), which negotiates and 
administers West Coast maritime labor agreements with the International Longshore and 
Warehouse Union (ILWU) on behalf of its 70 member companies.  

 
We would like to share crucial information regarding the Pacific Coast Longshore Contract 
Document (PCLCD) and other agreements that govern workplace practices at APM Terminals’ 
Pier 400 and all other terminals at the 29 ports along the West Coast of the United States, 
specifically including the Port of Los Angeles. This letter summarizes our much longer submittal. 

 
Embracing innovation and modernization have been hallmarks of the West Coast waterfront for 
decades, dating back to the advent of containerization – a revolutionary advance included in the 
landmark Mechanization and Modernization (M&M) Agreement of 1960. Traditionally, 
employers and workers alike have recognized that harnessing technology enables ports to grow 
larger and more productive – benefitting all sides.  
 
More recently, contract agreements between PMA and the ILWU have allowed for automation at 
West Coast port terminals tracing back to the 2002 contract that first allowed for the 
introduction of modern technology. In 2008, PMA reached an agreement with the ILWU that 
specifically called out employers’ right to automate, and which paved the way for the TraPac 
and Long Beach Container Terminal (LBCT) automation projects in Southern California.  
 
The collectively bargained PCLCD is one of the primary governing documents for West Coast 
terminal operations, from Southern California to the Pacific Northwest. The contract includes the 
rights of employers, as well as the commitments made to ILWU members in regard to wages, 
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health benefits, pensions, work rules, and more. In addition, the parties have a long and well-
documented history of using the coast arbitration process to settle waterfront disputes.  The 
contracts and the coast grievance machinery (aka arbitration system) have been used for 
decades by both parties to resolve issues of mutual concern.  
 
Negotiations over the contracts that resulted in the employers’ right to modernize and automate 
were challenging, requiring concessions from both sides. The 2002 contract negotiation resulted in 
a 10-day coast-wide shutdown, and the White House intervened – invoking a Taft-Hartley injunction 
for the first time in 30 years (granted by a federal judge appointed by President Bill Clinton) which 
re-opened the ports and mandated federal mediation for the duration of the negotiations.  
 
The 2008 and 2014 contracts, which include very specific language granting PMA member 
companies the right to automate, also attracted national and international attention. The 2014 
contract ultimately involved meaningful mediation by Los Angeles Mayor Eric Garcetti, U.S. 
Secretary of Labor Thomas Perez, and U.S. Secretary of Commerce Penny Pritzker, reaching 
conclusion in early 2015 – nearly 8 months after the contract expired.  
 
Among key contract provisions, detailed in our complete submittal, are the following: 
 

• “There shall be no interference by the Union with the Employers’ right to operate 

efficiently and to change methods of work to utilize labor-saving devices…efficient 

utilization and organization of the workforce, introduction of labor-saving devices, or 

removal of work restrictions.” 

 

• “It is recognized that the introduction of new technologies, including fully mechanized 

and robotic-operated marine terminals, necessarily displaces traditional longshore work 

and workers, including the operating, maintenance and repair, and associated cleaning 

of stevedore cargo handling equipment.” 

 

• “The parties recognize robotics and other technologies will replace a certain number of 

equipment operators and other traditional longshore classifications. It is agreed that the 

jurisdiction of the ILWU shall apply to the maintenance and repair of all present and 

forthcoming stevedore cargo handling equipment in accordance with Sections 1.7 and 

1.71 and shall constitute the functional equivalent of such traditional ILWU work.”  

And the Coast Arbitrator, jointly appointed by PMA and the ILWU as the final arbiter of waterfront 
disputes, has ruled multiple times, including the following:  

 

• “…the quid pro quo in 2008 was that the Union would secure new terminal facilities as 

maintenance and repair sites along with such work on new automated and longshore 

equipment which was a huge gain for the Union which in turn agreed to reinforce the 

Employers' right to utilize automated container handling equipment…”  
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• “Section 1.72 is explicit that ‘robotics and other technologies will replace a certain 

number of equipment operators and other traditional longshore classifications.’” 

The attempt by ILWU Local 13 to appeal the Level 1 Coastal Development Permit on the basis 
that terminal automation should be stopped is an end-run around the current Pacific Coast 
Longshore Contract, the federally-governed collective bargaining process that led to it, as well as 
the ILWU’s democratic election that resulted in its ratification by overwhelming numbers of 
longshore members.  
 
An appeal of the Coastal Development Permit is not the appropriate venue to adjudicate 
matters related to automation or the collectively bargained contract, both of which have been 
subject to years of negotiations and a comprehensive dispute resolution process. In fact, issues 
related to automation at the Ports of Los Angeles and Long Beach have already been arbitrated; 
the employers’ right to automate has not been raised by the ILWU in a single case.  
 
For the benefit of the Port of Los Angeles and the government of the City of Los Angeles, we 
have submitted a lengthy letter with supporting documentation about the PMA, the PCLCD, the 
automation issues that have already been arbitrated, the current automation projects at the 
ports, and the vital role that automation and other terminal efficiencies play in maintaining the 
competitiveness of the Southern California port complex. We hope you find this summary to be 
a useful guide to these important issues. 
 
Sincerely, 
 
 
 
 
James C. McKenna 
President and CEO 
 
cc: Mayor Eric Garcetti 

Los Angeles City Attorney Janna Sidley 
Gene Seroka, Executive Director, Port of Los Angeles  
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March 15, 2019 
 
Los Angeles Board of Harbor Commissioners 
The Port of Los Angeles 
425 South Palos Verdes Street 
San Pedro, CA 90731 
 
Director of Planning and Strategy 
Harbor Department 
P.O. Box 151 
San Pedro, California 90733 

 
SUBJECT: Level 1 Coastal Development Permit No. 18-25 Appeal  

 
Dear President Lee and Honorable Commissioners: 

 
I am writing on behalf of the Pacific Maritime Association (PMA), which negotiates and 
administers West Coast maritime labor agreements with the International Longshore and 
Warehouse Union (ILWU) on behalf of its 70 member companies.  

 
We would like to share crucial information regarding the Pacific Coast Longshore Contract 
Document (PCLCD) and other agreements that govern workplace practices at APM Terminals’ 
Pier 400 and all other terminals at the 29 ports along the West Coast of the United States, 
specifically including the Port of Los Angeles.  

 
Embracing innovation and modernization have been hallmarks of the West Coast waterfront for 
decades, dating back to the advent of containerization – a revolutionary advance included in the 
landmark Mechanization and Modernization (M&M) Agreement of 1960. Traditionally, 
employers and workers alike have recognized that harnessing technology enables ports to grow 
larger and more productive – benefitting all sides. More recently, contract agreements between 
PMA and the ILWU have allowed for automation at West Coast port terminals tracing back to the 
2002 contract that first allowed for the introduction of modern technology. In 2008, PMA 
reached an agreement with the ILWU that specifically called out employers’ right to automate, 
and which paved the way for the TraPac and Long Beach Container Terminal (LBCT) automation 
projects in Southern California.  
 
The collectively bargained PCLCD is one of the primary governing documents for West Coast 
terminal operations, from Southern California to the Pacific Northwest. The contract includes the 
rights of employers, as well as the commitments made to ILWU members in regard to wages, 
health benefits, pensions, work rules, and more. In addition, the parties have a long and well-
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documented history of using the coast arbitration process to settle waterfront disputes.  The 
contracts and the coast grievance machinery (aka arbitration system) have been used for 
decades by both parties to resolve issues of mutual concern.  
 
Negotiations over the contracts that resulted in the employers’ right to modernize and automate 
were challenging, requiring concessions from both sides. The 2002 contract negotiation resulted in 
a 10-day coast-wide shutdown, and the White House intervened – invoking a Taft-Hartley injunction 
for the first time in 30 years (granted by a federal judge appointed by President Bill Clinton) which 
re-opened the ports and mandated federal mediation for the duration of the negotiations.  
 
The 2008 and 2014 contracts, which include very specific language granting PMA member 
companies the right to automate, also attracted national and international attention. The 2014 
contract ultimately involved meaningful mediation by Los Angeles Mayor Eric Garcetti, U.S. 
Secretary of Labor Thomas Perez, and U.S. Secretary of Commerce Penny Pritzker, reaching 
conclusion in early 2015 – nearly 8 months after the contract expired.  
 
The attempt by ILWU Local 13 to appeal the Level 1 Coastal Development Permit on the basis 
that terminal automation should be stopped (see “Re-Elect Mark Mendoza for President” letter) 
is an end-run around the current Pacific Coast Longshore Contract, the federally-governed 
collective bargaining process that led to it, as well as the ILWU’s democratic election that 
resulted in its ratification by overwhelming numbers of longshore members.  
 
ILWU Local 13 leaders are raising issues that have been thoroughly negotiated and agreed to over 
nearly two decades. They are inappropriately attempting to use the City of Los Angeles as a tool 
in their attempt to circumvent the collective bargaining process and contract arbitration system. 
Issues related to automation at the Ports of Los Angeles and Long Beach have already been 
arbitrated; the employers’ right to automate has not been raised by the ILWU in a single case.  
 
For the benefit of the Port of Los Angeles and the government of the City of Los Angeles, below 
is more detailed information about the PMA, the PCLCD, the automation issues that have 
already been arbitrated, the current automation projects at the ports, and the vital role that 
automation and other terminal efficiencies play in maintaining the competitiveness of the 
Southern California port complex.  
 
Technology Has Kept Ports Competitive and Created Opportunities for Labor 
 
Over the years, union officials have at times made broad statements about technology being a 
job killer. To the contrary, the facts demonstrate that technology keeps ports competitive, and by 
so doing, grows jobs for longshore workers. Since 2002, when the first technology agreement 
was agreed to, ILWU jobs at the Los Angeles/Long Beach port complex increased by more than 
60 percent (see chart below), and total wages have increased by more than 107 percent. 
 
(see charts on following page) 
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In the years since the 2002 technology agreement was reached, average annual wages for longshore 
workers have increased a healthy 59%, from $107,781 to $171,110 in 2018. (See chart below)  

 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Background on the PMA 

 
The Pacific Maritime Association is proud to represent the world’s leading maritime companies 
who do business on the U.S. West Coast. Our members move roughly 1 million tons of cargo 
through West Coast ports each day, directly employing tens of thousands of longshore workers 
and contributing to port activity that supports nearly 10 million jobs across the nation. We are 
proud to be an important part of the U.S. economy, with West Coast port traffic accounting for 
12.5 percent of the U.S. GDP.  



PMA Letter to Los Angeles Board of Harbor Commissioners 
March 15, 2019 
Page 4 

 

 

The PMA’s mission is to provide industry leadership to our member companies through 
innovative integrated labor relations, human resources and administrative services. Specifically, 
the PMA negotiates and administers maritime labor agreements on behalf of its members with 
the ILWU. These agreements cover wages, employee benefits and conditions of employment for 
workers employed at longshore, marine clerk and walking boss/foreman jobs.  
 
APM Terminals is a longstanding leader in the PMA, with membership on the Coast Steering 
Committee.   
 
In 2017, the ILWU and PMA agreed to their first-ever contract extension, giving a significant 
boost and stability to the West Coast waterfront as it continues to gain momentum as the 
leading North American maritime gateway for international trade. The provisions of the 2014 
contract now extend until 2022. 
 
The Right to Automate Terminals 
 
The Pacific Coast Longshore Contract between the PMA and the ILWU clearly allows APM 
Terminals to automate its terminal. As noted earlier, the seeds of automation were planted in 
2002 with the groundbreaking technology agreement.  
 
During the 2002-2008 contract period, as technology continued to evolve, the PMA and ILWU 
conducted information-gathering tours, observing automation projects at terminals in Europe 
and Australia. Just prior to the 2008 bargaining for the new contract, ILWU and PMA officials 
toured Maersk’s automated facility in Portsmouth, Virginia. 
 
In 2007, ILWU President Robert McEllrath shared his thoughts on technology with his members:  

 
In the Longshore Division, again on the idea of strength through unity, we will bring 
together the Clerks’ Technology and the Longshore Technology committees for a 
roundtable discussion about the implementation of new technology in our industry. We 
will also be visiting the new Maersk facility in Virginia to observe the automated 
container handling equipment. (The Dispatcher, President’s Report, February 2007) 

 
Automation itself became a vital part of the 2008 and 2014 contracts, which remains in effect 
today due to the recent contract extension. The current contract contains sections specifically 
addressing employers’ right to automate; acknowledging that automated terminals necessarily 
displace traditional longshore work; and stating plainly that there shall be no interference by the 
ILWU when employers make use of their contractual rights to use labor-saving technologies. In 
recognition of this fact, the PMA has made numerous material concessions to the ILWU in terms 
of wages, pay guarantees, pensions, health benefits, and more.    
 
Relevant jurisdictional provisions of these contracts, starting with the 2002 agreement, are 
summarized below:  
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Landmark 2002 Technology Agreement 
 
The 2002 contract and accompanying Letter of Understanding (LOU) paved the way for the 
introduction of important technology that ushered in the modern era at West Coast ports. The 
technology replaced clipboards and other manual processes with bar code scanners, GPS 
trackers, and optical character recognition that was already in use at other ports around the 
world.  
 
That agreement included the following key provisions:  
 

Letter of Understanding – Longshore Technology (November 23, 2002) 
 

• “All implementation of new technology as it affects Longshoremen shall be introduced in 

accordance with Section 15 of the PCLCD (the contract). 

 

• “When the Employer chooses to implement new technology to perform work covered in 

Section 1 of the PCLCD, then that work shall be assigned to Longshoremen. The 

performance of this work shall be performed on dock – on site.” 

PCLCD Section 15 
 
Section 15 of the contract, mentioned above, provides clear direction about the rules and 
guidelines for implementing technology. As noted, this section remains in force today.  

 

• “There shall be no interference by the Union with the Employers’ right to operate 

efficiently and to change methods of work to utilize labor-saving devices…efficient 

utilization and organization of the workforce, introduction of labor-saving devices, or 

removal of work restrictions.” 

 

• “In order to avoid disputes, the employer shall make every effort to discuss with the 

Union in advance the introduction of any major change in operations.” 

In compliance with this provision, the ILWU was first informed of plans to automate Pier 400 at 
the start of last year. Numerous Section 15 meetings between APMT, the PMA and ILWU have 
been held since then, including a meeting held earlier this month with ILWU Local 13. 
 
ILWU Ratification of the 2002 Agreement 
 
The rank-and-file members of the ILWU voted overwhelmingly to ratify the 2002 contract, widely 
referred to as the “Technology Agreement.”  
 
Following the vote, the Associated Press reported the following:  
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The labor dispute that shuttered West Coast ports and hamstrung Pacific Rim trade last 
fall formally ended Wednesday when both dockworkers and shipping companies 
announced separately they had overwhelmingly approved a new six-year contract.  
 
Nearly 90 percent of International Longshore and Warehouse Union members who voted 
approved the multi-billion dollar deal, which should bring labor peace to 29 major ports 
that badly need to modernize - and should do so under the pact. Slightly more than 7,400 
members voted for the deal, nearly 900 against it - the largest margin of victory for any 
longshoremen's contract, according to union officials. Voter turnout was 85 percent. 
 
“They had union meetings to question the negotiators about it and plenty of time to 
debate it among themselves,” said union President Jim Spinosa. “They understood the 
terms of the contract, the times it was negotiated in and the victory it represents.”  
 
(“West Coast port dispute over; union companies ratify contract,” January 23, 2003)  

 
The Landmark 2008 Contract Specifically Provided the Ability of PMA Members to Automate 
 
Building on the provisions of the 2002 contract, the PMA and ILWU visited automated port sites 
elsewhere in the world and reached an agreement on new technology language in the 2008 
contract which specifically recognized the type of automated technologies they observed.  
 
Section 1.72 as well as a 2008 Letter of Understanding established the quid pro quo on 
implementation of Robotic Operated Marine Terminals in which the ILWU recognized 
employers’ right to automate in exchange for assignment of maintenance and repair work. Once 
again, these contract provisions remain in force in the latest governing contract. 

 

• Section 1.72– page 9 of the 2014-2019 PCLCD 

“It is recognized that the introduction of new technologies, including fully mechanized 
and robotic-operated marine terminals, necessarily displaces traditional longshore 
work and workers, including the operating, maintenance and repair, and associated 
cleaning of stevedore cargo handling equipment.” 
 

“The parties recognize robotics and other technologies will replace a certain number of 

equipment operators and other traditional longshore classifications. It is agreed that 

the jurisdiction of the ILWU shall apply to the maintenance and repair of all present and 

forthcoming stevedore cargo handling equipment in accordance with Sections 1.7 and 

1.71 and shall constitute the functional equivalent of such traditional ILWU work.”  
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• 2008 Letter of Understanding: Clarifications and Exceptions to ILWU Maintenance and 

Repair Jurisdiction, July 1, 2008 

Letter of Understanding: “During the course of the 2008 PCL&CA negotiations, 
the Parties discussed the assignment of maintenance and repair work to the 
ILWU coastwise bargaining unit to offset the introduction of new technologies 
and robotics that will necessarily displace/erode traditional longshore work 
and workers. The scope of ILWU work shall include the pre-commission 
installation per each Employer’s practice (e.g., OCR, GPS, MODAT, and related 
equipment, etc., excluding operating system, servers, and terminal 
infrastructure, etc.), post-commission installation, reinstallation, removal, 
maintenance and repair, and associated cleaning of all present and forthcoming 
technological equipment related to the operation of stevedore cargo handling 
equipment and its electronics in all West Coast ports except for those, and only 
those, specific marine terminal facilities as ‘red-circled’ below…” 

 

• Section 10 - Process to Implement Automation  

The 2008 contract also stipulates a clear process for engagement between the 
employers and the ILWU regarding the implementation of modern methods of terminal 
operations. The Joint Coast Labor Relations Committee, or “Coast LRC” below, is a body 
composed equally of ILWU and PMA representatives to adjudicate disputes related to 
the contract. (See Section 10 of the 2014-2019 labor agreement) 
 

Section 10 of the Agreement: “where a subsequent change in operation after the 
establishment of the original manning introduces a machine, or device, or new 
method of operation which results in the need for reduced or increased manning, 
shall be subject to review through the contract machinery at the Coast LRC level 
at the request of either party.”  

 

• Section 17 – Joint Labor Relations Committees, Administration of Agreement, and 

Grievance of Procedures 

 

This section stipulates the process for arbitrating contract disputes on the West Coast 

waterfront. Disputes must be handled within the grievance procedures described herein.   

Section 17.15: “The grievance procedure of this Agreement shall be the 
exclusive remedy with respect to any disputes arising between the Union or any 
person working under this Agreement or both, on the one hand, and the 
Association or any employer acting under this Agreement or both, on the other 
hand, and no other remedies shall be utilized by any person with respect to any 
dispute involving this Agreement until the grievance procedure has been 
exhausted.” 
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Section 17.26: “The Joint Coast Labor Relations Committee has jurisdiction to 
consider issues that are presented to it in accordance with this Agreement and 
shall exercise such jurisdiction where it is mandatory and may exercise it where 
such jurisdiction is discretionary as provided in Section 17.261, Section 17.262 
and other provisions of this Agreement.” 

17.26.1: “Any decision of a Joint Port or Joint Area Labor Relations Committee or of 
an Area Arbitration Panel claimed by either party to conflict with this Agreement 
shall immediately be referred at the request of such party to the Joint Coast Labor 
Relations Committee (and, if the Joint Coast Labor Relations Committee cannot 
agree to the Coast Arbitrator, for review). The Joint Coast Labor Relations 
Committee, and if it cannot agree, the Coast Arbitrator, shall have the power 
and duty to set aside any such decision found to conflict with the Agreement and 
to finally and conclusively determine the dispute. It shall be the duty of the 
moving party in any case brought before the Coast Arbitrator under the provisions 
of this Section 17.261 to make a prima facie showing that the decision in question 
conflicts with this Agreement, and the Coast Arbitrator shall pass upon any 
objection to the sufficiency of such showing before ruling on the merits.” 

Coast Arbitrator John Kagel, jointly appointed by PMA and the ILWU as the final arbiter of 
waterfront disputes, has ruled multiple times on automation-related matters. In 2010, he laid 
out in the clearest terms the nature of the automation agreement reached by the parties during 
2008 negotiations: 

“…the quid pro quo in 2008 was that the Union would secure new terminal facilities as 
maintenance and repair sites along with such work on new automated and longshore 
equipment which was a huge gain for the Union which in turn agreed to reinforce the 
Employers' right to utilize automated container handling equipment…” (See C-05-10, 
page 9) 

The Coast Arbitrator’s rulings in 2009 and 2017 also referenced the “quid pro quo” in clear 
terms. In other words, the most significant independent decision-maker regarding the 
waterfront contract has repeatedly noted that ILWU officials agreed to automation – and saw 
significant gains as a result. 

Technology, Productivity and ILWU Benefits Grow Together  
 
In light of the 2008 contract provision related to automation, the PMA agreed to expand the 
ILWU’s jurisdiction to include Maintenance and Repair (M&R) jobs on automated terminal 
equipment and vehicles at the terminals – a valuable concession to ILWU members.  
 
To help prepare ILWU members to perform these M&R functions, in 2018 the PMA established a 
partnership with Long Beach City College to train longshore workers in maintenance and repair 
of cargo-handling equipment, including semi-tractor trucks and small vehicles. The 2018 pilot 
program is expected to expand as terminal modernization and automation continue to take hold.  
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This concession to the ILWU is part of a long history of extending the benefits of technology-driven 
productivity on the West Coast waterfront to ILWU members in the form of growing wages, 
protections and benefits. This practice has continued to the present day, enabling meaningful 
compensation improvements, such as: 
 

• Pension Increases: The PMA agreed to very significant pension increases, which are 

currently nearly $89,000 annually for fully vested workers with maximum years of service, 

rising to more than $95,000 annually in 2021. (PMA 2018 Annual Report, page 36) 
 

• Pay Guarantees: The PMA agreed to protect eligible registered longshore workers who are 

unable to obtain full-time work because of technology by expanding the pay guarantee 

plan (PGP). The PGP provides a guaranteed weekly income to industry registrants who 

meet certain eligibility criteria and are unable to obtain a 40-hour work week.  
 

• World Class Health Care Benefits: The ILWU-PMA welfare plan is among the most 
generous health plans in the nation, with fully paid medical care with no employee 
premiums and only very limited deductibles. Prescription drugs are provided for $1. The 
cost of the health care plan, borne entirely by the employer, is approximately $53,000 
per active registrant. 

• Increased Wages: Wages have continued to increase through the automation 
agreement. ILWU members enjoy world-class wages, with the average full-time 
registered worker earning more than $183,000 per year. For longshore registrants, the 
average is $171,110. Clerks are paid an average of $193,511 per year, and for foremen 
the average is $281,555.  

Automation Is Already a Reality at the L.A./Long Beach Port Complex 
 
Automation projects, including the TraPac terminal at the Port of Los Angeles, have already been 
implemented consistent with the provisions of the contract agreements between the PMA and ILWU. 
 
The 2008 and 2014 contracts enabled TraPac and LBCT to automate, just as APM Terminals is 
planning to do at Pier 400. The TraPac terminal at the Port of Los Angeles has the following 
automated components:   

 

• Autostrads carry containers from the ship offloading area to an automated stacking 

crane in the yard or to a buffer storage area for on-dock rail transfer. This terminal 

has been widely featured in the media, including a 2016 article in the industry’s 

leading trade publication, the Journal of Commerce. 

  

• Electric Automated Rail-Mounted Stacking Cranes (ASCs) place the containers on a 

truck chassis or rail car with the assistance of an ILWU crane driver who operates 

the ASC remotely. 
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The automated TraPac facility, which contains technology similar to what is planned by APM 
Terminals, was featured on the Port of Los Angeles’ video channel Latitude. The Port of LA 
reporter enthusiastically described the facility in the story: TraPac: Tomorrow’s Technology 
Today (April 7, 2016). In describing the facility, the reporter said:  

 

• “Autostrads. This is just one component of the innovative technology that has 

created one of the most efficient and advanced automated container terminals in 

the world – the TraPac terminal at the Port of Los Angeles.”  

 

• The reporter also celebrated that TraPac was the "first terminal to combine automatic 

straddle carriers with automated stacking cranes.” She also reported that TraPac was 

the “first terminal operator to use automated straddle carriers for the horizontal 

transport between the automated terminal and an automated on-dock rail operation. 

The terminal will be the first to combine automatic straddle carriers with automated 

rail-mounted gantry cranes.” 

The Coast Arbitrator Has Already Ruled on Automation in Favor of the PMA 
 
Issues related to automation at TraPac and LBCT have been arbitrated, and awards by the Coast 
Arbitrator (the final arbiter of contract disputes on the West Coast waterfront, as laid out in the 
contract) have clearly reinforced PMA member companies’ rights to automate. It is worth 
noting, in the matters below, that the ILWU has not once challenged the right of employers to 
automate, but has merely contested the manning levels that would result.  

 

• In a matter related to the use and manning of Automated Stacking Cranes (ASTs) at the 

TraPac terminal at the Port of Los Angeles (See C-03-2014, Opinion and Decision of John 

Kagel, Coast Arbitrator, May 6, 2014), Coast Arbitrator John Kagel recognized that the 

ILWU and PMA toured automated port facilities prior to the 2008 automation 

agreement, and denied the ILWU’s assertion that additional manning at the automated 

TraPac terminal in Los Angeles is required. Arbitrator Kagel, in denying the ILWU’s 

request, writes the following statements which recognize the employers’ rights to 

automate terminals: 

 

o “Prior to that time [2008] the Parties had toured port facilities in the Netherlands, 

Germany, Australia and Virginia, and at those locations had seen automated 

cargo handling equipment which was installed and in operation there.” 

 

o “In 2008 bargaining, according to the Employer, and not generally contested by 

the Union, Section 1.72 and the LOUs were added to the Agreement to allow for 

the installation of such automated equipment and, in exchange, at non-red 

circled facilities, all maintenance and repair (M&R) work was exclusively 

reserved for ILWU-represented employees.” 
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o “…the Union recognizes that there is no manning minimums for fully automated 

equipment such as ASTs.” 

 

o “The ASCs here are installed as part of the automation of the TraPac terminal, as 

in the other worldwide facilities visited by the Parties before the 2008 

Agreement. Given the reason for their installation, the ASCs, operating 

robotically no less than seventy percent of the time, qualify as new technologies 

directly related to a robotic-operated marine terminal. Section 1.72 is explicit 

that “robotics and other technologies will replace a certain number of 

equipment operators and other traditional longshore classifications.” One 

applicable LOU states that such new technologies will “displace/erode 

traditional longshore work and workers.” 

The Favored Nations Concept Governs 
 
The Favored Nations concept, agreed to by the PMA and ILWU dating back to 1957 and 
recognized in Letter and Coast Labor Relations Committee minutes, affords APM Terminals and 
other PMA members the same opportunities to automate as afforded to LBCT and TraPac. 

 

• Favored Nations is a method of preventing discriminatory treatment by the ILWU 

among PMA member companies. It establishes equality of labor opportunity among 

companies by guaranteeing that if one company is given better terms by ILWU, then all 

other companies must get the same terms.  Favored Nation status also provides 

manpower and work-rule equality among companies by ensuring that the ILWU will not 

discriminate against another company’s services in favor of those from a third. Once the 

ILWU grants any type of concession, this concession must be given to all other 

companies.  (See CLRC Minutes 11-64, item #2) 

 

• In 1957 ILWU President Harry Bridges sent a letter to Paul St. Sure, President of the PMA 

at the time, which stated that the ILWU would not encourage or condone separate 

negotiations or agreements between ILWU local unions and PMA members. The letter 

further established that all ILWU disputes will be handled directly with PMA and 

through the existing means of resolution (i.e. contract grievance machinery). (See Harry 

Bridges letter dated January 17, 1957) 

 

• Over the years, “favored nations” has been referenced by the Coast Labor Relations 

Committee (See minutes from CLRC Meeting 13-1986, Item #3, in which the CLRC writes 

that "This Committee agreed that the "favored nations" understanding prevails in this 

matter, i.e., Metropolitan Stevedore Company, as a PMA member, is entitled to equal 

treatment by being accorded the same manning provisions and conditions in effect at 

the nonmember's facility when comparable or similar circumstances exist.")  

 



PMA Letter to Los Angeles Board of Harbor Commissioners 
March 15, 2019 
Page 12 

 

 

• Further, local area arbitrators (who typically hear disputes before they reach the CLRC 

or Coast Arbitrator) have also adjudicated matters related to Favored Nations. See, for 

example, the 1989 arbitration award SCAA-12-1989 and the 2012 award SCAA-01-12.  

The 2014 Contract -- in Effect through 2022 – Preserves the Employers’ Rights to Automate Terminals 
 
The 2014 contract negotiations were contentious and gained national headlines when the PMA 
and ILWU failed to reach a contract agreement months after the deadline had passed. 
Congestion plagued the terminals, with the PMA asserting union-staged slowdowns that 
crippled terminal operations. 
 
Ultimately, Los Angeles Mayor Eric Garcetti played an important role in mediating the contract 
dispute. Also, the Obama administration dispatched Secretary of Labor Thomas Perez and 
Secretary of Commerce Penny Pritzker to participate in helping the parties reach agreement.  
 
In late February 2015, nearly eight months after the prior contract had expired, a new contract 
agreement was reached that preserved the technology and automation provisions from the 
2002 and 2008 contracts, augmented the pay guarantee plan, and modified the local arbitration 
process to handle manning and jurisdictional disputes that automation was likely to raise.  
 
According to the Journal of Commerce: 

 
“… the deal between the Pacific Maritime Association and International Longshore and 
Warehouse Union preserved the provision of the 2002 and 2008 contracts that allowed 
employers to use, at their discretion and without the ILWU being able to stop them, 
computer technology for the free flow of information and automated cargo-handling 
machines to modernize West Coast port operations.” (“ILA raises automation concerns 
anew with conference boycott,” October 8, 2018) 

 
A separate Journal of Commerce story noted: 

 
The previous arbitration system…caused some terminal operators to shy away from 
investing hundreds of millions of dollars to bring in automated guided vehicles, 
automated stacking cranes and other equipment that is not manned by dockworkers.  
 
The arbitration system in the new contract that was ratified in late May establishes in 
each port range a three-person panel, one nominated by the ILWU, one by the PMA and 
the third will be a professional arbitrator with no previous ties to the waterfront.  
 
“’The new system will replace the patchwork nature of the old system with more 
uniformity and, presumably, more certainty,” the PMA [Annual Report] stated. 
 
…Under the new arbitration system, West Coast ports will resume their investments in 
technology and automation to reshape the waterfront, the report said. (“PMA: ILWU 
contract to pave road to automation,” Aug. 16, 2015) 
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The 2014 contract was approved by 82% of the rank-and-file ILWU members who cast votes. 
That is more than the 72% who ratified the 2008 contract. 
 
The Los Angeles Times reported on the negotiations, highlighting the challenges the maritime 
industry was facing at the time: 
 

Ever-larger ships are dumping more cargo at once on the docks, creating more 

congestion even when the work is going smoothly. That's increasing the demand for 

automation, said Levinson, who noted that ports in Europe and Asia increasingly use 

robotics to move goods that union longshoremen handle today on the West Coast. 

 

Another threat is the widening of the Panama Canal, scheduled for completion next year. 

That will enable some larger ships to pass more quickly to the East and Gulf Coast, 

though experts disagree on how much that could hurt Southern California. 

 

Still, the ILWU shouldn't overplay its hand, [economist Marc] Levinson said. 

 

“The employers and the union both have a common interest in the success of L.A.-Long 

Beach and in keeping the port as efficient as possible,” he said. (“Small but powerful 

union is at center of port dispute,” Feb. 17, 2015) 

 

ILWU Leaders Have Consistently Acknowledged PMA Members’ Right to Automate 
 
The leaders of the ILWU who negotiated the contracts with the PMA have acknowledged that 
automation is a right of the companies operating terminals on the West Coast. Former ILWU 
President James Spinosa led the 2002 negotiations. Recently retired ILWU President Robert 
McEllrath led the 2008 and 2014 negotiations, as well as the precedent-setting five-year 
extension that was reached in 2017.  

 

• Bob McEllrath in The Docker podcast (July 2018): “I’ve heard people say we won’t allow 

automation. Well, if you don’t allow automation, I guess you don’t need your new flat 

screen TV and your cell phones and all that stuff. It’s going to come. It’s going to happen. 

But you’ve got to be involved in it, you’ve got to have your mechanics, you’ve got to have 

the people who fix it, you’ve got to have people that repair it. And you’ve got to bargain 

manning on those pieces of equipment, whether it be a crane or anything, you’ve got to 

bargain those issues…. I’ve told the guys: we’ve got to get in it. We can’t just turn our 

head. If we do, we’ll be left behind. They’ll eat us up.”  

 

• McEllrath in The Dispatcher (May 8, 2012) – “Just like the ILA, we know that automation 

is coming.  In fact, the ILWU has a long history, beginning in the 1960’s, of accepting 

automation provided that all associated work is assigned to the ILWU.”  
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• James Spinosa in KCRW Cargoland News Feature (December 4, 2014): “Never, ever have 

we found ourselves able to stop technology, and we’re not going to,” he says, 

referencing a future in which automation and innovation mean fewer jobs.  

 

• McEllrath in YouTube interview (February 2009): "In the past, new technology helped 

some of our longshore jobs get safer and the work more efficient. So we're positive 

about new technology. We just want to be sure that the companies don't try to 

outsource the jobs from the ports.”  

 

• ILWU Local 63 President Mike Podue (May 16, 2013), as reported by JOC reporter Bill 

Mongelluzzo on Twitter (@billmongelluzzo): “Local 63 Pres. Mike Podue tells Long 

Beach seminar the ILWU embraces automation as long as the union has those jobs 

’from here to eternity.’” 

 

• Former ILWU Local 63 Secretary Peter Peyton, San Francisco Chronicle (July 6, 2003): 

The ILWU believes increased productivity is a good thing, said [Peter Peyton, secretary of 

ILWU Local 63 in San Pedro]. "There is not a problem with us one bit," he said. "They can 

knock themselves out in terms of how they want to do it, as long as they realize that the 

second phase of this is compliance with the MOU (meaning it has job jurisdiction), and 

that's where we're going next." 

 

• Former ILWU spokesperson Steve Stallone in the Sacramento Bee (October 2, 2002): 

"Have all the technology you want; we understand some jobs are going to be lost," 

said union spokesman Steve Stallone. "The proviso we have (is) that all of the remaining 

jobs and new jobs created by new technology will be ILWU jobs.” 

Maintaining Competitive West Coast Ports 
 
The importance of terminal automation is directly tied to 
West Coast ports’ ability to stay competitive locally and 
globally. In today’s marketplace, shippers have options, 
especially when considering that roughly half of the cargo 
moving through West Coast ports is discretionary cargo – 
cargo that moves outside regional markets region bound for 
the Rocky Mountain states, the Midwest and other points 
east.  
 
In the years after the 2002 and 2008 contract disputes, the 
West Coast lost significant market share to East Coast and 
Gulf Coast ports. And the competition for this cargo is 
intensifying due to many factors, including investment 
throughout North America in deep water terminals and 
modern terminal operations to handle large mega-vessels.  
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Also, the opening of the wider Panama Canal; larger and increasingly sophisticated ports in 
Canada, Mexico, the East Coast and Gulf states; the diversification of global sourcing; and lower 
cost structures in other markets are only fueling more intense competition for discretionary cargo. 
 
It is also important to note that while the West Coast is typically the most efficient route for 
goods sent from China, manufacturing centers in other parts of Asia are efficiently accessing East 
Coast ports via the Suez Canal.  
 
The reality is this: If the Port of Los Angeles fails to modernize through automation, 
discretionary cargo will go elsewhere. It is all our business – the PMA, ILWU and the Port of Los 
Angeles – to keep the nation’s busiest container port competitive so we can continue to attract 
the cargo that supports our local economies. 
 
The economic stakes are high. In 2014, leading maritime economist John Martin documented the 
economic impact of West Coast ports, along with factors that could threaten their growth. Martin 
found that West Coast ports – led by Los Angeles and Long Beach, which together move roughly 
60 percent of coast tonnage – have a domestic business impact of more than $2 trillion annually.  
 
Looking ahead, Martin pointed out that as ports around the world continue to modernize, there is 
no question that future economic growth will go to those ports that show the best ability to adapt. 
The experience of the past two decades shows remarkable elasticity in cargo’s movement through 
different ports, he said. If West Coast ports led by Los Angeles and Long Beach wish to remain 
leaders, they will need to move cargo efficiently and reliably.  
 
The Bottom Line: The Biggest Job Killer Would Be Ports That Can’t Compete  
 
To stay competitive, the Port of Los Angeles must accomplish three objectives: 1) meet clean air 
goals that are the most stringent in the world; 2) modernize terminal operations to meet a high 
standard of productivity; and 3) support good jobs for the future. The stakes are high, for the 
health of both the local and national economies. Ports on the West Coast provide the foundation 
for nearly 10 million American jobs.  
 
History shows examples of our collective ability to lead and adapt to changing times. In the 1960s, 
PMA and our member companies led the transition from break bulk to containerization. In the early 
2000s, we negotiated some of the industry’s most important technology and automation provisions. 
And in recent years, we have worked within an aggressive environmental framework while achieving 
record-setting volumes.  
 
Terminal Automation Supports the Clean Air Action Plan 
 
The Port of Los Angeles and Port of Long Beach’s Clean Air Action Plan Update, approved in 
2017, was a momentous step forward for environmental sustainability and a future of zero-
emissions cargo movement at the nation’s busiest container port complex. The CAAP set 
ambitious goals for reducing carbon emissions and toxic air pollution from cargo-handling 
equipment and drayage trucks serving the ports. 
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“Our ports are the engines that power our economy – they must also be the forces that drive our 
region toward a greener, more sustainable future,” Mayor Garcetti said at the time, reiterating 
the City’s “commitment to cleaning our air and moving boldly toward our goal of zero emissions 
goods movement at the ports.” 
 
The CAAP explicitly recognizes the role of automation at the port to promote clean air and 
protect public health. Specifically, automated guided vehicles and intermodal yard cranes are 
cited as examples of zero-emissions cargo-handling equipment that promote the Plan’s 
sustainability objectives. 
 
Further, the proposed automation plans for Pier 400 would directly enable the reduction of 
emissions from port drayage trucks, a major source of air pollution and greenhouse gas emissions.  
 
The project would improve the efficiency of drayage trucks by reducing operational time, 
improving traffic flow, and lowering vehicle miles traveled – precisely as outlined in the CAAP. 
 
Finally, the CAAP acknowledges that significant investment on the part of terminal operators will 
be necessary to achieve the Plan’s vision of transitioning equipment to zero-emission alternatives: 

 
“It is not simply a matter of swapping equipment; there must be years of design, 
engineering, and construction to install the necessary electric and alternative fuel 
terminal infrastructure. This infrastructure will be costly – as much as $2 billion 
according to our estimates – and must be in place before the fleets can transition. 
Moreover, the longer it takes to install the infrastructure, the less time the operators 
have to purchase new equipment, which concentrates their costs into a few years and 
increases their financial burden.” 

 
The operators of Pier 400 are recognizing this reality by seeking to install the infrastructure 
needed for these important environmental improvements without delay, thereby moving the 
port’s largest terminal toward the CAAP’s clean-air vision as rapidly as possible. 
 
Terminal Automation Supports Worker Safety 
 
Over the years, as a result of technology and other measures, port safety has improved 
dramatically. In 2002, for example, the OSHA lost-time injury and illness rate in Southern 
California was 6.49. By 2018, it had fallen to 2.55 – a drop of 61 percent.  
 
It is generally accepted that automated terminals are safer than non-automated terminals, for 
the simple reason that fewer people are in harm’s way. A 2018 article by the consulting firm 
McKinsey & Company states plainly, “Automated ports are safer than conventional ones.” (See 
The Future of Automated Ports, December 2018) 
 
As noted in a 2015 Journal of Commerce article about a fully automated terminal in Rotterdam, 
“Safety is the key feature of an automated terminal. People are not hurt because people are not 
allowed in the cargo-handling section of the terminal.”  
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Moving forward, PMA and its member companies look forward to automation being an 
important part of making marine terminals even safer places to work.  
 
Terminal Modernization Has Driven ILWU Wages & Job Growth 
 
When PMA negotiated the technology agreement in 2002, it was a bitter fight. The ports were 
closed for 10 days and the nation felt the economic impact coast-to-coast. The longshoremen 
were worried that technology would decimate their jobs. The opposite has happened.  
 
Coastwide since 2002, we have grown our longshore workforce by nearly 50 percent (adding almost 
5,000 workers), with average full-time longshore wages rising from $107,781 a year to $171,100.  
 
In Southern California since the technology agreement of 2002, the registered longshore 
workforce has grown from 4,491 to 7,883. Last year, we added 1,180 Class B registrants and 500 
casuals in Southern California.  
 
In short, technology has enabled our ports to compete and attract business. That has been good 
for the economy and for the longshore members.  
 
The best strategy to support union jobs is to keep attracting cargo. And the way to attract cargo 
while meeting the Port’s environmental goals is the very automation demonstrated at TraPac 
and LBCT – and planned by APMT. 

Conclusion: Terminal Automation is Essential to the Future of the Port of Los Angeles and the 
Entire West Coast 

During the past two decades, technology and automation have been important features of a 
West Coast waterfront that is rapidly evolving to meet 21st century challenges. Supporting 
millions of jobs and providing trillions of dollars in economic activity, West Coast ports are 
essential to the local and national economies. The Port of Los Angeles is a huge economic engine 
for all of Southern California, and requires continued modernization to keep its place as the 
leading U.S. container port. 
 
The APM Terminals automation project follows the TraPac automation project at the Port of Los 
Angeles and the LBCT at the neighboring Port of Long Beach, both of which have added to 
productivity which will enable further economic growth. Importantly, the APM Terminals project 
is entirely in keeping with widely accepted industry practices, most notably the manner in which 
it has been introduced to and discussed with the ILWU-- precisely as the PCLCD prescribes. The 
contract and its dispute resolution machinery have a decades-long history, and the ILWU itself 
has acknowledged that automation is part of the picture for the future of West Coast ports. 
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The Los Angeles Board of Harbor Commissioners can best support the port’s ability to produce 
jobs for both ILWU workers and others by respecting the well-honed process of collective 
bargaining and the waterfront contracts it has produced. We respectfully urge the commission to 
deny ILWU Local 13’s appeal and to allow the parties to move forward in enabling the port to 
reach ever-greater heights. 
 
 
Sincerely, 
 
 
 
 
James C. McKenna 
President and CEO 
 
cc: Mayor Eric Garcetti 

Los Angeles City Attorney Janna Sidley 
Gene Seroka, Executive Director, Port of Los Angeles  
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PACIFIC COAST LONGSHORE 
CONTRACT DOCUMENT

THIS CONTRACT DOCUMENT, dated July 1, 2014, is 
by and between Pacific Maritime Association (hereinafter 
called “the Association”), on behalf of its members (herein-
after designated as “the Employers” or the “individual em-
ployer”), and the International Longshore and Warehouse 
Union (hereinafter designated as “the Union”), on behalf of 
itself and each and all of its longshore locals in California, 
Oregon and Washington (hereinafter designated as “long-
shore locals”) and all employees performing work under 
the scope, terms and conditions of this Contract Document. 
This Contract Document is a part of the ILWU-PMA Pacific 
Coast Longshore and Clerks’ Agreement.

The parties hereto are the International of the Interna-
tional Longshore and Warehouse Union and the coastwise 
Pacific Maritime Association. All property rights in and to 
the Agreement, including this Contract Document for long-
shoremen, are entirely and exclusively vested in the Pacif-
ic Maritime Association and the International Longshore 
and Warehouse Union respectively, and their respective 
members. In the case of the International Longshore and 
Warehouse Union, a majority of the members of both the 
individual and combined locals covered by the Agreement 
shall be necessary to designate any successor organization 
holding property rights and all benefits of the Agreement, 
and if an election is necessary to determine a majority of 
both individual and combined locals in order to establish 
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SCOPE OF THIS CONTRACT DOCUMENT AND SECTION 1
ASSIGNMENT OF WORK TO LONGSHOREMEN

the possessors of all rights and benefits under this Agree-
ment, such election shall be conducted under the auspices 
and the supervision of the Coast Arbitrator provided for in 
Section 17, provided that such designation or election is 
not in conflict with any paramount authority or lawful or 
statutory requirements.

Section 1
SCOPE OF THIS CONTRACT DOCUMENT 

AND ASSIGNMENT OF WORK TO 
LONGSHOREMEN

This Contract Document, as supplemented by agreements 
(Port Supplements and Working Rules) for the various port 
areas covered hereby, shall apply to all employees who are 
employed by the members of the Association to perform work 
covered herein. It is the intent of this Contract Document to 
preserve the existing work of such employees.
1.1 Within the States of California, Oregon and Washington, 
all movement of cargo on vessels or loading to and discharging 
from vessels of any type and on docks or to and from railroad 
cars and barges at docks is covered by this Contract Document 
and all labor involved therein is assigned to longshoremen as 
set forth in this Section 1.

1.11 This Contract Document covers the movement of 
outbound cargo only from the time it enters a dock and comes 
under the control of any terminal, stevedore, agent or vessel 
operator covered by this Contract Document and covers move-
ment of inbound cargo only so long as it is at a dock and under 
the control of any vessel operator, agent, stevedore, or terminal 
covered by this Contract Document. In instances where an Em-
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ployer asserts it had no control of the movement of the cargo 
in question, the responsibility of proving such lack of control 
shall be upon the employer.
1.2 Dock work provisions.

1.21 When an employer chooses to perform the following 
dock work, such work is covered by this Contract Document 
and all labor involved therein is assigned to longshoremen:

(a) High piling cargo and breaking down high piles of 
cargo,

(b) Sorting of cargo,
(c) Movement of cargo on the dock or to another dock,
(d) The removing of cargo from cargo boards,
(e) Building any loads of cargo on the dock,
(f) Multiple handling of cargo,
(g) Loading and unloading of containers at intermodal 

rail yards on dock (as defined in Section 1.92) and 
near dock, (i.e., not on dock, but adjacent to an em-
ployer’s on-dock container yard) under the control 
of any employer covered by this Contract document 
shall be assigned to longshoremen — exception: un-
less such work at the intermodal yard has been as-
signed to other workers under terms of a collective 
bargaining agreement. An intermodal rail yard can 
only be designated as an on dock or a near dock but 
cannot be defined as both.
1. Uninterrupted movement of containers, 365 

days a year, 24 hours per day (no non-work days). 
(See July 1, 1996, Letter of Understanding.)
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2. Available shift starting times: day shift 0700, 
0800 and 0900; night shift 1700, 1800, 1900, 
0200 and 0300.

3. Side gate and expedited gate procedures.
4. Maximum of 10 hours for the purpose of finish-

ing a train.
1.211 Carriage of cargo between docks by barge or rail 

or by trucks on public roads may be assigned to longshoremen.
Exception: The intraport drayage of cargo, containers, chas-

sis and cargo handling equipment shall be assigned, in either 
direction, to longshoremen whenever such drayage is between 
an on-dock container yard (as defined in Section 1.92) and a 
near-dock rail yard (i.e., not on-dock but adjacent to such con-
tainer yard) which is covered by this Contract Document.

1.212 When the following dock work is performed, 
such work is covered by this Contract Document and all labor 
involved therein is assigned to longshoremen:

Consolidating containers or chassis on the dock for storage or 
delivery purposes.

1.22 Cargo received on pallet, lift, or cargo boards, or as 
unitized or packaged loads shall not be rehandled before mov-
ing to ships’ tackle, unless so directed by the employer.

1.23 Any load of cargo discharged from a vessel may be 
dock stored just as it left the hatch.

1.24 Any load of cargo discharged from a vessel may, in 
whole or part, be rearranged if necessary for dock storage. 
Such cargo shall not be considered high piled unless stored 
more than 2 loads high.
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1.241 Newsprint in rolls shall not be considered high 
piled unless stored more than 2 high, except that half size rolls 
(36’’ or less in height) shall not be considered high piled unless 
stored more than 4 high.

1.25 Cargo may be removed by the consignee or his agent, 
without additional handling by longshoremen except for 
breaking down high piles and any other work as the employer 
may choose to have done under Section 1.21.

1.26 If jurisdictional difficulties arise in connection with 
the performance of dock work, whatever jurisdictional agree-
ments are reached shall not result in multiple handling.

1.27 Provisions relating to sorting or subsorting cargo to 
marks shall not prohibit a drayman from taking or rearranging 
such already sorted cargo for the purpose of properly loading 
his truck.

1.28 Masonite, hardboard and similar commodities are 
not high piled if the commodity is dock stored for delivery to 
a truck in piles not to exceed approximately 6 feet in height.
1.3 Any class of seamen in the employ of a vessel operator 
may do the work herein assigned to longshoremen that such 
seamen in their class now do, or may do, by practice arrived 
at by mutual consent of the parties or the Joint Coast Labor 
Relations Committee.
1.4 The Union may at any time, in general or limited terms, 
waive in writing the right of longshoremen to do any portion 
of the work herein assigned to longshoremen or so accept an 
interpretation of such assignment, and to the extent and for the 
time that such waiver or interpretation is accepted by the As-
sociation in writing the employer may assign or permit assign-



6

SCOPE OF THIS CONTRACT DOCUMENT AND SECTION 1
ASSIGNMENT OF WORK TO LONGSHOREMEN

ment of excepted work to any other class of workers consistent 
with such waiver or interpretation.  

1.41 The Employers have the right to have trucks come 
under the hook to move heavy lifts, dunnage, lining material, 
long steel, booms, and ship-repair parts directly from truck to 
ship and/or ship to truck.

1.42 Longshoremen will load or discharge trucks operat-
ing in direct transfer to or from the ship and otherwise will 
work on trucks when directed to do so by the employer.

1.43 Teamsters may unload their trucks by unit lifts (ex-
cluding containers) or piece by piece, to the area designated by 
the employer at which point the trucking or drayage company 
or shipper releases control of the cargo. (See Section 1.8.)

1.44 Teamsters may load their trucks piece by piece from 
cargo boards or with unit lifts (excluding containers) and build 
loads and otherwise handle cargo on their trucks or tailgates 
and on loading platforms and aprons. (See Section 1.8.)

1.45 The movement of cargo to or from a vessel on an in-
dustrial dock shall be defined as work covered by this Contract 
Document and is assigned to longshoremen. Existing practices 
under which other workers perform such dock work at an ex-
isting facility may be continued. An industrial dock is a dock at 
a facility where materials are manufactured and/or processed 
and from which they are shipped or at which materials used in 
the manufacture or process are received, and the dock operator 
has a proprietary interest in such materials.
1.5 All machinery, equipment and other tools now or hereafter 
used in moving cargo and/or used in performing other work de-
scribed in Section 1.1 shall be operated by longshoremen when 
used in an operation or at a facility covered by this Contract 

SCOPE OF THIS CONTRACT DOCUMENT AND SECTION 1
ASSIGNMENT OF WORK TO LONGSHOREMEN



7

SECTION 1 SCOPE OF THIS CONTRACT DOCUMENT AND
 ASSIGNMENT OF WORK TO LONGSHOREMEN

Document and the operation thereof is assigned to longshore-
men and is covered by this Contract Document.

(a) Procedures provided for resolving disputes as set 
forth in Section 1.5 and subordinate subsections 
shall be construed in connection with the agreement 
of the Employers to provide skill training for long-
shoremen so as to minimize the grounds for excep-
tions listed in Section 1.54. When trained skilled 
longshoremen, certified as capable of performing 
work now assigned by the Pacific Maritime Asso-
ciation member company to nonlongshoremen, are 
available, such longshoremen will be assigned to 
such work, provided no union jurisdictional work 
stoppages are caused and provided that such trained 
skilled longshoremen may be assigned to any skilled 
work they are capable of performing without limita-
tion by reason of claimed specialization.

(b) Where Pacific Maritime Association or its member 
companies have existing bargaining relationships, 
have granted recognition to, and have assigned work 
to bona fide labor unions as a result of such relation-
ships and recognition; or where status quo exceptions 
relating to other unions are now set forth in Section 1, 
International Longshore and Warehouse Union will 
not make any jurisdictional claim or cause any ju-
risdictional work stoppage dispute involving Pacific 
Maritime Association or such member companies 
with relation to such work assignments. However, if 
the Union obtains the right to represent and bargain 
for such workers and no jurisdictional work stop-

SECTION 1 SCOPE OF THIS CONTRACT DOCUMENT AND
 ASSIGNMENT OF WORK TO LONGSHOREMEN
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page problems are created, the Association agrees 
that such exceptions regarding assignment of work 
to longshoremen will be eliminated.

1.51 The individual employer shall not be deemed to be 
in violation of the terms of the Contract Document assigning 
work to longshoremen if he assigns work to a nonlongshore-
man on the basis of a good-faith contention that this is permit-
ted under an exception provided for herein.

1.52 Should there be any dispute as to the existence or 
terms of any exception, or should there be no reasonable way to 
perform the work without the use of nonlongshoremen, work 
shall continue as directed by the employer while the dispute is 
resolved hereunder.

1.53 Any such dispute shall be immediately placed before 
the Joint Coast Labor Relations Committee by the party attack-
ing any claimed exception or proposing any change in an ex-
ception or any new exception. The Joint Coast Labor Relations 
Committee decision shall be promptly issued and shall be final 
unless and until changed by the parties or that Committee. The 
Committee may act on the grounds set forth in Section 1.54 or 
on any other grounds. Both parties agree that its position on 
such a dispute shall in no case be supported by, or give rise to 
threat, restraint or coercion.

1.54 Any such dispute that is not so resolved by the Com-
mittee within 7 days after being placed before it, may be placed 
before the Coast Arbitrator on motion of either party. The Arbi-
trator shall decide whether an exception should be upheld and 
may do so on the following grounds only:

(a) Nonlongshoremen were assigned the skilled or un-
skilled labor in dispute under practices existing as 
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of January-August 10, 1959, arrived at by mutual 
consent and as thereafter modified or defined by the 
parties or the Joint Coast Labor Relations Commit-
tee, or;

(b) Cranes are not available on a bare boat basis and rea-
sonable bona fide efforts to obtain them have been 
made and there is no reasonable substitute crane 
available.

1.6 This Contract Document shall apply to the cleaning of 
cargo holds, loading ship’s stores, handling lines on all ves-
sels (including lines handling at industrial docks), marking off 
lumber and logs, hauling ship, lashing, etc. (See Addenda, In 
Lieu Of Time.) (See Section 1.8.)
1.7 This Contract Document shall apply to the maintenance 
and repair of containers of any kind and of chassis, and the 
movement incidental to such maintenance and repair. (See 
Section 1.81.)

1.71 This Contract Document shall apply to the mainte-
nance and repair of all stevedore cargo handling equipment. 
(See Section 1.81.)

1.72 It is recognized that the introduction of new tech-
nologies, including fully mechanized and robotic-operated 
marine terminals, necessarily displaces traditional longshore 
work and workers, including the operating, maintenance and 
repair, and associated cleaning of stevedore cargo handling 
equipment. The parties recognize robotics and other technolo-
gies will replace a certain number of equipment operators and 
other traditional longshore classifications. It is agreed that the 
jurisdiction of the ILWU shall apply to the maintenance and 
repair of all present and forthcoming stevedore cargo handling 
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equipment in accordance with Sections 1.7 and 1.71 and shall 
constitute the functional equivalent of such traditional ILWU 
work. It is further recognized that since such robotics and 
other technologies replace a certain number of ILWU equip-
ment operators and other traditional ILWU classifications, the 
pre-commission installation per each Employer’s past practice 
(e.g., OCR, GPS, MODAT, and related equipment, etc., ex-
cluding operating system, servers, and terminal infrastructure, 
etc.), post-commission installation, reinstallation, removal, 
maintenance and repair, and associated cleaning of such new 
technologies perform and constitute the functional equivalent 
of such traditional ILWU jobs. (See Section 1.81 and Letter of 
Understanding - Clarification and Exceptions to ILWU Main-
tenance and Repair Jurisdiction.)

1.73 The scope of work shall include the pre-commis-
sion installation per each Employer’s past practice (e.g., 
OCR, GPS, MODAT, and related equipment, etc., excluding 
operating system, servers, and terminal infrastructure, etc.), 
post-commission installation, reinstallation, removal, mainte-
nance and repair, and associated cleaning of all present and 
forthcoming technological equipment related to the operation 
of stevedore cargo handling equipment (which term includes 
containers and chassis) and its electronics, that are controlled 
or interchanged by PMA companies, in all West Coast ports. 
(See Section 1.81 and Letter of Understanding - Clarification 
and Exceptions to ILWU Maintenance and Repair Jurisdic-
tion.)

1.731 In accordance with Sections 1.7, 1.71, 1.72, and 
1.73, the maintenance and repair work on all new marine termi-
nal facilities that commence operations after July 1, 2008, shall 
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be assigned to the ILWU. New marine terminals shall include 
new facilities, relocated facilities, and vacated facilities. (See 
Section 1.81 and Letter of Understanding – Clarification and 
Exceptions to ILWU Maintenance and Repair Jurisdiction.)

1.74 PMA members and their affiliated companies shall 
not engage in subterfuge to avoid their maintenance and re-
pair obligations under this Agreement to the ILWU. Contain-
ers and chassis, owned, leased, or interchanged by a carrier 
controlling, controlled by or under common control with an 
agency company that is a PMA member shall be deemed to be 
owned, leased or interchanged by that PMA member company 
when that equipment is on a dock. 

1.75 All on dock activities associated with the plugging 
and unplugging of vessels for cold ironing or its equivalent 
shall be performed by ILWU Longshore Division employees, 
except for US Flag vessels and crews as to their work on the 
vessel, as may be contractually assigned to them as of July 1, 
2008. (See Section 1.81 and Letter of Understanding – Clar-
ification and Exceptions to ILWU Maintenance and Repair 
Jurisdiction.)

1.76 The Employers shall assign work in accordance with 
Section 1 provisions and as may be directed by the CLRC or 
an arbitration award, which the Employers shall defend in any 
legal proceeding. PMA shall participate along with the individ-
ual Employers assigning the work in any legal proceeding.
1.8 Any type of work assigned herein in Sections 1.43, 1.44, 
and 1.6 to longshoremen that was done by nonlongshore em-
ployees of an employer or by subcontractor pursuant to a past 
practice that was followed as of July 1, 1978, may continue to 
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be done by nonlongshore employees of that employer or by 
subcontractor at the option of said employer.

1.81 ILWU jurisdiction of maintenance and repair work 
shall not apply at those specific marine terminals that are 
listed as being “red-circled” in the July 1, 2008 Letter of Un-
derstanding on this subject. Red-circled facilities, as they are 
modified/upgraded (e.g., introduction of new technologies), 
or expanded, while maintaining the fundamental identity of 
the pre-existing facility, shall not result in the displacement of 
the recognized workforce and shall not be disturbed, unless as 
determined by the terminal owner or tenant.

1.811 This Contract Document shall apply to all move-
ment of containers and chassis under one of the following 
conditions: (a) when containers or chassis are moved on a 
dock from a container yard to or from a storage area adjacent 
to a maintenance and repair facility on the same dock, such 
movement will be made by ILWU personnel, and (b) when 
an employer does not use a storage area adjacent to a mainte-
nance and repair facility and the movement is directly between 
a container yard and a maintenance and repair facility on the 
same dock, such movement will be made by ILWU personnel. 
If there is objection by the union having contractual rights at 
such facility, (a) above shall be applied and ILWU personnel 
shall move the containers or chassis to a storage area adjacent 
to a maintenance and repair facility.

This Section 1.811 does not apply to: (a) movements of con-
tainers or chassis to or from roadability check stations in the 
container yard for repairs required for over the road haulage; 
or (b) movements for emergency repair and emergency main-
tenance of laden refrigerated containers.
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1.82 An employer in a port covered by this Contract Doc-
ument who joins the Association subsequent to the execution 
hereof and who is not a party to any conflicting longshore 
agreement becomes subject to this Contract Document.
1.9 Definitions.

1.91 The term “longshoreman” as used herein shall mean 
any employee working under this Contract Document. (See 
Addenda, No Discrimination.)

1.92 The term “dock” as used herein shall mean any 
moorage—anchorage, pier, wharf, berth, terminal, waterfront 
structure, dolphin, dock, etc.—at which cargo is loaded to or 
discharged from oceangoing vessels or received or delivered 
by an employer covered by this Agreement. The term “dock” 
does not include any facility at which vessels do not moor.
1.10 This document also covers the stuffing, unstuffing, and 
transloading of containers on docks. (See Container Freight 
Station Supplement and associated Letters of Understanding.)

Section 2
HOURS AND SHIFTS

2.1 The standard work shifts and work week consist of the 
first 8 hours on the first shift, the first 8 hours on the second 
shift and the first 5 hours on the third shift, Monday through Fri-
day. Work outside the standard work shifts on Monday through 
Friday and all work on Saturdays, Sundays, and Agreement 
Holidays is overtime work.
2.2 Meal time shall be 1 hour.

2.21 The established noon meal period shall be the 2 hours 
between 11:00 a.m. and 1:00 p.m. and the meal hour shall be 
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any 1 hour within such period beginning at 11:00, 11:30, or 
12:00 noon.

2.22 The midshift meal hour on the second shift shall be 
at either 10:00 p.m. or 11:00 p.m. in those ports whose normal 
starting time is 6:00 p.m. and at either 11:00 p.m. or 12:00 
midnight in those ports whose normal starting time is 7:00 p.m. 
In either case the 2 meal hours constitute the established meal 
period.

2.23 Men may be sent to the midshift meal an hour later 
than the established midshift meal period when there is a late 
start of a vessel and an extended shift is to be worked.

2.231 When men are sent to the midshift meal an hour 
later than the established midshift meal period under Section 
2.23 and an extended shift is not worked, the men shall be paid 
1 hour extra at the overtime rate on either the first shift or the 
second shift.

2.24 Except when released as provided in Section 2.25, 
employees shall go to midshift meals as directed by the em-
ployer under the provisions of Sections 2.21, 2.22 and 2.23.

2.25 When so ordered, employees shall work 6 hours with-
out a midshift meal on all vessels. The employees will then be 
released with payment for the full shift.

2.26 The employers have the right to relieve hatches 
during meal periods.
2.3 Longshoremen are entitled to a 15-minute relief period 
around the midpoint of each work period involved, having due 
regard for the continuity and nature of the work.

2.31 Men shall take their relief as directed by the employ-
er, and there shall be no abuse of such relief periods by the 
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employees and they shall observe specified times for starting, 
resuming and finishing work as directed by the employer.

2.32 The granting of relief in accordance with the fore-
going sections shall not, during periods of such relief, be con-
strued to amount to a reduction of manning on any operation 
so as to require replacement of the men on relief, provided such 
operation can continue to meet all protective health and safety 
and onerous work standards as set forth in the Agreement.
2.4 The standard work shifts shall be as set forth in Section 2.41.

2.41 The first shift shall start at 8:00 a.m. except that the 
initial start may be made later than 8:00 a.m. The second shift 
shall start at 6:00 p.m., provided that the Joint Port Labor Re-
lations Committee in any port may by mutual agreement alter 
the second shift regular starting time for such port to 7:00 p.m. 
An employer who orders gangs for the third shift may start 
the second shift, at the option of the employer, at 5:30 p.m. or 
6:00 p.m. or at the second shift regular starting time set by the 
Joint Port Labor Relations Committee. The initial start on the 
second shift may be made later than the regular starting time. 
The third shift shall start at 2:30 a.m. or 3:00 a.m. at the option 
of the employer.

2.411 The term “initial start” refers to the man’s start, 
not the job or ship’s start.

2.42 Agreed upon exceptions to the regular shift starting 
time because of special conditions shall continue in effect with 
such modifications as may be mutually agreed to by the Joint 
Port Labor Relations Committee.

2.43 The first shift may not overlap the next shift for work 
purposes, but may overlap the next shift at a different berth for 
payroll purposes. The work of the second shift gangs that are 
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sent to eat and return to work may overlap the work of   
the third shift gangs but only for the purpose of completing the 
pay guarantee.

2.431 However, for the purpose of implementing Sec-
tion 2.4492 work on the third shift and first shift may overlap 
between 7:00 a.m. and 8:00 a.m., and

2.432 For the purpose of implementing Section 2.5 any 
work shift may overlap the following work shift.

2.44 The following are the extensions or exceptions to the 
standard shift:

2.441 Travel time, whether paid or unpaid, shall not be 
included in the work shift, except where traveling from one job 
to another in order to complete a shift.

2.442 A 2-hour leeway without going to a second meal 
or receiving meal money shall be allowed, thus extending the 
8-hour shift to a maximum of 10 hours, when a vessel is re-
quired to finish in order to shift.

2.443 On the shift immediately preceding the final 
work shift, men may be required to work a maximum of 9 hours 
in any hatch or hatches to finish such hatch or hatches. At the 
end of the ninth hour, such hatch or hatches shall not be worked 
further before sailing.

2.4431 Container Operations. On the shift imme-
diately preceding the final work shift, men may be required to 
work a maximum of 9 hours to perform any work related to the 
loading/discharging of containers to complete a hatch covered 
under deck container stowage area or that area directly above. 
At the end of the ninth hour, such areas shall not be worked 
further before sailing.
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2.4432 Lash Operations. On the shift immediately 
preceding the final work shift, men may be required to work 
a maximum of 9 hours to perform any work related to the 
loading/discharging of LASH barges to complete a vertical 
tier (or tiers) either below and/or above deck. At the end of 
the ninth hour, such tier (or tiers) shall not be worked further 
before sailing.

2.4433 Roll-On/Roll-Off Operations. On the shift 
immediately preceding the final work shift, men may be re-
quired to work a maximum of 9 hours to perform any work to 
complete the cargo loading/discharging operation in any wa-
tertight compartment or on any deck. At the end of the ninth 
hour, such compartment or compartments, or deck or decks 
shall not be worked further before sailing.

2.444 On the final shift (day or night) the men may be 
required to work a maximum of 10 hours without a second 
meal or meal money to sail a vessel.

2.4441 Some gangs on a vessel may work the stan-
dard shift, some gangs work part of the extension and other 
gangs work the full extension.

2.445 A 1-hour leeway shall be allowed on the third 
shift, thus extending the 5-hour shift to a maximum of 6 hours. 
On a final third shift, gear priority is suspended at the end of 5 
hours. Gangs may then be released and the remaining gang or 
gangs may be worked in all hatches in order to finish and shall 
receive the full hour at the rate provided in Section 4.153.

2.446 The standard shift shall be extended to work a 
vessel in case of real emergency, such as fire, or a leaking ves-
sel in danger of sinking and men thus employed shall go to eat 
when ordered to do so.
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2.447 When no replacements are available to the em-
ployer in the area, men and gangs in their home port shall work 
a maximum of 10 hours.

2.4471 Where men and gangs travel from home port 
to another port they shall not work longer than the maximum 
provided for in Sections 2.442, 2.443 and 2.444.

2.448 An extension of up to 2 hours on any shift shall 
be allowed when using a floating crane to finish any heavy lift 
operation but shall apply only to the gang and/or men involved.

2.449 Dock Operations.
2.4491 Any dock facility may operate from 7:00 

a.m. to 6:00 p.m. and from 5:00 p.m. to 4:00 a.m. at the option 
of the employer.

2.4492 For flexibility on dock operations, individu-
al longshoremen may (1) be ordered to perform any dock work 
for 1 full hour only prior to the start of any shift or (2) be di-
rected to perform any dock work for 1 full hour only after any 
shift. Individual longshoremen shall be limited to a total of 9 
hours on the first shift, 9 hours on the second shift, and 6 hours 
on the third shift. The 1 hour of work before or after the first and 
second shifts shall be paid at 1.5 times the straight time rate and 
on the third shift at 1.8 times the straight time rate.

2.4493 The local working rules may provide further 
or different exceptions for dock work.
2.5 For flexibility on ship operations, longshoremen may be 
ordered 1 full hour only prior to the start of any shift for work 
“other than actual handling or moving of cargo,” such as lash-
ing, unlashing, rigging of ramps, covering and uncovering, rig-
ging or trimming of gear and preparing equipment. The phrase 
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“other than actual handling or moving of cargo” is intended to 
permit the preparation of cargo for movement to or from the 
vessel so long as there is no actual movement of cargo directly 
to or from the vessel. The hour shall be paid at the overtime rate 
and shall not count against the eight hour guarantee.
2.6 To meet extraordinary or emergency situations, Joint Port 
Labor Relations Committees may, by mutual agreement of the 
parties, make limited exceptions to the rules in this Section 
other than 2.1.
2.7 Men and gangs shall be available to the employers for 3 
shifts. The employer shall determine the number of shifts to 
be worked and the number of gangs used on each shift. Gangs 
and men will report at the shift starting time designated by the 
employer in accord with the Contract Document.

Section 3
GUARANTEES

3.1 Eight-hour guarantee.
3.11 Applicability and method of payment.

3.111 Fully registered and limited registered men who 
are ordered to a job and who report to work and are turned to 
shall receive a guarantee of 8 hours’ pay, except on the third 
shift where a guarantee of 5 hours’ work or 5 hours’ pay is 
applicable.

3.112 On the first shift, the 8-hour guarantee of work 
or pay shall be provided between the hours of 8:00 a.m. and 
6:00 p.m.

3.113 On the second shift, the 8-hour guarantee of work 
or pay shall be provided within a spread of 9 hours from the 
normal starting time, or in the San Francisco Bay Area from the 
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beginning of a late subsequent start permitted under the present 
provisions in the San Francisco working rules. The spread is 
enlarged by 1 hour for a late initial start.

3.114 In the event a full shift of work cannot be provid-
ed and dead time results, such dead time shall be payable at the 
regular hourly rate of the shift involved to which the employee 
is entitled under Section 4.13. No penalty cargo rates shall be 
paid for dead time hours.

3.115 A man shall have only one 8-hour guarantee in 
any one day (See Section 3.28).

3.12 Exceptions to 8-hour guarantee.
3.121 The 8-hour guarantee shall not apply in the fol-

lowing circumstances:
3.1211 When men are neither turned to nor ordered 

to stand by (See Section 3.22).
3.1212 When men are turned to or ordered to stand 

by and work cannot commence, continue or resume because of 
bad weather (such determination to be made by the employer) 
and the men are not ordered back after a midshift meal (See 
Section 3.23);

3.1213 When extra longshoremen from the skilled 
classifications are ordered and turned to on an operation of 
short duration and are not shifted thereafter to comparable 
work on other docks or ships and are not ordered back after a 
midshift meal (See Section 3.24).

3.1214 When men employed at Selby, California, 
are not shifted to other operations to fill out the 8-hour guaran-
tee (See Section 3.27), and

3.1215 As provided in Section 3.3.
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3.122 Where men have been ordered and fail to report 
to work at all or on time, thus delaying the start of an operation, 
the time lost thereby until replacements have been provided or 
until the man or gang has been turned to shall be deducted from 
the 8-hour guarantee.

3.123 When gangs are traveled and, as a result, their 
starting time is later than 9:00 a.m. so that it is impossible to fill 
out the 8-hour guarantee between 8:00 a.m. and 6:00 p.m., the 
guarantee shall be pay or work from actual starting time until 
6:00 p.m., except for the meal hour. The same principle shall 
apply to a night shift start.

3.124 When hours are lost as a result of stop-work meet-
ings, or mutual agreement of the ILWU and PMA, such hours 
shall be deducted from the 8-hour guarantee.

3.125 When men are employed at Selby, California, the 
employer may shift the men to other operations to fill out an 
8-hour guarantee, otherwise the guarantee is only 4 hours. If 
men are not shifted to other work but are ordered back after a 
midshift meal, a second 4-hour minimum shall apply.

3.13 Accompanying the obligation placed upon the em-
ployers to furnish 8 hours of work each shift is the obligation on 
the part of the men to shift from one job to another when such 
move is ordered by the employers. Subject to the provisions 
hereunder the employers shall have the right to shift men and 
gangs, and men and gangs shall shift as ordered.

3.131 A skill rated longshoreman may be shifted only 
to skill rated work suitable to his qualifications. (Note: See 
Sections 4.32 and 10.32(e).)

3.132 Employers may shift men in ship gangs to any 
other work including all dock and car work.
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3.133 Longshoremen working on the dock may be shift-
ed to work aboard ships and may be shifted from their original 
assignment on any shift to any work on docks, cars, or barges, 
except that longshoremen listed on port lists, as agreed by Joint 
Port Labor Relations Committees as men being limited to dock 
work, shall not be shifted to work aboard ships.

(a) This Section 3.133 as it relates to certain longshore-
men being limited to dock work, is intended to imple-
ment reference in Coast Labor Relations Committee 
Meeting No. 28, December 27, 1961 concerning the 
preferential assignment of dock work to “men either 
old or disabled.” It is understood that the Joint Port 
Labor Relations Committees will prepare such lists 
of men who are “old or disabled,” and who conse-
quently will not be shifted away from dock work. 
The Joint Port Labor Relations Committees shall 
limit such lists to those in fact old or disabled and 
shall consider the normal volume of dock work in 
the port and the shifting of men from ship to dock, in 
order that the number of men on preferred dock as-
signment lists may have sufficient work opportunity 
to make reasonable hours of employment.

(b) Included in such lists shall be machine operators 
(bull drivers) in order that such men, not necessarily 
filling the classification “old or disabled,” shall not 
be forced off machines and put to work hand han-
dling cargo on dock or ship. The period of time such 
machine operators have been doing such work shall 
be the major factor to be used by Joint Port Labor 
Relations Committees in placing such men on pref-
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erential lists. This Section of the Contract Document 
shall not be construed to mean a guarantee of work or 
pay if insufficient work is provided.

3.134 Employers may shift men from shovel, freezer, 
and calk shoe work to any other work including all dock and car 
work. When so shifted, the penalty cargo rate shall not prevail. 
The employer may not shift men dispatched for general cargo 
to shovel, freezer or calk shoe work.

3.135 The employer shall have the right to peel off 
gangs at any time during a shift or at the end of a shift. The 
remaining gangs can work at all gears.

3.1351 The employers have the right to order back 
after any shift only such gangs as are needed to finish the re-
maining work. Such gang or gangs ordered back must be the 
gang or gangs which the employer believes in good faith have 
the most work to do at their gear. They may be required to finish 
the work at the gear of the released gangs. Under such circum-
stances the gear priority of the gangs released is suspended. 
Any gang peeled off under this rule cannot be replaced at its 
gear by a new gang from the dispatching hall until the second 
subsequent comparable shift.

3.1352 Gangs ordered to work under conditions 
which such gangs contend violate gear priority rules shall work 
as directed and claim(s) for such violation shall be presented by 
the union. If it is established that a gear priority violation did 
occur, then it will be automatic that the amount of time another 
gang worked in the hatch in which the gear priority violation 
was claimed will be paid the gang whose gear priority was vi-
olated on an hour for hour basis, unless the employer on whose 
ship the alleged gear priority violation occurred maintains that 
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such incident happened for reasons beyond the employer’s 
control. The employer may then take that position and process 
it through the grievance procedure to the Area Arbitration Pan-
el for final decision.

3.136 The shifting of registered and limited registered 
men shall be carried out without bumping.

3.137 Any gear priority rule will not prevent the shift-
ing of men and gangs for the purpose of fulfilling the 8-hour 
guarantee.

3.138 No “center line” and “imaginary bulkhead” or 
similar practices which result in division of work among gangs 
shall be permitted.

3.14 Rules and examples applicable to shifting men or 
gangs:

3.141 Initial late start orders may be placed at the dis-
patching hall to work a ship and to shift to a second ship for 
a late start on the second ship. Men so ordered shall be dis-
patched for the second ship, with orders to work the first ship 
only as a fill-in.

3.142 Men or gangs may be ordered to shift from a job 
or a ship that they have completed to a late start on another job 
or ship. Such men or gangs will be released at the end of the 
shift on the second job and may be required to work no longer 
than the extended hours as provided in Section 2.

3.143 Men or gangs may be ordered to shift from a job 
or a ship where they have not completed their original assign-
ment to permit a late start on another job or ship, or in order 
to finish the second ship for shifting or sailing. These men or 
gangs will be ordered back to their original job during that shift 
or for the start of the next day’s shift. If extended hours are 
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required to permit the second ship to shift or sail, the men or 
gangs will work up to but not beyond the end of the extension 
provided in Section 2.

3.144 Men or gangs may be ordered to shift from a job 
or a ship which they have not completed but where they have 
run out of available work—e.g., a delay in arrival of cargo, a 
breakdown of equipment, or a ship that fails to arrive as sched-
uled to another job or ship, and they will be ordered to return to 
their original job to finish it.

3.145 Shifting of men or gangs under Sections 3.13 or 
3.14 may be accomplished without clearance through the dis-
patching hall.

3.146 Gangs will have gear priority on only 1 ship 
during a shift and will be released to the dispatching hall at the 
end of any shift in which they have completed their work on the 
ship on which they had priority.

3.15 Possible adjustments in small ports:
3.151 The full provisions of the 8-hour guarantee shall 

prevail in all ports. In ports of 6 gangs or less adjustments may 
be made in leeway for late starts because no alternative work is 
available to fill out the 8-hour guarantee by mutual agreement 
at the local level provided there is approval by the Joint Coast 
Labor Relations Committee.
3.2 Four-hour minimum.

3.21 Longshoremen, other than fully registered or limited 
registered men, who are ordered to a job and are turned to shall 
receive a minimum of 4 hours’ work or 4 hours’ pay.

3.22 Men and/or gangs who are ordered, report for work 
complete as ordered or in the agreed minimum numbers and 
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ready to turn to but are not turned to shall receive the 4-hour 
minimum. Such men and/or gangs may be required to stand by 
for a maximum of one-half hour within the 4-hour minimum. 
Present port rules defining the number of men to start opera-
tions shall apply.

3.221 When an operation cannot commence at the des-
ignated starting time because of failure of at least the minimum 
required and properly ordered number of men to appear, then 
pay shall be as follows:

3.2211 Units not filled to minimum complement as 
provided in local working rules shall, if ordered by the employ-
er, stand by awaiting additional men as needed to complete the 
minimum complement of men. Such standby shall be paid for 
and limited to 1 hour.

3.2212 Other units or men directly related to the op-
eration who report for work as ordered shall be turned to. They 
may be released 1 hour later if the balance of the work does not 
commence or continue thereafter because of insufficient men 
being present. If they are so released they shall receive a 4-hour 
minimum in addition to the time they may have worked prior 
to the commencement of the shift.

3.2213 Where possible, units of less than the min-
imum requirements of men shall be consolidated to provide 
proper complements and the men shall so combine or shift as 
provided by this Contract Document.

3.222 When the required minimum number of men re-
port they are required to turn to as directed by the employer 
and work up to the midshift meal hour. If at that time there are 
men who have not as yet reported, then either the men or the 
employer can determine that work cannot proceed at any time 
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thereafter. When work ceases under such circumstances or if 
the employer determines that the operation is not satisfactory 
prior to the meal hour then the minimum pay for all related 
men or units shall be time worked or 4 hours, whichever is the 
greater.

3.223 When the required minimum complement re-
ports and the operation commences and cannot be continued 
because of refusal of men to continue working with less than 
the required number of men, then pay shall be as follows:

3.2231 Such men or units of men refusing to contin-
ue work shall be paid on the basis of time worked.

3.2232 Related men or units of men shall be shifted 
to other work, or shall be released with a 4-hour minimum.

3.2233 Such a refusal to continue work shall not be 
considered a violation of this Contract Document.

3.23 Inclement weather.
3.231 When men are ordered to stand by and work can-

not commence because of bad weather (such determination to 
be made by the employer), the 4-hour minimum shall apply. 
Any dead time resulting from bad weather shall be paid under 
Section 3.114.

3.232 When men are turned to and work cannot contin-
ue because of bad weather (such determination to be made by 
the employer), the 4-hour minimum shall apply unless the men 
are ordered back after a midshift meal. Any dead time resulting 
from bad weather shall be paid under Section 3.114.

3.233 When men are turned to and commence work at 
the start of a shift in bad weather, they shall be entitled to pay 
for the full shift. Any dead time resulting from bad weather 
shall be paid under Section 3.114.
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3.24 When an operation of short duration requires extra 
longshoremen from the skilled classifications and such men 
are ordered and turned to, they shall have a 4-hour minimum, 
and can be transferred to comparable work on the original dock 
or ship to fill out the 4-hour minimum. (See Addenda, Jobs Of 
Short Duration.)

3.25 When a gang quits during the course of the 8 hours of 
work or quits by refusal to work the extensions for shifting or 
sailing and a replacement gang is ordered from the dispatching 
hall then the replacement gang shall have a 4-hour minimum 
guarantee for that shift.

3.26 Any replacement who is not refused employment for 
personal cause is to be paid for time worked on his initial shift, 
but he shall not receive less than the remainder of the original 
man’s guarantee. Replacements caused by industrial injury or 
illness shall continue to receive time worked, or a minimum of 
4 hours, whichever is greater.

3.27 When men are employed at Selby, California, they 
have a 4-hour guarantee. If the employer shifts the men to other 
operations or orders them back after a midshift meal then the 
8-hour guarantee shall apply.

3.28 A man who has received an 8-hour guarantee and has 
been dispatched from the hall to a new job shall receive an 
additional 4-hour guarantee for the second job. Overtime is 
payable only after 8 hours of straight time work on both jobs.

3.29 Longshoremen and/or gangs who report to work as 
ordered and are turned to on fishing vessels 350 feet or less 
length over-all, shall receive a 4-hour minimum guarantee. 
Registered longshoremen ordered back after the mid-shift 
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meal shall receive a guarantee of 8 hours. This provision does 
not apply to San Francisco or Los Angeles/Long Beach.
3.3 General provisions as to guarantees.

3.31 There shall be no guarantee for any man who is re-
leased for cause or who quits or who refuses to shift as provided 
under Section 3.13 or who loses hours as a result of ILWU 
unilateral action or who is not turned to where inability to turn 
to is a result of insufficient men to start the operation or who is 
turned to and works less than his guaranteed time by reason of 
illness or injury. Such men shall be paid only for their actual 
working time.

3.32  When men are late in reporting at the designated 
shift starting time on an initial or subsequent start, if they are 
turned to, they shall then be turned to at and paid as of the 
next quarter-hour; that is, the quarter-hour, the half-hour, the 
three-quarter hour or the even hour and time lost between the 
designated starting time and time turned to shall be deducted 
from the guarantee.

3.33 When men are not sent to eat before the beginning of 
the second hour of the 2-hour meal period, pay for the work in 
the second hour shall be one-half hour if worked less than one-
half of such hour and 1 full hour if worked one-half or more 
than one-half of such hour.

3.34 When men are knocked off work 6 minutes or more 
after the even hour, they shall be paid to the next one-half hour 
and when knocked off 36 minutes or more past the even hour, 
they shall be paid to the end of the hour.

3.35 The guarantees of this Section 3 do not apply to long-
shore baggagemen or linesmen or to gearmen called in on an 
emergency.
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3.351 Guarantees applicable to longshore baggage-
men, linesmen and gearmen called in on an emergency may 
be adopted or modified by unanimous action of the Joint Coast 
Labor Relations Committee and, subject to the control of such 
Committee so exercised, existing and future local rules or mu-
tually agreed practices shall be applicable.

3.36 No rule is to be used as a subterfuge for firing gangs.

Section 4
WAGES

4.1 Wage Rates.
The basic straight-time hourly rate of pay for long-

shoremen shall be as follows:
Effective 8:00 a.m., June 28, 2014  $36.68
Effective 8:00 a.m., July 4, 2015  $38.18
Effective 8:00 a.m., July 2, 2016  $39.43
Effective 8:00 a.m., July 1, 2017  $40.93
Effective 8:00 a.m., June 30, 2018  $42.18

4.12  All hourly rates of pay shall be as set forth in the 
Wage Schedule and shall be effective as set forth therein.

4.13 Work Experience Straight Time Hourly Rates.
4.131 Each employee, regardless of registration or 

non-registration status, unless exempted under Section 4.132, 
shall be paid for work under this Contract Document on the 
basis of total worked hours in the industry accumulated since 
the beginning of the 1976 payroll year. The total accumulated 
worked hours credited to the employee at the end of the pre-
vious payroll week (7:59 a.m. Saturday) shall determine the 
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employee’s appropriate straight time hourly rate according to 
the following tables:

 Straight Time Hourly Rate
Work Experience Hours Eff. 6/28/14 Eff. 7/4/15 Eff. 7/2/16
0 through 1,000 hours  $26.43  $27.51  $28.41
1,001 through 2,000 hours  $27.43  $28.51  $29.41
2,001 through 4,000 hours  $29.43  $30.51  $31.41
4,001 or more hours  $36.68  $38.18  $39.43 

 Straight Time Hourly Rate
Work Experience Hours  Eff. 7/1/17 Eff. 6/30/18
0 through 1,000 hours  $29.49  $30.39
1,001 through 2,000 hours  $30.49  $31.39
2,001 through 4,000 hours    $32.49  $33.39
4,001 or more hours   $40.93  $42.18

4.1311 Qualifying hours for pay rate status as set 
forth in Section 4.131 above shall include all hours for which 
pay is received, excluding vacation hours, paid holiday hours, 
and Pay Guarantee Plan hours.

4.1312 At the end of each succeeding payroll week, 
each employee, regardless of registration or non-registration 
status, will be credited with any hours worked. If the new total 
accumulated worked hours exceeds the upper limit of the work 
experience hours grouping in which the employee is classified, 
pay for hours worked the following payroll week and succeed-
ing weeks shall be based on the hourly rate of the next work 
experience grouping.

4.1313 All other derivative rates, such as the second 
and third shift rates and the overtime rates shall be calculated 
from the rates described in Section 4.131. All skill rates appro-
priate to the work being performed shall be applied to the rates 
so derived.
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4.132 All Class A and Class B employees registered on 
or before June 30, 1987 shall be exempted from the work ex-
perience requirements of Sections 4.131 through 4.1313 and 
shall be entitled to receive the basic straight time hourly rate or 
rates derived therefrom.

4.14 Shift Rates and Overtime Rates.
4.141 Shift Rates: The first shift hourly rate shall be 

the basic straight time hourly rate. The second shift hourly rate 
shall be 1.333333 times the basic straight time hourly rate. The 
third shift hourly rate shall be 1.6 times the basic straight time 
hourly rate.

4.142 Overtime Rates: The overtime hourly rate shall 
be 1.5 times the basic straight time hourly rate on the first shift, 
1.5 times the basic straight time hourly rate on the second shift 
and 1.8 times the basic straight time hourly rate on the third 
shift.

4.15 Payment of Rates.
4.151 First Shift. The basic straight time hourly rate 

shall be paid for the first 8 hours worked between the hours of 
8:00 a.m. and 6:00 p.m. on the first shift Monday through Fri-
day. The overtime rate (1.5 times the basic straight time hourly 
rate) shall be paid for work in excess of 8 hours, for work out-
side the hours of 8:00 a.m. to 6:00 p.m. on the first shift Mon-
day through Friday and for all hours worked on the first shift 
on Saturday, Sunday, and Agreement Holidays.

4.152 Second Shift. The second shift hourly rate 
(1.333333 times the basic straight time hourly rate) shall be 
paid for the first 8 hours worked on the standard second shift 
as set forth in Section 2.41, Monday through Friday. The over-
time rate (1.5 times the basic straight time hourly rate) shall 
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be paid for work in excess of 8 hours, for work outside the 
standard 8-hour second shift Monday through Friday, and for 
all hours worked on the second shift on Saturday, Sunday, and 
Agreement Holidays.

4.153 Third Shift. The third shift hourly rate (1.6 times 
the basic straight time hourly rate) shall be paid for the first 5 
hours worked on the standard third shift, as set forth in Section 
2.41, Monday through Friday. The third shift overtime rate (1.8 
times the basic straight time hourly rate) shall be paid for work 
in excess of 5 hours, for work outside the standard 5-hour third 
shift, Monday through Friday, and for all hours worked on the 
third shift on Saturday, Sunday, and Agreement Holidays.
4.2 Training Rates of Pay.

4.21 The hourly rate of pay for training shall be the em-
ployee’s straight time rate as established under Sections 4.13 
through 4.132.
4.3 Skill Rates.

4.31 Wages to be called Skill Rates shall be paid for types 
of work specified in Section 4.32.

4.32 The straight time Skill Rates are derived by adding a 
skill differential to the straight time hourly rate payable under 
Sections 4.13 through 4.132. 
Effective Date: 
 6/28/14 7/4/15 7/2/16 7/1/17 6/30/18
Skill I:               $39.08       $40.58       $41.83       $43.33      $44.58
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Boom Man1

Bulldozer Operator2

Burton Man 
Combination Lift Truck- 

Jitney Driver
Crane Chaser1

Gang Boss
Guy Man
Hatch Boss Tender3

Hatch Tender (Aboard Ship)

Holdmen (Skilled)1, 4

Lift Truck Operator  
(Up to 15 tons)5

Payloader Operator2

Sack Turner
Side Runner1

Tractor (semi-truck) Driver  
(On Dock)

Winch Driver

Effective Date: 
 6/28/14    7/4/15      7/2/16      7/1/17     6/30/18     
Skill II:          $41.35     $42.85    $44.10     $45.60     $46.85

Lift Truck Operator – Heavy (over 
15 tons rated)

Locomotive Operator
Log Stacker Operator
Shipboard Munck Crane  

Operator

Shipboard Whirley
Shore-based Whirley &  

Mobile Crane Operators

Effective Date:
                              6/28/14    7/4/15      7/2/16      7/1/17     6/30/18     
Skill III:          $42.48     $43.98     $45.23    $46.73      $47.98

Portainer/Hammerhead
Portpacker
Reachstacker
Sidepick Operator

Strad Driver
Tophandler Driver
Transtainer 
9.43 Equipment Operator

Skill I, Skill II, and Skill III rates based on Work Experience Straight Time 
Hourly Rates shall be paid as determined under Sections 4.13 through 
4.132. These rates are provided in the Wage Schedules, pages 144-163.
Mechanics rates are provided in the Wage Schedules, pages 164-165.
1 Section 3.131 does not apply and these men may be shifted to any longshore work retaining their 
skill differential.
2 Two men shall be employed for each machine in continuous operation. 
3 Applies to Tacoma, Anacortes and Port Angeles only.
4 See Section 10.2. 
5 See Section 10.32(e).
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4.33 The Skill Rate for the first shift shall be the straight 
time Skill Rate set forth in Section 4.32; the Skill Rate for the 
second shift shall be 1.333333 times the straight time Skill 
Rate; the Skill Rate for the third shift shall be 1.6 times the 
straight time Skill Rate.

4.34 During overtime hours, the Skill Rates shall be 1.5 
times the straight time Skill Rate on the first and second shifts 
and 1.8 times the straight time Skill Rate on the third shift.

4.35 The rate of pay for Jitney Drivers shall be the employ-
ee’s appropriate straight time hourly rate. When a Jitney Driver 
is dispatched to drive Jitney, he may be assigned to other work 
to fill out his minimum guarantee. Combination Lift Truck-Jit-
ney Drivers may be required to work both as Jitney and Lift 
Truck Drivers. When a Combination Man, dispatched as such, 
is required to drive Jitney, he shall be paid the Skill Rate, and 
shall not be replaced during the shift by a man working at less 
than the combination rate.

4.36 The parties or the Joint Coast Labor Relations Com-
mittee shall establish coastwise skill rates for operating oth-
er tools and, where appropriate, for operating machinery not 
presently in use.

4.361 When new power equipment is introduced, the 
Employer at the Coast level shall submit to the Union a letter 
describing the equipment and the proposed skill rate prior to 
the anticipated use of such equipment. A copy of the letter shall 
be transmitted to the local(s) in the ports where the new equip-
ment is to be introduced. After such notification, the following 
procedure shall be implemented:

(a) The Joint Port Labor Relations Committee in the port 
where the new power equipment is introduced shall 
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meet promptly and reach agreement or disagreement 
on the Employers’ proposed skill rate at least 48 hours 
prior to the anticipated use of the new equipment. If 
agreement is reached on the Employers’ proposal, 
such skill rate shall be a rate in Section 4.32.

(b) If the Joint Port Labor Relations Committee under 
step (a) above does not reach agreement on the skill 
rate proposed by the Employers, the matter shall be 
immediately referred to the industry Area Arbitrator, 
assigned on a random basis, for resolution. The in-
dustry Area Arbitrator shall issue a prompt interim 
decision on the skill rate to be paid for the initial use 
of the equipment.

(c) On the initial working shift of the equipment, either 
party at the local level may request a Joint Port Labor 
Relations Committee meeting to observe the equip-
ment in use as established by either step (a) or (b) 
above. If either party is dissatisfied with the skilled 
rate, the industry Area Arbitrator, assigned on a ran-
dom basis, shall be promptly called to the job. The 
industry Area Arbitrator shall observe the operation 
with the local parties, hear their contentions, and then 
issue a prompt formal decision on the skilled rate that 
shall be final and binding, unless changed under step 
(d) below.

(d) Either party may appeal a decision by the industry 
Area Arbitrator under step (c) above to the Joint 
Coast Labor Relations Committee. Upon receipt of 
an appeal, the Joint Coast Labor Relations Commit-
tee shall meet within 5 days, or later, if the parties 
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agree on a subsequent meeting date. If agreement is 
not reached by the Joint Coast Labor Relations Com-
mittee, the matter shall be placed before the Coast 
Arbitrator, whose decision on the skilled rate shall 
be final and binding.

4.4 Penalty cargo rates.
4.41 In addition to the basic wages for longshore work, 

additional wages to be called penalties shall be paid for the 
types of cargoes, conditions of cargoes, or working conditions 
specified in the Wage Rate Schedule.

4.42 Except where otherwise specified, the penalty car-
go rates shall apply to all members of the longshore gang and 
dockmen working the penalty cargo.

4.43 Where two penalty rates might apply, the higher pen-
alty rate shall apply and in no case shall more than one penalty 
rate be paid.

4.44 The penalty cargo rate for the first shift shall be the 
straight time penalty cargo rate as set forth in the Penalty Car-
go List; the penalty cargo rate for the second shift shall be 
1.333333 times the straight time penalty cargo rate; the penalty 
cargo rate for the third shift shall be 1.5 times the straight time 
penalty cargo rate.

4.45 During overtime hours on the first, second and third 
shifts, the penalty cargo rate shall be 1.5 times the straight time 
penalty cargo rate.

4.46 The straight time penalty cargo rate for working ex-
plosives shall at all times equal the employee’s straight time 
rate as set forth in Section 4.13.
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4.47 Where a Skill Rate and a penalty both apply, the al-
lowance for the penalty shall be applied to the Skill Rate and 
shall be augmented for shift differentials and overtime hours 
as provided in this Section 4.
4.5 Subsistence.

4.51 Subsistence rates when payable shall be $120.00 per 
night. Meal subsistence shall be $30.00 per meal.

4.511 All registrants dispatched from San Francisco to 
work in the East Bay shall receive the $4.00 Bay Bridge toll. 
This toll allowance shall be increased with any increase in the 
Bay Bridge toll.
4.6 Mileage Allowance.

4.61 A mileage allowance for transportation shall be 
payable to each employed traveler. The amount shall be the 
maximum non-taxable mileage rate in accordance with IRS 
standards.

4.62 Rate changes by the IRS will be implemented as soon 
as administratively possible but no later than 30 days from no-
tification.

4.63 When automobile mileage allowance is payable un-
der local travel provisions then travel time shall be determined 
on the basis of actual automobile driving time, up to existing 
speed limits, in increments of no less than 15 minutes. Failure 
of the local parties to agree to a schedule on this basis shall be 
submitted to the Area Arbitration Panel for final determination 
in accordance with these guidelines.

4.64 There shall be no other changes made in local trav-
el provisions during the term of this Agreement, except for 
changes made at the local level by mutual agreement.
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4.7 Personal effects. Men shall be reimbursed for damage 
(other than usual wear and tear) to personal effects which are 
damaged on the job, provided satisfactory evidence is present-
ed to the Joint Port Labor Relations Committee. The amount of 
the reimbursement shall be decided by the Committee, which 
shall adhere to the following rules:

4.71 Personal effects are items which a man needs to take 
on the job to perform his work, and there must be proven need 
for the item on the job.

4.72 Any damage must be a direct result of performing 
work and must be reported to company supervision on the job 
when it occurs.

4.73 The damaged item must be exhibited to the Commit-
tee for determination of the depreciation and extent of damage.

4.74 The claim must be accompanied by prima facie ev-
idence that the item was damaged on the job, and negligence 
and carelessness are factors to be given consideration.

4.75 If reimbursement is in order, the item will either be 
repaired or replaced in kind or reimbursed at its depreciated 
value.

4.76 Any second approved claim by an individual for 
broken glasses may be reimbursed by replacement with safe-
ty-type glasses.

4.77 Claims for lost or stolen items are not valid.

Section 5
HOLIDAYS

5.1 The following holidays shall be recognized: New Year’s 
Day, Martin Luther King’s Birthday, Lincoln’s Birthday, Wash-
ington’s Birthday, Cesar Chavez’ Birthday, Memorial Day, In-
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dependence Day, Bloody Thursday, Harry Bridges’ Birthday, 
Labor Day, Veterans’ Day, Thanksgiving Day, Christmas Eve 
Day, Christmas Day, and New Year’s Eve Day.
5.2 Holiday observance and work schedule. The observance 
of holidays and the work schedule on the holidays listed in 
Section 5.1 shall be as follows in all U.S. Pacific Coast ports:
New Year’s Eve Day, December 31 and
New Year’s Day, January 1—No work shall be performed 

between 3:00 p.m., December 31 and 7:00 a.m., January 2.
Exceptions: (a) An extended shift will be worked from 
3:00 p.m. to 5:00 p.m. on December 31 for the purpose of 
finishing a ship and (b) the provision for “no work” shall 
not apply to passenger ships, essential military cargo and 
emergencies as defined in Section 5.24.

Martin Luther King’s Birthday, 3rd Monday in January—
Normal work day.

Lincoln’s Birthday, February 12—Normal work day.
Washington’s Birthday, 3rd Monday in February—Normal 

work day.
Cesar Chavez’ Birthday, March 31— Normal work day.
Memorial Day, last Monday in May—Normal work day.
Independence Day, July 4—Normal work day.
Bloody Thursday, July 5— No work shall be performed be-

tween 8:00 a.m., July 5 and 7:00 a.m., July 6.
Harry Bridges’ Birthday, July 28—Normal work day.
Labor Day, 1st Monday in September—No work shall be 

performed between 8:00 a.m. on Labor Day and 7:00 a.m. 
the day after Labor Day.
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Exception: The provision for “no work” shall not apply to 
passenger ships, essential military cargo and emergencies 
as defined in Section 5.24.

Veterans’ Day, November 11—Normal work day.
Thanksgiving Day, 4th Thursday in November—No work 

shall be performed between 8:00 a.m. Thanksgiving Day 
and 7:00 a.m. the following day.

Exception: The provision for “no work” shall not apply to 
passenger ships, essential military cargo and emergencies 
as defined in Section 5.24.

Christmas Eve Day, December 24 and 
Christmas Day, December 25—No work shall be performed 

between 3:00 p.m., December 24 and 7:00 a.m., December 
26.

Exceptions: (a) An extended shift will be worked from 
3:00 p.m. to 5:00 p.m. on December 24 for the purpose of 
finishing a ship and (b) the provision for “no work” shall 
not apply to passenger ships, essential military cargo and 
emergencies as defined in Section 5.24.

5.21 When a holiday falls on Saturday or Sunday, the work 
schedule provided in Section 5.2 shall apply on Saturday or 
Sunday; however, the holiday shall be observed on Monday 
and payment as provided in Sections 5.32, 5.321 and 5.322 
shall apply to Monday.

5.22 On Election Day the work shall be arranged so as to 
enable the men to vote.

5.23 Where work ceases at 3:00 p.m. (December 24 and 
December 31) the day shift guarantee shall be 6 hours on an 
8:00 a.m. start and 5 hours on a 9:00 a.m. start.
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5.24 Any work schedule restriction provided in Section 
5.2 shall not apply in the event of an emergency involving the 
safety of vessel, life or property.
5.3 Paid Holidays. The following holidays shall be recognized as 
“paid holidays”: New Year’s Day, Martin Luther King’s Birthday, 
Washington’s Birthday, Cesar Chavez’ Birthday, Memorial Day, 
Independence Day, Harry Bridges’ Birthday, Labor Day, Veterans’ 
Day, Thanksgiving Day, Christmas Eve Day, Christmas Day, and 
New Year’s Eve Day. 

5.31 Eligibility for paid holidays. Only registered employees 
are entitled to receive a “paid holiday,” provided:

5.311 They have registration status on the date of the “paid 
holiday,” and

5.312 Have worked the required number of hours, in the 
most recent payroll year for which total payroll year hours are avail-
able, to qualify for a 1-week basic vacation as provided in Section 
7.11.

5.313 In addition to Sections 5.311 and 5.312, employees 
receiving their job assignments through the dispatch hall must be 
available for at least 2 of the 5 days, Monday through Friday (exclu-
sive of the holiday), during the payroll week in which the holiday 
falls.

5.3131 Employees who work the required hours to have 
qualified for a 2-week basic vacation in the prior payroll year shall 
not be required to meet the provisions of Section 5.313 on paid 
holidays which are normal work days, i.e., Martin Luther King’s 
Birthday, Washington’s Birthday, Cesar Chavez Birthday, 
Memorial Day, Independence Day, Harry Bridges’ Birthday, 
Veterans’ Day.
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5.314 In addition to Sections 5.311 and 5.312, employees 
working on a steady basis must meet the availability requirement 
of their employer.

5.315 The availability provision of Section 5.313 or Sec-
tion 5.314 shall not apply to absence while on vacation or because 
of sickness or injury which is verified.

5.32 Payment. A registered employee eligible for a “paid 
holiday” shall receive pay equivalent to 8 hours at the straight 
time rate to which the employee is entitled under Section 4.13 
for the week in which the “paid holiday” occurs.

5.321 Registered employees eligible for a “paid holiday” 
shall receive payment as provided in Section 5.32 above, wheth-
er they work or not. When registered employees who are eligible 
for a “paid holiday” perform work on such holiday, their addi-
tional payment for working shall be as prescribed in Section 4.

5.322 Registered employees not eligible for a “paid holi-
day” and non-registered employees who perform work on any of 
the paid holidays listed in Section 5.3 above shall be paid for work-
ing as prescribed in Section 4.

5.33 Disbursement. Payment for each “paid holiday” shall 
be made on the second payday following the payroll week in 
which the “paid holiday” falls. The Pacific Maritime Associa-
tion shall be the disbursing agent for such payments. (PMA and 
the Union will review the timely submission of availability to 
process payment of holiday pay. When this process is complet-
ed and availability is submitted in a timely manner, holiday pay 
will be paid the week following the holiday.)

5.331 An employee who does not receive a “paid holi-
day” payment because of illness/injury, vacation, visiting, full-
time union employment, full-time joint employment, jury duty 
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or any other reason in which the employee claims all eligibility 
requirements were met, shall file a claim. To be valid, such 
claim for “paid holiday” payment must be submitted to PMA 
no later than 5 weeks after the normal pay day for the “paid 
holiday.”

5.34 Work force availability. The Union agrees that em-
ployees shall be available to meet the Employers’ work require-
ments on all holidays in accordance with the work schedule 
contained in Section 5.2.

Section 6
SCHEDULED DAY OFF

6.1 Each registered longshoreman shall be entitled to 2 full 
days (48 hours) off each payroll week.

6.11 The Joint Port Labor Relations Committee shall fix, 
arrange, direct and schedule days off in advance in accordance 
with the above to the extent possible considering needs of the 
port and men available.

Section 7
VACATIONS

7.1 Computation of vacations. In any payroll year each long-
shoreman who is registered and qualified on December 31 of 
the calendar year in which he earns his vacation shall receive a 
vacation with pay the following year at the straight time hourly 
rate to which the employee was entitled under Section 4.13 on 
January 1 of the calendar year in which vacations are paid. The 
computation shall be as follows:

7.11 Basic vacation.
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7.111 Qualifying hours required for a basic 1-week or 
2-week vacation with pay shall be as follows:
 Qualifying Hours
 Average Port Under Age 60 Age 60 and Over 
 Hours        1 Week  2 Weeks 1 Week 2 Weeks
 1,300 or more .................800 1,300 700 1,200
 1,200 - 1,299 .................700 1,200 600 1,100
 1,100 - 1,199 .................676 1,100 600 1,100
 1,000 - 1,099 .................615 1,000 600 1,000
 900 - 999 .................552 900 552 900
 800 - 899 .................552 800 552 800
 less than 800 .................552 800 552 800

7.1111 “Qualifying hours,” as defined in Section 
7.21, include hours worked in any port. In no event shall the 
qualifying hours for a basic 1-week vacation be less than 552 
hours.

7.1112 In calculating “average port hours,” the fol-
lowing shall apply:

(a) Average port hours are the average hours worked in 
the port during the payroll year by those longshore-
men registered in the port at the end of the payroll 
year, except that men who were paid for less than 100 
hours shall be excluded.

(b) Hours worked shall include work performed by 
longshoremen in any registration classification 
(longshore, clerk or foreman).

(c) Hours worked by men outside of their port shall be 
excluded. “Port” shall be considered either the port, 
port district or general area in which men are as-
signed and have employment priority.

7.12 Additional vacation.
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7.121 One additional week vacation with pay if he shall 
have qualified for at least 2 weeks of basic vacation under Sec-
tion 7.111, and if in each of any 8 of his past years of service he 
shall have qualified for at least a 1-week basic vacation. (See 
Sections 7.261 through 7.265.)

7.1211 Any active employee registered before July 
1, 1990, in ports other than Seattle, Portland, San Francisco and 
Los Angeles who does not qualify for the additional week of 
vacation under Section 7.121 shall receive the additional week 
if he shall have qualified for 2 weeks of basic vacation under 
Section 7.111 and shall have been available for employment 
for 10 years or more under the Agreement or its predecessors 
for employees bound thereby, and if he shall have qualified for 
at least a 1-week basic vacation in 5 of the previous 10 payroll 
years. (See Sections 7.261 through 7.265.)

7.122 One additional week’s vacation with pay if he 
shall have qualified for at least 1 week of basic vacation under 
Section 7.111, and if in each of any 17 of his past years of ser-
vice he shall have qualified for at least a 1-week basic vacation. 
(See Sections 7.261 through 7.265.)

7.123 One additional week vacation with pay if he shall 
have qualified for at least 1 week of basic vacation under Sec-
tion 7.111, and if in each of any 23 of his past years of service 
he shall have qualified for at least a 1-week basic vacation. (See 
Sections 7.261 through 7.265.)

7.124 One additional week vacation with pay if he shall 
have qualified for at least 1 week of basic vacation under Sec-
tion 7.111, and if in each of any 25 of his past years of service 
he shall have qualified for at least a 1-week basic vacation. (See 
Sections 7.261 through 7.265.)
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7.13 Each week’s vacation pay shall be 40 times the em-
ployee’s straight time hourly rate as set forth in Sections 4.13 
and 7.1, or the employee’s appropriate skilled straight time 
rate.

7.131 A skilled rate applies when at least half of the 
qualifying hours are at a skilled rate(s).

7.1311 The skilled rate payable shall be the high-
est skilled rate at which accumulated skilled hours equal 
one-quarter of the qualifying hours for the basic 1-week or 
2-week vacation.

7.1312 When hours worked as a Walking Boss/ 
Foreman are insufficient to qualify for a vacation under the 
Walking Bosses & Foremen’s Agreement, such hours shall be 
considered as hours worked at the highest longshore skill rate 
under this Contract Document.
7.2 Qualifying hours and years.

7.21 Qualifying hours for vacation purposes shall include 
all hours for which pay is received, except vacation hours, paid 
holiday hours and Pay Guarantee Plan hours.

7.22 Qualifying hours shall be limited to hours paid for 
by individual employers or parties to this Contract Document 
and to other hours as to which employers participating in the 
vacation plan in the port area make the required payments to 
the Association. Hours paid to any longshoreman in any port 
area covered by the Agreement, other than that in which he is 
registered on December 31, shall be added to paid hours in his 
home port, provided, however, that such longshoreman either 
shall have been granted authorization in the customary manner 
to visit other port areas or shall have been transferred on the 
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registered list in accordance with the rules and with the consent 
of the Joint Port Labor Relations Committee.

7.23 Registered longshoremen shall be credited with 
hours paid for as longshoremen, clerks, or other employment 
under collective bargaining contracts to which the Union and 
the Association are parties, but no worker shall receive 2 vaca-
tions in the same year, one under this Agreement and another 
under any other agreement.

7.24 Registered longshoremen shall be credited with 
hours at court as jurors, including waiting time under court 
order, as certified by the clerk of the court.

7.25 Those employees who have worked during the pay-
roll year but have insufficient qualifying hours for a vacation 
due to illness or injury, shall qualify for vacation based on 
hours worked during the 4 payroll quarters preceding the quar-
ter in which the injury or illness occurred.

7.26 In computing years of service under Section 7.12:
7.261 Continuous absence from employment because 

of industrial illness or injury arising out of employment under 
this Contract Document compensated for under a State or Fed-
eral Compensation Act shall be considered qualifying time.

7.2611 Temporary absence from employment due to 
compensable temporary partial disability because of industrial 
illness or injury shall be considered qualifying time.

7.262 Service in the Armed Forces of the United States 
or employment by the United States as a civilian in longshore 
operations in World War II and the Korean War that occurs 
after registration shall be considered qualifying time.
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7.263 Service as a full-time Union official or of a regis-
tered longshoreman employed as a joint employee of a Labor 
Relations Committee, Welfare Fund, Pension Fund, or other 
joint entity of the parties shall be considered qualifying time.

7.264 When any longshoreman is absent less than the 
full calendar year, he shall receive only proportionate credit 
for qualifying time.

7.265 Any longshoreman whose combination of hours 
worked and hours of Pay Guarantee Plan payment total 800 
hours or more in any payroll year shall have such counted as 
a qualifying year for years of service for vacation eligibility.

7.27 Any employee who has been registered in both a 
small port and a large port during the period in which he claims 
to have satisfied the requirements of Section 7.121 for a third 
week of vacation must satisfy the requirements of Section 
7.1211, but for such purposes he shall be given double credit 
for any year in which he worked at least 800 hours in a small 
port, and for each such year of double credit the 15-year spread 
shall be reduced by 1 year.

7.28 Where a longshoreman has been paid for work in part 
of the year both by the Union or its longshore locals and by 
the Employers and the total amount thereof qualifies him for a 
vacation, his vacation shall be paid by the Employers and the 
Union on a pro rata basis.
7.3 Vacation procedure.

7.31 The method and procedure for scheduling vacations 
shall be those which have been in effect since 1951. Vacation 
periods may be scheduled during any month(s) of the calendar 
year by the Joint Labor Relations Committee of each port, who 
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will also schedule vacations on a full week by week basis when 
so requested by the man.

7.32 Each registered longshoreman entitled to a vacation 
shall take his vacation at the time scheduled.

7.33 A registered longshoreman whose registration is can-
celled after he shall have fulfilled all requirements for a vaca-
tion during the previous payroll year shall receive vacation pay 
at the time agreed to by the parties.

7.34 If a registered longshoreman dies after he has worked 
the required hours for a vacation, his vacation pay will be paid 
to his widow or beneficiary.

7.35 If a registered longshoreman retires under the IL-
WU-PMA Pension Plan after he has worked the required hours 
for a vacation, he shall receive his vacation pay at the time 
agreed to by the parties as set forth in Section 7.421.
7.4 Administration.

7.41 The Pacific Maritime Association shall be the dis-
bursing agent under this Agreement and shall make vacation 
checks available in the same manner as regular pay checks are 
made available in each port area. Vacation checks will be avail-
able for distribution in the first full payroll week of March of 
the calendar year in which vacations are paid. PMA and the 
Union will review and analyze the Vacation Claims Process 
for vacations paid during the January/February 2000 vacation 
payment cycle. Based on this review, expedited claims pro-
cesses will be developed so that, in the following year (2001), 
vacations will be paid in the first full payroll week of Febru-
ary. A second distribution of vacation checks based on timely 
claims will occur in the first full payroll week of June. 
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7.411 In addition to the regular distribution of vacation 
pay checks as set forth above in Section 7.41, there shall be 
2 additional vacation pay distributions for vacation benefits 
earned in the current year for new retirees only. Such distri-
butions shall occur in the first full payroll week in August and 
in the first full payroll week in December. These current year 
computations made in August and December shall be based on 
the prior year’s average port hours.

7.42 Any public port or port commission may become a 
party to this vacation agreement by notifying the Union and the 
Association, prior to the first day of the calendar year in which 
the vacation is to be taken. Similarly, any or all of the Armed 
Services may become parties. In the event that one or more 
public ports or Armed Services becomes a party to the agree-
ment, said port(s) or Service(s) shall be placed in the same sta-
tus as an individual employer member of the Pacific Maritime 
Association for all the purposes of this Agreement.

7.43 Nonmember employers may participate in the vaca-
tion plan in accordance with the conditions thereon fixed by 
the Association.

Section 8
DISPATCHING, REGISTRATION, AND 

PREFERENCE
8.1 Dispatching Halls.

8.11 The dispatching of all longshoremen shall be through 
halls maintained and operated jointly by the International 
Longshore and Warehouse Union and the Pacific Maritime 
Association in accordance with the provisions of Section 17. 
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There shall be one central dispatching hall in each of the ports 
with such branch halls as shall be mutually agreed upon.

8.111 The Association and the Union agree that con-
tinued study shall be made in mechanizing the dispatching 
halls and if a feasible plan is developed it shall be instituted 
in a major port on a trial basis. If no agreement is reached 
as to a feasible plan or its institution on a trial basis, such 
disagreement or disagreements may be submitted to the Area 
Arbitration Panel for resolution.

8.12 Any longshoreman who is not a member of the Union 
shall be permitted to use the dispatching hall only if he pays 
his pro rata share of the expenses related to the dispatching 
hall, the Labor Relations Committee, etc. The amount of these 
payments and the manner of paying them shall be fixed by the 
Joint Port Labor Relations Committees.

8.13 Any non-Association employer shall be permitted to 
use the dispatching hall only if he pays to the Association for 
the support of the hall the equivalent of the dues and assess-
ments paid by the Association’s members. Such nonmember 
employers shall have no preference in the allocation of men, 
and shall be allocated men on the same basis as Association 
members.

8.14 Longshoremen not on the registered list shall not be 
dispatched from the dispatching hall or employed by any em-
ployer while there is any man on the registered list qualified, 
ready and willing to do the work.

8.15 The local union shall bear one-half of all expenses of 
the dispatching hall less the amount received by the Joint Port 
Labor Relations Committee from nonmembers of the Union 
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as pro rata shares payable under Section 8.12. (See Addenda, 
Dispatch Hall Costs.)
8.2 Dispatching Hall Personnel.

8.21 The personnel for each dispatching hall, with the ex-
ception of Dispatchers, shall be determined and appointed by 
the Joint Labor Relations Committee of the port. Dispatchers 
shall be selected by the Union through elections in which all 
candidates shall qualify according to standards prescribed and 
measured by the Joint Labor Relations Committee of the port. 
If it fails to agree on the appropriate standards or on whether a 
candidate is qualified under the standards, the dispute shall be 
decided in accord with provisions of Section 17.

8.22 The term of office of any Dispatcher shall be at least 
1 year.

8.23 All personnel of the dispatching hall including Dis-
patchers, shall be governed by rules and regulations of the Joint 
Port Labor Relations Committee, and shall be removable for 
cause by the Joint Port Labor Relations Committee.

8.24 The Association shall be permitted to maintain a rep-
resentative in the dispatching hall. The Joint Port Labor Re-
lations Committee shall permit any authorized representative 
of the Association or the Union to inspect dispatching hall re-
cords.
8.3 Registration.

8.31 The Joint Port Labor Relations Committee in any 
port, subject to the ultimate control of the Joint Coast Labor 
Relations Committee, shall exercise control over registered 
lists in that port, including the power to make additions to or 
subtractions from the registered lists as may be necessary. In 
each port there shall be maintained a list of longshoremen 
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showing their registration status under this Agreement. When 
objecting to the registration of any man, members of the Joint 
Port Labor Relations Committee shall be required to give rea-
son therefor.

8.32 Any longshoreman registered by a Joint Port Labor 
Relations Committee in accordance with this Contract Docu-
ment shall thereby acquire joint coastwise registration under 
this Agreement. The rights and obligations of coastwise regis-
tration in regard to transfers between ports, visiting and leaves 
of absence are set forth in Supplement I to this Contract Doc-
ument. The rights and obligations of coastwise registration 
in regard to transfer of registered longshoremen to registered 
clerk status and vice versa are set forth in Supplement II to this 
Contract Document.

8.33 Either party may demand additions to or subtractions 
from the registered lists as may be necessary to meet the needs 
of the industry.

8.34 Each registered longshoreman has the obligation to 
request a leave of absence if he intends to absent himself from 
work for a period of 30 days or longer and in other circum-
stances as may be covered by port rules under Supplement I. A 
registered longshoreman who fails to work for 30 days, except 
when on approved leave, and whose facts and reasons for such 
absence are not acceptable to the Joint Port Labor Relations 
Committee, may be deregistered.

8.35 A registered individual holding a nonlongshore job is 
subject to discipline, including deregistration if the individu-
al’s outside employment detrimentally conflicts with the indi-
vidual’s duties as a registered longshoreman.
8.4 Preference of Employment.
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8.41 First preference of employment and dispatch shall be 
given to fully registered longshoremen who are available for 
employment covered by Section 1 of this Contract Document 
in accordance with the rules and regulations adopted by the 
Joint Port Labor Relations Committee. A similar second pref-
erence shall be so given to limited registered men. The Joint 
Coast Labor Relations Committee shall be authorized to effec-
tuate such preferences in such manner and for such times and 
places as it determines in its discretion.

8.42 Dispatching of men and gangs shall be under the prin-
ciple of low-man, low-gang, first-to-be-dispatched, except 
where local dispatching rules provide otherwise for dispatch-
ing of special skilled men and gangs.

8.43 There shall be no favoritism or discrimination in the 
hiring or dispatching or employment of any longshoremen 
qualified and eligible under the Agreement.

8.44 Any longshoreman or dispatching hall employee 
found guilty by the Joint Port Labor Relations Committee of 
favoritism or discrimination or bribery shall immediately be 
discharged and dropped from the registered list.
8.5 Furnishing of gangs and supporting men.

8.51 Each dispatching hall shall furnish on any day re-
quired up to at least the agreed to number of gangs and sup-
porting men, as well as up to any number agreed to, or arrived 
at through Contract procedures, in the future.

8.52 Where such gangs and men cannot be dispatched 
from the fully registered list, then limited registered men and 
casuals, if required, shall be dispatched.
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8.53 Qualified limited registered men and casuals shall be 
dispatched in skilled categories when required.

8.54 Limited registered men and casuals shall be dis-
patched on any shift on any day, if required.

8.55 Limited registered men and casuals shall be permit-
ted to finish the job to which they were dispatched when so 
determined by the Chief Dispatcher. Replacements hereunder 
shall not occur before the end of a shift.

8.56 Arrangements for employment of casuals shall be 
made by the Joint Labor Relations Committee of the port.

8.57 A registered man who accepts a dispatch and who 
fails to report to the job to which dispatched and thereby makes 
it impossible for the work to proceed shall be guilty of causing 
a work stoppage and shall be subject to discipline as set forth 
in Section 17.

Section 9
PROMOTIONS, TRAINING, AND STEADY 

SKILLED MEN
9.1 The principle of promotion from the ranks is hereby rec-
ognized and agreed to.
9.2  There shall be established in each port a joint committee 
of registered longshoremen and of employers. It shall be the 
duty of such committee to establish qualifications for promo-
tions to classifications covered by this Contract Document, 
including trainees, and to pass on all such promotions. The 
promotions committee shall determine the trainees under pol-
icies laid down by the Joint Port Labor Relations Committee. 
Such qualifications shall include length of service in the in-
dustry, competency and ability to perform skilled operations, 
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or to direct work and skilled operations, ability to handle men 
and to secure conformance to the Agreement and to maintain 
and promote harmonious relations on the job and between the 
parties to this Agreement.
9.3 Competent men with adequate experience or training 
shall be made available for all tools and equipment to be oper-
ated by longshoremen.

9.31 Subject to the ultimate control of the Joint Coast La-
bor Relations Committee, the Joint Port Labor Relations Com-
mittee shall provide for the availability of the necessary men 
when there are not sufficient such competent longshoremen 
available.
9.4 The Employers will train men and administer the necessary 
skill training programs. The Employers must be satisfied as to 
the qualifications of the men so trained and make the determina-
tion that they are skilled men. Such men shall be jointly certified. 
In turn, the men so trained, as well as the men already trained 
and/or qualified have the obligation to work in the skills in which 
they have been trained or are already qualified.

9.41 Trained and/or qualified skilled men shall accept 
work in their skill when checked in for work or while working 
in other categories. Failure to fill the minimum complement of 
skilled work as ordered by the employer shall result in penal-
ties levied by the JPLRC against men who do not make them-
selves available for such work when skilled men are needed.

9.42 The Joint Port Labor Relations Committee shall pro-
vide as a part of the local Dispatching Rules an orderly pro-
cedure whereby skilled men who are on the skilled lists shall 
work as provided in Section 9.41. This procedure shall not 
preclude a skilled man working out of category when there is 
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no work available for him in that category, but should the need 
subsequently arise for his skill(s), he will be replaced and will 
accept the skilled job.

9.43 In addition to other steady employees provided for 
elsewhere in this Agreement, the Employers shall be entitled to 
employ steady, skilled mechanical or powered equipment op-
erators without limit as to numbers or length of time in steady 
employment. They shall be entitled to the Contract guarantees 
as provided in Section 3. The employer shall be entitled to as-
sign and shift such steady men to all equipment for which, in 
the opinion of the employer, they are qualified. (See related 
subjects in Addenda.)

9.431 Steady skilled men cannot be assigned to operate 
winches.

9.432 Steady skilled men cannot be assigned to operate 
basic forklifts* up to 5-ton capacity except under the following 
circumstances:

(a) To fill out the 8-hour guarantee.
(b) To move equipment around incidental to their other 

duties.
9.44 Fully registered men holding union office or union 

or joint employment may apply and participate in training 
programs, provided such men will be re-entering the active 
work force within 60 days after the completion of the training 
program. Fully registered men holding union office or union or 

*A basic forklift is defined as a self-propelled machine (up to and includ-
ing 10,000 pound capacity) for hoisting or moving objects by means of 
steel fingers (forks), chine hooks, barrel clamps, rotator, ram side-shifter 
or squeeze attachments affixed to a vertical mast.
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joint employment who will not be re-entering the active work 
force within the 60-day period, if qualified and selected for 
participation in a training program, may take the training im-
mediately upon re-entering the active work force.

9.45 A steady worker, after serving the Union as an elected 
official, has the right to be reinstated in his/her same steady job 
with the same seniority and at the same company, and that job 
shall be filled on a temporary basis.

9.46 A training program shall be developed to ensure qual-
ified registrants for relief, replacement, or expansion.

Section 10
ORGANIZATION OF GANGS, GANG SIZES 

AND MANNING, AND METHODS OF 
DISPATCHING

10.1 The Joint Port Labor Relations Committee shall deter-
mine the methods of dispatching for the port. Gangs and men 
shall be dispatched only as ordered by the employer. The em-
ployers shall have the right to have dispatched to them, when 
available, the gangs in their opinion best qualified to do their 
work. Subject to the provisions of this Contract Document, 
gangs and men not assigned to gangs shall be so dispatched 
as to equalize their work opportunities as nearly as practica-
ble, having regard to their qualifications for the work they are 
required to do. The employers shall be free to select their men 
within those eligible under the policies jointly determined and 
the men likewise shall be free to select their jobs.

10.11 Except as provided in Section 10.111, the employer 
shall have until 2:00 p.m. to file orders or cancel orders for 
gangs for the second and third shifts.
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10.111 In the Columbia River District the Employers 
shall have until 12:00 Noon to firm or cancel orders for gangs 
and units on the second and third shifts.
10.2 The organized or make-up minimum basic ship gang for 
general break bulk cargo (hereinafter called the “basic gang”) 
shall consist of men as follows:

A gang boss (in ports where such are used).* 
Skilled deck man or men as required.
2 sling or front men.
4 holdmen (2 of whom shall be skilled and shall receive the 

skilled rate of pay).** (See Addenda, Skilled Holdmen.)
10.21 In a general break bulk cargo operation when the 

cargo is to be hand handled piece by piece, then 2 longshore-
men shall be added to the basic gang for all such discharge 
operations, and 4 longshoremen shall be added for all such 
loading operations. Exception: When space or safety are the 
factors that dictate that only 1 load can be handled at a time, 

*Employers will continue to employ gang bosses in ports where such are 
used provided such gang bosses will perform their duties in accordance 
with the following rules: The parties agree that gang bosses are in com-
plete authority and will be held responsible for the functioning of their 
gangs. Gang bosses shall have the responsibility to discharge from their 
gangs any man or men for incompetence, insubordination, or failure to 
perform work as required, in conformance with the provisions of the 
Contract Document. Joint Port Labor Relations Committees may adopt 
additional rules to implement this authority and this responsibility, but 
may not nullify them.
**Where side runners are used they shall be included as part of the four, 
but shall not be deemed substitutes for the machine drivers.
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prior to the handling of the second load, then the basic gang can 
perform such handling provided it is to last for 1 hour or more.

10.22 When machine(s) are introduced into the hatch for 
the purpose of moving the loads to or from the place of stow in 
the operation defined in Section 10.21, the skilled holdmen in 
the basic gang shall operate the machines as required. While 
such machines are in operation, the men operating them shall 
not be required to do manual work.

10.23 On loading operations: When the loads are being 
landed in the vessel at their place of rest, the basic gang can be 
used; when the loads are being stowed by mechanical equip-
ment after landing, the basic gang shall be supplemented on the 
basis of 1 additional longshoreman for each skilled holdman 
operating a machine.

10.24 On discharge operations, the basic gang can be used 
when the loads are pre-slung or require the placement of slings 
or similar devices. When the loads are being removed from 
stow by machine to the point of removal from the vessel, the 
basic gang shall be supplemented on the basis of 1 additional 
longshoreman for each skilled holdman operating a machine.

10.25 When the cargo handling operation to be performed 
requires only a basic gang, that gang may be used to rig, uncov-
er and cover hatches without additional men.

10.26 Such longshoremen as are called for herein may 
be used for any dock work and/or for hold work in any hatch 
and may be shifted as provided in Section 3.132 and a sec-
ond winch driver may be shifted as provided in Section 3.131. 
Longshoremen, skilled or unskilled and a second winch driver, 
shall not be added to the basic gang complement in order to 
have ship’s time guaranteed. They shall have the 8-hour guar-
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antee and the right to callbacks without favoritism. They may 
be released at the end of any shift when they are not needed to 
start the next shift.

10.27 The minimums set forth can be supplemented in any 
numbers as ordered by the employer, while needed, without 
precedent.
10.3 Manning for existing operations.

(a) Manning for operations existing on June 20, l972, 
including existing T-Letters where a subsequent 
change in operation after the establishment of the 
original manning introduces a machine, or device, 
or new method of operation which results in the need 
for reduced or increased manning, shall be subject to 
review through the contract machinery at the Coast 
LRC level at the request of either party. Where such 
requests are made the review shall be based on a de-
termination of necessary men as defined in Section 
15.2 and the parties are not bound or limited by the 
basic gang structure provided in Section 10.2.

(b) Any review under (a) above shall not include a re-
view of the minimum manning provided in Section 
10.21.

10.31 Packaged lumber shall be handled in the same man-
ner as T-7. This excludes the reference to “topping off.”

10.32 Manning for robot operation as it now applies.
(a) Skilled deck man or men, as required.
(b) If lift trucks or similar machines are to be used, then 

skilled driver or drivers as required.
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(c) Not less than 2 basic longshoremen to do all unskilled 
work as per Section 10.6 except for hand stowing or 
unstowing.

(d) Skilled driver or drivers working with 2 basic long-
shoremen under (c) above shall do no other work at 
any time except operate the machine.

(e) If the operation described above converts to a hand 
stowing or unstowing operation with no front men 
required, additional basic longshoremen will be 
added to the 2 basic longshoremen in (c) above to 
bring the complement up to the applicable required 
manning without front men, and the skilled driver or 
drivers shall function as in a regular gang of that type.

(f) If the operation starts as a hand handled break bulk 
operation and converts to a robot operation during 
the shift the gang boss (in ports where now used) will 
not lose his 8-hour guarantee. If the operation com-
mences as a robot operation calling for less than the 
basic gang no gang boss (in ports where used) shall 
be hired. If such operation converts during a shift to 
use of a basic gang no gang boss (in ports where used) 
shall be added during that shift, but if the basic gang 
structure is called back for the next comparable shift 
a gang boss (in ports where used) will be ordered.

(g) Section 10.4 is applicable when operations change 
during a shift.

(h) The robot operation is subject to change under pro-
visions of Section 10.5 provided, however, that the 
above manning continues unless changes are re-
solved through the grievance machinery.
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10.33 LASH manning. The manning for LASH ships and 
LASH barges shall remain as defined in T-150 with the follow-
ing exceptions as to manning on LASH barges:

(a) On all LASH barge operations, except general break 
bulk cargo operations when the cargo is to be hand 
handled piece by piece, the manning shall be skilled 
men and/or basic longshoremen as determined by the 
employer.

(b) On all LASH barge operations, which are gener-
al break bulk cargo operations with the cargo to be 
hand handled piece by piece, the manning except for 
holdmen shall be as determined by the employer. The 
manning for holdmen shall be 4 holdmen, subject to 
the Union’s right to claim that additional holdman 
manning is required because of onerousness. In such 
event the agreed-to procedure on “Onerousness” is 
to be followed to resolve such a dispute.

(c) When cranes are utilized to load cargo to or discharge 
cargo from LASH barges, the manning on the op-
eration of the cranes shall conform with applicable 
Agreement provisions.

10.4 In all of the preceding operations, if during the period of 
loading or discharging the operation changes from one catego-
ry to another the employer shall be free to shift longshoremen 
in or out of the operation so that only the applicable number of 
men required are employed on the operation.
10.5 New methods of operation.

10.51 When new methods of operation are introduced af-
ter June 20, l972, the Employers at the Coast level shall submit 
to the Union a letter describing the operation and the proposed 
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ship manning prior to the anticipated start of the operation. 
A copy of the letter shall be transmitted to the local Union in 
the port or ports where the new method of operation will take 
place. After such notification the following procedure shall be 
implemented:

(a) The Joint Port Labor Relations Committee in the port 
where the new operation is to first take place shall 
meet promptly and reach agreement or disagree-
ment on the employers’ proposed manning at least 
48 hours prior to the anticipated initial starting time 
of the new operation. If agreement is reached on the 
employers’ proposed manning, such manning shall 
be ordered for the initial working shift of the ship.

(b) If the Joint Port Labor Relations Committee under 
step (a) above does not reach agreement on the ship 
manning proposed by the employers, the matter shall 
be immediately referred to the industry Area Arbitra-
tor, assigned on a random basis, for resolution. The 
industry Area Arbitrator shall issue a prompt interim 
decision on the manning to be ordered for the initial 
working shift of the ship.

(c) On the initial working shift of the ship, either party  
at the local level may request a Joint Port Labor Re-
lations Committee meeting to observe the manning 
established by either step (a) or (b) above. If either 
party is dissatisfied with the manning, the industry 
Area Arbitrator, assigned on a random basis, shall be 
promptly called to the job. The industry Area Arbi-
trator shall observe the operation with the local par-
ties, hear their contentions, and then issue a prompt 
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formal decision on the manning that shall be binding 
on all subsequent shifts and on future operations in 
the port, unless changed under step (d) below.

(d) Either party may appeal a decision by the industry 
Area Arbitrator under step (c) above to the Joint 
Coast Labor Relations Committee. Upon receipt of 
an appeal, the Joint Coast Labor Relations Commit-
tee shall meet within 5 days, or later, if the parties 
agree on a subsequent meeting date. If agreement is 
not reached by the Joint Coast Labor Relations Com-
mittee, the matter shall be placed before the Coast 
Arbitrator whose decision on the manning shall be 
final and binding.

10.52 If a new method of operation is to occur in different 
areas, the steps defined in Sections 10.51(a) through (d) shall 
be applicable to the local parties in each area. “Areas” is de-
fined to mean Washington, Columbia River and Oregon Coast 
Ports, Northern California and Southern California.

10.53 If a new method of operation is to occur at more 
than one port within an area, the Joint Area Labor Relations 
Committee shall function under the steps defined in Sections 
10.51(a) through (d) as a substitute for the Joint Port Labor Re-
lations Committees in the area for the purpose of establishing 
uniform manning for the area.

10.54 Any change in operation that introduces a machine, 
or device, or new method of operation that has as its purpose 
and effect the reduction of manning by eliminating unneces-
sary men below the manning specified in Section 10.2 and 
subordinate subsections, or previously approved letters, shall 
be presented by the Employers in a new letter, and shall be 
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governed by the procedures provided in Section 10.51 and sub-
ordinate subsections.
10.6 In addition to the descriptions of work that can be per-
formed without additional men as hereinabove set forth, all 
other longshore work, without exception, in connection with 
loading or discharging will be performed as directed by the 
employer, subject to the provisions of the onerous workload 
procedure. However, when “topping off” piece by piece is re-
quired such topping off shall be considered hand handling and 
the manning provided in Section 10.21 will be used.
10.7 The use of dock gang units shall continue with flexibility 
in their usage. A dock gang need not be released as a unit.
10.8 If, during a shift, a change is made from a discharge to a 
loading operation, and the change requires additional men un-
der the provisions of this Section 10, if the employer is unable 
to swing in men from ship or dock from his own employees, 
the holdmen will work without additional men for a maximum 
of 15 loads but not more than 1 hour.
10.9 The safeguards of Section 15.1 shall apply to gang size 
and manning.

10.91 The parties agree that there shall be no 4-off and 
4-on or variations thereof, and that the Union as well as the 
Employers will take the necessary steps to implement this un-
derstanding.

10.92 Notwithstanding any past practice or conduct to the 
contrary, and with particular reference to Section 18 of this 
Agreement making it an explicit condition that the Union and 
Employers are committed to observe this Agreement in good 
faith, effective July 1, 1987, Section 10.91 shall be strictly en-
forced prospectively. To accomplish this, the International, the 
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Locals and the Employers pledge total support and coopera-
tion to each other to achieve full compliance by all individual 
longshoremen and individual employers to the elimination of 
all violations of Section10.91. “Hard timing” or other simi-
lar conduct which inhibits or frustrates compliance shall be 
considered a violation of Section 11 of this Agreement. There 
shall be no selective implementation of this provision by the 
Employers in any port.

Section 11
NO STRIKES, LOCKOUTS, AND WORK 

STOPPAGES
11.1 There shall be no strike, lockout or work stoppage for the 
life of this Agreement.
11.2 The Union or the Employers, as the case may be, shall be 
required to secure observance of this Agreement.
11.3 How work shall be carried on.

11.31 In the event grievances or disputes arise on the job, 
all men and gangs shall continue to work as directed by the 
employer in accordance with the specific provisions of the 
Agreement or if the matter is not covered by the Agreement, 
work shall be continued as directed by the employer.
11.4 Exceptions and Procedures for Health and Safety and 
Onerous Workload.

11.41 Health and safety exception. Longshoremen shall 
not be required to work when in good faith they believe that 
to do so is to immediately endanger health and safety. Only 
in cases of bona fide health and safety issues may a standby 
be justified. The Union pledges in good faith that health and 
safety will not be used as a gimmick. The employer shall have 
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the option of having the men who raise a question of health and 
safety stand by until a decision is reached or “working around” 
the situation until it can be resolved, and no further work shall 
be performed on that disputed operation until the health and 
safety issue is resolved.

11.42 Onerous workload exception. Longshoremen on 
cargo handling operations shall not be required to work when 
in good faith they believe that to do so will result in an onerous 
workload. The Union pledges in good faith that the onerous 
workload claim will not be used as a gimmick. The employer 
shall have the option of having the men claiming onerousness 
stand by until a decision is reached or “working around” the 
situation until it can be resolved.

11.421 When a man is directed to take his own relief 
without a man being assigned to relieve him, this does not au-
tomatically present a question of onerousness of work or indi-
vidual speedup for the men remaining on the job, regardless of 
the basic gang structure involved. A change in operations or 
manning to remove unnecessary men, or the handling of larger 
loads does not, in and of itself, automatically present any ques-
tion of onerousness of work or individual speedup.

11.422 The procedure provided in Section 11.42 shall 
not apply on operations where the Association and the Union 
have agreed to changed operations or reduced manning under 
Sections 10.3 and 10.5. If claims of onerousness are presented 
in such cases, they shall be referred to the Joint Coast Labor 
Relations Committee.

11.4221 The foregoing Section 11.422 is intended 
to mean that agreements reached on changed operations or re-
duced manning in accordance with the Contract procedures 
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shall not be challenged as being onerous operations if no fur-
ther change has been made following such agreement. In other 
words, claims of onerousness shall not be used to challenge 
agreed manning if the operation is unchanged in all respects. 
Any such challenges shall be referred to the Joint Coast Labor 
Relations Committee.

11.43 General Procedures for Health and Safety and Oner-
ous Disputes.

11.431 The men must ask their steward to bring the 
question of health, safety or onerousness to the attention of 
the foreman or walking boss in immediate charge of the op-
eration. The steward and his immediate superior (gang boss, 
hatch boss, etc.) are the only individuals who shall present the 
situation to the foreman or walking boss.

11.432 If agreement cannot be reached in Section 
11.431 the Business Agent shall be called. (The walking boss, 
gang boss or hatch boss and the Business Agent or steward, 
who are responsible and safety-minded individuals should be 
able to determine whether a condition is safe or unsafe.)

11.433 If agreement cannot be reached in Section 
11.432, an immediate Joint Port Labor Relations Committee 
meeting shall be called on the job.

11.434 If agreement cannot be reached in Section 
11.433, the industry Area Arbitrator, assigned on a random ba-
sis, shall be called to the job for an immediate ruling.

11.44 Health and Safety Procedure.
11.441 The industry Area Arbitrator shall make an im-

mediate ruling as to how work shall proceed. After the work 
proceeds the industry Area Arbitrator shall make a further rul-
ing that a bona fide health or safety issue did or did not exist.
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11.442 Where the industry Area Arbitrator decides or 
where agreement is reached in any one of the steps under Sec-
tion 11.43 that the employers were correct, the men shall not be 
paid for standby time, if involved.

11.443 Where the industry Area Arbitrator decides or 
where agreement is reached in any one of the steps under Sec-
tion 11.43 that the men were correct, the men shall be paid for 
standby time, if involved.

11.444 If the industry Area Arbitrator decides or it is 
agreed at any step under Section 11.43 that an unsafe condition 
exists which can be corrected, the men shall work as directed 
to correct such condition.

11.445 If it is determined at any step under Section 
11.43 that the condition claimed to be unsafe is in fact safe, the 
men shall resume work as directed and failure to resume work 
as directed shall be cause to remove the men from the payroll 
as of the time of standby.

11.446 If during a period of standby on an issue of 
health and safety any man leaves his place of work except upon 
instructions of the walking boss, he shall be removed from the 
payroll as of the time of standby regardless of how the issue 
is settled. Any man who so leaves without obtaining his own 
replacement shall be automatically subject to appropriate pen-
alties under the grievance machinery.

11.45 Onerous Work Load Procedure.
11.451 The industry Area Arbitrator, assigned on a ran-

dom basis, shall make an immediate ruling as to whether the 
original direction of the employer did or did not impose an 
onerous workload.
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11.452 After the employer has directed the men as to 
how work shall proceed on the basis of the industry Area Ar-
bitrator’s ruling and the work proceeds in accordance with the 
direction of the employer, the industry Area Arbitrator shall 
make a further ruling that a bona fide question of onerousness 
of the workload did or did not exist.

11.453 Where the industry Area Arbitrator decides 
or where agreement is reached in any one of the steps under 
Section 11.43 that to work in accordance with the employer’s 
original direction did not impose an onerous workload and the 
employer exercised his option to have the men claiming oner-
ousness stand by until a decision is reached, the men shall not 
be paid for standby time and may be required to work beyond 
the time the shift otherwise would end to make up the time the 
men stood by.

11.4531 Such makeup time shall not exceed 2 hours, 
and the work will be performed at the rate applicable. The first 
8 hours of time paid for, including “makeup” time on the stan-
dard first and second shift and the first 5 hours of time paid 
for, including “makeup” time on the third shift shall be paid at 
the appropriate shift rates. If work goes beyond the standard 
shifts as set forth in Section 2.4 in order to complete as much 
as possible of a regular or extended shift, such work shall be 
paid at the appropriate shift overtime rate. When “makeup” 
time is worked, and the work goes beyond 5 hours without a 
meal period, the employees involved shall have the option of 
going to a meal on their own time and returning to complete 
the “makeup” time, or of finishing the “makeup” time without 
going to a meal.
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11.454 Where the industry Area Arbitrator decides or 
where agreement is reached in any one of the steps under Sec-
tion 11.43 that the original direction of the employer as to how 
work should proceed did impose an onerous workload and the 
employer exercised his option to have the men stand by until 
a decision is reached, the men shall be paid for standby time.

11.455 If the industry Area Arbitrator decides or it is 
agreed at any one of the steps under Section 11.43 that the 
original direction of the employer does not impose an onerous 
workload and if the men are directed to resume work as origi-
nally directed, any failure to resume work as directed shall be 
the cause to remove the men from the payroll as of the time the 
men were directed by the employer to stand by if the employer 
had not directed them to “work around” the situation, or as of 
the time the men fail to resume work as directed.

11.456 If during a period of standby on an onerous issue 
any man leaves his place of work except upon instructions of 
the walking boss, he shall be removed from the payroll as of the 
time of standby regardless of how the issue is settled. Any man 
who so leaves without obtaining his own replacement shall be 
automatically subject to appropriate penalties under the griev-
ance machinery.

11.46 Application of Contract Grievance Machinery.
11.461 The grievance machinery, pending investiga-

tion and adjudication of on the job disputes, requires that work 
shall be performed in accordance with specific provisions of 
the Agreement, or if the matter is not covered by the Agree-
ment, work shall be continued as directed by the employer. 
Exceptions to this arise only where longshoremen in good faith 
believe that to do so is to immediately endanger health and 



74

NO STRIKES, LOCKOUTS, AND SECTION 11
WORK STOPPAGES

safety or in good faith believe that to do so imposes an onerous 
workload.

11.462 The preceding procedures apply specifically to 
issues initially presented as being a dispute under health or 
safety or a dispute as to onerousness. On all other issues, the 
authority of the walking boss or foreman to remove men from 
the payroll for cause is not disturbed.

11.463 Should the industry Area Arbitrator rule that 
the issue of health or safety or onerousness was raised as a 
gimmick, the Employers may process the matter through the 
grievance procedure for appropriate penalties.

11.464 The contract machinery is the same in all dis-
putes. The preceding procedures covering disputes on health 
and safety and onerousness are not intended to modify the ba-
sic grievance machinery structure.
11.5 Picket Lines. (See Addenda, Picket Line Language and 
Picket Line Letter of Understanding, July 1, 2014.)

11.51 Refusal to cross a legitimate and bona fide picket 
line, as defined in this paragraph, shall not be deemed a vio-
lation of this Agreement. Such a picket line is one established 
and maintained by a union, acting independently of the ILWU 
longshore locals, about the premises of an employer with 
whom it is engaged in a bona fide dispute over wages, hours or 
working conditions of employees, a majority of whom it rep-
resents as the collective bargaining agency. Collusive picket 
lines, jurisdictional picket lines, hot cargo picket lines, sec-
ondary boycott picket lines and demonstration picket lines are 
not legitimate and bona fide picket lines within the meaning of 
this Agreement.
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11.52 If an ILWU longshore local located within the con-
fines of the United States whose members are not covered by 
this Agreement is engaged in a legitimate, bona fide, nonjuris-
dictional and noncollusive strike concerning wages, hours or 
working conditions of its members, no longshoreman under 
this Agreement shall be required to perform work hereunder 
respecting cargo that normally, without such strike, would be 
handled by members of such ILWU longshore local but which 
has been handled or is destined to be handled by other workers 
engaged in strikebreaking activities under established and le-
gitimate trade union principles.

Section 12
MEETINGS FOR REGISTERED 

LONGSHOREMEN
12.1 In addition to other qualifications specifically set forth 
in this Contract Document, all registered longshoremen in or-
der to remain qualified and eligible for dispatch through the 
dispatching hall must be familiar with all the provisions of 
the Agreement, including all working, dispatching and safety 
rules and the requirements of conformance and performance 
under the Agreement.
12.2 To this end it shall be the duty of the Union to inform all 
registered Union longshoremen of their collective and individ-
ual responsibilities under the Agreement. Similarly, it shall be 
the duty of the Joint Port Labor Relations Committee to inform 
all registered nonunion longshoremen of such responsibilities. 
Meetings for such purposes shall be scheduled by mutual con-
sent of the Joint Port Labor Relations Committee.
12.3 Stop-Work Meetings.
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12.31 Each local shall have the right to hold 1 regularly 
scheduled stop-work meeting each month during overtime 
hours on the second shift. (See Addenda, Scheduling of Meet-
ings.)

12.311 In a port where such regularly scheduled stop-
work meetings are held, the scheduled date during the month 
shall be the same for the longshore local and the clerks’ local.

12.32 Any other stop-work meetings must be mutually 
agreed to by PMA and the Union and PMA shall receive at least 
1 week’s notice of such nonscheduled meetings. They shall not 
occur more often than once a month.
12.4 Any registered longshoreman refusing to attend such 
respective meetings or creating a disturbance which frustrates 
the purpose of the same shall be suspended or dropped from the 
registered list at the discretion of the Joint Port Labor Relations 
Committee.

Section 13
NO DISCRIMINATION

 13.1 There shall be no discrimination in connection with 
any action subject to the terms of this Agreement (including at 
work sites, joint dispatch halls, training sites, and other loca-
tions, when reasonably related to employment covered by this 
Agreement) either in favor of or against any person because 
of membership or nonmembership in the Union, activity for 
or against the Union or absence thereof, race, creed, color, sex 
(including gender, pregnancy, sexual orientation), age (forty 
or over), national origin, religious or political beliefs, disabil-
ity, protected family care or medical leave status, veteran sta-
tus, political affiliation or marital status.  Also prohibited by 
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this policy is retaliation of any kind for filing or supporting a 
complaint of discrimination or harassment.  (See ILWU-PMA 
Handbook - Special Section 13.2 Grievance Procedures and 
Guidelines For Remedies, CLRC Policy on ADA Compliance 
and Reasonable Accommodation and CLRC Agreement on 
USERRA).
13.2 All grievances and complaints alleging incidents of dis-
crimination or harassment (including hostile work environ-
ment) in connection with any action subject to the terms of this 
Agreement based on race, creed, color, sex (including gender, 
pregnancy, sexual orientation), age (forty or over), disabili-
ty, national origin, or religious or political beliefs, or alleging 
retaliation of any kind for filing or supporting a complaint of 
such discrimination or harassment, shall be processed solely 
under the Special Grievance/Arbitration Procedures For The 
Resolution of Complaints Re Discrimination and Harassment 
Under The Pacific Coast Longshore & Clerk’s Agreement 
(See ILWU-PMA Handbook - Special Section 13.2 Grievance 
Procedures and Guidelines For Remedies, CLRC Policy on 
ADA Compliance and Reasonable Accommodation and CLRC 
Agreement on USERRA) with the exception of those types of 
grievances and complaints described in Section 13.3.
13.3 Grievances and complaints alleging that a contractual 
provision or rule is discriminatory as written or as applied, 
as well as discrimination claims seeking elevation, registra-
tion or selection for casual status, and discrimination claims 
based on protected family care or medical leave status, veter-
an status, political affiliation, marital status, membership or 
non-membership in the Union, or activity for or against the 
Union or absence thereof, are not to be filed under the Special 
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Section 13.2 Grievance Procedures, but instead are to be filed 
and processed with the Joint Port Labor Relations Committee 
(JPLRC) under the grievance procedures in Section 17.4 of 
the PCLCA.  Likewise, requests for “reasonable accommo-
dation” for disabilities recognized under state or federal law 
will not be processed under the Special Section 13.2 Grievance 
Procedures but instead must be brought to the local JPLRC 
pursuant to separate procedures established for such requests. 
(See ILWU-PMA Handbook - Special Section 13.2 Grievance 
Procedures and Guidelines For Remedies, CLRC Policy on 
ADA Compliance and Reasonable Accommodation and CLRC 
Agreement on USERRA).)

Section 14
CRANES

14.1 This section relates to the employment of longshoremen 
on the Pacific Coast waterfront in the driving of certain cranes 
and in the operation of certain other mechanical tools.
14.2 Definitions.

14.21 The term “longshore crane” refers to the following 
shore-based cranes: whirley cranes (whether or not self-luff-
ing), crawler cranes, truck cranes, such cherry-picker cranes as 
the Joint Coast Labor Relations Committee determines to be 
longshore cranes subject hereto, gantry cranes, bulk unloading 
cranes (including bulk sugar unloading equipment at Crock-
ett), bulk loaders, locomotive cranes, hammerhead cranes, 
overhead cranes, stiff-leg cranes, A-frame cranes, sheer-leg 
derricks, and such yard cranes as the Joint Coast Labor Rela-
tions Committee determines to be “longshore cranes” subject 
hereto.
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14.211 The term “longshore crane” excludes jitneys, 
lift trucks of all sizes (including such equipment with fixed 
or movable booms), pumps, generators, tractors, payloaders, 
skip loaders, bulldozers, straddle trucks, or any other equip-
ment or tools not listed hereinabove as being within the defini-
tion of “longshore crane.”

14.212 The term “longshore crane” does not include 
any classes of tools or equipment not presently in use on the 
waterfront. The term “longshore crane” shall not include 
cranes or other hoisting equipment mounted on any ship, float-
ing-crane barge, or other vessel. The foregoing provisions may 
be modified, on motion of either party, by action of the Joint 
Coast Labor Relations Committee determining that any tools 
or equipment described in Section 14.212 shall be “longshore 
cranes” subject hereto.

14.22 The term “crane driver” means a longshoreman who 
is dispatched, or who is steadily employed, to drive a longshore 
crane.

14.23 The term “crane work” means any work covered in 
this section when done by a longshoreman.
14.3 The following clarifications, exceptions and limitations 
apply to the coverage of this section:

14.31 Section 1 governs the assignment of work as be-
tween longshoremen and nonlongshoremen and the assign-
ment of maintenance work.

14.32 The winch drivers’ work includes driving of all 
hoisting equipment mounted on vessels, including such as is 
normally called cranes, and operating banana gantries. Com-
petent winch drivers with adequate experience or training, reg-
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ular or specialist, shall be made available for these tools and 
equipment.

14.33 This section does not set the wages or conditions 
of employees operating heavy-lift cranes mounted on float-
ing-crane barges.

14.34 Any longshore crane being driven by nonlongshore-
men pursuant to an exception under Section 1.5 can be used for 
any longshore operation, new or old. Section 4 does not pro-
vide the rate of pay nor terms and conditions of employment of 
such nonlongshoremen.
14.4 Wages

14.41 The crane driver rate shall be as defined in Section 
4.33.

14.411 It shall be paid to crane drivers for work in driv-
ing longshore cranes and for other skilled work to fill out a 
daily guarantee.

14.412 It shall be paid to crane drivers and other long-
shoremen dispatched as crane drivers when doing mainte-
nance work on longshore cranes.

14.413 It shall be paid to winch drivers assigned by the 
employer to crane work for the period he drives a longshore 
crane and for the balance of the shift.

14.42 Penalties for conditions and nature of cargo shall be 
payable only as provided in the penalty list or by decision of 
the Joint Coast Labor Relations Committee.

14.43 The premiums for overtime work of crane drivers 
shall be in accordance with the schedule of overtime premiums 
for other longshoremen.
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14.44 No differential above the regular crane driver rate 
shall be paid when operating any special equipment.
14.5 Shifts.

14.51 Where applicable, the guarantee provisions of Sec-
tion 3, as modified herein, shall apply to crane drivers.

14.511 Jobs of short duration shall carry only the 
4-hour guarantee; the definition of jobs of short duration shall 
apply to crane drivers.

14.52 Limitations on the length of shift shall be extended 
to permit the employer to order crane drivers in or to keep them 
on for the necessary preparation and greasing work, but such 
work shall be done only as ordered by the employer.

14.521 When ordered to do so by the employer, long-
shore crane drivers (as defined in Section 14.2), tophandler 
drivers, sidepick operators, strad, portpacker, and reachstacker 
drivers shall report and turn to at a specified time ahead of 
the regular time of the starting shift or shall continue to work 
after the shift or during half of the noon hour. The time before 
or after may be in one-hour increments. Skill III equipment 
operators who are ordered to a job and who report to work and 
are turned to shall receive a guarantee of 10 hours’ pay at the 
prevailing rate.

14.522 When ordered to do so by the employer, crane 
drivers shall report and turn to without preparation and greas-
ing time.

14.53 Crane drivers may be shifted to other skilled work 
to fill out a guarantee in accordance with the provisions of 
Section 3. A steady crane driver similarly may be shifted to 
complete his monthly guarantee. The principles with respect 
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to what is “skill-rated work suitable to his qualifications” shall 
apply to crane drivers. Interpretations of what is “skill-rated 
work suitable to his qualifications” of a crane driver shall be 
determined by the Joint Coast Labor Relations Committee; it 
is agreed that the driving of any crane shall be such work; it is 
agreed that winch driving is such work for any longshoreman 
who has been jointly recognized as a qualified winch driver 
and such longshoreman shall shift to winch driving when or-
dered to do so; it is agreed that gear work is “skill-rated work 
suitable to his qualifications” of any crane driver.
14.6 Steady Men.

14.61 Any employer may employ 1 or more steady crane 
drivers.

14.62 To have a steady crane driver, the employer must 
provide day crane drivers with a monthly monetary guaran-
tee equivalent to 173 hours at the first shift crane driver rate 
and must provide night crane drivers with a monthly monetary 
guarantee equivalent to 173 hours at the second shift crane 
driver rate.

14.621 A crane driver may be put on a steady basis at 
the beginning of any payroll week and may be returned to the 
hall at the end of any payroll week. In either case his guarantee 
shall be prorated.

14.6211 Men who are released by their steady em-
ployer for any reason, other than discharge for cause, shall be 
released on the basis of inverse job seniority unless the ap-
plication of inverse seniority will not provide the employer 
with sufficient employees qualified to operate the employer’s 
cranes. Steady men who have been laid off shall be offered 
first opportunity to return to their previous employer in reverse 
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order of layoff, for a period of 45 days from the date they were 
originally laid off. If a man believes he is being released im-
properly, he may make such claim and have it resolved through 
the grievance machinery.

14.63 Steady crane drivers may be worked by the employ-
er by orders given the crane drivers directly by the employer.

14.64 A steady crane driver may be assigned to gear work 
at the crane driver’s rate. The pay shall be charged against the 
monthly guarantee.

14.65 A crane driver from the hall may be replaced at the 
end of any job by a steady crane driver.
14.7 Competent longshoremen shall be provided for crane 
work in accordance with Section 9.3.

14.71 Longshoremen who have appropriate skills as crane 
drivers will be declared eligible to check in on the certified 
crane drivers’ board at the dispatching hall. A crane driver must 
be certified by the Joint Port Labor Relations Committee be-
fore he can check in on this board. The number of men allowed 
to check in as regular crane drivers shall be limited by the Joint 
Port Labor Relations Committee so that the crane drivers who 
have skills will maintain their skills through the regular perfor-
mance of crane work.

14.72 The Joint Port Labor Relations Committee shall 
place longshoremen on lists of specialist crane drivers for spe-
cialized longshore cranes requiring special skills. The number 
of men on any list of specialist crane drivers shall be limited 
by the Joint Port Labor Relations Committee so that the spe-
cialist crane drivers will have skills and will maintain the skills 
through the regular performance of the specialist crane work.
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14.73 Where a certified crane driver, other than a steady 
man, is on work not covered hereby, he will be replaced by 
the joint dispatcher whenever necessary so that certified crane 
drivers will be provided to do the work covered hereunder. 
When a specialist crane driver, other than a steady man, is on 
work not covered hereby or on general crane work, he will be 
replaced by the joint dispatcher whenever necessary so that 
specialist crane drivers will be provided to do specialist crane 
work.

14.74 Any certified crane driver shall be decertified and 
denied check-in privileges as a crane driver, or restricted there-
in, by the Joint Port Labor Relations Committee for cause. Any 
specialist crane driver shall be removed from the list of spe-
cialists, or restricted therein, by the Joint Port Labor Relations 
Committee for cause.

14.75 A certified crane driver who refuses to accept a dis-
patch when checked in at the hall or through replacement while 
on a job other than crane work shall be charged with hours 
worked for purposes of work equalization in dispatching as 
provided by the Joint Port Labor Relations Committee.

14.76 When there is not available for regular dispatch to 
operate any particular longshore crane a competent registered 
longshoreman who has been previously certified as compe-
tent to operate such crane by the Joint Port Labor Relations 
Committee, a steady crane driver not being used by his steady 
employer and who is available shall be dispatched. If the job 
cannot be so filled, nonlongshoremen may be employed for 
such job and may be used to complete 1 or more shifts until the 
job is finished or such a certified competent registered long-
shoreman is available.
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14.761 If a steady crane driver is dispatched by the hall 
to his steady employer pursuant to Section 14.76, this employ-
er may use him to complete the job for which he is dispatched, 
or for only 1 or more shifts on such job.

14.762 A steady crane driver dispatched under Section 
14.76 shall be replaced by the joint dispatcher, or by his or-
dering his own replacement, so that he shall be available to 
his steady employer whenever such employer calls him back.

14.77 Nonlongshoremen who have operated “old equip-
ment” on the waterfront to do longshore work will be offered 
the equivalent of registered status for dispatch as a longshore-
man to operate any tools covered hereby. Men accepting such 
status will have an obligation to make themselves available for 
all crane work, including any specialized longshore cranes on 
which they have special skills. Appropriate arrangements will 
be made to protect the pension rights of these individuals, such 
arrangements to be worked out on an individual basis.
14.8 Manning.

14.81 The employer has the following alternatives with 
respect to manning.

14.811 One crane driver may be used where directed by 
the employer, the hatch tender not to be a crane driver, on jobs 
of short duration and on cranes not used in the direct movement 
of cargo in and out of the ship. This provision is subject to 
further review by the Joint Coast Labor Relations Committee.

14.812 At his option the employer may employ 2 crane 
drivers for 1 piece of equipment, the 2 crane drivers to tend 
hatch and to drive the equipment. In such cases they shall re-
lieve each other.
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14.813 At his option the employer may order 1 crane 
driver per crane plus 1 relief crane driver for each 5 cranes, or 
fraction of 5; in such cases the hatch tenders shall not be crane 
drivers. This provision shall be subject to further review by the 
Joint Coast Labor Relations Committee.

14.814 A combination crane driver-winch driver may 
be ordered. He may drive winch and drive crane, but shall re-
ceive the crane driver’s rate for the entire job.

14.815 A winch driver on the job may be temporarily 
assigned to drive crane; when ordered to do so by the employer, 
he shall receive the crane driver rate for the period he is driving 
crane and for the balance of the shift.

14.82 Gangs without unnecessary men, as provided for in 
Section 15.2 shall be dispatched for longshore work involving 
the use of cranes. Such gangs may be make-up gangs. The Joint 
Port Labor Relations Committee may make provision for or-
ganized crane gangs.

14.821 When 2 longshore crane drivers are employed 
under Section 14.812, the gang shall not include a hatch tender 
or a winch driver.

14.822 When a longshore crane is driven by a nonlong-
shoreman pursuant to Section 14.34 or Section 14.76 hereof, 
the gang shall not include a winch driver or a crane driver. No 
“witnesses” or “standbys” or other unnecessary men shall be 
used in connection with the crane driving, and the use thereof 
shall be in violation of the Agreement.
14.9 Local rules contrary to any provision of this section are 
hereby rescinded.
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Section 15
EFFICIENT OPERATIONS

15.1 There shall be no interference by the Union with the Em-
ployers’ right to operate efficiently and to change methods of 
work and to utilize labor-saving devices and to direct the work 
through employer representatives while explicitly observing 
the provisions and conditions of this Contract Document pro-
tecting the safety and welfare of the employees and avoiding 
speedup: “Speedup” refers to an onerous workload on the in-
dividual worker; it shall not be construed to refer to increased 
production resulting from more efficient utilization and orga-
nization of the work force, introduction of labor-saving devic-
es, or removal of work restrictions.

15.11 In order to avoid disputes, the employer shall make 
every effort to discuss with the Union in advance the introduc-
tion of any major change in operations.
15.2 The employer shall not be required to hire unneces-
sary men. The number of men necessary shall be the num-
ber required to perform an operation in accordance with the 
provisions of Section 15.1, giving account to the contractual 
provisions for relief.
15.3 The Employers shall have the right to propose changes 
in working and dispatching rules that they claim are in conflict 
with the intent of provisions incorporated in this Agreement. 
The Joint Coast Labor Relations Committee may refer pro-
posed changes that are of only local significance to the local 
level for negotiation. Any such change agreed to at the local 
level must be approved at the Coast level before being put into 
operation. Any proposal referred to the local level and not re-
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solved within 30 days thereafter shall automatically return to 
the Joint Coast Labor Relations Committee.

15.31 Any provisions of the agreements (Port Supple-
ments and Working Rules) for the various port areas covered 
hereby which are in conflict with this Contract Document shall 
be changed. Any other changes in the agreements can be made 
only by mutual agreement with the parties at the Coast level.
15.4 The Employers agree that it is desirable from the stand-
point of both parties to mechanize and/or improve methods of 
operation where such is economically feasible and practical. 
Therefore, the Employers agree that they will add machines or 
devices or institute improved methods regardless of the origin 
of such ideas provided the parties can agree to certain “ground 
rules” to implement the principles stated above.
15.5 Any disputes concerning the interpretation or applica-
tion of provisions of this Contract Document relating to the 
subject matter of this Section 15 may be submitted directly to 
the Joint Coast Labor Relations Committee.

Section 16
ACCIDENT PREVENTION AND SAFETY

16.1 Recognizing that prevention of accidents is mutually 
beneficial, the responsibility of the parties in respect thereto 
shall be as follows:

16.11 The Union and the Employers will abide by the rules 
set forth in the existing Pacific Coast Marine Safety Code which 
shall be applicable in all ports covered by the Agreement.

16.12 The Employers will provide safe gear and safe 
working conditions and comply with all safety rules.

16.13 Each individual employer will continue to furnish 
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protective clothing or devices as he did on October 18, 1960, 
even though not specifically required by the Pacific Coast Ma-
rine Safety Code. At the local level the parties will from time 
to time review the question of protective clothing and devices 
and arrive at and maintain an orderly procedure for the issu-
ance, safeguarding and return of the items furnished by the 
employers

16.14 The Employers will maintain, direct and adminis-
ter an adequate accident prevention program in keeping with 
changing conditions in the industry.

16.15 The Union will cooperate in this program and devel-
op and maintain procedures to influence all longshoremen to 
cooperate in every way that will help prevent industrial acci-
dents and minimize injuries when accidents occur.

16.16 The employees individually must comply with all 
safety rules and cooperate with management in the carrying 
out of the accident prevention program.

16.17 An employee who is injured and claims two PMA 
employers are in dispute over who is responsible for his work-
men’s compensation claim, may request the Joint Coast Labor 
Relations Committee to assist the employee in securing a de-
termination as to which employer is to make advance payments 
until the dispute is resolved. The JCLRC will not function to 
determine which employer, if any, is liable.
16.2 To make effective the above statements and promote on 
the job accident prevention, employer-employee committees 
will be established in each port. These committees will consist 
of equal numbers of employer and employee representatives at 
the job level. Each category of employees should be represent-
ed. Employers’ representatives should be from the supervisory 
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level. The purpose of the committees will be to obtain the inter-
est of the men in accident prevention by making them realize 
that they have a part in the program, to direct their attention to 
the real causes of accidents and provide a means for making 
practical use of the intimate knowledge of working conditions 
and practices of the men on the job. It is further intended that 
this program will produce mutually practical and effective rec-
ommendations regarding corrections of accident-producing 
circumstances and conditions.

Section 17
JOINT LABOR RELATIONS COMMITTEES, 
ADMINISTRATION OF AGREEMENT, AND 

GRIEVANCE PROCEDURES
17.1 Joint Labor Relations Committees.

17.11 The parties shall establish and maintain, during the 
life of this Agreement, a Joint Port Labor Relations Commit-
tee for each port affected by this Contract Document, 4 Joint 
Area Labor Relations Committees, and a Joint Coast Labor 
Relations Committee. Each of said Labor Relations Commit-
tees shall be comprised of 3 or more representatives designated 
by the Union and 3 or more representatives designated by the 
Employers. Each side of the committee shall have equal vote.

17.12 The duties of the Joint Port Labor Relations Com-
mittee shall be:

17.121 To maintain and operate the dispatching hall.
17.122 To exercise control of the registered lists of the 

port, as specified in Section 8.3.
17.123 To decide questions regarding rotation of gangs 

and extra men.
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17.124 To investigate and adjudicate all grievances and 
disputes according to the procedure outlined in this Section 17.

17.125 To investigate and adjudicate any complaint 
against any longshoreman whose conduct on the job, or in the 
dispatching hall, causes disruption of normal harmony in the 
relationship of the parties hereto or the frustration and/or vi-
olation of the provisions of the working or dispatching rules 
or of this Agreement. The application of this Section 17.125 
shall not negate the procedure for penalties as provided for in 
Section 17.7.

17.126 To carry out such other functions as are assigned 
to it herein or by the parties, directly or through the Joint Coast 
Labor Relations Committee.

17.13 There shall be a Joint Area Labor Relations Com-
mittee for each of the 4 port areas (Southern California, North-
ern California, Columbia River and Oregon Coast Ports, and 
Washington). Such Committee shall investigate and adjudi-
cate grievances not settled at the local level. The Area Joint 
Labor Relations Committee step may be eliminated by agree-
ment at the area level or may be bypassed by agreement at the 
port level.

17.14 The Joint Coast Labor Relations Committee shall 
function in the administration of this Agreement as provided 
herein and shall investigate and adjudicate grievances as pro-
vided herein.

17.141 All meetings of the Joint Coast Labor Relations 
Committee and all arbitration proceedings before the Coast 
Arbitrator shall be held in the City and County of San Fran-
cisco, State of California, unless the parties shall otherwise 
stipulate in writing.
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17.15 The grievance procedure of this Agreement shall be 
the exclusive remedy with respect to any disputes arising be-
tween the Union or any person working under this Agreement 
or both, on the one hand, and the Association or any employer 
acting under this Agreement or both, on the other hand, and 
no other remedies shall be utilized by any person with respect 
to any dispute involving this Agreement until the grievance 
procedure has been exhausted.

17.151 Any dispute in which the Association or the 
Union asserts that any dispatching hall is dispatching em-
ployees who were not entitled to be dispatched or who were 
dispatched out of sequence as to other persons entitled to pri-
ority dispatch shall be subject to prompt resolution through the 
grievance procedure of the Agreement when a complaint is 
filed by either party with the Joint Port Labor Relations Com-
mittee. If such complaint is not resolved within 7 days from 
the date of filing, the matter shall be referred to the Area Ar-
bitration Panel whose decision shall be final and binding. The 
grievance procedure shall then be deemed “exhausted.”

17.16 Pending investigation and adjudication of such dis-
putes work shall continue and be performed as provided in 
Section 11.
17.2 Grievances arising on the job shall be processed in ac-
cordance with the procedure hereof beginning with Section 
17.21. Other grievances as to which there are no specific pro-
visions herein shall be processed in accordance with the provi-
sions hereof beginning with Section 17.23.

17.21 The gang steward and his immediate supervisor, 
where the grievance is confined to 1 gang, or any 1 steward 
who is a working member of an affected gang where the griev-
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ance involves more than 1 gang or a dock operation, shall take 
the grievance to the walking boss, or ship or dock foreman in 
immediate charge of the operation.

17.22 If the grievance is not settled as provided in Section 
17.21, it shall be referred for determination to an official des-
ignated by the Union and to a representative designated by the 
Employers.

17.23 If the grievance is not settled as provided in Section 
17.21 or Section 17.22 or does not arise on the job, it shall be 
referred to the Joint Port Labor Relations Committee which 
shall have the power and duty to investigate and adjudicate it.

17.24 In the event that the Employer and Union members 
of any Joint Port Labor Relations Committee shall fail to agree 
upon any question before it, such question shall be immediate-
ly referred at the request of either party to the appropriate Joint 
Area Labor Relations Committee for decision.

17.25 In the event that the Employer and Union members 
of any Joint Area Labor Relations Committee fail to agree on 
any question before it, such question shall be immediately 
referred at the request of either party to the Area Arbitration 
Panel for hearing and decision, and the decision of the Area 
Arbitration Panel shall be final and conclusive except as other-
wise provided in Section 17.26.

17.26 The Joint Coast Labor Relations Committee has 
jurisdiction to consider issues that are presented to it in accor-
dance with this Agreement and shall exercise such jurisdiction 
where it is mandatory and may exercise it where such juris-
diction is discretionary as provided in Section 17.261, Section 
17.262 and other provisions of this Agreement.
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17.261 Any decision of a Joint Port or Joint Area Labor 
Relations Committee or of an Area Arbitration Panel claimed 
by either party to conflict with this Agreement shall immedi-
ately be referred at the request of such party to the Joint Coast 
Labor Relations Committee (and, if the Joint Coast Labor 
Relations Committee cannot agree to the Coast Arbitrator, 
for review). The Joint Coast Labor Relations Committee, and 
if it cannot agree, the Coast Arbitrator, shall have the power 
and duty to set aside any such decision found to conflict with 
the Agreement and to finally and conclusively determine the 
dispute. It shall be the duty of the moving party in any case 
brought before the Coast Arbitrator under the provisions of this 
Section 17.261 to make a prima facie showing that the decision 
in question conflicts with this Agreement, and the Coast Arbi-
trator shall pass upon any objection to the sufficiency of such 
showing before ruling on the merits.

17.2611 Any formal decision of an Area Arbitration 
Panel over disputes regarding violations of Subsection 11.1 
with which either party is dissatisfied shall immediately be 
referred, at the request of such party, to the Joint Coast Labor 
Relations Committee. Such dispute shall be processed by the 
Joint Coast Labor Relations Committee upon receipt (includ-
ing electronic) by the Joint Coast Labor Relations Committee 
and moved from step to step within forty-eight (48) hours as 
follows: 

(a) Joint Coast Labor Relations Committee meeting 
within twenty-four (24) hours; and

(b) Coast Arbitrator within twenty-four (24) hours.
Such hearing shall include all information regarding the 

dispute. At the request of either party, the Coast Arbitration 
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shall be held at the site of the dispute. If such request is made, 
the timeline shall be extended by twenty-four (24) hours.

17.262 The Joint Coast Labor Relations Committee 
and the Coast Arbitrator shall have power to review decisions 
relative to the operation of dispatching halls, or the interpre-
tation of port working and dispatching rules, or discharges, or 
pay (including travel pay and penalty rates), but shall exercise 
it in any case only if the Committee decides to review the spe-
cific case.

17.263 When either the Union or the Association 
claims that there has been a violation of Section 13 by anyone 
bound by this Agreement, the grievance shall be submitted to 
the Joint Coast Labor Relations Committee and shall be re-
solved there or referred to the Coast Arbitrator for hearing and 
decision in accordance with the applicable contract provisions.

17.27 In the event that the Employer and Union members 
of the Joint Coast Labor Relations Committee fail to agree on 
any question before it, including a question as to whether the 
issue was properly before the Coast Labor Relations Commit-
tee, such question shall be immediately referred at the request 
of either party to the Coast Arbitrator for hearing and decision, 
and the decision of the Coast Arbitrator shall be final and con-
clusive.

17.271 Referrals to the Coast Arbitrator must be sub-
mitted and heard by the Coast Arbitrator within 6 months fol-
lowing the date of disagreement at the Coast Labor Relations 
Committee level. Referrals not submitted within 6 months 
shall be considered “dropped.”

17.28 Miscellaneous provisions.
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17.281 Should either party fail to participate in any of 
the steps of the grievance machinery, the matter shall automat-
ically move to the next higher level.

17.282 If the local grievance machinery becomes 
stalled or fails to work, the matter in dispute can be referred at 
once by either the Union or the Association to the Joint Coast 
Labor Relations Committee for disposition.

17.283 The hearing and investigation of grievances re-
lating to discipline by return to the dispatching hall (Section 
17.7), penalties (Section 17.8) and dispatching hall personnel 
(Section 8.23) shall be given precedence over all other busi-
ness before the Joint Port and Joint Area Labor Relations Com-
mittees and before the Area Arbitration Panel. Either party may 
request that:

(a) grievances arising under Section 17.7 or involving 
dispatch hall disputes (except those covered by Sec-
tion 17.151) be processed initially and from step to 
step within 24 hours; and

(b) failures to observe Area Arbitration Panels’ awards 
be processed to the next step within 24 hours.

17.284 Nothing in this Section 17 shall prevent the 
parties from mutually agreeing upon other means of deciding 
matters upon which there has been disagreement.
17.3 Business Agents.

17.31 To aid in prompt settlement of grievances and to 
observe Agreement performance, it is agreed that Business 
Agents as Union representatives shall have access to ships and 
wharves of the employer to facilitate the work of the Busi-
ness Agent, and in order that the employer may cooperate with 
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the Business Agent in the settlement of disputes the Business 
Agent shall notify the representative designated by the em-
ployer before going on the job.
17.4 When any longshoreman (whether a registered long-
shoreman or an applicant for registration or a casual longshore-
man) claims that he has been discriminated against in violation 
of Section 13 of this Agreement, he may at his option and ex-
pense, or either the Union or the Association may at its option 
and at their joint expense, have such complaint adjudicated 
hereunder, which procedure shall be the exclusive remedy for 
any such discrimination.

17.41 Such remedy shall be begun by the filing of a griev-
ance with the Joint Port Labor Relations Committee setting 
forth the grievance and the facts as to the alleged discrimi-
nation. Such a grievance shall be timely if presented within 
10 days of the occurrence of the alleged discrimination. Such 
grievance shall be investigated by the Joint Port Labor Rela-
tions Committee at a regular or special meeting of the Com-
mittee at which the individual involved shall be permitted to 
appear to state his case, at which time he may present oral and 
written evidence and argument.

17.411 With respect to any claim of violation of Section 
13, the Joint Port Labor Relations Committee shall extend the 
time for filing of such claim beyond the time established in 
Section 17.41 whenever such extension is necessary because 
the period of limitation otherwise applicable is determined to 
be unlawful or because in the judgment of the Committee in the 
exercise of its sound discretion, such an extension is otherwise 
necessary to prevent inequity but in no event shall the time for 
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filing of such claims be extended beyond 6 months from the 
date of the occurrence of the alleged discrimination.

17.42 Either the Employers, the Union or the man involved 
may appeal the decision of the Joint Port Labor Relations Com-
mittee. Such appeal shall be to the Joint Coast Labor Relations 
Committee by letter addressed to the Joint Coast Labor Rela-
tions Committee. To be timely, such appeal must be delivered 
or mailed within 7 days of the decision of the Joint Port Labor 
Relations Committee.

17.421 If such an appeal is taken within the time lim-
its allowed, the Joint Coast Labor Relations Committee shall 
either confirm or reverse or modify the decision of the Joint 
Port Labor Relations Committee without any further hearing, 
or order a further hearing and thereupon issue its decision on 
the basis of the entire record including that at both hearings.

17.43 An appeal from the decision of the Joint Coast Labor 
Relations Committee can be presented to the Coast Arbitrator 
(or by agreement of the Joint Coast Labor Relations Commit-
tee to an Area Arbitration Panel) by the individual involved, 
the Employers or the Union. An appeal to the Coast Arbitrator 
filed by an applicant for registration or a casual longshoreman 
involving the subject of registration shall be permitted only for 
those grievances which the Joint Coast Labor Relations Com-
mittee, in its sole discretion, certifies to the Coast Arbitrator 
that the facts introduced in support of the grievance into the 
record of the prior proceedings, if unrebutted, may support a 
finding of a violation of the grievant’s Section 13 rights under 
this Agreement. Appeal shall be by a written request for an 
arbitrator’s hearing mailed or delivered to the Union and the 
Employer representatives of the Joint Coast Labor Relations 
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Committee if by an individual, or to the individual and the oth-
er party’s representative on the Joint Coast Labor Relations 
Committee if by either the Union or the Employers. Such an 
appeal shall be timely only if such request for an arbitrator’s 
hearing is so filed in writing with the Joint Coast Labor Re-
lations Committee no later than 7 days after issuance of the 
decision of the Joint Coast Labor Relations Committee from 
which an appeal to an arbitrator is taken.

17.431 The arbitration procedure shall be carried on 
in accordance with the procedures generally applicable under 
this Agreement for arbitration before the Coast Arbitrator.
17.5 Arbitrators and Awards.

17.51 The parties shall have an Area Arbitration Panel for 
each of the said 4 port areas and a Coast Arbitrator. 

17.511 All arbitration hearings arising under the 
PCL&CA in each of the four areas (Southern California, 
Northern California, Columbia River and Oregon Coast Ports, 
and Washington) shall be heard by a panel of three arbitrators. 
Each panel shall consist of one employer pick (chosen by the 
historic method), one union pick (chosen by the historic meth-
od), and one qualified non-industry arbitrator. The qualified 
non-industry arbitrator shall be a non-attorney/lawyer who 
meets certain minimum standards, including no prior affilia-
tion with the PMA, any PMA member company, or the ILWU 
and on the FMCS or AAA labor arbitrator rosters.

The panel of three arbitrators in each area shall together 
adjudicate all formal arbitrations and the outcome shall be de-
termined by a majority rule, with no minority report.

For disputes arising under Section 13.2, the employer 
pick and the union pick arbitrators on each area panel shall 
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serve on a rotational monthly basis. If there is any conflict of 
interest, the appointed arbitrator shall recuse him or herself, 
permitting the other arbitrator to perform the hearing.

For disputes arising under 17.6, the employer pick and 
the union pick arbitrators on each area panel shall serve on a 
random basis.

The arbitrators in each area shall adjudicate matters on 
the job when required by the contract (reference, for example, 
Section 17.829). Failure to appear as required by the contract 
shall be grounds for dismissal or other discipline.

Each arbitrator shall be subject to joint re-appointment at 
the expiration of the PCL&CA.

17.512 The Coast Arbitrator shall be selected by the 
Joint Coast Labor Relations Committee to serve a term coex-
tensive with the term of the Agreement. The Coast Arbitrator 
may be reappointed for the term of the next Agreement by mu-
tual agreement of the Parties. The Coast Arbitrator shall be a 
highly qualified neutral arbitrator with maritime experience, 
located on the West Coast. If the Committee fails to agree on 
the selection of the Coast Arbitrator, the individual shall be 
selected by a 6-person panel of prominent industry representa-
tives: 3 selected by the Union and 3 selected by the Employers.

17.5121 If after thirty (30) days, the Panel is unable 
to select a Coast Arbitrator, the Panel shall submit to the Fed-
eral Mediation and Conciliation Service (FMCS) a request 
for a list of seven (7) highly qualified neutral arbitrators with 
maritime experience, located on the West Coast. If the Union 
and the Employer representatives agree that the list is unac-
ceptable, they may jointly request that the FMCS provide a 
second list. In the event, the Parties cannot mutually select a 
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Coast Arbitrator from the FMCS Panel, the selection shall be 
determined by a striking process. The first strike shall be deter-
mined by a coin flip. The Party that correctly calls the coin flip 
shall have the choice of striking first or last.

Note: It is agreed that since PMA nominated John 
Kagel, in the event a FMCS Panel is required to select the suc-
cessor to John Kagel, the Union shall have the choice of a first 
or last strike. Thereafter, the procedure of coin flip set forth in 
Section 17.5121 shall apply.

17.52 Powers of arbitrators shall be limited strictly to the 
application and interpretation of the Agreement as written. The 
arbitrators shall have jurisdiction to decide any and all disputes 
arising under the Agreement including cases dealing with the 
resumption or continuation of work.

17.53 Arbitrators’ decisions must be based upon the show-
ing of facts and their application under the specific provisions 
of the written Agreement and be expressly confined to, and 
extend only to, the particular issue in dispute. The arbitrators 
shall have power to pass upon any and all objections to their 
jurisdiction. If an arbitrator holds that a particular dispute does 
not arise under the Agreement, then such dispute shall be sub-
ject to arbitration only by mutual consent.

17.54 In the event the parties agree that an arbitrator has 
exceeded his authority and jurisdiction or that he is involved in 
the industry in any other position of interest which is in conflict 
with his authority and jurisdiction, he shall be disqualified for 
any further service.

17.55 All decisions of the arbitrators, except as provided 
in Sections 17.261 and 17.6, shall be final and binding upon all 
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parties. Decisions shall be in writing signed by the arbitrator 
and delivered to the respective parties.

17.56 All expenses and salaries of the arbitrators shall be 
borne equally by the parties, except where specifically provid-
ed herein to the contrary.

17.57 All decisions of arbitrators shall be observed and/or 
implemented. No decision, interim or formal, can be appealed 
unless it is observed and/or implemented.
17.6 Informal hearings and interim rulings.

17.61 When a grievance or dispute arises on the job and 
is not resolved through the steps of Sections 17.21 and 17.22, 
and it is claimed that work is not being continued as required 
by Section 11, a request by either party shall refer the matter 
to an industry Area Arbitrator, assigned on a random basis, (or 
by agreement of the Joint Coast Labor Relations Committee 
to the Coast Arbitrator) for his consideration in an informal 
hearing; such referral may be prior to formal disagreement in 
any Joint Labor Relations Committee or upon failure to agree 
on the question in the Joint Area Labor Relations Committee. 
Such hearing may be ex parte if either party fails or refuses 
to participate, provided that the industry Area Arbitrator may 
temporarily delay an ex parte hearing to permit immediate 
bona fide efforts to settle an issue without a hearing.

17.62 The industry Area Arbitrator shall act with his pow-
ers limited strictly to the application and interpretation of the 
Agreement as written. The parties shall have the right to pres-
ent such views as they wish to the industry Area Arbitrator, 
but it shall not be necessary to have a shorthand or stenotype 
reporter present to report the proceedings nor shall employ-
ment of counsel be necessary. The arbitrator, on this basis, shall 
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promptly issue an oral interim ruling with respect to the griev-
ance or dispute and thereafter confirm it in writing. An interim 
ruling shall be binding on the parties regarding the particular 
issue on the particular ship on the particular occasion but shall 
not be a precedent for other cases. Any interim ruling shall be 
binding unless reversed by a contrary decision after a formal 
hearing.

17.63 If either party is dissatisfied with the interim ruling, 
the question shall be immediately referred at the request of 
such party to the Area Arbitration Panel for hearing and deci-
sion in accordance with the normal procedure under Section 
17.5 of this Agreement; the Area Arbitration Panel shall then 
proceed as if there had been a failure to agree on the question 
by the Joint Port Labor Relations Committee, provided that 
the Area Arbitration Panel may temporarily delay a hearing to 
permit prompt bona fide efforts to settle the question in the Port 
or Area Joint Labor Relations Committee.

17.631 Formal area arbitration hearings on disputes re-
garding violations of Subsection 11.1, conducted in accordance 
with Section 17.63, shall be heard by the Area Arbitration Pan-
el within twenty-four (24) hours following the issuance of the 
interim ruling to both parties by an industry Area Arbitrator. 
The formal decision shall be rendered within twenty-four (24) 
hours after receipt of the transcript of the hearing.

17.64 The use of the informal procedure leading to an in-
terim ruling can be waived by consent of both parties with re-
spect to any particular dispute or grievance. If at the beginning 
of the informal procedure either party establishes a good faith 
claim that an issue, other than a dispute with respect to Section 
11, is of general significance or that the formal procedure will 
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be necessary to settle such issue, the industry Area Arbitrator 
shall rule that the informal procedure be bypassed regarding 
such issue. In the absence of such waiver or decision to bypass, 
the industry Area Arbitrator shall hold an informal hearing and 
issue an interim ruling regarding the dispute in accordance 
with the procedure set forth above.
17.7 Discipline by return to the dispatching hall.

17.71 The employer shall have the right to return to the 
dispatching hall any man (or to send home any nonregistered 
man) for incompetence, insubordination or failure to perform 
the work as required in conformance with the provisions of 
this Agreement.

17.72 Such longshoreman shall not be dispatched to such 
employer until his case shall have been heard and disposed of 
before the Joint Port Labor Relations Committee, and no other 
employer shall refuse employment to such longshoreman on 
the basis of such return to the dispatch hall.

17.73 If any man feels that he has been unjustly returned to 
the dispatching hall or dealt with, his grievance shall be taken 
up as provided in Section 17.2 beginning with Section 17.23.

17.74 In case of return to the dispatching hall without suf-
ficient cause, the Joint Port Labor Relations Committee may 
order payment for lost time or reinstatement with or without 
payment for lost time.

17.75 When an employer returns a gang to the dispatching 
hall for cause, its gear priority terminates and such employer 
may carry on work at the hatch or gear involved without delay. 
The hatch or gear involved shall not stand idle because of any 
action or nonaction of the Union or longshoremen or the dis-
patching hall. A replacement gang shall be dispatched promptly 
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upon order of the employer. Until the replacement gang turns 
to or if one is not ordered or cannot be dispatched, any other 
gang employed by the employer shall shift to the hatch or gear 
involved as directed by the employer. The returned gang shall 
not be redispatched to the job involved unless it is the only avail-
able gang and the Association requests that it be dispatched. The 
provisions of Sections 17.73 and 17.74 shall apply with respect 
to any gang returned to the dispatching hall for cause.
17.8 Penalties for work stoppages, assault, gross misconduct, 
pilferage, drunkenness, drug abuse and peddling, safety viola-
tions and other offenses.

17.81 All longshoremen shall perform their work consci-
entiously and with sobriety and with due regard to their own 
interests shall not disregard the interests of the employer. Any 
employee who is guilty of deliberate bad conduct in connec-
tion with his work as a longshoreman or through illegal stop-
page of work shall cause the delay of any vessel shall be fined, 
suspended, or for deliberate repeated offenses for which he has 
been found guilty under the Contract procedures, cancelled 
from registration. A determination that an onerous or health 
and safety claim made in good faith shall be disallowed is not 
a finding that a man is guilty of an offense within the meaning 
of this Section. Any employer may file with the Union a com-
plaint against any member of the Union and the Union shall act 
thereon and notify the Joint Port Labor Relations Committee 
of its decision within 30 days from the date of receipt of the 
complaint. An employer shall not be required to appear nor 
need he participate in discipline by the Union of its members 
beyond the filing of complaints.
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17.811 If within 30 days thereafter the Employers are dis-
satisfied with the disciplinary action taken under Section 17.81, 
then the following independent procedure of Section 17.82 may 
be followed, which procedure shall also be applicable in the case 
of longshoremen not members of the Union.

17.82 The Joint Port Labor Relations Committee has the 
power and duty to impose penalties on longshoremen who are 
found guilty of stoppages of work, assault, gross misconduct, 
refusal to work cargo in accordance with the provisions of this 
Agreement, or who leave the job before relief is provided, 
or who are found guilty of pilfering or broaching cargo or of 
drunkenness or who in any other manner violate the provisions 
of this Agreement or any award or decision of an arbitrator. 
In determining penalties neither the parties nor the arbitrators 
shall consider offenses that predate by 5 years or more the date 
of a current offense.

17.821 Assault.
17.8211 For first offense assault: Minimum penalty, 

1 year suspension from work. Maximum penalty, discretion-
ary.

17.8212 For second offense assault: mandatory can-
cellation from registered list upon request of either party.

17.8213 In either case such conviction shall not be 
dependent upon the existence of a prior court decision, nor 
shall the determination of guilt await a court decision.

17.822 Pilferage.
17.8221 For first offense pilferage: Minimum pen-

alty, 60 days’ suspension from work. Maximum penalty, dis-
cretionary.
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17.8222 For second offense pilferage: Mandatory 
cancellation from registered list upon request of the employer.

17.823 Drunkenness or smoking in prohibited areas.
17.8231 First offense: Suspension for 15 days.
17.8232 Second offense: Suspension for 30 days.
17.8233 Succeeding offenses: Minimum penalty, 

60 days suspension. Maximum penalty, discretionary.
17.824 Abuse of or use of controlled substances and/or 

drugs on the job or in or around any employment premises or 
the dispatch hall.

17.8241 First offense: Suspension for 15 days.
17.8242 Second offense: Suspension for 30 days.
17.8243 Succeeding offenses: Minimum penalty, 

60 days suspension. Maximum penalty, discretionary.
17.825 Sale and/or peddling of controlled substances 

and/or drugs on the job or in or around any employment prem-
ises or the dispatch hall.

17.8251 For first offense: Minimum penalty, 1 year 
suspension from work. Maximum penalty, discretionary.

17.8252 For second offense: Mandatory cancella-
tion from registered list upon request of either party.

17.8253 In either case such conviction shall not be 
dependent upon the existence of a prior court decision, nor 
shall the determination of guilt await a court decision.

17.826 An employee found to be in violation of rea-
sonable verbal instructions, posted employer safety rules, and/
or the PCMSC shall attend a 1-day safety class approved by 
the Coast Labor Relations Committee without pay. Failure 
to attend and complete the class as scheduled without a valid 
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excuse shall result in suspension from work until the class is 
completed. In addition, the employee shall be subject to the fol-
lowing minimum discipline, which shall be applied uniformly 
without favoritism or discrimination.

17.8261 First Offense: Letter of warning.
17.8262 Second Offense: Suspension from work for 

15 days.
17.8263 Third Offense: Suspension from work for 

60 days. Maximum penalty, discretionary.
17.8264 Fourth Offense: Subject to deregistration.

17.827 An employee who, knowingly and flagrantly 
disregards reasonable verbal instructions, posted employer 
safety rules, and/or the PCMSC, and who intentionally causes 
significant damage to equipment or cargo, or who intentional-
ly injures himself or others, shall be subject to the following 
minimum discipline, which shall be applied uniformly without 
favoritism or discrimination.

17.8271 First Offense: Suspension from work for 
90 days. Maximum penalty, discretionary.

17.8272 Second Offense: Subject to deregistration.
17.828 Grievances arising under Sections 17.826 and 

17.827 shall be subject to the grievance procedure of Section 
17, with the following exceptions.

17.8281 Grievances arising under Sections 17.826 
and 17.827 shall be heard by the local parties within 30 days of 
the employee being cited. In the event the parties fail to resolve 
the grievance within the 30-day time period, the grievance 
shall be referred to the Area Arbitration Panel, at the request of 
either party, for an immediate hearing and decision. 
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17.8282 In determining whether a violation under 
Sections 17.826 and 17.827 is a first, second, third or fourth 
offense, Section 17.82 shall govern.

17.829 An employee released from the job for being 
under the influence of alcohol or drugs may request that his/
her union representative report to the job. If the union represen-
tative, having observed the employee, believes the employee 
was unjustly released, he will discuss the case immediately 
with the employer. If the employer and union representative 
are unable to reach agreement, or if the union representative 
does not immediately respond to the request to come to the job, 
the case shall be immediately referred at the request of either 
party to the Joint Port Labor Relations Committee which shall 
have the power and duty to investigate and adjudicate it. If the 
Joint Port Labor Relations Committee members present are 
unable to reach agreement, and/or if no Union member of the 
Joint Port Labor Relations Committee responds to the request 
to come to the job within 1 hour, an industry Area Arbitrator, 
assigned on a random basis, shall be immediately called to the 
job to decide if the employee was properly released. If the re-
leased employee fails to contact his/her union representative, 
or if the employee leaves the job, the employee shall be guilty 
as charged. Where an employee is guilty of working under the 
influence of alcohol or drugs the employee shall be subject to 
the penalties found in Section 17, and shall be referred to the 
ILWU-PMA employee assistance program.

17.83 Suspensions under the foregoing provisions shall 
follow convictions by either the Union grievance machinery or 
by the Joint Port Labor Relations Committee, either of whom 
shall accept a prior court decision. The court decision will be 
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considered by the parties and they shall discount the penalties 
set forth above accordingly. Where a fine has been assessed 
then the days off on suspension shall be discounted at the rate 
of $5.00 per day. Any man suspended under these provisions 
shall not be dispatched for work in any port covered by this 
Agreement until the suspension penalty has been served.

17.84 Any longshoremen having records of habitual 
drunkenness or whose conduct on the job or in the dispatching 
hall causes disruption of normal harmony in the relationship 
of the parties hereto, or who physically assault anyone in the 
dispatching hall or on the job, or who have records of working 
in a manner that is hazardous to themselves or that endangers 
other workers shall not be dispatched to operate or used to op-
erate any hoisting or mechanical equipment or devices or to 
supervise the operation of such equipment; or they shall be 
subject to such other remedy as the Joint Port Labor Relations 
Committee shall mutually consider appropriate.

17.85 In the event of disagreement at the Joint Port Labor 
Relations Committee level as to the imposition of penalties un-
der this Section 17.8, the issue shall be processed immediately 
through the grievance procedure, and to the Area Arbitration 
Panel, if necessary.

17.86 The rules and penalties provided hereinabove shall 
be applicable to fully registered longshoremen and, except 
where a more stringent rule or penalty is applicable pursuant 
to Section 17.861, to limited registered longshoremen and to 
nonregistered longshoremen.

17.861 More stringent rules and penalties than those 
provided hereinabove that are applicable to limited registered 
longshoremen or to nonregistered longshoremen or to both 
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such groups may be adopted or modified by unanimous action 
of the Joint Coast Labor Relations Committee and, subject to 
the control of such Committee so exercised, more stringent 
rules and penalties applicable to limited registered men or non-
registered men or to both groups that are provided in existing 
and future local joint working, dispatching, and registration 
rules and procedures or by mutually agreed practices shall be 
applicable.

Section 18
GOOD FAITH GUARANTEE

18.1 As an explicit condition hereof, the parties are com-
mitted to observe this Agreement in good faith. The Union 
commits the locals and every longshoreman it represents to 
observe this commitment without resort to gimmicks or sub-
terfuge. The Employers give the same guarantee of good faith 
observance on their part.

Section 19
UNION SECURITY

19.1 All present fully registered employees who are members 
of the Union on the date of execution of the Agreement, shall 
remain members of the Union in good standing as a condition 
of employment.
19.2 All present fully registered employees who are not mem-
bers of the Union on the date of execution of the Agreement 
shall become and remain members in good standing of the 
Union as a condition of employment.

19.21 The Union hereby agrees to indemnify the Associ-
ation and each member of the Association against any award, 
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judgment, loss or expense arising out of a legal claim made 
against the Association or any company that is a member of the 
Association by a registered longshoreman or clerk, described 
in Section 19.2, because of deregistration or denial of full work 
opportunity at the request of the Union or any Union local pur-
suant to the provisions of Section 19.2.
19.3 Any employee who becomes fully registered during the 
life of the Agreement shall, 30 days thereafter, become and 
remain a member of the Union in good standing as a condition 
of employment.
19.4 A fully registered employee who, 30 days after said reg-
istration, has failed to acquire or thereafter maintain member-
ship in the Union as here provided shall be removed from the 
registration list and deregistered 30 days after notice from the 
Union that he is not a member in good standing.
19.5 A Union member shall be considered in good standing if 
he makes timely tender of the periodic dues, and initiation fees 
uniformly required as a condition of becoming and remaining 
a member in the Union.

Section 20
PAY GUARANTEE PLAN, RULES, AND 

ADMINISTRATION
This Pay Guarantee Plan continues and is an extension of 

the Pay Guarantee Plan provided in the Memorandum of Un-
derstanding of February 10, 1972, as amended through July 
1, 2014.

Preamble
The basic intention of the Pay Guarantee Plan (hereinafter 

PGP) is to provide a weekly income to eligible registered men.
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20.1 For each year of the Agreement the Employers will have 
a contingent liability for the Pay Guarantee Plan for the fol-
lowing amount:

Per year: $30,000,000
20.11 In each year $7,500,000 will be made available in 

each quarter.
20.12 One-thirteenth of each quarter’s amount will be 

contingent liabilities and will be available at the end of each 
payroll week to meet the Plan’s payout requirements for that 
week.

20.13 At the end of the first payroll week if the benefits that 
have been paid are less than the amount available for that week, 
the unused amount will be made available for the next payroll 
week(s) as provided in Section 20.3. Thereafter, the unused 
amount of the total available in any payroll week shall be made 
available for the following payroll week(s). This accumulating 
procedure shall continue over the full contract period.

20.14 The Employers will determine the method by which 
contributions for the contingent liability will be collected and 
made available.
20.2 Benefits. Effective with the ratification of the contract, 
PGP benefits for Class A employees shall be a maximum of 40 
hours pay each week; PGP benefits for Class B employees who 
have 5 or more vacation qualifying years as of the preceding 
April 1 shall be a maximum of 40 hours pay each week; PGP 
benefits for Class B employees with less than 5 vacation qual-
ifying years as of the preceding April 1 shall be a maximum of 
32 hours pay each week. The hourly rate of PGP pay shall be 
the employee’s appropriate straight time rate of pay as provid-
ed under Section 4.13.
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20.21 An exception to the benefits provided in Section 
20.2 above shall be that new registrants shall not be entitled to 
PGP benefits until completion of 1 year of registration.

20.22 The benefits payable each week shall be the differ-
ence between a man’s earnings and PGP benefits for that week.

20.221 Earnings are defined as all earnings and/or 
compensation received during the payroll week or period in-
cluding such payments as straight time, overtime, skill pay, 
penalty cargo pay, travel time pay, pay for vacations and paid 
holidays, jury duty pay, State unemployment benefits and PGP 
payments.

20.2211 Compensation shall include all payroll ad-
justments including monetary claims paid as a result of LRC or 
arbitration decisions. Payroll adjustments shall be included as 
part of the individual’s earnings for the payroll week in which 
such payments are made.

20.2212 Compensation shall also include the 
amount of ILWU-PMA Pension Plan benefits and any other 
retirement benefits to which a man is entitled on the first day 
of the month if coincident with a man’s 65th birthday, or on 
the first day of the month subsequent to a man’s 65th birthday, 
whichever is applicable, and the amount of Social Security 
benefits regardless of age.

20.222 If an individual’s earnings in any payroll week 
were less than the benefit amount and he was ineligible for 
an appropriate PGP benefit that week, the calculation for the 
period will be made as if his earnings for that week were equal 
to the appropriate PGP weekly benefit.

20.223 If an individual’s earnings as a longshoreman 
are less than the State unemployment compensation benefit 
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for a given week and evidence is not submitted showing that 
the individual has applied for unemployment compensation 
together with the amount of entitlement, the earnings record 
for that week will be increased by the difference between actu-
al earnings in the given week and the weekly guarantee max-
imum limit.

20.2231 An employee shall not be eligible for PGP 
in any week for which:

(a) he has non-longshore work-related earnings from an 
outside source not covered by this Agreement, which 
requires his attendance during any part of the day 
shift or night shift on any day of the week from Mon-
day through Friday; or

(b) he has received any weekly indemnity benefits for 
an off-the-job disability from either the State of Cal-
ifornia or the ILWU-PMA Benefit Funds; temporary 
total or temporary partial State workers’ compensa-
tion, or temporary total or temporary partial Long-
shore & Harbor Workers’ Compensation; or

(c) he has failed to establish entitlement for a State Un-
employment Compensation benefit, if such failure is 
due to employment not covered by this Agreement.

20.22311 Employees must give full Social Secu-
rity authorization and appropriate State authorization to PMA 
as Trustee of the PGP Fund for the purpose of verifying eligi-
bility in accordance with the standards established by Section 
20.2231. All documents necessary to obtain full Social Securi-
ty and other State and Federal benefit program information to 
establish eligibility for PGP must be executed by the employee 
when requested by either party at the local level with immedi-
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ate notice of such request to be given to the other party. When 
requested, evidence of all outside earnings shall be submitted 
to the Joint LRC. When a charge is made that any employee has 
violated Sections 20.2231 or 20.22311, such charge shall be 
subject to resolution under the grievance machinery.

20.22312 Any employee who receives PGP in 
violation of Section 20.2231 shall be disqualified from receiv-
ing PGP for the life of this contract, or 12 months, whichever 
is longer.

20.22313 Any claim that denial of PGP eligibil-
ity under these provisions is improper, shall be heard by the 
Joint LRC immediately and they shall have the authority to 
effect reinstatement and/or reimbursement.

20.2232 Evidence of application for unemployment 
compensation benefits to be considered timely must be in the 
hands of PMA no later than the second Tuesday following the 
Friday payday on which PMA issues notification of eligibility 
for unemployment compensation so that the unemployment 
compensation benefit can be applied to the correct payroll 
week. If the evidence of application is not in the hands of PMA 
by the second Tuesday then the difference between the man’s 
actual earnings and the guarantee maximum benefit will be 
added to the man’s earnings for the applicable payroll week.
20.3 Payment Procedures.

20.31 PGP payments will be made to eligible men week-
ly on the payday of the second week following the week for 
which a benefit is payable. Men will be eligible for benefits if 
they are on the PGP eligibility list, meet the weekly availabil-
ity requirement, and have earnings less than the appropriate 
weekly benefit amount.
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20.311 At the close of each payroll week the dispatch 
hall shall furnish PMA the joint records of all men available 
but not dispatched, and those who flopped, for each day of the 
payroll week. A combination of days of “work” and “avail-
ability” in the joint dispatch hall shall be used to calculate PGP 
eligibility.

20.32 Total PGP payments for any week may not exceed 
the weekly contingent liability for that week plus the unused 
amount from the prior week(s) as provided in Section 20.13.

20.321 If in any payroll week the total payments due 
do not exceed the current weekly contingent liability plus any 
unused amount from prior weeks, payment in full will be made.

20.322 If in any payroll week the total payments due 
are in excess of the current weekly contingent liability plus any 
unused amount from prior weeks, an across-the-board percent-
age reduction will be made to reduce the week’s payments to 
an amount equal to the current weekly contingent liability plus 
any unused amount from prior weeks.

20.323 Twenty successive 13-week periods shall be 
determined commencing June 28, 2014. If, at the end of each 
13-week period, there is an unused amount resulting from the 
accumulating procedure of Section 20.13 and if weekly PGP 
payments were reduced during such period as provided in Sec-
tion 20.322, the following PGP benefit adjustment procedure 
shall then apply:

20.3231 A lump sum “make whole” payment shall 
be made to any registered man who, during the 13-week peri-
od, had his weekly PGP benefit reduced under the provisions 
of Section 20.322 above. Such lump sum payments in the ag-



118

PAY GUARANTEE PLAN, SECTION 20
RULES, AND ADMINISTRATION

gregate shall not exceed the unused amount resulting from the 
accumulating procedure of Section 20.13.

20.32311 Except as provided in Section 20.32312 
below, the lump sum “make whole” payment to a man shall 
be the difference between his PGP payments for the 13-week 
period and the amount he would have been entitled to had there 
been no reduction under Section 20.322 above.

20.32312 If the total “make whole” payments 
exceeds the total unused amount available, the “make whole” 
payments will be reduced by an across-the-board percentage 
reduction so that the total PGP payments will not exceed the 
unused amount available.

20.324 If, at the end of each 52-week period, there is 
an unused amount resulting from the accumulating procedure 
of Section 20.13 and if weekly PGP payments were reduced 
during such 52-week period and have not been previously 
“made whole” under the benefit adjustment procedure of Sec-
tion 20.323, then the benefit adjustment procedure of Section 
20.323 shall apply to such 52-week period.

20.325 If, at the end of the full contract period and after 
the benefit adjustment procedure of Section 20.324, there is an 
unused amount resulting from the accumulating procedure of 
20.13 and if weekly PGP payments were reduced during any 
52-week period and have not been previously “made whole” 
under the benefit adjustment procedure of Section 20.323, then 
the benefit adjustment procedure of Section 20.323 shall apply 
to the corresponding 52-week period.

20.33 PMA shall furnish to the local union a list of men 
showing their hours worked, their earnings, their availability 
and the amount of PGP payments for which a man is eligible 
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before the adjustment, if any, the amount of the adjustment, 
and the net payment after the adjustment.

20.331 A claim of incorrect payment of PGP is to be 
submitted to a designated person in each local. To be consid-
ered timely, such claim must be in the hands of PMA no later 
than 28 days after the payday on which the payment was made.
20.4 Eligibility. Only registered Class A and Class B men are 
eligible to participate in the PGP.

20.41 Men on the PGP eligibility list will be eligible for 
PGP benefits for any payroll week (8:00 a.m. Saturday to 8:00 
a.m. Saturday) by establishing “availability” as defined in Sec-
tion 20.531 for the 5 days Monday through Friday inclusive, 
except that in any week in which a paid holiday as defined in 
Section 5 is observed on Monday through Friday men shall 
be eligible for PGP benefits for that week by being available 
Monday through Friday less the day on which the paid holiday 
is observed.

20.411 For each full day of work by a man on a Sat-
urday and/or Sunday the individual’s weekly availability re-
quirement as defined in Section 20.41 shall be reduced by 1 
day.

20.42 The PGP eligibility list shall include only those reg-
istered men (1) who meet the requirements of the 50% test pro-
vided below in Sections 20.421 through 20.4212, or (2) who 
in the preceding payroll year were paid at least a basic 1 week 
vacation (on the basis of required, qualifying hours under the 
terms of the Agreement).

20.421 Eligibility shall include only those Class A or 
Class B registered men who work 50% or more of the average 
work hours available to Class A or Class B men, respective-
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ly, in their home port for the most recent available 4 payroll 
quarters preceding the current quarter. “Work hours” shall not 
include travel hours, outport hours, vacation hours, holiday 
hours, or PGP hours. Men with less than 100 work hours for 
the 4-quarter period and steady men will be excluded in the 
calculation of the average.

20.4211 The PGP eligibility list will be prepared 
quarterly and will be effective for the period beginning with 
the second week of the current payroll quarter to the second 
week of the following payroll quarter.

20.4212 Men who have insufficient hours to meet 
the 50% test due to vacation, jury duty, illness, injury, full-
time Union employment, full-time joint employment, military 
service, leave of absence, etc. shall be entitled to a pro rata ad-
justment on the basis of hours worked while not absent during 
the test period.

20.43 Men will be deleted from the PGP eligibility list 
while working on a steady basis for an employer under a 
weekly or monthly guarantee for which their employer is re-
sponsible. The individual employers of steady men shall notify 
the PMA area offices immediately when men are employed or 
released as steady men.

20.431 Men employed or released as steady men 
during a payroll week are not eligible for benefits under the 
PGP for such week.

20.44 Men dropped from the registration list for any rea-
son shall be deleted from the PGP eligibility list.

20.45 Authorized visitors, granted clearance by the home 
port LRC and approved by the visited JPLRC to work as a 
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visitor shall be included on the PGP eligibility list in the port 
they are visiting.

20.46 Unauthorized visitors, visiting and working in other 
than their home port without having obtained the clearance and 
approval of the LRC of both ports shall not be included on the 
PGP eligibility list of the port visited, but shall remain on the 
PGP eligibility list of the home port.

20.47 Men who are transferred to another port under the 
provisions of the Agreement will be placed on the PGP eligi-
bility list in the port to which they are transferred effective at 
the beginning of the payroll week immediately following the 
effective date of the transfer.
20.5 Availability. It is recognized that the industry works 7 
days per week and the Union agrees that employees will be 
available to fill the needs of the employers on all working shifts 
during the week, including Saturdays, Sundays and holidays in 
accordance with the Agreement. It is also recognized that some 
employees only make themselves available to work days, that 
some employees only make themselves available to work 
nights, and that some employees make themselves available to 
work either days or nights.

20.51 Port rules shall determine shift availability of gangs 
and men. Availability shall be any combination of day or night.

20.52 A failure by a local to provide the required registered 
work force on Saturday and/or Sunday shall be referred for 
correction to the Joint Port LRC. This matter shall take prece-
dence over any other matter before the JPLRC. If the matter is 
not settled within 5 days from its introduction to the JPLRC the 
Area Arbitration Panel shall adjudicate the dispute by media-



122

PAY GUARANTEE PLAN, SECTION 20
RULES, AND ADMINISTRATION

tion/arbitration within 10 days. Arbitrators’ decisions shall be 
corrective and restricted to the local involved.

20.53 Failure to meet the weekly availability requirement 
shall disqualify the employee for PGP benefits for the week in 
which the failure occurs.

20.531 “Availability” is defined to mean working or 
being available for work without employment offered.

20.532 “Working” is defined to mean working a full 
shift, unless injured on the job or released earlier by the em-
ployer.

20.5321 A man replacing himself prior to the com-
pletion of a full shift will not be considered as having been 
available that day for PGP purposes. Each such replacement 
shall be reported by the employer to PMA in the payroll week 
in which such replacement occurs.

20.533 Men checked in for work who refuse any work 
opportunity offered in their category (skilled, unskilled) will 
not be given availability credit. Exception: Dock preference 
men shall be exempt from work on ship.

20.5331 In addition to Section 20.533 above, a 
Class A registered man will be deemed unavailable if he did 
not accept work when work was available to him and a Class 
B man or a casual was employed in his category (skilled or 
unskilled) on his assigned shift during the Monday-Friday pe-
riod. A Class B registered man will be deemed unavailable if 
he did not accept work when work was available to him and 
a casual was employed on his assigned shift during the Mon-
day-Friday period.

20.5332 The reference to “category (skilled or un-
skilled)” in Sections 20.533 and 20.5331 means that a skilled 
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man is required to accept only skilled work for which he is 
qualified unless Section 20.7241 is applicable. Unskilled men 
are required to accept any unskilled work.

20.534 Men who do not meet the weekly availability 
requirement because of absence due to illness, injury, full-time 
union employment, full-time joint employment, military ser-
vice, leave of absence, disciplinary time off, incarceration or 
for any other reason other than jury duty whether it be autho-
rized or unauthorized shall not be entitled to a PGP payment for 
the payroll week in which such absence occurs.

20.535 Men who are absent Monday through Friday 
because of part-time union employment or part-time joint 
employment shall have their hours, earnings and availability 
for such employment integrated with their hours, earnings and 
availability under the Agreement to determine eligibility for 
PGP benefits.

20.536 Individuals who are absent because of jury duty 
shall have their jury duty days Monday through Friday counted 
toward availability to determine PGP for the week or weeks 
while serving. Verification of jury duty service and pay shall be 
presented to PMA in order to receive this benefit.

20.537 Men working as unauthorized visitors in anoth-
er port must meet the 5 days Monday through Friday availabil-
ity requirement in the home port in order to qualify for PGP 
payments. Earnings paid to unauthorized visitors in the port 
visited shall be included in determining PGP payments in the 
home port.

20.54 Each dispatch hall shall record availability for its 
local in the manner and form determined by the JPLRC. The 
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JPLRC form for this purpose is to be transmitted to PMA for 
each weekly payroll period.

20.541 Any dispute as to an individual’s availability 
shall be promptly processed through the contract grievance 
machinery.

20.55 Availability credit during a payroll week will be giv-
en for each day on the following basis provided that no more 
than a single day’s credit shall accrue in a 24-hour period 8:00 
a.m. to 8:00 a.m.:

20.551 For each day or night Saturday to Saturday that 
a man has worked.

20.552 For each day or night Monday through Friday 
that a man makes himself available for work in accordance 
with JPLRC check-in procedures.
20.6 Work Stoppages.

20.61 A work stoppage by any local(s) in violation of Sec-
tion 11.1 as defined herein shall disqualify all registered men in 
the port(s) affected from payment under the PGP in the payroll 
week(s) that the violation occurs.

20.611 A work stoppage is here defined as one which 
occurs by reason of Union policy, local or International, or by 
failure to work as directed by an Arbitrator.

20.612 An unauthorized stop-work meeting in viola-
tion of Section 12.3 is considered to be a work stoppage by any 
local in violation of Section 11.1.

20.613 Unauthorized non-work days or non-work 
shifts are considered to be a work stoppage by any local in 
violation of Section 11.1.
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20.614 Action to disqualify registered men in the port 
from payment of PGP under Section 20.61 can be taken by 
the Employers only upon written notification to the local(s) 
involved within 48 hours following the work stoppage. If the 
Union grieves such action, it has the right to have the grievance 
heard by the Area Arbitration Panel within 48 hours of receipt 
of notification. The Area Arbitration Panel’s decision shall be 
rendered within 24 hours of the hearing.

20.62 In each week a coastwise work stoppage occurs, the 
Employers’ obligation will be reduced by the amount of the 
weekly contingent liability.

20.63 In the event that unions other than those signatory to 
this Agreement have work stoppages or there occurs an Act of 
God (described herein as a “force majeure”) that creates a need 
to provide PGP payments in a port, area or on a coastwise basis 
for a period extending beyond 1 payroll week, PGP payments 
will be suspended in the port, area or coastwise as applicable 
until work can be resumed. There shall be no reduction in the 
Employers’ liability for the PGP as a result of such incident.

20.631 The 1 payroll week, for which PGP payments 
may be made as provided herein, shall stand alone.

20.632 Upon the occurrence of an event that creates 
a need to make PGP payments as provided herein, the Joint 
Coast Labor Relations Committee shall promptly meet to re-
view conditions in the port(s) affected to discuss what relief 
the parties may agree can be provided for the longshoremen 
in those ports.
20.7 Abuses.

20.71 The parties agree it is to their mutual best interest to 
prevent abuses of the intent and purpose of the Pay Guarantee 
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Plan. Recognizing this as their objective, the parties agree that 
the Rules contained herein are subject to change, modification, 
deletion or addition for such purpose.

20.72 To correct abuses in a local, the registered work 
force may be dispatched under one or more of the following 
rules, or other rules agreed to by the JPLRC. Such rules must 
be observed after implementation to avoid unwarranted PGP 
payments.

20.721 Obsolete boards are to be discontinued.
20.722 The number of men in a local to be assigned 

to the day shift versus the night shift shall be jointly decided.
20.723 The number of identified regular gangs in a lo-

cal (day/night) shall be jointly decided, not to exceed presently 
agreed numbers.

20.724 Available men must accept any work for which 
they are qualified and gang members, when their gang(s) are 
not working, shall be required to accept work for which they 
are qualified in accordance with Sections 20.533, 20.5331 and 
20.5332 in order to meet the availability requirements for PGP.

20.7241 Skilled men will not be required to accept a 
dispatch to unskilled work except in those locals where it is an 
accepted dispatching practice.

20.7242 All orders placed by the Employer after 
dispatch has begun shall not disqualify an employee for PGP 
availability.

20.73 Disagreement over implementation of any rule to 
correct abuses or failure by a JPLRC to agree on any other al-
leged abuses within 10 days shall be subject to prompt and final 
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determination by the Area Arbitration Panel. The Area Arbitra-
tion Panel’s decision shall be restricted to the local involved.
20.8 General Provisions.

20.81 Travel. Historically, travel between ports has been 
an accepted and essential part of the Agreement. It is the work-
ers’ obligation to travel to work where such travel is customary 
or feasible.

20.811 Travel between ports shall continue in accor-
dance with customary dispatch procedures and travel practic-
es.

20.8111 Each JPLRC shall develop a list of “travel 
exempt” men who are not required to accept a dispatch to trav-
el. Such list shall include only those men who have valid or 
legitimate reasons for refusing to travel, such as but not limited 
to physical or medical limitations.

20.8112 Men not on the “travel exempt” list who 
refuse to accept travel orders on any day upon which they are 
available shall not be entitled to a guarantee payment for the 
payroll week of such occurrence.

20.8113 The availability record maintained by the 
dispatch hall shall indicate such refusal to travel.

20.812 Travel time and earnings paid for work in the 
port to which traveled shall be included in an individual’s earn-
ings record.

20.82 Dispatch Procedures.
20.821 Dispatch of Longshoremen as Clerks. If the 

registered work force of clerks in any local is exhausted on any 
dispatch, available registered longshoremen, Class A or Class 
B, shall be offered the work before casual clerks are employed. 
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Failure of a registered longshoreman to accept such dispatch 
during the Monday through Friday availability period shall 
make him ineligible for PGP benefits for that payroll week.

20.8211 Whenever a registered longshoreman re-
fuses to accept a dispatch to clerks’ work during dispatch peri-
ods, a report of such incident must be made by the dispatcher 
on the JPLRC availability form.

20.8212 Registered longshoremen dispatched to 
clerks’ work who are determined by an employer to be un-
qualified shall be placed on a list of longshoremen unqualified 
for clerks’ work by the longshore JPLRC. Such men are not 
required to accept dispatch as a clerk but shall, however, be 
entitled to use the grievance machinery under the Clerks’ Con-
tract Document to claim reinstatement of eligibility for clerks’ 
work.

20.82121 The Employer shall have the right to 
have any grievance against a longshoreman working as a clerk 
processed by the Joint Clerks’ LRC with that Committee hav-
ing the authority to invoke disciplinary action consistent with 
the Agreement. The decision of the Joint Clerks’ LRC is to be 
recognized and enforced by all Joint Labor Relations Com-
mittees.

20.822 Dispatch in “Low Work Opportunity Port” Sit-
uation. When a “Low Work Opportunity Port” situation occurs 
for Class B men they shall be dispatched by rotation on a 1-day 
basis. In a similar situation the same rule shall apply to hall 
Class A men in the port. (See Supplement III.)

20.83 Registered Men Employed by Nonmembers of 
PMA.
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20.831 Hours and earnings of registered men employed 
on a steady or casual basis by an employer who is signatory to a 
Nonmember Participation Agreement shall be included in the 
calculation of a man’s eligibility and earnings.

20.84 Payroll Processing. All payrolls for registered men 
including any former direct payments made by member com-
panies and payrolls of nonmember companies participating 
in the PGP shall be processed through the PMA Management 
Information Services.

20.85 Vacations. No employee shall be eligible for PGP 
payments for more than 52 payroll weeks per payroll year mi-
nus the number of weeks of vacation for which he is paid in 
that year.

20.851 Vacation weeks to which a man is entitled for 
PGP purposes shall be taken in 5-day units of Monday through 
Friday.

20.852 The JPLRC availability record maintained in 
the dispatch hall shall indicate when a man is on vacation.

20.853 Men shall not be entitled to a PGP payment for 
any payroll week while on vacation.

20.8531 When a man is on vacation, the appropriate 
maximum weekly PGP benefit shall be charged to his weekly 
guarantee record for each week of paid vacation taken.

20.8532 If at the end of the payroll year the payroll 
records indicate that a man has not taken the number of weeks 
of vacation for which he was paid, the appropriate maximum 
weekly PGP benefit shall be charged to his guarantee record for 
the number of weeks of vacation not taken, beginning with the 
first payroll week following the end of the payroll year.
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20.86 Fringe Benefit Eligibility.
20.861 PGP payments for which a man is eligible, prior 

to any reduction or offset for unemployment insurance or jury 
duty pay, shall be credited when required to establish eligibility 
for Welfare Plan coverage, a qualifying year under the Pension 
Plan and a qualifying year of past service for additional vaca-
tion under Section 7.12.

20.8611 The number of hours to be credited under 
Section 20.861 will be calculated by dividing the amount of the 
PGP by the appropriate longshore straight time rate.

20.862 PGP payments shall not be credited for the pur-
pose of establishing eligibility for the basic vacation under 
Section 7.11.

20.87 Survey Team. A 4-man PGP Survey Team with 2 
representatives each from the Employers and the Union shall 
be established. The Team shall visit each area and review the 
administration of the PGP. The Team shall make recommenda-
tions to the parties in the various ports and to the Coast Com-
mittee. The principal purpose of the Team shall be to promote 
efficient and uniform administration of the PGP and its rules.

20.88 Grievances. Disputes arising over interpretation or 
application of PGP provisions and rules shall be subject to the 
contract grievance procedure.

Section 21
LASH BARGE JURISDICTION

21.1 Section 1.1 of the PCLCD, Section 1.2 of the PCCCD 
and Section 1 of the Pacific Coast Walking Bosses/Foremen’s 
Agreement shall apply to loading cargo to and discharging 
cargo from LASH barges at all docks accommodating vessels 
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and/or barges within the existing geographical jurisdiction of 
any longshore, clerk or walking bosses/foremen local, and the 
labor involved therein is hereby assigned to longshoremen, 
clerks and walking bosses/foremen.
21.2 At docks where there are jurisdictional claims made by 
other Unions which may prevent LASH barge work from com-
mencing or continuing with the use of longshoremen, clerks 
and walking bosses/foremen, then non-longshoremen, non-
clerks and non-walking bosses/foremen may do such work 
provided the following procedures are followed:

21.21 The LASH barge owner and/or agent shall be re-
quired to expend a good faith effort to secure assigned work for 
longshoremen, clerks and walking bosses/foremen and shall 
notify the local unions 10 days before the start of the operation.

21.22 At those industrial docks or private docks where es-
tablished practices for PMA vessels are in effect, such practic-
es shall apply to LASH barges (use of front men, operation of 
hoisting equipment for cargo-handling from/to LASH barges, 
and that dock work, clerks’ work and walking bosses/foremen 
work which longshoremen, clerks and walking bosses/fore-
men do at each such dock).

21.23 At docks other than those described in Section 21.22 
where none of the assigned work is performed by longshore-
men, clerks or walking bosses/foremen, an assessment of $l.50 
per revenue ton shall be transmitted promptly upon completion 
of the loading or discharging operation to the Treasurer, Pacific 
Maritime Association, San Francisco. Such monies shall be 
accompanied by a transmittal letter showing the port and area 
location where the operation took place, the date or dates on 
which the operation occurred and the revenue tons handled.
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21.24 The labor involved in loading and discharging of 
LASH barges outside the geographical jurisdiction on the 
United States Pacific Coast of any longshore, clerk or walking 
bosses/foremen local may be performed by non-longshore-
men, non-clerks and non-walking bosses/foremen and such 
work shall not be claimed by longshoremen, clerks or walking 
bosses/foremen by virtue of the existence of this Memorandum 
of Understanding. Similarly, nothing in this Memorandum of 
Understanding shall prevent longshoremen, clerks and walk-
ing bosses/foremen from exercising their legal rights to obtain 
representation of such workers by organizational or procedur-
al efforts. At such docks as described in Section 21.24 above 
where none of the assigned work is performed by longshore-
men, clerks and walking bosses/foremen, an assessment of 65¢ 
per revenue ton shall be paid and handled on the same basis as 
the $l.50 assessment provided for in Section 21.23 above.

21.25 The monies transmitted to PMA under this Agree-
ment as described in Sections 21.23 and 21.24 shall be held by 
the Pacific Maritime Association and disbursed on a quarterly 
basis by sending the total amount accumulated in the quarter 
to the ILWU Coast Pro Rata Committee. Accompanying the 
check shall be an itemization of the amounts collected in ac-
cord with the breakdown in the transmittal letter described in 
Section 21.23 above. The ILWU Coast Pro Rata Committee 
will make appropriate distribution of these monies to the var-
ious longshore, clerk and walking bosses/foremen locals, and 
such monies will be used as an offset by each local receiving 
such monies against the respective local’s share of the joint 
dispatch hall expenses. When such distribution is made, the 
ILWU Coast Pro Rata Committee will advise each PMA Area 
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SECTION 22 TERM OF AGREEMENT AND ITEMS OPEN TO  
 REVIEW DURING TERM OF AGREEMENT
SECTION 23 WELFARE AND PENSION PLANS

Manager of the breakdown and amounts of the distribution, 
with a carbon copy of such information to the PMA Treasurer 
in San Francisco.

Section 22
TERM OF AGREEMENT AND ITEMS 

OPEN TO REVIEW DURING TERM OF 
AGREEMENT

22.1 This Agreement shall remain in effect—unless terminat-
ed in accordance with other provisions in the Agreement or 
unless the termination date is extended by mutual agreement—
until 5:00 p.m., July 1, 2019, and shall be deemed renewed 
thereafter from year to year unless either party gives written 
notice to the other of a desire to modify or terminate the same, 
said notice to be given at least 60 days prior to the expiration 
date. Negotiations shall commence within 10 days after the 
giving of such notice.

Section 23
WELFARE AND PENSION PLANS

23.1 The parties hereto have agreements on the subjects 
of Welfare and Pensions for longshoremen covered by this 
Agreement as set forth in the ILWU-PMA Welfare Agreement, 
as amended, and the ILWU-PMA Welfare Fund—Declaration 
of Trust as amended, the ILWU-PMA Pension Agreement, as 
amended, and the ILWU-PMA Pension Fund—Declaration of 
Trust, as amended.
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Section 24
MODIFICATION

24.1 No provision or term of this Agreement may be amend-
ed, modified, changed, altered or waived except by a written 
document executed by the parties hereto.
24.2 All joint working and dispatching rules shall remain in 
effect unless changed pursuant to Section 15. All other restric-
tions on the employer or longshoremen that are in conflict with 
the provisions of this Agreement are null and void. There will 
be no unilateral “hip pocket” working or dispatching rules.
24.3 The parties agree that all arbitration decisions and rul-
ings of the Labor Relations Committees with respect to provi-
sions of the Contract that are not changed or modified in this 
Agreement, remain in effect; the foregoing is subject to the 
right of either party, by motion in the Joint Coast Labor Re-
lations Committee, to seek a review or reopening of any such 
decision or ruling during the term of this Agreement. If there is 
disagreement on any proposal to change or modify such deci-
sion or ruling, the issue of whether the decision or ruling is in 
accordance with this Agreement may be submitted to the Coast 
Arbitrator for decision.

IN WITNESS WHEREOF, the parties hereto have signed 
this Contract Document effective as of July 1, 2014.
Pacific Maritime  International Longshore

Association and Warehouse Union
on behalf of its members on behalf of itself and each 

and all of its longshore locals 
in California, Oregon, and 
Washington and all employees 
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performing work under the 
scope, terms, and conditions 
of this Agreement.

/s/ James C. McKenna /s/ Robert McEllrath
/s/ Steve Hennessey /s/ Ray Ortiz, Jr.
/s/ Michael Wechsler
/s/ Craig Epperson
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Penalty cargo liSt
PENALTY CARGO – OTHER 
THAN BULK COMMODITIES

15¢ Penalty - Automatic
For hand handling the following commodities in lots of 15 

short tons or more.
The penalty shall be paid in accordance with Section 4.43.
The penalty payments are to be in accordance with Section 

3.34.
Alfalfa meal or pellets in sacks.
Carborundum grits in sacks.
Cement in sacks.
Coal in sacks.
Cottonseed meal in sacks.
Creosoted wood products, unless boxed or crated.
Fertilizers in sacks, namely, tankage, animal, fish, fish meal, gua-

no, blood meal and bone meal. (Bone meal odor freed, non-of-
fensive and treated to prevent weeping is not included.)

Herring in boxes and barrels.
Lumber, logs and lumber products loaded out of water.
Lumber, freshly painted and paint is wet.
Lumber, chemically treated, uncrated, where treatment results in 

irritation and offensiveness.
Nitrate, crude, untreated, in sacks.
Ore in sacks (excludes commodities such as rutile sand, zircon 

sand).
Phosphates, crude, untreated in sacks (not considered treated by 

mere process of grinding).
Pig iron, rough piled, when hand handled.
Refrigerated Cargo: handling and stowing in refrigerator space; 

meats, fowl and other cargoes in lots of 15 short tons or more or 
if job lasts 1 hour or more, to be transported at temperatures of 
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freezing or below; and when men are required to work in hatch 
areas where the temperature is 32 degrees Fahrenheit or below.

Rubber, Baled, Covered with Loose Talc: to be paid to the gang 
actually handling this commodity including the deckmen, front 
men, jitney driver and the dockmen working as part of the gang. 
If another gang is working in the same hatch on a nonpenalty 
commodity, the ship gang members of said gang shall likewise 
be paid the penalty provided the holdmen of such gang are work-
ing the same deck or compartment as the gang handling the baled 
rubber covered with loose talc.

Sacks or Bags: loading only and to apply to the entire loading op-
eration where table or chutes are used and the men are handling 
sacks weighing 120 pounds or over on the basis of 1 man per 
sack.

25¢ Penalty - Automatic
Green Hides: When the above commodities in unit loads or in pal-

letized loads are machine stowed or unstowed, should an ob-
noxious condition develop, a conditional penalty may be paid to 
those individuals subjected to that obnoxious condition.

15¢ Penalty - Conditional
For the following commodities when packages are leaking 

or sifting due to damaged or faulty containers.
Penalty payable only to those men subjected to an offensive 

condition.
Alfalfa meal or pellets in bags.
Aniline dyes in bags.
Aqua gel (oilwell drilling clay) in bags.
Asbestos in bags or sacks.
Barium oxide in bags or drums.
Bichromate of soda in bags.
Borate in bags.
Borate in bags when not leaking or sifting but when temperature is 

130 degrees Fahrenheit or more.
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Calcium nitrate in bags.
Carborundum grits in bags.
Caustic soda in drums.
Celite and Decalite in bags.
Cement in bags.
Coal in bags.
Copra meal in bags.
Corn starch in bags.
Cottonseed meal in bags.
Creosote in pails, kits, etc., when not crated.
Cryolite in bags.
DDT in bags or fibre drums.
Feather meal in bags.
Fertilizers in bags, namely, tankage, animal, fish, fish meal, guano, 

blood meal and bone meal.
Fish, brined, in tierces or barrels.
Fish oil, whale oil and Oriental oils in drums, barrels or cases.
Gilsonite in bags.
Iron oxide in bags.
Lampblack, soot and carbon in bags.
Lime in fibre drums.
Lime, dehydrated, in bags.
Nitrate, crude, untreated in bags.
Ore in bags (excludes commodities such as rutile sand, zircon 

sand).
Paint pigment in bags.
Phosphates, crude, untreated in bags (not considered treated by 

mere process of grinding).
Plaster in bags.
Soda ash in bags.
Soy sauce in drums, barrels, etc.
Talc in bags.
Tapioca flour in bags.
Tallow in drums.
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Urea in bags.
Vermiculite in bags.
Whiting in bags.
Working in Cramped Space:

Holdmen only—All paper and pulp in packages weighing 300 
pounds or over per package only when winging up and when 
stowing in fore peaks, after peaks and special compartments 
other than regular cargo spaces. (This does not apply to rolls.) 
When there is less than 6 feet of headroom (a)loading cargo in 
hold on top of bulk grain (b)covering logs or piling with lumber 
products, paid to side-runners when used.

NOTE: Because the terms “sack” and “bag” are confusing, when 
these words are used, they are intended to mean the following:

Sack: Refers to burlap, cotton or cloth sacks with no inner 
lining.

Bag: Refers to plastic, multiwall paper bags or innerlined 
cloth sacks. 

25¢ Penalty
Creosoted products out of water —Holdmen and boom men only.
Shoveling —The physical act of shoveling any commodity.

NEW AND UNLISTED COMMODITIES
Automatic penalties are not payable for any unlisted com-

modity. The parties at the local level may jointly refer any com-
modity and the packaging method used to the parties at the 
Coast level who will finally determine whether or not the item 
is to be added to the penalty cargo list.

Where a penalty based on offensiveness is claimed due to 
abnormal condition, the local parties may agree or local arbi-
trators may rule that a conditional penalty not to exceed the 15¢ 
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conditional penalty rate is or is not to be paid to those subjected 
to the condition in the instant case.

BULK COMMODITIES
(EXCLUDING BULK LIQUIDS)

(Payments to be in accordance with Section 3.34)
25¢ Penalty

Bulk commodities not otherwise specified mechanically loaded or 
discharged (includes incidental shoveling).

50¢ Penalty
Bulk grain—Board men only, when actually using board or oper-

ating trimming machine.
50¢ Maximum Dust Penalty 

Exceptions
(1) The Understanding reached regarding the San Fran-

cisco working rule covering bulk ore or concentrate 
continues the 35¢ straight time and 521/2¢ overtime 
penalties for unusually dusty, and 85¢ straight time 
and $1.275 overtime penalties for extremely dusty, 
fine, dry concentrates, but limits the application of 
these rates specifically to bulk ore or concentrate 
handled at Selby only.

(2) A similar understanding applies to Quirivelca ore 
handled at Tacoma, namely, the existing rate of 20¢ 
on sacks and 30¢ on bulk is limited to this specific 
commodity handled at Tacoma only.

The Employers shall have the right to protest the applica-
bility of any penalty based on the characteristics of the com-
modity or the methods of operation, whether on a local basis 
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or coastwise. The Union has the right to request the maximum 
penalty on any bulk commodity. The Joint Coast Labor Rela-
tions Committee shall finally decide whether the commodity 
is to be on the no penalty list, the bulk penalty list or the max-
imum penalty list.

The bulk penalty rate of 25¢ is based on the basic offen-
sive characteristics of the commodity to which the employees 
are subjected. The local parties or the local arbitrators shall 
be limited in determining whether the normal bulk penalty or 
the maximum dust penalty is to be applied on any particular 
operation.

Where the method of operation removes the offensiveness 
for which a penalty is paid, the Employers may process a re-
quest through the grievance machinery to eliminate the penalty 
for that method of operation.

All local working rules are to be amended so as to conform 
to the new penalty cargo list as required under Section 24 and 
in accordance with Section 15.3.

BULK LIQUID CARGO
No penalty is payable on bulk liquid cargoes.

A conditional penalty of 25¢ an hour may be paid to specific 
men for the time they are subjected to an offensive condition 
when employed in the following situations:

1. When longshoremen are required to work in bulk liquid 
tanks in order to strip the tanks of residual liquid cargo of an 
offensive nature.
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2. Should there be a rupture of a pipe or hose used in the ship 
or on the dock for the loading or discharging of liquid cargo 
which creates an offensive condition for the men employed in 
the specific operation.

3. Should a spill occur on the ship or dock which creates 
an offensive condition for the men employed in the specific 
operation.

DAMAGED CARGO
85¢ Penalty

Cargo damaged by fire, collision, springing a leak or strand-
ing, for that part of cargo only which is in a damaged condition.

Cargo damaged from causes other than those enumerated 
above shall, if inspection warrants, pay the damaged cargo 
rate or such other rate determined by the Port Labor Relations 
Committee for handling that part of the cargo only which is in 
a damaged condition. This provision shall apply to individual 
consignments which are damaged and shall not empower any 
committee to add to or detract from penalty cargo rates herein 
specified.

Cargo damaged from causes other than those enumerated 
above is understood to mean cargo damaged by reason of a ca-
sualty to the vessel or an occurrence aboard the vessel, such as 
a rupture in the sanitary pipes or a fuel oil leak, which produces 
the damaged cargo condition.
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FIRE PENALTY
$1.20 Penalty

Working hatch when fire is burning or cargo is smoldering 
in hatch—payable to all employees working the cargo, ship 
or dock.

EXPLOSIVES
When working Class A explosives as defined by Interstate 

Commerce Commission regulations, all men working in con-
nection with a ship which is loading explosives are to receive 
the penalty during such time as explosives are actually being 
worked. (Refer to Section 4.46.)
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2014/2015 WAGE SCHEDULE
Effective 8:00 a.m., June 28, 2014 to 8:00 a.m. July 4, 2015

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

No Cargo Penalty
Basic 4,000 or more $36.68 $48.91 $55.02 $58.69 $66.02

2,001 - 4,000 29.43 39.24 44.15 47.09 52.97
1,001 - 2,000 27.43 36.57 41.15 43.89 49.37
0 - 1,000 26.43 35.24 39.65 42.29 47.57

Skill I 4,000 or more $39.08 $52.11 $58.62 $62.53 $70.34
2,001 - 4,000 31.83 42.44 47.75 50.93 57.29
1,001 - 2,000 29.83 39.77 44.75 47.73 53.69
0 - 1,000 28.83 38.44 43.25 46.13 51.89

Skill II 4,000 or more $41.35 $55.13 $62.03 $66.16 $74.43
2,001 - 4,000 34.10 45.47 51.15 54.56 61.38
1,001 - 2,000 32.10 42.80 48.15 51.36 57.78
0 - 1,000 31.10 41.47 46.65 49.76 55.98

Skill III 4,000 or more $42.48 $56.64 $63.72 $67.97 $76.46
2,001 - 4,000 35.23 46.97 52.85 56.37 63.41
1,001 - 2,000 33.23 44.31 49.85 53.17 59.81
0 - 1,000 32.23 42.97 48.35 51.57 58.01

15¢ Penalty
Basic 4,000 or more $36.83 $49.11 $55.25 $58.91 $66.25

2,001 - 4,000 29.58 39.44 44.37 47.31 53.20
1,001 - 2,000 27.58 36.77 41.37 44.11 49.60
0 - 1,000 26.58 35.44 39.87 42.51 47.80

Skill I 4,000 or more $39.23 $52.31 $58.85 $62.75 $70.57
2,001 - 4,000 31.98 42.64 47.97 51.15 57.52
1,001 - 2,000 29.98 39.97 44.97 47.95 53.92
0 - 1,000 28.98 38.64 43.47 46.35 52.12

Skill II 4,000 or more $41.50 $55.33 $62.25 $66.39 $74.66
2,001 - 4,000 34.25 45.67 51.38 54.79 61.61
1,001 - 2,000 32.25 43.00 48.38 51.59 58.01
0 - 1,000 31.25 41.67 46.88 49.99 56.21

Skill III 4,000 or more $42.63 $56.84 $63.95 $68.19 $76.69
2,001 - 4,000 35.38 47.17 53.07 56.59 63.64
1,001 - 2,000 33.38 44.51 50.07 53.39 60.04
0 - 1,000 32.38 43.17 48.57 51.79 58.24
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Effective 8:00 a.m., June 28, 2014 to 8:00 a.m. July 4, 2015

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

25¢ Penalty
Basic 4,000 or more $36.93 $49.24 $55.40 $59.06 $66.40

2,001 - 4,000 29.68 39.57 44.52 47.46 53.35
1,001 - 2,000 27.68 36.91 41.52 44.26 49.75
0 - 1,000 26.68 35.57 40.02 42.66 47.95

Skill I 4,000 or more $39.33 $52.44 $59.00 $62.90 $70.72
2,001 - 4,000 32.08 42.77 48.12 51.30 57.67
1,001 - 2,000 30.08 40.11 45.12 48.10 54.07
0 - 1,000 29.08 38.77 43.62 46.50 52.27

Skill II 4,000 or more $41.60 $55.47 $62.40 $66.54 $74.81
2,001 - 4,000 34.35 45.80 51.53 54.94 61.76
1,001 - 2,000 32.35 43.13 48.53 51.74 58.16
0 - 1,000 31.35 41.80 47.03 50.14 56.36

Skill III 4,000 or more $42.73 $56.97 $64.10 $68.34 $76.84
2,001 - 4,000 35.48 47.31 53.22 56.74 63.79
1,001 - 2,000 33.48 44.64 50.22 53.54 60.19
0 - 1,000 32.48 43.31 48.72 51.94 58.39

35¢ Penalty
Basic 4,000 or more $37.03 $49.37 $55.55 $59.21 $66.55

2,001 - 4,000 29.78 39.71 44.67 47.61 53.50
1,001 - 2,000 27.78 37.04 41.67 44.41 49.90
0 - 1,000 26.78 35.71 40.17 42.81 48.10

Skill I 4,000 or more $39.43 $52.57 $59.15 $63.05 $70.87
2,001 - 4,000 32.18 42.91 48.27 51.45 57.82
1,001 - 2,000 30.18 40.24 45.27 48.25 54.22
0 - 1,000 29.18 38.91 43.77 46.65 52.42

Skill II 4,000 or more $41.70 $55.60 $62.55 $66.69 $74.96
2,001 - 4,000 34.45 45.93 51.68 55.09 61.91
1,001 - 2,000 32.45 43.27 48.68 51.89 58.31
0 - 1,000 31.45 41.93 47.18 50.29 56.51

Skill III 4,000 or more $42.83 $57.11 $64.25 $68.49 $76.99
2,001 - 4,000 35.58 47.44 53.37 56.89 63.94
1,001 - 2,000 33.58 44.77 50.37 53.69 60.34
0 - 1,000 32.58 43.44 48.87 52.09 58.54
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Effective 8:00 a.m., June 28, 2014 to 8:00 a.m. July 4, 2015

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

50¢ Penalty
Basic 4,000 or more $37.18 $49.57 $55.77 $59.44 $66.77

2,001 - 4,000 29.93 39.91 44.90 47.84 53.72
1,001 - 2,000 27.93 37.24 41.90 44.64 50.12
0 - 1,000 26.93 35.91 40.40 43.04 48.32

Skill I 4,000 or more $39.58 $52.77 $59.37 $63.28 $71.09
2,001 - 4,000 32.33 43.11 48.50 51.68 58.04
1,001 - 2,000 30.33 40.44 45.50 48.48 54.44
0 - 1,000 29.33 39.11 44.00 46.88 52.64

Skill II 4,000 or more $41.85 $55.80 $62.78 $66.91 $75.18
2,001 - 4,000 34.60 46.13 51.90 55.31 62.13
1,001 - 2,000 32.60 43.47 48.90 52.11 58.53
0 - 1,000 31.60 42.13 47.40 50.51 56.73

Skill III 4,000 or more $42.98 $57.31 $64.47 $68.72 $77.21
2,001 - 4,000 35.73 47.64 53.60 57.12 64.16
1,001 - 2,000 33.73 44.97 50.60 53.92 60.56
0 - 1,000 32.73 43.64 49.10 52.32 58.76

85¢ Penalty
Basic 4,000 or more $37.53 $50.04 $56.30 $59.96 $67.30

2,001 - 4,000 30.28 40.37 45.42 48.36 54.25
1,001 - 2,000 28.28 37.71 42.42 45.16 50.65
0 - 1,000 27.28 36.37 40.92 43.56 48.85

Skill I 4,000 or more $39.93 $53.24 $59.90 $63.80 $71.62
2,001 - 4,000 32.68 43.57 49.02 52.20 58.57
1,001 - 2,000 30.68 40.91 46.02 49.00 54.97
0 - 1,000 29.68 39.57 44.52 47.40 53.17

Skill II 4,000 or more $42.20 $56.27 $63.30 $67.44 $75.71
2,001 - 4,000 34.95 46.60 52.43 55.84 62.66
1,001 - 2,000 32.95 43.93 49.43 52.64 59.06
0 - 1,000 31.95 42.60 47.93 51.04 57.26

Skill III 4,000 or more $43.33 $57.77 $65.00 $69.24 $77.74
2,001 - 4,000 36.08 48.11 54.12 57.64 64.69
1,001 - 2,000 34.08 45.44 51.12 54.44 61.09
0 - 1,000 33.08 44.11 49.62 52.84 59.29



147

2014/2015 WAGE SCHEDULE
Effective 8:00 a.m., June 28, 2014 to 8:00 a.m. July 4, 2015

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

$1.20 Penalty
Basic 4,000 or more $37.88 $50.51 $56.82 $60.49 $67.82

2,001 - 4,000 30.63 40.84 45.95 48.89 54.77
1,001 - 2,000 28.63 38.17 42.95 45.69 51.17
0 - 1,000 27.63 36.84 41.45 44.09 49.37

Skill I 4,000 or more $40.28 $53.71 $60.42 $64.33 $72.14
2,001 - 4,000 33.03 44.04 49.55 52.73 59.09
1,001 - 2,000 31.03 41.37 46.55 49.53 55.49
0 - 1,000 30.03 40.04 45.05 47.93 53.69

Skill II 4,000 or more $42.55 $56.73 $63.83 $67.96 $76.23
2,001 - 4,000 35.30 47.07 52.95 56.36 63.18
1,001 - 2,000 33.30 44.40 49.95 53.16 59.58
0 - 1,000 32.30 43.07 48.45 51.56 57.78

Skill III 4,000 or more $43.68 $58.24 $65.52 $69.77 $78.26
2,001 - 4,000 36.43 48.57 54.65 58.17 65.21
1,001 - 2,000 34.43 45.91 51.65 54.97 61.61
0 - 1,000 33.43 44.57 50.15 53.37 59.81

Explosives Penalty
Basic 4,000 or more $73.36 $97.81 $110.04 $113.71 $121.04

2,001 - 4,000 58.86 78.48 88.29 91.23 97.12
1,001 - 2,000 54.86 73.15 82.29 85.03 90.52
0 - 1,000 52.86 70.48 79.29 81.93 87.22

Skill I 4,000 or more $75.76 $101.01 $113.64 $117.55 $125.36
2,001 - 4,000 61.26 81.68 91.89 95.07 101.44
1,001 - 2,000 57.26 76.35 85.89 88.87 94.84
0 - 1,000 55.26 73.68 82.89 85.77 91.54

Skill II 4,000 or more $78.03 $104.04 $117.05 $121.18 $129.45
2,001 - 4,000 63.53 84.71 95.30 98.71 105.53
1,001 - 2,000 59.53 79.37 89.30 92.51 98.93
0 - 1,000 57.53 76.71 86.30 89.41 95.63

Skill III 4,000 or more $79.16 $105.55 $118.74 $122.99 $131.48
2,001 - 4,000 64.66 86.21 96.99 100.51 107.56
1,001 - 2,000 60.66 80.88 90.99 94.31 100.96
0 - 1,000 58.66 78.21 87.99 91.21 97.66
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Effective 8:00 a.m., July 4, 2015 to 8:00 a.m. July 2, 2016

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

No Cargo Penalty
Basic 4,000 or more $38.18 $50.91 $57.27 $61.09 $68.72

2,001 - 4,000 30.51 40.68 45.77 48.82 54.92
1,001 - 2,000 28.51 38.01 42.77 45.62 51.32
0 - 1,000 27.51 36.68 41.27 44.02 49.52

Skill I 4,000 or more $40.58 $54.11 $60.87 $64.93 $73.04
2,001 - 4,000 32.91 43.88 49.37 52.66 59.24
1,001 - 2,000 30.91 41.21 46.37 49.46 55.64
0 - 1,000 29.91 39.88 44.87 47.86 53.84

Skill II 4,000 or more $42.85 $57.13 $64.28 $68.56 $77.13
2,001 - 4,000 35.18 46.91 52.77 56.29 63.32
1,001 - 2,000 33.18 44.24 49.77 53.09 59.72
0 - 1,000 32.18 42.91 48.27 51.49 57.92

Skill III 4,000 or more $43.98 $58.64 $65.97 $70.37 $79.16
2,001 - 4,000 36.31 48.41 54.47 58.10 65.36
1,001 - 2,000 34.31 45.75 51.47 54.90 61.76
0 - 1,000 33.31 44.41 49.97 53.30 59.96

15¢ Penalty
Basic 4,000 or more $38.33 $51.11 $57.50 $61.31 $68.95

2,001 - 4,000 30.66 40.88 45.99 49.04 55.14
1,001 - 2,000 28.66 38.21 42.99 45.84 51.54
0 - 1,000 27.66 36.88 41.49 44.24 49.74

Skill I 4,000 or more $40.73 $54.31 $61.10 $65.15 $73.27
2,001 - 4,000 33.06 44.08 49.59 52.88 59.46
1,001 - 2,000 31.06 41.41 46.59 49.68 55.86
0 - 1,000 30.06 40.08 45.09 48.08 54.06

Skill II 4,000 or more $43.00 $57.33 $64.50 $68.79 $77.36
2,001 - 4,000 35.33 47.11 53.00 56.51 63.55
1,001 - 2,000 33.33 44.44 50.00 53.31 59.95
0 - 1,000 32.33 43.11 48.50 51.71 58.15

Skill III 4,000 or more $44.13 $58.84 $66.20 $70.59 $79.39
2,001 - 4,000 36.46 48.61 54.69 58.32 65.58
1,001 - 2,000 34.46 45.95 51.69 55.12 61.98
0 - 1,000 33.46 44.61 50.19 53.52 60.18
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2015/2016 WAGE SCHEDULE
Effective 8:00 a.m., July 4, 2015 to 8:00 a.m. July 2, 2016

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

25¢ Penalty
Basic 4,000 or more $38.43 $51.24 $57.65 $61.46 $69.10

2,001 - 4,000 30.76 41.01 46.14 49.19 55.29
1,001 - 2,000 28.76 38.35 43.14 45.99 51.69
0 - 1,000 27.76 37.01 41.64 44.39 49.89

Skill I 4,000 or more $40.83 $54.44 $61.25 $65.30 $73.42
2,001 - 4,000 33.16 44.21 49.74 53.03 59.61
1,001 - 2,000 31.16 41.55 46.74 49.83 56.01
0 - 1,000 30.16 40.21 45.24 48.23 54.21

Skill II 4,000 or more $43.10 $57.47 $64.65 $68.94 $77.51
2,001 - 4,000 35.43 47.24 53.15 56.66 63.70
1,001 - 2,000 33.43 44.57 50.15 53.46 60.10
0 - 1,000 32.43 43.24 48.65 51.86 58.30

Skill III 4,000 or more $44.23 $58.97 $66.35 $70.74 $79.54
2,001 - 4,000 36.56 48.75 54.84 58.47 65.73
1,001 - 2,000 34.56 46.08 51.84 55.27 62.13
0 - 1,000 33.56 44.75 50.34 53.67 60.33

35¢ Penalty
Basic 4,000 or more $38.53 $51.37 $57.80 $61.61 $69.25

2,001 - 4,000 30.86 41.15 46.29 49.34 55.44
1,001 - 2,000 28.86 38.48 43.29 46.14 51.84
0 - 1,000 27.86 37.15 41.79 44.54 50.04

Skill I 4,000 or more $40.93 $54.57 $61.40 $65.45 $73.57
2,001 - 4,000 33.26 44.35 49.89 53.18 59.76
1,001 - 2,000 31.26 41.68 46.89 49.98 56.16
0 - 1,000 30.26 40.35 45.39 48.38 54.36

Skill II 4,000 or more $43.20 $57.60 $64.80 $69.09 $77.66
2,001 - 4,000 35.53 47.37 53.30 56.81 63.85
1,001 - 2,000 33.53 44.71 50.30 53.61 60.25
0 - 1,000 32.53 43.37 48.80 52.01 58.45

Skill III 4,000 or more $44.33 $59.11 $66.50 $70.89 $79.69
2,001 - 4,000 36.66 48.88 54.99 58.62 65.88
1,001 - 2,000 34.66 46.21 51.99 55.42 62.28
0 - 1,000 33.66 44.88 50.49 53.82 60.48
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2015/2016 WAGE SCHEDULE
Effective 8:00 a.m., July 4, 2015 to 8:00 a.m. July 2, 2016

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

50¢ Penalty
Basic 4,000 or more $38.68 $51.57 $58.02 $61.84 $69.47

2,001 - 4,000 31.01 41.35 46.52 49.57 55.67
1,001 - 2,000 29.01 38.68 43.52 46.37 52.07
0 - 1,000 28.01 37.35 42.02 44.77 50.27

Skill I 4,000 or more $41.08 $54.77 $61.62 $65.68 $73.79
2,001 - 4,000 33.41 44.55 50.12 53.41 59.99
1,001 - 2,000 31.41 41.88 47.12 50.21 56.39
0 - 1,000 30.41 40.55 45.62 48.61 54.59

Skill II 4,000 or more $43.35 $57.80 $65.03 $69.31 $77.88
2,001 - 4,000 35.68 47.57 53.52 57.04 64.07
1,001 - 2,000 33.68 44.91 50.52 53.84 60.47
0 - 1,000 32.68 43.57 49.02 52.24 58.67

Skill III 4,000 or more $44.48 $59.31 $66.72 $71.12 $79.91
2,001 - 4,000 36.81 49.08 55.22 58.85 66.11
1,001 - 2,000 34.81 46.41 52.22 55.65 62.51
0 - 1,000 33.81 45.08 50.72 54.05 60.71

85¢ Penalty
Basic 4,000 or more $39.03 $52.04 $58.55 $62.36 $70.00

2,001 - 4,000 31.36 41.81 47.04 50.09 56.19
1,001 - 2,000 29.36 39.15 44.04 46.89 52.59
0 - 1,000 28.36 37.81 42.54 45.29 50.79

Skill I 4,000 or more $41.43 $55.24 $62.15 $66.20 $74.32
2,001 - 4,000 33.76 45.01 50.64 53.93 60.51
1,001 - 2,000 31.76 42.35 47.64 50.73 56.91
0 - 1,000 30.76 41.01 46.14 49.13 55.11

Skill II 4,000 or more $43.70 $58.27 $65.55 $69.84 $78.41
2,001 - 4,000 36.03 48.04 54.05 57.56 64.60
1,001 - 2,000 34.03 45.37 51.05 54.36 61.00
0 - 1,000 33.03 44.04 49.55 52.76 59.20

Skill III 4,000 or more $44.83 $59.77 $67.25 $71.64 $80.44
2,001 - 4,000 37.16 49.55 55.74 59.37 66.63
1,001 - 2,000 35.16 46.88 52.74 56.17 63.03
0 - 1,000 34.16 45.55 51.24 54.57 61.23
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2015/2016 WAGE SCHEDULE
Effective 8:00 a.m., July 4, 2015 to 8:00 a.m. July 2, 2016

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

$1.20 Penalty
Basic 4,000 or more $39.38 $52.51 $59.07 $62.89 $70.52

2,001 - 4,000 31.71 42.28 47.57 50.62 56.72
1,001 - 2,000 29.71 39.61 44.57 47.42 53.12
0 - 1,000 28.71 38.28 43.07 45.82 51.32

Skill I 4,000 or more $41.78 $55.71 $62.67 $66.73 $74.84
2,001 - 4,000 34.11 45.48 51.17 54.46 61.04
1,001 - 2,000 32.11 42.81 48.17 51.26 57.44
0 - 1,000 31.11 41.48 46.67 49.66 55.64

Skill II 4,000 or more $44.05 $58.73 $66.08 $70.36 $78.93
2,001 - 4,000 36.38 48.51 54.57 58.09 65.12
1,001 - 2,000 34.38 45.84 51.57 54.89 61.52
0 - 1,000 33.38 44.51 50.07 53.29 59.72

Skill III 4,000 or more $45.18 $60.24 $67.77 $72.17 $80.96
2,001 - 4,000 37.51 50.01 56.27 59.90 67.16
1,001 - 2,000 35.51 47.35 53.27 56.70 63.56
0 - 1,000 34.51 46.01 51.77 55.10 61.76

Explosives Penalty
Basic 4,000 or more $76.36 $101.81 $114.54 $118.36 $125.99

2,001 - 4,000 61.02 81.36 91.53 94.58 100.68
1,001 - 2,000 57.02 76.03 85.53 88.38 94.08
0 - 1,000 55.02 73.36 82.53 85.28 90.78

Skill I 4,000 or more $78.76 $105.01 $118.14 $122.20 $130.31
2,001 - 4,000 63.42 84.56 95.13 98.42 105.00
1,001 - 2,000 59.42 79.23 89.13 92.22 98.40
0 - 1,000 57.42 76.56 86.13 89.12 95.10

Skill II 4,000 or more $81.03 $108.04 $121.55 $125.83 $134.40
2,001 - 4,000 65.69 87.59 98.54 102.05 109.09
1,001 - 2,000 61.69 82.25 92.54 95.85 102.49
0 - 1,000 59.69 79.59 89.54 92.75 99.19

Skill III 4,000 or more $82.16 $109.55 $123.24 $127.64 $136.43
2,001 - 4,000 66.82 89.09 100.23 103.86 111.12
1,001 - 2,000 62.82 83.76 94.23 97.66 104.52
0 - 1,000 60.82 81.09 91.23 94.56 101.22
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2016/2017 WAGE SCHEDULE
Effective 8:00 a.m., July 2, 2016 to 8:00 a.m. July 1, 2017

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

No Cargo Penalty
Basic 4,000 or more $39.43 $52.57 $59.15 $63.09 $70.97

2,001 - 4,000 31.41 41.88 47.12 50.26 56.54
1,001 - 2,000 29.41 39.21 44.12 47.06 52.94
0 - 1,000 28.41 37.88 42.62 45.46 51.14

Skill I 4,000 or more $41.83 $55.77 $62.75 $66.93 $75.29
2,001 - 4,000 33.81 45.08 50.72 54.10 60.86
1,001 - 2,000 31.81 42.41 47.72 50.90 57.26
0 - 1,000 30.81 41.08 46.22 49.30 55.46

Skill II 4,000 or more $44.10 $58.80 $66.15 $70.56 $79.38
2,001 - 4,000 36.08 48.11 54.12 57.73 64.94
1,001 - 2,000 34.08 45.44 51.12 54.53 61.34
0 - 1,000 33.08 44.11 49.62 52.93 59.54

Skill III 4,000 or more $45.23 $60.31 $67.85 $72.37 $81.41
2,001 - 4,000 37.21 49.61 55.82 59.54 66.98
1,001 - 2,000 35.21 46.95 52.82 56.34 63.38
0 - 1,000 34.21 45.61 51.32 54.74 61.58

15¢ Penalty
Basic 4,000 or more $39.58 $52.77 $59.37 $63.31 $71.20

2,001 - 4,000 31.56 42.08 47.34 50.48 56.76
1,001 - 2,000 29.56 39.41 44.34 47.28 53.16
0 - 1,000 28.56 38.08 42.84 45.68 51.36

Skill I 4,000 or more $41.98 $55.97 $62.97 $67.15 $75.52
2,001 - 4,000 33.96 45.28 50.94 54.32 61.08
1,001 - 2,000 31.96 42.61 47.94 51.12 57.48
0 - 1,000 30.96 41.28 46.44 49.52 55.68

Skill II 4,000 or more $44.25 $59.00 $66.38 $70.79 $79.61
2,001 - 4,000 36.23 48.31 54.35 57.95 65.17
1,001 - 2,000 34.23 45.64 51.35 54.75 61.57
0 - 1,000 33.23 44.31 49.85 53.15 59.77

Skill III 4,000 or more $45.38 $60.51 $68.07 $72.59 $81.64
2,001 - 4,000 37.36 49.81 56.04 59.76 67.20
1,001 - 2,000 35.36 47.15 53.04 56.56 63.60
0 - 1,000 34.36 45.81 51.54 54.96 61.80



153

2016/2017 WAGE SCHEDULE
Effective 8:00 a.m., July 2, 2016 to 8:00 a.m. July 1, 2017

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

25¢ Penalty
Basic 4,000 or more $39.68 $52.91 $59.52 $63.46 $71.35

2,001 - 4,000 31.66 42.21 47.49 50.63 56.91
1,001 - 2,000 29.66 39.55 44.49 47.43 53.31
0 - 1,000 28.66 38.21 42.99 45.83 51.51

Skill I 4,000 or more $42.08 $56.11 $63.12 $67.30 $75.67
2,001 - 4,000 34.06 45.41 51.09 54.47 61.23
1,001 - 2,000 32.06 42.75 48.09 51.27 57.63
0 - 1,000 31.06 41.41 46.59 49.67 55.83

Skill II 4,000 or more $44.35 $59.13 $66.53 $70.94 $79.76
2,001 - 4,000 36.33 48.44 54.50 58.10 65.32
1,001 - 2,000 34.33 45.77 51.50 54.90 61.72
0 - 1,000 33.33 44.44 50.00 53.30 59.92

Skill III 4,000 or more $45.48 $60.64 $68.22 $72.74 $81.79
2,001 - 4,000 37.46 49.95 56.19 59.91 67.35
1,001 - 2,000 35.46 47.28 53.19 56.71 63.75
0 - 1,000 34.46 45.95 51.69 55.11 61.95

35¢ Penalty
Basic 4,000 or more $39.78 $53.04 $59.67 $63.61 $71.50

2,001 - 4,000 31.76 42.35 47.64 50.78 57.06
1,001 - 2,000 29.76 39.68 44.64 47.58 53.46
0 - 1,000 28.76 38.35 43.14 45.98 51.66

Skill I 4,000 or more $42.18 $56.24 $63.27 $67.45 $75.82
2,001 - 4,000 34.16 45.55 51.24 54.62 61.38
1,001 - 2,000 32.16 42.88 48.24 51.42 57.78
0 - 1,000 31.16 41.55 46.74 49.82 55.98

Skill II 4,000 or more $44.45 $59.27 $66.68 $71.09 $79.91
2,001 - 4,000 36.43 48.57 54.65 58.25 65.47
1,001 - 2,000 34.43 45.91 51.65 55.05 61.87
0 - 1,000 33.43 44.57 50.15 53.45 60.07

Skill III 4,000 or more $45.58 $60.77 $68.37 $72.89 $81.94
2,001 - 4,000 37.56 50.08 56.34 60.06 67.50
1,001 - 2,000 35.56 47.41 53.34 56.86 63.90
0 - 1,000 34.56 46.08 51.84 55.26 62.10
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2016/2017 WAGE SCHEDULE
Effective 8:00 a.m., July 2, 2016 to 8:00 a.m. July 1, 2017

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

50¢ Penalty
Basic 4,000 or more $39.93 $53.24 $59.90 $63.84 $71.72

2,001 - 4,000 31.91 42.55 47.87 51.01 57.29
1,001 - 2,000 29.91 39.88 44.87 47.81 53.69
0 - 1,000 28.91 38.55 43.37 46.21 51.89

Skill I 4,000 or more $42.33 $56.44 $63.50 $67.68 $76.04
2,001 - 4,000 34.31 45.75 51.47 54.85 61.61
1,001 - 2,000 32.31 43.08 48.47 51.65 58.01
0 - 1,000 31.31 41.75 46.97 50.05 56.21

Skill II 4,000 or more $44.60 $59.47 $66.90 $71.31 $80.13
2,001 - 4,000 36.58 48.77 54.87 58.48 65.69
1,001 - 2,000 34.58 46.11 51.87 55.28 62.09
0 - 1,000 33.58 44.77 50.37 53.68 60.29

Skill III 4,000 or more $45.73 $60.97 $68.60 $73.12 $82.16
2,001 - 4,000 37.71 50.28 56.57 60.29 67.73
1,001 - 2,000 35.71 47.61 53.57 57.09 64.13
0 - 1,000 34.71 46.28 52.07 55.49 62.33

85¢ Penalty
Basic 4,000 or more $40.28 $53.71 $60.42 $64.36 $72.25

2,001 - 4,000 32.26 43.01 48.39 51.53 57.81
1,001 - 2,000 30.26 40.35 45.39 48.33 54.21
0 - 1,000 29.26 39.01 43.89 46.73 52.41

Skill I 4,000 or more $42.68 $56.91 $64.02 $68.20 $76.57
2,001 - 4,000 34.66 46.21 51.99 55.37 62.13
1,001 - 2,000 32.66 43.55 48.99 52.17 58.53
0 - 1,000 31.66 42.21 47.49 50.57 56.73

Skill II 4,000 or more $44.95 $59.93 $67.43 $71.84 $80.66
2,001 - 4,000 36.93 49.24 55.40 59.00 66.22
1,001 - 2,000 34.93 46.57 52.40 55.80 62.62
0 - 1,000 33.93 45.24 50.90 54.20 60.82

Skill III 4,000 or more $46.08 $61.44 $69.12 $73.64 $82.69
2,001 - 4,000 38.06 50.75 57.09 60.81 68.25
1,001 - 2,000 36.06 48.08 54.09 57.61 64.65
0 - 1,000 35.06 46.75 52.59 56.01 62.85



155

2016/2017 WAGE SCHEDULE
Effective 8:00 a.m., July 2, 2016 to 8:00 a.m. July 1, 2017

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

$1.20 Penalty
Basic 4,000 or more $40.63 $54.17 $60.95 $64.89 $72.77

2,001 - 4,000 32.61 43.48 48.92 52.06 58.34
1,001 - 2,000 30.61 40.81 45.92 48.86 54.74
0 - 1,000 29.61 39.48 44.42 47.26 52.94

Skill I 4,000 or more $43.03 $57.37 $64.55 $68.73 $77.09
2,001 - 4,000 35.01 46.68 52.52 55.90 62.66
1,001 - 2,000 33.01 44.01 49.52 52.70 59.06
0 - 1,000 32.01 42.68 48.02 51.10 57.26

Skill II 4,000 or more $45.30 $60.40 $67.95 $72.36 $81.18
2,001 - 4,000 37.28 49.71 55.92 59.53 66.74
1,001 - 2,000 35.28 47.04 52.92 56.33 63.14
0 - 1,000 34.28 45.71 51.42 54.73 61.34

Skill III 4,000 or more $46.43 $61.91 $69.65 $74.17 $83.21
2,001 - 4,000 38.41 51.21 57.62 61.34 68.78
1,001 - 2,000 36.41 48.55 54.62 58.14 65.18
0 - 1,000 35.41 47.21 53.12 56.54 63.38

Explosives Penalty
Basic 4,000 or more $78.86 $105.15 $118.29 $122.23 $130.12

2,001 - 4,000 62.82 83.76 94.23 97.37 103.65
1,001 - 2,000 58.82 78.43 88.23 91.17 97.05
0 - 1,000 56.82 75.76 85.23 88.07 93.75

Skill I 4,000 or more $81.26 $108.35 $121.89 $126.07 $134.44
2,001 - 4,000 65.22 86.96 97.83 101.21 107.97
1,001 - 2,000 61.22 81.63 91.83 95.01 101.37
0 - 1,000 59.22 78.96 88.83 91.91 98.07

Skill II 4,000 or more $83.53 $111.37 $125.30 $129.71 $138.53
2,001 - 4,000 67.49 89.99 101.24 104.84 112.06
1,001 - 2,000 63.49 84.65 95.24 98.64 105.46
0 - 1,000 61.49 81.99 92.24 95.54 102.16

Skill III 4,000 or more $84.66 $112.88 $126.99 $131.51 $140.56
2,001 - 4,000 68.62 91.49 102.93 106.65 114.09
1,001 - 2,000 64.62 86.16 96.93 100.45 107.49
0 - 1,000 62.62 83.49 93.93 97.35 104.19
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2017/2018 WAGE SCHEDULE
Effective 8:00 a.m., July 1, 2017 to 8:00 a.m. June 30, 2018

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

No Cargo Penalty
Basic 4,000 or more $40.93 $54.57 $61.40 $65.49 $73.67

2,001 - 4,000 32.49 43.32 48.74 51.98 58.48
1,001 - 2,000 30.49 40.65 45.74 48.78 54.88
0 - 1,000 29.49 39.32 44.24 47.18 53.08

Skill I 4,000 or more $43.33 $57.77 $65.00 $69.33 $77.99
2,001 - 4,000 34.89 46.52 52.34 55.82 62.80
1,001 - 2,000 32.89 43.85 49.34 52.62 59.20
0 - 1,000 31.89 42.52 47.84 51.02 57.40

Skill II 4,000 or more $45.60 $60.80 $68.40 $72.96 $82.08
2,001 - 4,000 37.16 49.55 55.74 59.46 66.89
1,001 - 2,000 35.16 46.88 52.74 56.26 63.29
0 - 1,000 34.16 45.55 51.24 54.66 61.49

Skill III 4,000 or more $46.73 $62.31 $70.10 $74.77 $84.11
2,001 - 4,000 38.29 51.05 57.44 61.26 68.92
1,001 - 2,000 36.29 48.39 54.44 58.06 65.32
0 - 1,000 35.29 47.05 52.94 56.46 63.52

15¢ Penalty
Basic 4,000 or more $41.08 $54.77 $61.62 $65.71 $73.90

2,001 - 4,000 32.64 43.52 48.96 52.21 58.71
1,001 - 2,000 30.64 40.85 45.96 49.01 55.11
0 - 1,000 29.64 39.52 44.46 47.41 53.31

Skill I 4,000 or more $43.48 $57.97 $65.22 $69.55 $78.22
2,001 - 4,000 35.04 46.72 52.56 56.05 63.03
1,001 - 2,000 33.04 44.05 49.56 52.85 59.43
0 - 1,000 32.04 42.72 48.06 51.25 57.63

Skill II 4,000 or more $45.75 $61.00 $68.63 $73.19 $82.31
2,001 - 4,000 37.31 49.75 55.97 59.68 67.11
1,001 - 2,000 35.31 47.08 52.97 56.48 63.51
0 - 1,000 34.31 45.75 51.47 54.88 61.71

Skill III 4,000 or more $46.88 $62.51 $70.32 $74.99 $84.34
2,001 - 4,000 38.44 51.25 57.66 61.49 69.15
1,001 - 2,000 36.44 48.59 54.66 58.29 65.55
0 - 1,000 35.44 47.25 53.16 56.69 63.75
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2017/2018 WAGE SCHEDULE
Effective 8:00 a.m., July 1, 2017 to 8:00 a.m. June 30, 2018

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

25¢ Penalty
Basic 4,000 or more $41.18 $54.91 $61.77 $65.86 $74.05

2,001 - 4,000 32.74 43.65 49.11 52.36 58.86
1,001 - 2,000 30.74 40.99 46.11 49.16 55.26
0 - 1,000 29.74 39.65 44.61 47.56 53.46

Skill I 4,000 or more $43.58 $58.11 $65.37 $69.70 $78.37
2,001 - 4,000 35.14 46.85 52.71 56.20 63.18
1,001 - 2,000 33.14 44.19 49.71 53.00 59.58
0 - 1,000 32.14 42.85 48.21 51.40 57.78

Skill II 4,000 or more $45.85 $61.13 $68.78 $73.34 $82.46
2,001 - 4,000 37.41 49.88 56.12 59.83 67.26
1,001 - 2,000 35.41 47.21 53.12 56.63 63.66
0 - 1,000 34.41 45.88 51.62 55.03 61.86

Skill III 4,000 or more $46.98 $62.64 $70.47 $75.14 $84.49
2,001 - 4,000 38.54 51.39 57.81 61.64 69.30
1,001 - 2,000 36.54 48.72 54.81 58.44 65.70
0 - 1,000 35.54 47.39 53.31 56.84 63.90

35¢ Penalty
Basic 4,000 or more $41.28 $55.04 $61.92 $66.01 $74.20

2,001 - 4,000 32.84 43.79 49.26 52.51 59.01
1,001 - 2,000 30.84 41.12 46.26 49.31 55.41
0 - 1,000 29.84 39.79 44.76 47.71 53.61

Skill I 4,000 or more $43.68 $58.24 $65.52 $69.85 $78.52
2,001 - 4,000 35.24 46.99 52.86 56.35 63.33
1,001 - 2,000 33.24 44.32 49.86 53.15 59.73
0 - 1,000 32.24 42.99 48.36 51.55 57.93

Skill II 4,000 or more $45.95 $61.27 $68.93 $73.49 $82.61
2,001 - 4,000 37.51 50.01 56.27 59.98 67.41
1,001 - 2,000 35.51 47.35 53.27 56.78 63.81
0 - 1,000 34.51 46.01 51.77 55.18 62.01

Skill III 4,000 or more $47.08 $62.77 $70.62 $75.29 $84.64
2,001 - 4,000 38.64 51.52 57.96 61.79 69.45
1,001 - 2,000 36.64 48.85 54.96 58.59 65.85
0 - 1,000 35.64 47.52 53.46 56.99 64.05
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2017/2018 WAGE SCHEDULE
Effective 8:00 a.m., July 1, 2017 to 8:00 a.m. June 30, 2018

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

50¢ Penalty
Basic 4,000 or more $41.43 $55.24 $62.15 $66.24 $74.42

2,001 - 4,000 32.99 43.99 49.49 52.73 59.23
1,001 - 2,000 30.99 41.32 46.49 49.53 55.63
0 - 1,000 29.99 39.99 44.99 47.93 53.83

Skill I 4,000 or more $43.83 $58.44 $65.75 $70.08 $78.74
2,001 - 4,000 35.39 47.19 53.09 56.57 63.55
1,001 - 2,000 33.39 44.52 50.09 53.37 59.95
0 - 1,000 32.39 43.19 48.59 51.77 58.15

Skill II 4,000 or more $46.10 $61.47 $69.15 $73.71 $82.83
2,001 - 4,000 37.66 50.21 56.49 60.21 67.64
1,001 - 2,000 35.66 47.55 53.49 57.01 64.04
0 - 1,000 34.66 46.21 51.99 55.41 62.24

Skill III 4,000 or more $47.23 $62.97 $70.85 $75.52 $84.86
2,001 - 4,000 38.79 51.72 58.19 62.01 69.67
1,001 - 2,000 36.79 49.05 55.19 58.81 66.07
0 - 1,000 35.79 47.72 53.69 57.21 64.27

85¢ Penalty
Basic 4,000 or more $41.78 $55.71 $62.67 $66.76 $74.95

2,001 - 4,000 33.34 44.45 50.01 53.26 59.76
1,001 - 2,000 31.34 41.79 47.01 50.06 56.16
0 - 1,000 30.34 40.45 45.51 48.46 54.36

Skill I 4,000 or more $44.18 $58.91 $66.27 $70.60 $79.27
2,001 - 4,000 35.74 47.65 53.61 57.10 64.08
1,001 - 2,000 33.74 44.99 50.61 53.90 60.48
0 - 1,000 32.74 43.65 49.11 52.30 58.68

Skill II 4,000 or more $46.45 $61.93 $69.68 $74.24 $83.36
2,001 - 4,000 38.01 50.68 57.02 60.73 68.16
1,001 - 2,000 36.01 48.01 54.02 57.53 64.56
0 - 1,000 35.01 46.68 52.52 55.93 62.76

Skill III 4,000 or more $47.58 $63.44 $71.37 $76.04 $85.39
2,001 - 4,000 39.14 52.19 58.71 62.54 70.20
1,001 - 2,000 37.14 49.52 55.71 59.34 66.60
0 - 1,000 36.14 48.19 54.21 57.74 64.80
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2017/2018 WAGE SCHEDULE
Effective 8:00 a.m., July 1, 2017 to 8:00 a.m. June 30, 2018

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

$1.20 Penalty
Basic 4,000 or more $42.13 $56.17 $63.20 $67.29 $75.47

2,001 - 4,000 33.69 44.92 50.54 53.78 60.28
1,001 - 2,000 31.69 42.25 47.54 50.58 56.68
0 - 1,000 30.69 40.92 46.04 48.98 54.88

Skill I 4,000 or more $44.53 $59.37 $66.80 $71.13 $79.79
2,001 - 4,000 36.09 48.12 54.14 57.62 64.60
1,001 - 2,000 34.09 45.45 51.14 54.42 61.00
0 - 1,000 33.09 44.12 49.64 52.82 59.20

Skill II 4,000 or more $46.80 $62.40 $70.20 $74.76 $83.88
2,001 - 4,000 38.36 51.15 57.54 61.26 68.69
1,001 - 2,000 36.36 48.48 54.54 58.06 65.09
0 - 1,000 35.36 47.15 53.04 56.46 63.29

Skill III 4,000 or more $47.93 $63.91 $71.90 $76.57 $85.91
2,001 - 4,000 39.49 52.65 59.24 63.06 70.72
1,001 - 2,000 37.49 49.99 56.24 59.86 67.12
0 - 1,000 36.49 48.65 54.74 58.26 65.32

Explosives Penalty
Basic 4,000 or more $81.86 $109.15 $122.79 $126.88 $135.07

2,001 - 4,000 64.98 86.64 97.47 100.72 107.22
1,001 - 2,000 60.98 81.31 91.47 94.52 100.62
0 - 1,000 58.98 78.64 88.47 91.42 97.32

Skill I 4,000 or more $84.26 $112.35 $126.39 $130.72 $139.39
2,001 - 4,000 67.38 89.84 101.07 104.56 111.54
1,001 - 2,000 63.38 84.51 95.07 98.36 104.94
0 - 1,000 61.38 81.84 92.07 95.26 101.64

Skill II 4,000 or more $86.53 $115.37 $129.80 $134.36 $143.48
2,001 - 4,000 69.65 92.87 104.48 108.19 115.62
1,001 - 2,000 65.65 87.53 98.48 101.99 109.02
0 - 1,000 63.65 84.87 95.48 98.89 105.72

Skill III 4,000 or more $87.66 $116.88 $131.49 $136.16 $145.51
2,001 - 4,000 70.78 94.37 106.17 110.00 117.66
1,001 - 2,000 66.78 89.04 100.17 103.80 111.06
0 - 1,000 64.78 86.37 97.17 100.70 107.76
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2018/2019 WAGE SCHEDULE
Effective 8:00 a.m., June 30, 2018 

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

No Cargo Penalty
Basic 4,000 or more $42.18 $56.24 $63.27 $67.49 $75.92

2,001 - 4,000 33.39 44.52 50.09 53.42 60.10
1,001 - 2,000 31.39 41.85 47.09 50.22 56.50
0 - 1,000 30.39 40.52 45.59 48.62 54.70

Skill I 4,000 or more $44.58 $59.44 $66.87 $71.33 $80.24
2,001 - 4,000 35.79 47.72 53.69 57.26 64.42
1,001 - 2,000 33.79 45.05 50.69 54.06 60.82
0 - 1,000 32.79 43.72 49.19 52.46 59.02

Skill II 4,000 or more $46.85 $62.47 $70.28 $74.96 $84.33
2,001 - 4,000 38.06 50.75 57.09 60.90 68.51
1,001 - 2,000 36.06 48.08 54.09 57.70 64.91
0 - 1,000 35.06 46.75 52.59 56.10 63.11

Skill III 4,000 or more $47.98 $63.97 $71.97 $76.77 $86.36
2,001 - 4,000 39.19 52.25 58.79 62.70 70.54
1,001 - 2,000 37.19 49.59 55.79 59.50 66.94
0 - 1,000 36.19 48.25 54.29 57.90 65.14

15¢ Penalty
Basic 4,000 or more $42.33 $56.44 $63.50 $67.71 $76.15

2,001 - 4,000 33.54 44.72 50.31 53.65 60.33
1,001 - 2,000 31.54 42.05 47.31 50.45 56.73
0 - 1,000 30.54 40.72 45.81 48.85 54.93

Skill I 4,000 or more $44.73 $59.64 $67.10 $71.55 $80.47
2,001 - 4,000 35.94 47.92 53.91 57.49 64.65
1,001 - 2,000 33.94 45.25 50.91 54.29 61.05
0 - 1,000 32.94 43.92 49.41 52.69 59.25

Skill II 4,000 or more $47.00 $62.67 $70.50 $75.19 $84.56
2,001 - 4,000 38.21 50.95 57.32 61.12 68.73
1,001 - 2,000 36.21 48.28 54.32 57.92 65.13
0 - 1,000 35.21 46.95 52.82 56.32 63.33

Skill III 4,000 or more $48.13 $64.17 $72.20 $76.99 $86.59
2,001 - 4,000 39.34 52.45 59.01 62.93 70.77
1,001 - 2,000 37.34 49.79 56.01 59.73 67.17
0 - 1,000 36.34 48.45 54.51 58.13 65.37
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2018/2019 WAGE SCHEDULE
Effective 8:00 a.m., June 30, 2018

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

25¢ Penalty
Basic 4,000 or more $42.43 $56.57 $63.65 $67.86 $76.30

2,001 - 4,000 33.64 44.85 50.46 53.80 60.48
1,001 - 2,000 31.64 42.19 47.46 50.60 56.88
0 - 1,000 30.64 40.85 45.96 49.00 55.08

Skill I 4,000 or more $44.83 $59.77 $67.25 $71.70 $80.62
2,001 - 4,000 36.04 48.05 54.06 57.64 64.80
1,001 - 2,000 34.04 45.39 51.06 54.44 61.20
0 - 1,000 33.04 44.05 49.56 52.84 59.40

Skill II 4,000 or more $47.10 $62.80 $70.65 $75.34 $84.71
2,001 - 4,000 38.31 51.08 57.47 61.27 68.88
1,001 - 2,000 36.31 48.41 54.47 58.07 65.28
0 - 1,000 35.31 47.08 52.97 56.47 63.48

Skill III 4,000 or more $48.23 $64.31 $72.35 $77.14 $86.74
2,001 - 4,000 39.44 52.59 59.16 63.08 70.92
1,001 - 2,000 37.44 49.92 56.16 59.88 67.32
0 - 1,000 36.44 48.59 54.66 58.28 65.52

35¢ Penalty
Basic 4,000 or more $42.53 $56.71 $63.80 $68.01 $76.45

2,001 - 4,000 33.74 44.99 50.61 53.95 60.63
1,001 - 2,000 31.74 42.32 47.61 50.75 57.03
0 - 1,000 30.74 40.99 46.11 49.15 55.23

Skill I 4,000 or more $44.93 $59.91 $67.40 $71.85 $80.77
2,001 - 4,000 36.14 48.19 54.21 57.79 64.95
1,001 - 2,000 34.14 45.52 51.21 54.59 61.35
0 - 1,000 33.14 44.19 49.71 52.99 59.55

Skill II 4,000 or more $47.20 $62.93 $70.80 $75.49 $84.86
2,001 - 4,000 38.41 51.21 57.62 61.42 69.03
1,001 - 2,000 36.41 48.55 54.62 58.22 65.43
0 - 1,000 35.41 47.21 53.12 56.62 63.63

Skill III 4,000 or more $48.33 $64.44 $72.50 $77.29 $86.89
2,001 - 4,000 39.54 52.72 59.31 63.23 71.07
1,001 - 2,000 37.54 50.05 56.31 60.03 67.47
0 - 1,000 36.54 48.72 54.81 58.43 65.67
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2018/2019 WAGE SCHEDULE
Effective 8:00 a.m., June 30, 2018 

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

50¢ Penalty
Basic 4,000 or more $42.68 $56.91 $64.02 $68.24 $76.67

2,001 - 4,000 33.89 45.19 50.84 54.17 60.85
1,001 - 2,000 31.89 42.52 47.84 50.97 57.25
0 - 1,000 30.89 41.19 46.34 49.37 55.45

Skill I 4,000 or more $45.08 $60.11 $67.62 $72.08 $80.99
2,001 - 4,000 36.29 48.39 54.44 58.01 65.17
1,001 - 2,000 34.29 45.72 51.44 54.81 61.57
0 - 1,000 33.29 44.39 49.94 53.21 59.77

Skill II 4,000 or more $47.35 $63.13 $71.03 $75.71 $85.08
2,001 - 4,000 38.56 51.41 57.84 61.65 69.26
1,001 - 2,000 36.56 48.75 54.84 58.45 65.66
0 - 1,000 35.56 47.41 53.34 56.85 63.86

Skill III 4,000 or more $48.48 $64.64 $72.72 $77.52 $87.11
2,001 - 4,000 39.69 52.92 59.54 63.45 71.29
1,001 - 2,000 37.69 50.25 56.54 60.25 67.69
0 - 1,000 36.69 48.92 55.04 58.65 65.89

85¢ Penalty
Basic 4,000 or more $43.03 $57.37 $64.55 $68.76 $77.20

2,001 - 4,000 34.24 45.65 51.36 54.70 61.38
1,001 - 2,000 32.24 42.99 48.36 51.50 57.78
0 - 1,000 31.24 41.65 46.86 49.90 55.98

Skill I 4,000 or more $45.43 $60.57 $68.15 $72.60 $81.52
2,001 - 4,000 36.64 48.85 54.96 58.54 65.70
1,001 - 2,000 34.64 46.19 51.96 55.34 62.10
0 - 1,000 33.64 44.85 50.46 53.74 60.30

Skill II 4,000 or more $47.70 $63.60 $71.55 $76.24 $85.61
2,001 - 4,000 38.91 51.88 58.37 62.17 69.78
1,001 - 2,000 36.91 49.21 55.37 58.97 66.18
0 - 1,000 35.91 47.88 53.87 57.37 64.38

Skill III 4,000 or more $48.83 $65.11 $73.25 $78.04 $87.64
2,001 - 4,000 40.04 53.39 60.06 63.98 71.82
1,001 - 2,000 38.04 50.72 57.06 60.78 68.22
0 - 1,000 37.04 49.39 55.56 59.18 66.42
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2018/2019 WAGE SCHEDULE
Effective 8:00 a.m., June 30, 2018 

1st & 2nd 3rd
Skill "Experience" 1st 2nd Shift 3rd Shift

Category Level (Hours) Shift Shift Overtime Shift Overtime

$1.20 Penalty
Basic 4,000 or more $43.38 $57.84 $65.07 $69.29 $77.72

2,001 - 4,000 34.59 46.12 51.89 55.22 61.90
1,001 - 2,000 32.59 43.45 48.89 52.02 58.30
0 - 1,000 31.59 42.12 47.39 50.42 56.50

Skill I 4,000 or more $45.78 $61.04 $68.67 $73.13 $82.04
2,001 - 4,000 36.99 49.32 55.49 59.06 66.22
1,001 - 2,000 34.99 46.65 52.49 55.86 62.62
0 - 1,000 33.99 45.32 50.99 54.26 60.82

Skill II 4,000 or more $48.05 $64.07 $72.08 $76.76 $86.13
2,001 - 4,000 39.26 52.35 58.89 62.70 70.31
1,001 - 2,000 37.26 49.68 55.89 59.50 66.71
0 - 1,000 36.26 48.35 54.39 57.90 64.91

Skill III 4,000 or more $49.18 $65.57 $73.77 $78.57 $88.16
2,001 - 4,000 40.39 53.85 60.59 64.50 72.34
1,001 - 2,000 38.39 51.19 57.59 61.30 68.74
0 - 1,000 37.39 49.85 56.09 59.70 66.94

Explosives Penalty
Basic 4,000 or more $84.36 $112.48 $126.54 $130.76 $139.19

2,001 - 4,000 66.78 89.04 100.17 103.51 110.19
1,001 - 2,000 62.78 83.71 94.17 97.31 103.59
0 - 1,000 60.78 81.04 91.17 94.21 100.29

Skill I 4,000 or more $86.76 $115.68 $130.14 $134.60 $143.51
2,001 - 4,000 69.18 92.24 103.77 107.35 114.51
1,001 - 2,000 65.18 86.91 97.77 101.15 107.91
0 - 1,000 63.18 84.24 94.77 98.05 104.61

Skill II 4,000 or more $89.03 $118.71 $133.55 $138.23 $147.60
2,001 - 4,000 71.45 95.27 107.18 110.98 118.59
1,001 - 2,000 67.45 89.93 101.18 104.78 111.99
0 - 1,000 65.45 87.27 98.18 101.68 108.69

Skill III 4,000 or more $90.16 $120.21 $135.24 $140.04 $149.63
2,001 - 4,000 72.58 96.77 108.87 112.79 120.63
1,001 - 2,000 68.58 91.44 102.87 106.59 114.03
0 - 1,000 66.58 88.77 99.87 103.49 110.73
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MECHANICS
2014-2015 Wage Schedule

Effective 8:00 a.m., June 28, 2014 to 8:00 a.m. July 4, 2015
    1st & 2nd  3rd
  1st 2nd Shift 3rd Shift
  Shift Shift Overtime Shift Overtime
Journeyman  $44.02  $58.69  $66.03  $70.43  $79.24 
Leadman  $47.68  $63.57  $71.52  $76.29  $85.82
Trainee 
 4,001 or more $44.02  $58.69  $66.03  $70.43  $79.24
 2,001 - 4,000  $42.18  $56.24  $63.27  $67.49  $75.92 
 1,001 - 2,000  $40.35  $53.80  $60.53  $64.56  $72.63 
 0 - 1,000  $38.51  $51.35  $57.77  $61.62  $69.32 

2015-2016 Wage Schedule
Effective 8:00 a.m., July 4, 2015 to 8:00 a.m. July 2, 2016

    1st & 2nd  3rd
  1st 2nd Shift 3rd Shift
  Shift Shift Overtime Shift Overtime
Journeyman  $45.82  $61.09  $68.73  $73.31  $82.48 
Leadman  $49.63  $66.17  $74.45  $79.41  $89.33 
Trainee
 4,001 or more $45.82  $61.09  $68.73  $73.31  $82.48
 2,001 - 4,000  $43.91  $58.55  $65.87  $70.26  $79.04 
 1,001 - 2,000  $42.00  $56.00  $63.00  $67.20  $75.60 
 0 - 1,000  $40.09  $53.45  $60.14  $64.14  $72.16 

2016-2017 Wage Schedule
Effective 8:00 a.m., July 2, 2016 to 8:00 a.m. July 1, 2017

    1st & 2nd  3rd
  1st 2nd Shift 3rd Shift
  Shift Shift Overtime Shift Overtime
Journeyman  $47.32  $63.09  $70.98  $75.71  $85.18 
Leadman  $51.26  $68.35  $76.89  $82.02  $92.27 
Trainee
 4,001 or more $47.32  $63.09  $70.98  $75.71  $85.18
 2,001 - 4,000  $45.34  $60.45  $68.01  $72.54  $81.61 
 1,001 - 2,000  $43.37  $57.83  $65.06  $69.39  $78.07 
 0 - 1,000  $41.40  $55.20  $62.10  $66.24  $74.52   
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MECHANICS
2017-2018 Wage Schedule

Effective 8:00 a.m., July 1, 2017 to 8:00 a.m. June 30, 2018
    1st & 2nd  3rd
  1st 2nd Shift 3rd Shift
  Shift Shift Overtime Shift Overtime
Journeyman  $49.12  $65.49  $73.68  $78.59  $88.42 
Leadman  $53.21  $70.95  $79.82  $85.14  $95.78 
Trainee
 4,001 or more $49.12  $65.49  $73.68  $78.59  $88.42 
 2,001 - 4,000  $47.07  $62.76  $70.61  $75.31  $84.73 
 1,001 - 2,000  $45.02  $60.03  $67.53  $72.03  $81.04 
 0 - 1,000  $42.98  $57.31  $64.47  $68.77  $77.36 

2018-2019 Wage Schedule
Effective 8:00 a.m., June 30, 2018

    1st & 2nd  3rd
  1st 2nd Shift 3rd Shift
  Shift Shift Overtime Shift Overtime
Journeyman  $50.62  $67.49  $75.93  $80.99  $91.12 
Leadman  $54.83  $73.11  $82.25  $87.73  $98.69 
Trainee
 4,001 or more $50.62  $67.49  $75.93  $80.99  $91.12 
 2,001 - 4,000  $48.51  $64.68  $72.77  $77.62  $87.32 
 1,001 - 2,000  $46.40  $61.87  $69.60  $74.24  $83.52 
 0 - 1,000  $44.29  $59.05  $66.44  $70.86  $79.72 
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COASTWISE REGISTRATION AND TRANSFER SUPPLEMENT I

SuPPlement i
COASTWISE REGISTRATION AND 

TRANSFER
The Joint Port Labor Relations Committee in any port, sub-

ject to the ultimate control of the Joint Coast Labor Relations 
Committee, shall exercise control over registration lists in that 
port, including the power to make additions to or subtractions 
from the registered lists as may be necessary. Any longshore-
man or clerk who is properly registered by a Joint Port La-
bor Relations Committee acting under their agreement and 
this Supplement I has coastwise registration under the Pacific 
Coast Longshore and Clerks’ Agreement. The rights and obli-
gations of coastwise registration shall be under the control of 
the Joint Coast Labor Relations Committee and subject to the 
provisions set forth herein below.

1. TRANSFERS OF LONGSHOREMEN 
BETWEEN PORTS

1.1 A fully registered (Class A) longshore worker with a min-
imum of five years Class A registration seniority may apply 
for transfer, on a voluntary basis, from his/her home port to a 
receiving port as a fully registered (Class A) longshore worker 
at that port only as part of a simultaneous, reciprocal transfer 
exchange between such ports (see Section 1.10).
1.2 Reciprocal transfers shall be from their respective JPLRC 
Transfer Lists and be made on a quarterly basis strictly on a 
seniority basis of eligible fully registered (Class A) applicants.
1.3 Eligible fully registered (Class A) longshore workers with 
a minimum of five years Class A registration seniority request-
ing reciprocal transfer must submit a written request to their 
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SUPPLEMENT I COASTWISE REGISTRATION AND TRANSFER

home port JPLRC, with a copy to the JPLRC at the requested 
receiving port, which shall be kept on file by both JPLRCs 
for the duration of the contract period or until such reciprocal 
transfer process occurs.
1.4 Transfers shall not be permitted if contrary to policies es-
tablished by the CLRC.
1.5 There shall be no reciprocal transfers conducted for any 
longshore worker with less than five years of fully registered 
(Class A) seniority status. No exceptions shall be granted for 
“compelling reasons” or other grounds.
1.6 Any request for a reciprocal transfer shall be denied to 
any applicant who has pending complaints or is serving a dis-
cipline penalty, which has been sustained by the JPLRC or an 
arbitrator, until such penalty has been served or where pended 
complaints have been adjudicated. 
1.7 Any denial of transfer shall be subject to review in accor-
dance with the procedures and rules that are applicable. 
1.8 A fully registered (Class A) longshore worker may trans-
fer only to fully registered status as a longshore worker in an-
other port. The place of the transferred worker on the Class A 
list of the port to which he/she transfers shall be determined by 
his/her total Class A and Class B registered time as compared 
to such time of those on the Class A list of the port to which he/
she transfers.
1.9 No other rules, criteria, or procedures shall be used by the 
JPLRCs concerning reciprocal transfers. 
1.10 Nothing in this section applies to registered clerks trans-
ferring to ports recognized as being within the domain of the 
same clerk JPLRC (PCCCD). 
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1.11 Any longshore worker applicant for transfer offering or 
accepting any item of value to a longshore worker in exchange 
for a reciprocal transfer shall be immediately removed from 
the transfer list for the duration of the contract period or twelve 
months, whichever is longer. If it is found, subsequent to a 
transfer, that an individual offered or accepted any item of val-
ue to facilitate the transfer, the involved individuals shall be 
immediately returned to their previous home port.
2. VISITING REGULATIONS FOR THE HOME 

PORT
2.1 Fully registered men shall be freely accorded visiting 
privileges subject to the manpower needs of their home port 
and the port to be visited as more specifically set forth below.
2.2 Permission to leave a home port can be granted only by 
action of the appropriate Joint Port Labor Relations Commit-
tee acting under the Pacific Coast Longshore Agreement. One 
who leaves his home port without Joint Port Labor Relations 
Committee approval shall be subject to being called back when 
needed and to deregistration if he then fails to make himself 
available at his home port.
2.3 Permission to leave to visit need not be granted if there is 
so much work in the home port that nonregistered longshore-
men must regularly be used.
2.4 Permission to leave to visit shall be conditioned on the 
obligation to return to the home port at any time after 30 days 
when it appears that nonregistered longshoremen are being 
regularly used in the home port.
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2.5 The period of time away from the home port, and other 
conditions on being away on visit, shall be determined by the 
Joint Port Labor Relations Committee of the home port.
2.6 No longshoreman shall be granted leave to visit while 
there is a trade dispute affecting the work of longshoremen in 
the home port unless the Joint Coast Labor Relations Commit-
tee is in unanimous agreement on the leave. Representatives of 
either party may refuse to agree to such leaves except on such 
conditions as they deem are appropriate.
2.7 A registered man away from his home port shall have his 
eligibility for benefits determined on the basis of the number 
of hours actually worked under the Pacific Coast Longshore 
Agreement.
3. VISITING REGULATIONS FOR THE PORT 

BEING VISITED
3.1 A man who has fully registered longshoreman status un-
der the Pacific Coast Longshore Agreement may, if he has been 
granted leave by his home port to visit, be permitted to visit at 
another port covered by the Pacific Coast Longshore Agree-
ment upon receiving the approval of the Joint Port Labor Rela-
tions Committee of the port he wishes to visit; provided that the 
Joint Port Labor Relations Committee of the port visited shall 
determine (a) whether or not visiting longshoremen will be 
accepted from other ports under the Pacific Coast Longshore 
Agreement, (b) the conditions under which they shall be ac-
cepted provided that there shall be at all times a condition im-
posed by the basic Agreement that any visitor-longshoreman 
may lose his visitor rights at any time upon proper notice, (c) 
the length of time any visitor shall be permitted to remain in the 
port, (d) in what category or categories of work the visitor may 
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be dispatched and work, and (e) whether or not a visitor-long-
shoreman may work in a gang.
3.2 Any fully registered longshoreman having visitor status 
hereunder shall be given work opportunity equal to that of fully 
registered men at the port visited.
3.3 A visitor shall not be dispatched until his application for 
visitor status, to which there is attached a copy of his leave from 
his home port to go on the visit, has been submitted to the Pa-
cific Maritime Association and the local union in the port being 
visited and preliminary approval of the visit has been given by 
a local Joint Port Labor Relations Committee subcommittee 
that is representative of both parties.
3.4 Preliminary approval of the visit shall be given automati-
cally and immediately if (a) a certificate of leave to visit issued 
by the Joint Port Labor Relations Committee of the home port 
is presented, (b) the Joint Port Labor Relations Committee of 
the port being visited has agreed that visitors may be accepted 
at the time the application is submitted and (c) the applicant 
has sufficient time as a registered longshoreman as may be 
required.
3.5 Final action on a visitor application shall be taken no later 
than the second regular Joint Port Labor Relations Committee 
meeting after the application has been submitted. Thereafter 
the visitor shall have rights to work in the visited port only if 
the application is approved by both parties or by action of the 
Area Arbitration Panel. An application may be denied if the 
man has a poor work or availability record at any one or more 
ports under the Pacific Coast Longshore Agreement, or if he 
does not satisfy the requirements therefor.
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3.6 No visiting privileges need be accorded limited registered 
men, but if there is a shortage of registered longshoremen in 
any port, temporary visiting privileges may be accorded to 
limited registered men from other ports where the Joint Port 
Labor Relations Committee of the port of registration agrees 
to permit such visiting by its limited registered longshoremen.

4. LEAVES OF ABSENCE
4.1 A leave of absence for a registered longshoreman can 
be granted only by action of the Joint Port Labor Relations 
Committee (“JPLRC”). The JPLRC may grant registered 
longshoremen up to one (1) year leave of absence. A leave of 
absence in excess of one (1) year may be granted by action of 
the JPLRC.
4.2 The Joint Port Labor Relations Committee shall give a 
leave of absence on request for the period of any employment 
by the Union, or a longshore local, or for the period of any joint 
employment.
4.3 Port rules may be established with respect to the period 
of leaves of absence, reasons for which they may be granted, 
procedures for obtaining leaves, etc.

5. M & R REGISTRATION
Supplement I is applicable to registered longshore mechan-

ics subject to the requirements of the M&R Herman/Flynn Let-
ters of Understanding dated January 17, 1980 and March 24, 
1980 and approved by their steady employer.
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SuPPlement i-a
REGISTRATION/TRANSFER TO CLERK

(DATED JULY 1, 1990)
1. The parties shall retain joint control of the number of regis-
tered workers and Identified Casuals in the industry.
2. The parties shall retain all Contract provisions on prefer-
ence of employment, Coastwise registration and transfer, in-
dustry travel, and no layoffs.
3. Each Joint Port Labor Relations Committee, subject to 
JCLRC control, shall establish the number of Class A and Class 
B registered longshoremen and clerks and Identified Casuals 
required in each port to effectively cover the work available 
in each port, with due regard for the Coastwise transfer provi-
sions and the industry travel system.
4. Each Joint Port Labor Relations Committee shall review 
the size of the registration list and the available work in its port 
on a quarterly basis. Based on the available work in the port as 
determined by this review and subject to JCLRC approval, the 
Joint Port Labor Relations Committee shall make additions to 
the Class A, Class B, and Identified Casual List. Such additions 
shall be accomplished prior to the next quarterly review. In the 
event the local parties reach disagreement on additions to the 
Class A, Class B, or Identified Casual List, such disagreement 
shall be referred to the JCLRC and shall be arbitrable. The ob-
jective of this provision is to add workers in small numbers to 
each List on a more regular basis and to avoid large additions.

4.1 In ports where the registration lists fall below ten, 
there shall be additions to those registration lists in order to 
maintain no less than ten registrants.
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4.2  Newly-registered longshoremen in these ports shall 
be obligated to travel as individuals when ordered by the Em-
ployer for up to three days during any payroll week and shall 
receive their orders to travel in conformance with applicable 
local/area working, dispatching and travel provisions. When 
such individuals are ordered, they shall be entitled to travel pay 
and reporting guarantees. PGP shall be paid as per the PCLCD, 
and such travel obligation for newly registered longshoremen 
in these ports that fall below ten shall extend for no more than 
seven years. Longshoremen having registration dates in these 
ports prior to July 1, 1999 shall not be obligated to these travel 
provisions.
5. The selection of individuals for the Identified Casual List 
shall be made by the JPLRC or a Tripartite Joint Port Labor 
Relations Committee in a port where such Committee exists. 
All Casuals shall be required to pass the industry Strength and 
Agility Test, physical examination, and Drug and Alcohol 
Screening Test. All Identified Casuals dispatched to perform 
Marine Clerks’ work must pass the Marine Clerks’ Cognitive 
Test. One Identified Casual List shall cover all Casual work, 
longshore and clerk, to be dispatched in rotation from a long-
shore or clerk dispatch hall.
6. Additions to the Class B Longshore Registration List shall 
be made from the list of Identified Casuals in that port based 
upon work experience (hours) and work record in the industry. 
Class B registrants shall move to Class A status in no more than 
5 years, except if there is a decline in work opportunity for the 
Class A work force in the port.
7. A simplified application procedure shall be developed by 
the JCLRC.
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8. Under the direct control of the Joint Coast Labor Relations 
Committee, the selection of individuals for the initial estab-
lishing of the Identified Casual Lists shall be made by the 
JPLRC or a Tripartite Port Labor Relations Committee in ports 
where such Committee exists on the basis of a random-draw 
concept. Where possible, existing lists of unidentified Casuals 
may be “grandfathered.” Additionally, each JPLRC shall es-
tablish a procedure for dispatching unidentified Casuals when 
the Identified Casual System is insufficient to fill the Employ-
ers’ manpower requirement.
9. Future clerk registration positions shall be filled first by 
transferring Class A longshoremen. If transferring longshore-
men in sufficient numbers do not meet the following require-
ments, remaining positions shall be filled with Class B clerk 
registration.

9.1 The following criteria must be met in order for long-
shoremen to qualify for a transfer to clerk registration:

9.11 Transfer applicants, except longshoremen who are 
registered in Low-Work Opportunity Ports as determined by 
Supplement III, must have worked the required hours to have 
qualified for a 2-week basic vacation in each of the previous 2 
years. This requirement may be waived for up to a maximum 
of 1 year for individuals off work due to industrial illness or 
injury. Any transfer applicant who fails to meet this require-
ment during one or both of the two years previous to a Clerk 
transfer decision because of their disability may apply to the 
Joint Port Labor Relations Committee for a waiver of the re-
quirement. Applications should include an explanation of how 
the disability prevented the longshore worker from meeting 
the minimum hours requirement, all attempts by the longshore 
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worker to meet the minimum hours requirement (such as seek-
ing work off a dock preference board), and medical documents 
that substantiate the disability. The application should be sub-
mitted to the Joint Port Labor Relations Committee for the port 
in question, and will be processed under the CLRC Policy or 
ADA Compliance and Reasonable Accomodation.

9.12 Transfer applicants must pass the ARRO Cognitive Test.
9.13 Transfer applicants must successfully pass a CRT 

Keyboard Skill Test, which includes a typing test for speed 
and accuracy.

9.14 Transfer applicants successfully meeting the require-
ments of Sections 9.11, 9.12 and 9.13 above, shall be placed 
in a pool of applicants for selection. Selection shall be from 
applicants by seniority for 50% of the total number of transfers, 
and the remaining 50% shall be selected by the employers.
10. Transfer applicants who are transferred to Marine Clerks’ 
registration shall be required to successfully complete the Ba-
sic Clerks’ Training Course and Clerks’ Computer Training 
Course. Transferred clerks will be considered probationary for 
a period of 1 year. During such year, the work record and capa-
bilities of the probationary clerk shall be subject to evaluation 
by the Employers. The Employers shall have the right at any 
time within the 1year probationary period to have removed 
from the registration list of clerks and returned to longshore 
registration any probationary clerk who, in the opinion of the 
Employers, is considered to be unqualified. This right to return 
a probationary clerk to longshore registration shall not require 
joint agreement. Such probationary clerk will receive a written 
explanation from the employer.
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11. If, as the result of a quarterly review, the Joint Port Clerks’ 
Labor Relations Committee determines that there is an ex-
cess of registered clerks and the Joint Port Longshore Labor 
Relations Committee determines that there is an insufficient 
number of registered longshoremen, the JPLRC shall transfer 
clerks who have come from the longshore ranks back to long-
shore registration. These transfer returns shall be first offered 
to volunteers and, second, shall be required on the basis of 
inverse seniority as a clerk.
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SuPPlement ii
COAST PROVISIONS FOR TRANSFER OF 
REGISTRATION BETWEEN LONGSHORE 

AND CLERK REGISTERED LISTS
1. Any request for transfer must be considered and any trans-
fer must be approved by both the longshore Joint Port Labor 
Relations Committee and the Clerks’ Joint Port Labor Rela-
tions Committee.
2. Each Joint Port Labor Relations Committee shall deter-
mine the requirements and qualifications of applicants for 
registration within its jurisdiction. In determining whether an 
applicant for transfer is or is not qualified, the Committee hav-
ing jurisdiction over the list to which transfer is requested shall 
recognize the special qualifications of men who have worked 
in the longshore industry. A longshoreman, by reason of his 
knowledge and experience in the industry, is better qualified to 
be a clerk than an outsider; and a clerk, for the same reason, is 
better qualified to be a longshoreman than an outsider.

3.1 No transfer shall take place to the registered list of 
clerks in any port unless it is determined by the Clerks’ Joint 
Port Labor Relations Committee in that port that men are need-
ed in addition to the existing combined pool of men on the 
Class A and Class B lists.

3.2 No transfer shall take place to the longshore registered 
list in any port unless it is determined by the Longshore Joint 
Labor Relations Committee in that port that men are needed in 
addition to the existing combined pool of men on the Class A 
and Class B longshore registered lists.
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4.1 When the Clerks’ Joint Port Labor Relations Commit-
tee determines that additional personnel is needed on the list of 
registered clerks, fully registered longshoremen seeking trans-
fer and found to be qualified shall be transferred directly to the 
Class A registered clerks’ list. A longshoreman who has not 
had 5 years of full registration (Class A) shall not be accorded 
transfer.

4.2 When the Longshore Joint Port Labor Relations Com-
mittee determines that additional personnel is needed on the 
list of registered longshoremen, fully registered clerks seeking 
transfer and found to be qualified shall be transferred directly 
to Class A registered longshoremen’s list. A clerk who has not 
had 5 years of full registration (Class A) shall not be accorded 
transfer.

5.1 Fully registered longshoremen may be transferred to 
the fully registered clerks’ list not more frequently than quar-
terly.

5.2 Fully registered clerks may be transferred to the fully 
registered longshoremen’s list not more frequently than quar-
terly.

6.1 Prior to any application being considered for registra-
tion as limited registered (Class B) clerk, fully registered long-
shoremen found to be qualified may be transferred to the fully 
registered clerks’ list — up to the number fixed by the Clerks’ 
Joint Port Labor Relations Committee.

6.2 Prior to any applications being considered for regis-
tration as limited registered (Class B) longshoremen, fully 
registered clerks found to be qualified may be transferred to 
the fully registered longshoremen’s’ list — up to the number 
fixed by the Longshore Joint Port Labor Relations Committee.
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7. Any additions to or reduction from any registered list of 
longshoremen or clerks, either Class A or Class B, will be made 
at the port level, but only after clearance by the Joint Coast 
Labor Relations Committee.

8.1 Clerks on the clerks’ Class B list may be advanced to 
the status of fully registered clerks even if qualified longshore-
men are awaiting transfer, but only after clearance by the Joint 
Coast Labor Relations Committee.

8.2 Longshoremen on the longshoremen’s Class B list may 
be advanced to the status of fully registered longshoremen 
even if qualified clerks are awaiting transfer, but only after 
clearance by the Joint Coast Labor Relations Committee.
9. A clerk accepted for transfer on the longshore registered 
list or a longshoreman accepted for transfer on the clerks’ reg-
istered list shall carry with him all his pension, welfare, Pay 
Guarantee Plan, and vacation rights. His place on the Class A 
list to which his is transferred shall be determined by his total 
Class A registered time.
10. A fully registered man seeking transfer shall be trans-
ferred only if he is qualified for the vacancy. Each of the la-
bor relations committees involved in such transfer shall act 
in a nondiscriminatory manner and no clearance for transfer, 
registration, or refusal of transfer shall be based on, or in any 
way affected by rules, regulations, constitutional provisions, 
by-laws or any other aspect or obligation of union policies or 
requirements.
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SuPPlement iii
REGISTRATION AND TRANSFER OF MEN 

FROM LOW WORK OPPORTUNITY PORTS
A. No Lay Offs

There shall be no reduction in registered longshoremen or 
clerks’ work force during the term of the Agreement except 
for normal attrition due to quits, deaths and retirements, and 
deregistration for cause. This does not preclude the parties 
from agreeing upon a reduction in force should unusual cir-
cumstances develop.
B. Promotion of Class B Men

Subject to the ultimate control of the parties at the Coast 
level, local Joint Port Labor Relations Committees may submit 
requests for promotions from Class B to Class A on an orderly 
basis.

TRANSFER OF MEN FROM LOW WORK 
OPPORTUNITY PORTS

A “Low Work Opportunity Port” (LWOP) situation may 
include Class B men in a port, or Class A and Class B men in a 
port, and is described as follows:
1. When the average Class B hours worked in a port are re-
duced to one-half or less of the 32-hour PGP guarantee for 
Class B men for a continuous 6-week period, such situation 
shall constitute a LWOP for Class B men in that port.
2. When the average Class A hours worked in a port are re-
duced to one-half of the 40-hour PGP guarantee for Class A 
men for a continuous 6-week period, such situation shall con-
stitute a LWOP for Class A men in that port. No Class A man 
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LWOP shall exist without a Class B man LWOP in any port 
where Class B men are registered.
3. LWOP status shall be determined by averaging the hours 
worked during any 6 consecutive payroll weeks. Once a port 
has obtained LWOP status it shall automatically remain in that 
status for 26 payroll weeks. At the end of the 26th payroll week, 
a review shall be made of the last 6 payroll weeks of that period 
(the 21st payroll week through the 26th payroll week). If the 
average weekly work hours for those 6 weeks is 16 hours or 
less per week for Class B men or 20 hours or less for Class A 
men in the port, the LWOP status shall continue for a succeed-
ing 26 payroll-week period. If not, the LWOP status shall be 
discontinued. Whenever LWOP status is discontinued, re-en-
try into, subsequent continuance or discontinuance of such 
status shall occur as provided herein.
4. The determination of whether men in Low Work Opportu-
nity Ports are to be offered the opportunity to transfer (includ-
ing the number) to other ports requiring additional manpower 
shall rest with the Joint Coast Labor Relations Committee.
5. Men in Low-Work Opportunity Ports may transfer to other 
ports where greater work opportunity exists, under the follow-
ing conditions:

(a) The selection of men volunteering to transfer shall 
be on a seniority basis. Class A men shall have first 
preference and Class B men shall have second pref-
erence. Seniority within each classification shall also 
prevail.

(b) Transferees cannot be denied transfer by the Joint 
Port Labor Relations Committee of the port requir-
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ing additional manpower without just cause. Any 
dispute under this provision shall be arbitrable.

6. Those who transfer to another port under Section 4 shall be 
given the following considerations by PMA:

(a) Round trip transportation, subsistence and lodging 
for one advance trip only to look for housing in the 
port to which transferred. This trip shall be limited 
to the man to be transferred, his wife, or both and 
transportation reimbursement shall be made on the 
basis of airline coach-class transportation or the low-
est airline fare available at that time, or the current 
mileage rate agreed to in Section 4.6, PCLCD if per-
sonal car is used. Subsistence reimbursement shall 
be as set forth in Section 4.51, PCLCD, and lodging 
reimbursement shall be on the basis of actual cost, 
with receipts to be furnished. This advance trip shall 
not exceed 5 days.

(b) Moving expenses for family and for the family’s per-
sonal belongings and household goods as indicated 
below:
(1) Moving of personal belongings, i.e., household 

goods by a licensed moving company selected 
by the parties. Pacific Maritime Association pay-
ments for shipment of household goods will be 
limited to a maximum of 6,500 pounds of ship-
ment for a married man and his family; single 
longshoremen with no dependents involved 
shall be limited to 2,500 pounds. Insurance shall 
not exceed $2.00 per pound.
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(2) Transportation to the port to which transferred 
and subsistence and lodging for the longshore-
man and his family. Reimbursement for trans-
portation shall be made on the basis of cost of 
airline coach-class transportation or the lowest 
airline fare available at that time, or the current 
mileage rate agreed to in Section 4.6, PCLCD if a 
personal car is used. Subsistence reimbursement 
shall be as set forth in Section 4.51, PCLCD, and 
lodging reimbursement shall be on the basis of 
actual cost, with receipts to be furnished. The 
maximum payment for subsistence and lodging 
while traveling and while in the port to which 
transferred shall not exceed normal time, for 
mode of travel used, plus 3 days. 

(3) Minimum cost required to disconnect and hook 
up appliances. 

(4) Storage of household effects caused by unusual 
circumstances, when approved by the parties. 

(5) All transfers must be completed and transfer re-
location expenses, as described in Supplement 
III, PCLCD, must be submitted no later than 2 
years after acceptance for transfer; claims filed 
thereafter shall be disallowed.

7. Men transferring shall sign an “Agreement to Transfer” 
under the conditions set forth herein. Their registration shall 
become effective in the port to which transferred at the begin-
ning of the payroll week (8:00 a.m. Saturday) following the 
move to the port to which transferred and check-in to dispatch 
hall after approval of the JPLRC.
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8. Once transferred, men shall not be eligible for transfer back 
to their original port or to any other port for 3 years (unless the 
port to which transferred should become a Low Work Oppor-
tunity Port). After 3 years, eligibility to transfer to other ports 
shall be as provided in the PCLCD and PCCCD.
9. The conditions of transfer are limited to those contained 
herein and it is intended that these conditions will be applied 
on a “reasonable” basis. Any dispute as to an underpayment or 
overcharge may be submitted to the Area Arbitration Panel for 
final and binding resolution.
10. Men who transfer from Low Work Opportunity Ports but 
do not move their residence may elect to retain the welfare 
coverage in effect at the port from which they transferred.
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SuPPlement iV
INDUSTRY TRAVEL SYSTEM

1. Area Agreements with respect to traveling of men and 
gangs shall continue in full force and effect. Individuals who 
voluntarily travel or individuals and/or gangs who are ordered 
to travel by the employer within a defined area shall, when 
they work, be paid for such travel under the provisions set forth 
herein.
2. The defined areas are:

Southern California
Individuals who voluntarily travel from Port Hueneme 
to San Diego or vice versa shall, when they work, be 
paid full travel time and subsistence from port to port, 
regardless of the number of casuals dispatched in Los 
Angeles/Long Beach.

Northern California
Columbia River/Oregon Coast
Puget Sound Area/Washington Coast

2.1 Individual Voluntary Travelers.
2.11 In the Southern California, Columbia River/Ore-

gon Coast, and Puget Sound areas, the sequence of dispatch 
for registered Class A and Class B individuals who voluntarily 
travel shall be in sequence of ports on low-to-high “average 
hours” basis. In the Northern California area, the Joint Area 
Labor Relations Committee shall determine the method of 
equalizing dispatch opportunity between ports in Northern 
California.
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2.111 In determining a port’s average hours, home 
port hours, out port hours and travel hours shall be included. 
Steady men hours shall be excluded.

2.112 The average hours shall be calculated quarter-
ly. The most recently available payroll quarter calculation shall 
be used in determining the dispatch sequence of ports within 
an area.

2.12 The sequence of dispatch for registered Class A 
and Class B individuals set forth in Sections 2.11, 2.111 and 
2.112 above may be modified by mutual agreement of the Joint 
Longshore Area Labor Relations Committee.

2.2 Gang Travel.
2.21 Within each of the defined areas set forth in Sec-

tion 2 above, the sequence of dispatch of longshore gangs (any 
gang or unit) ordered to travel by the employer from ports with-
in the defined area to jobs in an employment port shall be on 
the basis of priority orders established by the Employers. In the 
Columbia River/Oregon Coast Area the sequence of dispatch 
of longshore gangs (any gang or unit) shall be from the clos-
est port. The mileage figures used to calculate travel time and 
transportation allowances for both individual and gang travel 
in the Oregon Area shall conform to existing travel schedules.
3. Dispatch halls within a defined area shall communicate 
with ports in their area as to the number and type of job op-
portunities which may be available. Unless there already exist 
local written agreements between the parties, a practical meth-
od of dispatching men, who voluntarily travel to jobs either 
from the employment port dispatch hall or from their home 
port dispatch hall, shall be determined by the parties at the lo-
cal and/or area level subject to grievance procedures. In the 
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Southern California area it is understood that individuals shall 
accept work opportunity in the nearest port when it is available 
to them. The method must provide timely dispatch so as to 
avoid late starts, must provide the Employers with available 
information as to dispatch, and shall be within the following 
guidelines:

3.1 The sequence of employment in the employment port 
shall be:

3.11 Home Port Class A and Class B registered men and 
jointly authorized visitors.

3.12 Gangs/Units or men ordered to travel by the em-
ployer.

3.13 Class A and Class B registered individuals volun-
tarily traveling.

3.14 Unauthorized visitors
3.15 Casuals

3.2 Where local written agreements between the parties 
are not in existence, voluntary travelers shall be required to be 
in the employment port dispatch hall at the time of dispatch.

3.3 Volunteer men dispatched to a job from their port are 
not entitled to wages under any circumstance in which pay-
ment would be denied had they been dispatched from the port 
of employment dispatch hall

3.4 No “job rights” wage claims related to the dispatch or 
employment of registered men from other ports shall be pay-
able to men registered in the employment port.

3.5 No “job rights” wage claims related to the dispatch or 
employment of casuals shall be payable to men either from 
other ports or from the employment port.
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3.51 Any claim related to the dispatch or employment 
of casuals in violation of the sequence of dispatch as outlined 
in this section shall be heard by the Joint Area Labor Relations 
Committee. The Joint Area Labor Relations Committee shall 
establish rules to correct such violations, if confirmed.

3.6 Each port shall be required to fill the Employers’ orders 
as provided in Section 8.5 of the PCLCD.
4. Class A and Class B registered men shall be prohibited 
from voluntarily traveling to or working in other ports when 
(1) there is work for them in their home port, or (2) they are 
ordered to travel in gangs or as individuals.
5. Uniform Coastwise Travel Allowances.

5.1 Uniform “travel time” and “transportation allowanc-
es” shall be paid as set forth below.

5.11 The travel time between any 2 ports shall be deter-
mined by dividing the round-trip mileage between ports by 35 
M.P.H. for the first 70 miles. Travel time beyond 70 miles shall 
be determined by dividing the additional mileage by 55 M.P.H. 
Such travel time shall be calculated to the nearest one-quarter 
hour. Mileage figures to be supplied by the American Automo-
bile Association (AAA), except as provided for in Section 2.21 
for the Oregon Area. Travel time shall be payable at one-half 
the basic straight time hourly rate of pay.

5.12 A mileage allowance for transportation shall be 
payable to each employed traveler. The amount shall be the 
maximum non-taxable mileage rate in accordance with IRS 
standards.
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5.121 Rate changes by IRS will be implemented as 
soon as administratively possible, but no later than 30 days 
from notification.

5.13 Travelers employed on successive days shall be 
paid the “travel time” and “transportation allowances” set 
forth in Sections 5.11 and 5.12 above for the first day and last 
day, and the lesser of travel time and transportation or subsis-
tence and lodging for all other days.

5.131 Gangs/units and individuals dispatched to 
travel, arrive on time and work a shift in a port at least 75 miles 
one way from their home port shall be paid for 1 night’s lodging 
and 3 meals in addition to entitlements due under Section 5.

5.14 Payment of “travel time” and “transportation al-
lowances” shall be paid by the Employers with Pacific Mari-
time Association acting as the distributing agent on behalf of 
those Employers for whom PMA does the payrolling. 

5.15 The payment of travel time and transportation al-
lowances provided for herein will be made on the payday of 
the second week following the week during which such enti-
tlements occurred.

5.16 The uniform coastwise travel allowances provid-
ed in this Section 5 shall supersede all existing local interport 
travel allowances and schedules. (Intraport travel allowances 
and schedules paid for travel within a port or within a local’s 
jurisdiction are not included herein.)
6. Voluntary travelers who are entitled to travel allowances 
shall forfeit payment under the following circumstances:

6.1 There are unfilled jobs in their home port.
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6.2 There are other voluntary travelers employed in their 
home port, or

6.3 There are casuals employed in their home port.
6.4 Forfeiture of payment under Sections 6.1, 6.2 and 6.3 

above shall be applied on a shift basis when the voluntary trav-
elers are recognized by the Joint Labor Relations Committee 
as “day men” or “night men.” For example, voluntary travelers 
who are day men will not forfeit payment when the cause for 
denial occurred on the night shift, or vice versa.

6.5 It is the intent of this Section 6 to prevent abuses of 
the industry travel system by providing proper utilization of 
men available for work in any port. It is intended to require the 
dispatch system of the home port to fulfill its responsibility by 
filling the manpower needs of the home port in the sequence 
provided in Section 3.1.

6.51 Having an awareness and recognizing the priority 
obligation to their home port, it is intended that dispatchers are 
not to dispatch men to other ports and men are not to voluntari-
ly travel to other ports when there is work available to them in 
their home port.

6.52 On the other hand, it is also intended that the pro-
visions of this Section 6 are not to apply when situations occur 
beyond the control of the dispatchers or the men. For example, 
such could occur in a late order/late dispatch situation, an un-
avoidable situation on the part of the dispatch hall, improper 
orders, and emergencies. Such situations shall be called to the 
attention of the PMA Area Office as soon as possible.

6.53 Failure by the JPLRC to reach agreement on any 
grievance arising under this Section 6 within 10 days shall be 
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subject to prompt and final determination by the Area Arbitra-
tion Panel.
7. Visitors unauthorized by the Joint Labor Relations Com-
mittee shall not be entitled to travel pay.
8. The requirement to travel men and the rights of men to trav-
el, as set forth herein, shall not preclude or hinder establishing 
or maintaining an adequate registered work force in any port 
related to the port’s need.
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CAPABLE OF DRIVING LIFTS

ADDENDA
For the convenience of the longshoremen, the em-

ployers and the parties, there are printed herein a num-
ber of the rulings of the Joint Coast Labor Relations 
Committee that are currently in effect. The printing 
herein of any ruling of the Joint Coast Labor Relations 
Committee does not in any way change its effect or 
mean that it is entitled to greater weight than other 
rulings of the Joint Coast Labor Relations Committee. 
Nor does the printing of any ruling in any way limit the 
power of the Joint Coast Labor Relations Committee 
to modify or change it.

SKILLED HOLDMEN — HOLDMEN 
CAPABLE OF DRIVING LIFTS

CLRC No. 11, August 5, 1966 (Item 2(e))
The Employers stated they will not pay the skill differential 

to men until they are capable of driving lifts.
The Union suggested the approach that where it is recog-

nized at the local level that a gang does not have qualified ma-
chine operators therein, then prior to the 2 men receiving the 
differential, holdmen capable of driving lifts will replace them 
in the gang.

It is the dispatchers’ obligation to make up gangs properly, 
and this now includes providing 2 holdmen capable of driving 
lifts. 
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It was further agreed as follows:
1. In gang boss ports, it is the gang bosses’ obligation to 

see to it the basic gang is properly constituted, and the hold-
men capable of driving lifts are to be designated by him, where 
there are steady men in his gang. In making up gangs, it is the 
dispatchers’ responsibility to see that the basic gang is properly 
constituted on dispatch;

2. In all other ports the dispatchers shall dispatch the proper 
holdmen;

3. Should the employer find there are no holdmen capable 
of driving lifts he may— 

(a) Swing in skilled men from the dock who are not on 
the old or disabled preferential list and swing out the 
holdmen who were dispatched as the men capable of 
driving lifts, or

(b) Discharge the gang, or
(c) Call for replacements, or
(d) Suspend the skill differential, and
(e) Process the complaint through the grievance ma-

chinery.
4. The local LRC’s have the discretion of filling these 

skilled hold jobs with either Class A or Class B longshoremen, 
and such men are to be regularly attached to the gang. 
CLRC No. 21, November 3, 1967 (Item 2)

The Committee again discussed the issues in this case and 
agreed that if there are no lift drivers available, meaning if no 
lift drivers are employed by the employer in the dock or termi-
nal area, skilled holdmen may operate the lift on the dock for 
the purpose of bringing or removing gear or other necessary 
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equipment to or from the hatch when no productive work is 
being performed.

IN LIEU OF TIME
CLRC No. 7, May 4, 1961 (Item 3)

In Lieu of Time
The parties have discussed and have reached agreement on 

a general rule covering the assignment of work set forth in 
Section1.6 of the Pacific Coast Longshore Agreement. It was 
further agreed that the adoption of this general rule for assign-
ment of work under Section 1.6 will not be interpreted to sup-
port claims for in lieu of pay for work performed by American 
crews under the status quo understanding.

Subject to the foregoing understanding the parties agree:
(1) Longshoremen shall be assigned to work covered by 

Section 1.6 commencing when the ship is tied up on arrival 
and ending when lines are let go for the ship to leave the dock, 
except for the purpose of shifting within a port. (Shifts between 
ports shall not be included in longshore work assignment.)

(2) Exceptions to (1) above are as follows:
(a) The crew may be used for the complete rigging of the 

jumbo gear. 
(b) The crew may secure gear, lower booms, and swing 

in booms alongside the dock.
(c) Handling ship’s stores. If loads are to be built on the 

dock and ship’s gear is to be used, longshoremen 
shall build the loads and handle gear to land such 
loads on deck. During a shift when no longshoremen 
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are employed the crew may use ship’s gear to bring 
stores aboard.

The agreement to assign the above described work to long-
shoremen shall not result in the payment of in lieu of time to 
longshoremen if such work is performed by crew members 
under the status quo for American ships.

The Committee agreed that the subject of cargo carpentry 
work done in connection with the cargo is still under discussion.
CLRC No. 25, October 30, 1961 (Item 4) In Lieu 
of Time—Interpretation of Paragraph 2(c)

(Reference is made to CLRC Meeting No. 7, May 4, 1961, 
Item 3.)
The agreement reached on “In Lieu of Time” in the meet-

ing of the Joint Coast Labor Relations Committee noted above 
is not to be interpreted so as to support claims for in lieu of 
pay for work normally and properly performed by American 
crews under the status quo understanding or to alter such un-
derstanding. Thus, the agreement to assign work as described 
to longshoremen does not result in payment of in lieu of time 
to longshoremen if such work is performed by crew members 
under the status quo for American ships.

Reference is made to the following paragraph as contained 
in the above noted minutes:

(c) Handling Ship’s Stores. If loads are to be built on the 
dock and ship’s gear is to be used, longshoremen shall build 
the loads and handle gear to land such loads on deck. During a 
shift when no longshoremen are employed the crew may use 
ship’s gear to bring stores aboard.
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The Committee agrees that the crew under the above lan-
guage would not be used during meal hours or between shifts. 
Ship’s stores may be hand-carried aboard by the crew. If no 
longshore gangs are on the ship during a shift, the crew can use 
the gear (includes conveyor or sideport operation) and load 
ship’s stores, including the building of loads.

It was further agreed that:
l. Ship’s stores that have been pre-palletized may be hoist-

ed aboard ship (to be thereafter de-palletized and stowed by 
ship’s crew) by any longshore gang already employed on the 
ship providing such a gang has in its complement winch drivers 
and hatch tender, front men or swingmen to hook on the loads, 
and sufficient holdmen or swingmen as part of the gang on 
board to unhook said loads. A gang may be supplemented to 
reach this complement.

2. Ship’s stores delivered to ship’s side that are to be built 
into loads on the dock and then hoisted aboard ship to be there-
after de-palletized and stowed by ship’s crew can be so built 
and hoisted aboard with a basic gang that is already employed. 
Two of the 4 holdmen will assist the front men in building the 
loads on the dock, and the other 2 holdmen will unhook the 
loads on the deck.

3. If longshoremen are directed by an employer to stow the 
stores in the various appropriate lockers or compartments, the 
basic 4 holdmen gang must be supplemented by not fewer than 
4 swingmen; however, the contractual exception in paragraph 
23 of the October 18, 1960 Memorandum of Agreement shall 
apply, and the gang may or may not be further supplemented 
on the ship or dock, based on the needs of the operation at the 
employer’s option.
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4. Where standing gear is not being used to load stores, 
longshoremen when employed to load stores under these cir-
cumstances shall be employed in such numbers, skilled and 
unskilled, as required for the particular operation.

The parties agreed that in connection with the above un-
derstanding, the matter shall be reviewed by the Joint Coast 
Labor Relations Committee in 90 days or during a subsequent 
wage review.
CLRC No. 6, February 27, 1963 (Item 3) In Lieu 
of Time

(Reference is made to CLRC Meeting No. 7, May 4, 1961, 
Item 3.)
The Employer members of the Committee raised the ques-

tion of a timely notice being served on the employer when the 
Union feels that an “in lieu of” violation has occurred.

The Committee, after discussion, agreed that when the 
Union alleges that the crew is or has been performing long-
shore work on which an “in lieu of” claim will be filed, such no-
tification must be given to the stevedoring company involved 
and/or the Association within 24 hours. On Sundays and hol-
idays the notice must be given on the following business day.

If such notification is not given in such timely fashion the 
claims are to be denied.

Memorandum of Understanding
July 2, 1981

With respect to “in lieu of time” payments made as a result 
of work performed by crew members, the present method of 
payment shall continue except that a 4-hour minimum payment 
shall be applicable, as set forth in Section 1.6 of the PCLCD.



198

IN LIEU OF TIME ADDENDA

Memorandum of Understanding
July 2, 1987

All prior clarifications on ship’s stores are amended as nec-
essary to allow foreign ships’ crews to use noncargo handling 
gear to load stores for 1 hour or less once per shift.

Memorandum of Understanding
July 1, 1990

The Employers shall answer a properly submitted “in lieu of 
time” claim within 30 days of the receipt of the claim.
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JOBS OF SHORT DURATION
CLRC No. 25, October 30, 1961 (Item 1)

Amended in CLRC No. 12, June 23, 1962 (Item 1)
The Coast Committee is aware that it has ruled on many 

disputes on this subject, but desired to define a job of short 
duration so that it would be clearly understood. The Committee 
agreed upon the following definition:

An operation of short duration is one which is comprised of 
the following elements and only when the order is placed for a 
man of short duration:

1. It must be 6 hours or less with no meal.
2. It pertains to the man and not the gang.
3. It pertains to a man in a skilled classification (i.e., winch 

drivers, lift truck operators, bull drivers, etc.).
4. It pertains to a specific shift.
5. It requires a 4-hour minimum guarantee.
6. It allows a skilled man to be shifted to comparable work 

on the original ship or dock.
7. A skilled man may be shifted to comparable work on 

another ship or dock but if this is done, such a man receives an 
8-hour guarantee rather than the 4-hour guarantee.

8. A skilled man of short duration shall be ordered at regular 
dispatch to start the job at any time. This does not preclude 
orders for jobs of short duration during the course of the shift 
where the need could not be foreseen at regular ordering time.

9. A skilled man of short duration must be one supplement-
ing a skilled man of the same skill already on the job on the shift 
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in which the requirement for the extra skill man occurs. Each 
shift stands on its own insofar as employment of short duration 
is concerned.

Example 1. A job of short duration beginning after the 
midshift meal but not completed by the end of that shift may 
be continued on the next immediate shift as day follows night 
or night follows day, with another man employed for a job of 
short duration.

Example 2. A job of short duration during a given shift and 
completed before the end of such shift and with cargo opera-
tions not requiring the man of short duration occurring after his 
release, may be repeated on the next comparable shift and both 
such jobs shall be considered as jobs of short duration.

Example 3. A job of short duration during a given shift and 
completed at the end of such shift and with cargo operations not 
requiring a man of short duration at the beginning of the next 
comparable shift will permit the employment of a man of short 
duration on that next comparable shift.

Example 4. It is not permissible under the Agreement to 
consider as jobs of short duration work which takes a man of 
short duration to the end of one shift and the start of the next 
comparable shift. Employment on such a basis will require 
payment of 8-hour guarantees on both such shifts.

PICKET LINE LANGUAGE
CLRC No. 1, January 29, 1954

Manpower Utilization and Picket Lines: There was a gen-
eral discussion of language pertaining to this subject, wherein 
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the Union stated that they did not expect longshoremen to get 
paid for observing picket lines, but on the other hand, did not 
want longshoremen necessarily ordered day after day.

It was agreed that the following language which was ini-
tialed by the parties, will be the guide to settle any claims in the 
future and, likewise, wipe out the meaning of past arbitration 
awards on the subject. 

Manpower Utilization and Picket Lines:
A local shall, through its president or its secretary, notify 

PMA in writing of intention to respect a specific picket line. 
Delivery of such written notice shall relieve the dispatching 
hall of obligation to furnish men or gangs to the picketed oper-
ation until a decision under the grievance machinery is issued 
ordering the start or continuance of work.

Men or gangs ordered prior to or within 2 hours of such writ-
ten notice to PMA shall report to work without benefit of cov-
erage of minimum report time as provided in the Agreement.

Men or gangs ordered later than 2 hours following such re-
ceipt but prior to the issuance of a determination by the parties 
through grievance machinery shall, if they accept the order and 
report, be covered by the minimum provisions of the Agree-
ment, provided, however, that failure of the employer to place 
orders following such receipt shall not constitute any waiver 
of the employer’s position nor an acceptance of the union’s 
position, pending decision as hereinafter provided.

Following the establishment of any picket line about the 
premises of an employer affecting the work of employees cov-
ered by ILWU-PMA Agreements, either party may require a 
meeting of the Joint Labor Relations Committee of the port 
affected (or an Area Committee or the Coast Committee, if 
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such is agreed to be appropriate) and such meetings shall be 
held immediately.

The Committee shall promptly examine the facts and issue 
its written decision as to whether the picket line is legitimate 
and bona fide under the Agreement. Should a Committee fail 
to reach such a decision, then either party may refer the matter 
to the industry Area Arbitrator, assigned on a random basis, for 
prompt interim decision.

Excepting as provided in this Document, men or gangs who 
leave or refuse to start or continue any work because of a picket 
line shall be paid for their actual working time only, includ-
ing travel time and transportation costs as prescribed by local 
working or dispatching rules.

In order to minimize any further delay to an operation which 
has been picketed, the local dispatching hall shall make every 
effort to furnish men or gangs in accordance with employer 
orders immediately after the picket line is lifted, or as soon 
thereafter as possible.

SCHEDULING OF MEETINGS
Letter of Understanding dated July 1, 1984

With regard to the revision of Sections 12.31 and 12.311 in 
the 1984 negotiations:

“The Union pointed out the above understanding could 
present a problem in ports where three 8 hour shift operations 
occur under the local agreements. In such situations the start 
of an 8 hour shift could overlap the time period of a scheduled 
meeting.
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“The parties agreed that if the three 8-hour shifts present a 
problem, it would have to be accommodated so that all mem-
bers of a local are given the opportunity to attend their sched-
uled meeting.”

GUARANTEES, SKILLED RATES FOR ALL 
LONGSHOREMEN AND CLERKS

Memorandum of Understanding, July 16, 1996
Employees shall be paid at the appropriate shift and skill 

rates of pay in accordance with Sections 2 and 4, PCL&CA, 
and the provisions herein. Individual side agreements, includ-
ing paid hours in excess of the PCL&CA, as defined by Area 
Arbitration No. SC-29-94, between individual employees or 
local Union officials and individual member companies shall 
be considered a Contract violation. Employer(s) found guilty 
of violating this provision shall be denied manpower at that ter-
minal where the violation occurred. First offense — 24 hours 
loss of manpower; second offense — 48 hours loss of man-
power. Any disagreements involving guilt or assessment of a 
penalty shall be subject to the Contract grievance machinery.

STEADY SKILLED MEN
CLRC No. 14, October 11, 1966 (Item 1)

The Employers inquired as to what the Union had in mind 
in implementing the “Steady Skilled Man” provision of the 
new Agreement.
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There was considerable discussion following which the 
Employers stated they would discuss this matter further and be 
prepared to talk about it again in the afternoon session.

The Employers stated they reviewed the matters discussed 
at the morning session and feel the following proposal will 
meet the needs of both parties:

1. A guarantee to skilled men regardless of category at 
a minimum of 173 hours per month at the 25¢¹ differential 
shall be paid to steady employees. Such guarantee shall be 
paid irrespective of how long an individual is retained during 
any month as a steady skilled man; provided, however, that 
should such steady skilled man be released for cause during 
any month, the guarantee shall be prorated over the period such 
employee was retained as a steady man; steady men who have 
been laid off shall be offered first opportunity to return to their 
previous Employer in reverse order of layoff, for a period of 45 
days from the date they were originally laid off.

2. Should a steady man be upgraded, he will receive the 
applicable higher skill differential for the balance of the shift 
regardless of the period of time of utilization on the equipment 
carrying the higher differential;

3. All hours worked (including dead time hours under the 
8-hour guarantee) by such steady man will count against his 
guarantee;

4. Travel time will not be a part of the guarantee;
5. The guarantee is not a limitation of the employers’ right 

to work such steady men over and above such guarantee; i.e., 
the guarantee represents a minimum payment for the privilege 
of obtaining steady skilled men;
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6. It is not intended to allow an employer to hire steady 
skilled men so that he may then order longshoremen to make 
up a basic gang, thus avoiding using a basic gang from the hall;

7. Where a skilled man is required for a job of short dura-
tion the employer may use his steady skilled men.

The Union members of the Committee agree in principle 
with the above proposal and as a result thereof, it was agreed 
that with the above as the basis for the employment of steady 
skilled men, the employers may begin discussing such em-
ployment with the men and employing steady men. It was fur-
ther agreed the Crane provisions of Section 14 on steady men 
are retained.

SAN FRANCISCO STEADY SKILLED MEN
A. In addition to the exceptions set forth in Section 9.432, 
steady skilled men cannot be assigned to operate the following:

Payloaders – On ship and on dock
Bulldozers – On ship and on dock
Tractors/Hustlers – Ondock except Ro-Ro operations
Forklifts (30,000 lbs. Capacity or less) – On dock opera-

tions except Ro-Ro and container operations
NOTE: It is understood that the local understanding as to the use of steady 

Utility Drivers remains in effect.
B. Men who are released by their steady employer for any 
reason, other than discharge for cause, shall be released on 
the basis of inverse job seniority unless the application of in-
verse seniority will not provide the employer with sufficient 
employees qualified to operate the employer’s mechanical or 
powered equipment. Any 9.43 steady employee released on 
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the basis of inverse seniority is subject to recall rights for a 
period of 45 days following layoff. If a man believes he is be-
ing released improperly, he may make such claim and have it 
resolved through the grievance machinery.
C. The employer shall provide to the union a notice of a steady 
employment position for posting in the joint longshore dis-
patch hall. The notice shall be posted for ten (10) days prior to 
selection and employment of the steady employee.

Amended July 15, 1999, Memorandum of Understanding 
as follows:

For San Francisco steady skilled men, the provisions of 
CLRC Meeting No. 14-66, Item 1, Paragraph (1.) are modified 
as follows:

The day and night monthly (four week) pay guarantee shall 
be 180 hours (45 hours per week) at the proper (first or second) 
shift straight-time crane rate.

All hours worked or paid shall be paid at the proper skill 
rate, shift rate, and prevailing over-time or straight-time rate. 
On each day worked, only the standard shift hours (8 hours on 
the first and second shifts, 5 hours on the third shift) shall be 
counted against the weekly or monthly guarantee.

The payment of guarantee hours in excess of those required 
by the PCLCD, the payment of “bonus” hours in addition to 
work hours, and other similar pay practices are prohibited.

In exchange for receiving the monthly (four week) guaran-
tee, steady skilled men may not work more than two shifts out 
of the hall in any payroll week.

A tenth hour shall be paid to all drivers, steady and hall, 
when operating 9.43-rated equipment. Early starts or late fin-
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ishes shall be paid in one-hour increments as provided in Sec-
tion 14.521.

SAN FRANCISCO BAY AREA CRANE 
BOARD

A Crane Board shall be established in the San Francisco Bay 
Area Longshore Dispatch Hall. (Memorandum of Under-
standing, dated November 23, 2002)

SAN FRANCISCO UTILITY MAN/LIFT 
DRIVERS

The concept of a Utility Man/Lift Driver, which was first 
established by the CLRC in 1962, is also included in the San 
Francisco Miscellaneous Dockworkers Agreement.

With respect to the San Francisco local agreement only, the 
following understandings are reached:

1) The utility man/lift driver concept, contained in the lo-
cal agreement, does not allow for daily employment.

2) Arbitration Award NC-35-86 is vacated. Utility man/
lift drivers shall not be used as signal men in Transtainer oper-
ations.

3) Weekly/monthly utility man/lift drivers will not be or-
dered by name or number. 

4) Utility man/lift drivers may operate Skill I and Skill II 
equipment on non-vessel operations only. Should Local 10 fail 
to fill Skill III jobs (top picks, reachstackers and side picks 
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only) at the conclusion of regular dispatch, utility man/lift 
drivers may be directed to operate Skill III equipment for the 
terminal that was otherwise shorted only. 

5) The number of utility man/lift drivers employed is re-
stricted to one per berth, as defined by the port authority. As an 
example, an employer operating a terminal with three berths 
could employ three utility man/lift drivers. 

6) Any arbitration decision or LRC agreement not in con-
flict with the above items shall remain in effect.
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SAN FRANCISCO LOCAL10 DAY AND 
NIGHT DOCK PREFERENCE

The purpose of this understanding is to develop job oppor-
tunities for old or disabled longshoremen in Local 10. The in-
tent of the parties is that jobs suitable for Dock Preference work 
will be identified as such when ordered by the Employers, and 
that longshoremen on the Dock Preference Board will be given 
first preference for this work. Second preference for these jobs 
will be given to longshoremen in the Gang Dock Preference 
category and to longshoremen meeting the provisions of Sec-
tion 3.133 and its subsections. Consistent with this expressed 
intent, the parties agree to the following:
A. The Employers will properly order all jobs by name (Pin 
Man, Bus Driver, etc.) and type (e.g., ship or dock).
B. The parties note the following jobs are presently assigned 
and will continue to be assigned to“Dock Preference”:

• Hook-on jobs
• Sweeper jobs
• Stickman jobs
• Gang Relief jobs
• Excess Clerk’s jobs
• Dock Driving on lift-on/liftoff jobs.

In addition to the foregoing, the following additional jobs 
will be assigned as “Dock Preference”:

• Pin Man jobs (when ordered as such)
• Pin Man jobs on wheeled container operations (1 job per 

crane, which will be ordered as such)
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• Bus jobs (which shall be ordered as such)
• 10% of all auto drive on/off jobs (which shall be desig-

nated as “drive only”)
• Other work as appropriate and agreed to by the parties 

(such jobs would include moving autos from storage to 
the staging area, lift truck and semi-tractor jobs for those 
having the skill and physical capability, etc.).

C. Concurrent with the Employers’ obligation to order jobs in 
the foregoing manner, the parties recognize the obligation of 
longshoremen in Dock Preference and Gang Dock Preference 
categories to make themselves available for and to accept this 
work. To this end, the following will apply to the Board:
1. Special Provisions for PGP Eligibility

– All longshoremen in the Dock Preference and Gang Dock 
Preference categories who have lost PGP eligibility due to lack 
of work shall be made eligible for PGP in the following man-
ner:

– Longshoremen on the Dock Preference Board will sign 
in to establish availability until the end of the first full payroll 
quarter following ratification.

– At the end of the first quarter following ratification, el-
igibility will continue to be granted if the longshoreman has 
worked 50% of the hours in the unskilled category as defined 
in Section 20.5332.

  At the end of the second and third consecutive quarters 
following ratification, the eligibility shall be also based on the 
50% test which shall be applied to the cumulative full payroll 
quarters since ratification.

 – At the end of the fourth consecutive quarter following rat-
ification, the full provisions of Section 20 apply.
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2. Physical Examination Requirement
–Longshoremen in the Dock Preference and Gang Dock Pref-
erence categories will be required to take a physical examina-
tion immediately after ratification of the Contract and at least 
annually thereafter from a neutral doctor selected by the parties. 
The neutral doctor will assess the physical condition of these 
longshoremen and determine their ability to perform regular 
longshore or dock preference work. The findings of the neutral 
doctor will be subject to the procedures outlined in SFJPLRC 
#68-84, October 1, 1984, and Award No. NC 17-85. Dock pref-
erence longshoremen under the age of 55 who are found to be 
physically capable of performing longshore work shall be re-
moved from the preference category.
An exception to the physical examination requirement will 

be made for longshoremen who completed physicals as agreed 
to in SFJPLRC #68-84, October 1, 1984, and were found by 
the neutral doctor to have a permanent, stationary condition. 
In this case, the neutral doctor will review documentation from 
that joint physical, and may either confirm the findings or con-
duct another physical examination at his sole discretion.

–The annual physical examination requirement shall be waived 
for longshoremen whose physical condition is determined to be 
permanent and stationary by the initial physical examination. 
Where the neutral doctor establishes that the physical condi-
tion giving entitlement to the preference category is temporary, 
he shall establish the duration of the temporary period, not to 
exceed 1 year. At the end of this period, Dock Preference long-
shoremen shall be obliged to retake the physical examination or 
they shall be removed from the list.

D. Except for the special PGP eligibility provisions in Item 
C.1. of this understanding, the existing provisions of Section 
20 will apply.
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E. Conformance to this understanding will be reviewed by the 
CLRC quarterly.
F. The parties agree the foregoing understandings will be sub-
ject to Section 17 of the Agreement.

SEATTLE EQUALIZATION OF WORK 
OPPORTUNITY FOR CRANE OPERATORS
Except as modified by the following, all Agreement provi-

sions, CLRC clarifications/interpretations, and related arbitra-
tion decisions and agreements (local and Coast) pertaining to 
crane operators shall remain in effect.

Equalization. In order to achieve equalization of work op-
portunity in a port between steady crane operators and the com-
parable group of hall crane operators as hereinafter defined, the 
following provisions shall be applicable.
1. The maximum hours per calendar month that steady crane 
operators can be worked while in the steady employ of their 
employer shall be 176 hours, subject to the following:

(a) Application of the maximum work hours limitation to 
individual steady crane operators shall not preclude their com-
pletion of any shift started under the limit.

(b) Application of the maximum work hours limitation to 
individual steady crane operators shall not include the first ex-
tended shift hours for shifting/sailing a vessel in each payroll 
week.

(c) Steady crane operators shall have all crane hours 
worked for their steady employer on a dispatch from the dis-
patching hall count against the monthly maximum hours lim-
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itation. Before or after reaching the monthly maximum hours 
limitation, steady crane operators will be permitted to accept 
a dispatch from the dispatching hall to any employer. Steady 
crane operators shall be dispatched under the dispatch rules of 
the port on a 1-day only basis.
2. On the first of each calendar month the maximum hours per 
calendar month that steady crane operators can be worked by 
their employer shall be subject to adjustment as follows:

(a) A comparative review of the average number of hours 
worked by steady crane operators and the average number of 
hours worked by hall crane operators shall be made covering the 
combined, most recent, thirteen payroll weeks’ record available 
closest to the fifteenth of the preceding calendar month.

(b) Excluded from the comparative review shall be all 
steady crane operators (and their hours) who were not em-
ployed during the full period as steady men. Excluded from 
the review shall be all hall crane operators (and their hours) 
who were not available 65 or more days during the full period.

(c) Day and night hours of the steady crane operators shall 
be combined and day and night hours of the hall crane opera-
tors shall be combined.

(d) For purposes of comparison, the review of work hours 
for the steady crane operators shall include all hours except 
hours related to travel time, paid holidays, vacations, or train-
ing. For purpose of comparison, the review of work hours for 
the hall crane operators shall include all hours except hours 
related to travel time, paid holidays, PGP payments, vacations, 
training or joint LRC employment.

(e) In relation to the steady crane operators currently being 
employed, the following hall skilled categories shall be used 
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for the comparative review: Hall Deck/Crane Board—exclud-
ing those men who are not crane operators, and including all 
crane operators in regular gangs, who meet the qualifications 
of Item 2(b).
3. If in any monthly comparative review, as provided in 2(a) 
through (e) above, the average number of work hours of the to-
tal group of steady crane operators or the total group of the hall 
crane operators exceeds the other by 5% or more, either party at 
the local level may then propose that an immediate adjustment 
be made in the maximum monthly work hours in the port that 
steady crane operators are permitted to work.
4. If the local parties cannot agree as to the maximum monthly 
work hour limitation for steady crane operators by the 25th of 
the preceding calendar month, such disagreement may be sub-
mitted to the Area Arbitration Panel for final determination. 
The Area Arbitration Panel must make their award by the first 
of the month and their award must be restricted to setting the 
maximum work hour limitation for steady crane operators for 
that month.
5. In establishing the maximum hours per calendar month that 
steady crane operators can be worked, the local parties and the 
Area Arbitration Panel are governed by the following:

(a) The maximum monthly work limitation for steady 
crane operators cannot be reduced below 156 hours.

(b) No adjusted maximum work limitation for steady 
crane operators can alter the application of 1(a), (b), and (c).
6. Nothing herein shall prevent the local parties at the LRC level 
from mutually agreeing upon any other method of equalization; 
if the local parties disagree such matter is not arbitrable.
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7. In the acceptance of assignments from dispatching halls, 
steady crane operators shall be limited to working no more than 
a total of 6 work shifts in any calendar month.

NOTE: Nothing in the foregoing shall dilute or negate the 
contractual right of Employers to employ 9.43 or crane oper-
ators without limit as to numbers.

LOS ANGELES/LONG BEACH CRANE 
OPERATORS

A. Training
1. Additional Training:
The Employers shall, during the 6-year period commencing 

July 1, 2002, provide crane operator training to additional indi-
viduals from the registered work force under existing selection 
and training procedures, as provided by this document.

2. Ongoing Training:
Provide ongoing training so that the total number of trained 

and qualified crane operators in the port shall be the number of 
trained and qualified crane operators as of July 1, 2002, plus 
the training commitment referred to in the preceding para-
graph. (The total number of trained and qualified crane opera-
tors on July 1, 2002 shall be the combined number of (1) steady 
crane operators, (2) those on the dispatch hall primary list and 
(3) those on the dispatch hall secondary list.) It is recognized 
that training cannot be provided for each vacancy as it occurs.

The number of longshoremen trained shall be equal to the 
number of individuals advanced from the secondary to prima-
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ry hall crane list each payroll quarter. (Reference No. 5(a) Hall 
Crane Board)

Additional crane training can be instituted by mutual agree-
ment, with a minimum of 100 crane operators trained during 
the term of the PCLCD. Disagreements concerning the number 
of operators to be trained in excess of the minimum may be 
processed through the Contract grievance machinery.

3. Mobile Crane Training:
Effective July 1, 1987 PMA shall discontinue providing 

“mobile crane” training to Los Angeles/Long Beach crane op-
erators. 

Effective July 1, 1987 future trainees shall not be required 
to have a Class 1 Driver’s License.

Effective July 1, 1987 future hall dispatch of “mobile crane” 
jobs shall be restricted to those individuals who have complet-
ed “mobile crane” training by the PMA Training Department. 
If in the future it becomes necessary to provide additional “mo-
bile crane” training, selection shall first be from those crane 
operators who have not received “mobile crane” training from 
the PMA Training Department.

4. Selection of Trainees:
Trainees shall be selected by the Joint Labor Relations Com-

mittee on the basis of industry seniority and in accordance with 
guidelines developed by the JPLRC as provided in Section 9.2 
and as legally required. However, trainees shall be required 
to pass a physical examination. After training, men are to be 
certified and placed on the secondary list of certified crane op-
erators. Any subsequent transfer of men from the secondary 
list to the primary list of certified crane operators shall be as 
determined by the JPLRC in order to meet the crane operator 
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needs of the port and provide sufficient work opportunity to 
the primary list.

5. Hall Crane Board:
(a) In determining transfers to the primary crane list, the 

Joint Port Labor Relations Committee shall review the aver-
age of all crane hours worked by the hall crane board (primary 
list) operators who are available (checked in or working off the 
crane board) the first 2 weeks of the 13week averaging period. 
The Joint Port Labor Relations Committee shall only transfer 
secondary list operators to the primary list when a minimum of 
200 hours of crane work opportunity per Hall Crane Operator 
(per month) is available to the primary Hall Crane Board. Joint 
dispatch hall and PMA allocations records shall be used to con-
firm the number of crane jobs available in the hall.

(b) Day and night hours of the hall crane operators shall be 
combined in determining the hall average.

(c) All hall crane board jobs shall continue to be flop jobs, 
except on bulk jobs at the Metro bulk facility, Long Beach.
B. Selection Of Steady Crane Operators

Future selection of steady crane operators shall be made in 
the following sequence:

(1) the jointly certified primary crane operators’ list;
(2) the jointly certified secondary crane operators’ list.
Selection shall be made in accordance with the posting and 

application procedure required by the Bates settlement.
An applicant(s) from the primary list (1 above) must be ac-

cepted before an applicant(s) can be accepted from the second-
ary list (2 above).

Any applicant in accordance with the above sequence 
who is deemed by the employer to be unsatisfactory and who 
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files a grievance must be given a review by the JPLRC and 
the grievance resolved prior to steady employment being of-
fered. The applicant must file a grievance within 48 hours of 
the employer’s notice to the Union of its selection or inability 
to fill a steady crane operator position. The JPLRC must meet 
within 48 hours of receipt of the grievance to review the com-
plaint, and any disagreement must be promptly referred to the 
Area Arbitration Panel who shall render a decision within 10 
days. Any grievance by an individual applicant concerning the 
selection process must be submitted in accordance with the 
above procedure or it will be deemed untimely.

The maximum hours limitation for an individual employer 
will not be waived under Section D(2) pending the Area Arbi-
tration Panel’s decision in the above procedure.

If during the term of the Agreement the employers should 
be unable to obtain satisfactory applicants for steady crane op-
erators’ positions from the primary, or secondary crane list, 
the Joint Port LRC shall immediately convene to resolve this 
issue. If there is failure to resolve this issue within 10 days, the 
issue shall be referred to the Joint Coast Labor Relations Com-
mittee which shall, within 5 days, provide for a procedure for 
the employer to select applicants from Class A longshoremen 
other than those on the primary and secondary list. 
C. Hall Crane Board Equalization Review

Equalization:
The crane hours of the certified Class A crane driver checked 

in on the primary board the first 2 weeks of the 13-week period 
will be divided into the total crane hours that are dispatched 
through the dispatch hall. This review will be used to see what 
impact this new formula is having on equalization of hours.
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D. Steady Crane Operators—Maximum Hours 
Limitation

Maximum Hours Limitation:
1. The maximum shifts per four PMA payroll weeks that 

steady crane operators can be worked while in the steady em-
ploy of their employer shall be 20 shifts, subject to the follow-
ing:

(a) A calendar of 13 four consecutive payroll week periods 
for each 52-weeks will be published by PMA for calculating 
the maximum shift limitation.

(b) Guarantee. Steady crane operators shall be paid a 
maximum guarantee based upon 13 periods of four consecu-
tive payroll weeks in each Contract year as follows:

Weekly $1,665 (4 weeks = $6,660)
Daily  $ _333

The guarantee for work on the first, second, or third shifts 
shall be $333 per shift. The monthly guarantee of $6,660 shall 
be payable only if the sum of the four weeks worked and guar-
anteed is less than $6,660.

Steady hammerhead crane operators who work 3 shifts per 
week shall be paid their 3 work shifts plus 2 guarantee shifts; 
those who work 4 shifts per week shall be paid their 4 work 
shifts plus 2 guarantee shifts; those who work 5 shifts per week 
shall be paid their 5 work shifts plus 2 guarantee shifts.

(c) Payment for Shifts Worked. The rate of pay for shifts 
worked shall be at the proper contract rate for time worked 
or $333, whichever is greater. Pay for work shall be counted 
towards the monthly guarantee.
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2. The maximum shift limitation for an employer’s steady 
crane operators shall be waived during any payroll month in 
which that employer is unable to fill steady crane operator 
positions posted in accordance with LRC Meeting No. 116-
80, Item 10, and in accordance with the selection procedure 
in Section B.

3. An employer who pays hours in excess of the maximum 
shift limitation established in Item 1 to a steady crane operator 
shall be required to return that crane operator to the dispatch 
hall for the next payroll month.

(a) For purposes of this section, the maximum hours for 
the steady crane operators shall include all hours except hours 
related to travel time, paid holidays, vacations, payroll adjust-
ments, training, or work out of the dispatch hall.

4. Nothing in the foregoing shall dilute or negate the con-
tractual right of Employers to employ 9.43 or crane operators 
without limit as to numbers.

5. Nothing herein shall prevent the local parties at the LRC 
level from mutually agreeing upon any other method of equal-
ization; if the local parties disagree such matter is not arbitrable.

LOS ANGELES/LONG BEACH CONTAINER 
YARD (CY) EQUIPMENT BOARD

A Container Yard (CY) Equipment Board for the dispatch 
of all tophandlers, sidepick, portpacker and reachstacker op-
erators shall be established in the Los Angeles/Long Beach 
Longshore Dispatch Hall and in any other major port where 
jointly agreed.  Any tophandler/sidehandler job that is unfilled 
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by persons on the CY Equipment Board shall be filled by any 
other Class “A” or Class “B” longshore worker who is PIT-cer-
tified in that piece of equipment.  Any CLRC crane designation 
of tophandlers and reachstackers in Los Angeles/Long Beach 
is hereby rescinded. (Memorandum of Understanding, dated 
November 23, 2002)

LOS ANGELES/LONG BEACH UTR 
DRIVERS

A. Utilization
Provide that steadily employed Utility Truck Drivers (UTR’s) 
can be utilized on all dock operations as required by the Em-
ployer.
B. Semitractor Dispatch Board
A “Semitractor Dispatch Board” or Boards shall be established 
by the JPLRC upon the basis of the following proposal.
Semitractor Dispatch Board

Based upon the common acknowledgment that trained 
skilled operators are essential to overall efficient longshore 
operations, the parties agree to the establishment of a Class A 
Semitractor Dispatch Board.

The creation of the Class A Semitractor Dispatch Board is 
to assure the dispatch of longshoremen who have been trained 
to efficiently operate the semitractors which are essential to 
container operations in the port.

The Semitractor Dispatch Board shall be created with dis-
patch priority to be given to those on the Boards as follows:
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1. First priority shall be given to Class A longshoremen with 
over 5 years’ experience, who volunteer to be on the Board.

2. Second priority shall be given to Class A longshoremen 
with less than 5 years’ experience, who have completed the 
ILWU-PMA Semitractor Training Program.

3. The next-in-line dispatch sequence for jobs not filled by 
the Class A Semitractor Board shall be under the principle of 
low-man-first to be dispatched on the Jitney Board and then the 
Low Board dispatch sequence.

4. The fourth priority shall be given to Class B longshore-
men who have completed the ILWU-PMA Semitractor Train-
ing Program.

With respect to those Class A longshoremen in 2 above, it is 
understood that time on the Semitractor Dispatch Board shall 
count toward meeting the “5 years in the hold” requirement 
(subject to the necessary waiver being granted by the Joint 
Coast Labor Relations Committee).

The Joint LLRC shall, in accordance with Section 9.4, pro-
vide for the appropriate number of Class A longshoremen (in 2 
above) on the Semitractor Dispatch Board from longshoremen 
elevated to Class A status after July 1, 1987. Any disagreement 
shall be submitted to the Area Arbitration Panel for resolution.

Jobs dispatched from the Semitractor Dispatch Boards and 
semitractor jobs from the Class B Board must be accepted or a 
flop shall be given.

The next-in-line dispatch sequence for jobs not filled by the 
above dispatch sequence shall then go to the next recognized 
procedure in the Port of Los Angeles/Long Beach. Semitractor 
jobs shall be dispatched at least one-half hour prior to the nor-
mal shift starting time.
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C. Monthly Employment
1. UTR’s shall, at the Employers’ option, be employed on a 

monthly basis. These operators can be used against all vessels’ 
operations as required by the Employer.

2. Monthly employees shall be guaranteed monthly a min-
imum/maximum of 195 hours of work or pay at the applicable 
shift UTR rate of pay.

3. These UTR operators shall report to the job one-half 
hour prior to the start of the shift for work other than actual 
handling or moving of cargo. The phrase “other than actual 
handling or moving of cargo” is intended to permit the prepa-
ration of equipment including chassis for movement to or from 
the vessel so long as there is no actual movement of cargo di-
rectly to or from the vessel.

4. Employers who elect to employ UTR operators on a 
monthly basis for both day and/or night operations may order 
up to 50% of the average daily number of UTR operators used 
against their operations during the previous payroll quarter as 
recorded by the Joint Dispatch Hall and PMA Allocations. New 
Employers or new container terminals may employ monthly 
UTR operators after a payroll quarter of operation, based on 
the foregoing formula.

5. All ship operations with monthly UTR operators shall 
start on time should the Dispatch Hall on any given day or days 
be unable to fill the remainder of UTR operators from the Hall 
at the start of any shift.

6. Monthly UTR operators shall work against vessels as 
directed, on all UTR rated equipment, providing full flexibility 
as required by the Employer. Such flexibility shall include all 
work before vessel’s arrival and after vessel’s departure on that 
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shift. (This means cargo preparation for that vessel or dock 
storage of discharged cargo from that vessel.)

7. Full flexibility includes the use of monthly UTR opera-
tors for utilization between the vessel/CY and container move-
ments to or from Container Rail Transfer Yards. Other UTR 
dock work remains as per past practice (i.e., container move-
ment from vessel to CY, vessel to Rail Container Transfer Yard, 
CY to Rail Container Transfer Yard and vice versa).

8. First preference for monthly UTR work shall be given 
to those individuals checked in on the Dispatch Hall C/L/UTR 
Board; second preference - Secondary UTR Board; third - low 
boards; fourth - B Board. Dispatch shall be based on “low man 
out” (lowest sign-in hours dispatched first). Individuals will 
have a timely check-in procedure for the 30-day dispatch.

9. Monthly UTR’s will be responsible for arranging their 
own relief in accordance with Section 2.3 and subsections of 
the PCLCD. This allows the Dispatch Hall to dispatch relief 
UTR jobs on the low-man-out principle.

10. Four days prior to the end of each month, Employers 
will notify the Dispatch Hall of their requirement of monthly 
UTR operators for the subsequent month. The number of such 
jobs shall be posted by the joint Dispatchers in the Dispatch 
Hall 3 days prior to the end of the month. On the first day of 
each month, the dispatch of monthly UTR operators shall oc-
cur at a time so as to guarantee arrival of all monthly UTR 
operators to their Employer one-half hour prior to the start of 
the shift.

11. This procedure for the employment and use of monthly 
UTR operators shall be effective September 1, 1990.
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12. The JPLRC shall, after September 1, 1991, review the 
foregoing conditions and consider expanding the utilization 
of monthly UTR operators by mutual agreement. Any such 
JPLRC agreement shall be subject to CLRC approval.

13. Practices as of July 1, 1990 with respect to the employ-
ment and the utilization of operators from the UTR category 
shall remain unchanged.

14. For efficiency of dispatch, monthly employees may be 
dispatched individually or as units. The dispatching method 
shall in no way affect the Employers flexibility in utilizing 
UTR’s as provided for in this document.

DISPATCH HALL COSTS
Effective January 1, 1997, the PMA agrees to be obligat-

ed to pay 65% of all 1996 base year Dispatch Hall expenses 
and the Union agrees that each local will be obligated to pay 
35% of all 1996 base year Dispatch Hall expenses. For the 
purpose of these obligations, the 1996 base year expenses of 
the Dispatch Halls shall be the January 1, 1996, to December 
31, 1996, equally shared expenses which appear on the audited 
financial statements. Whenever, due to reduction in dispatch 
hall costs or increase in the PCL&CA holiday cost, the average 
cost of a holiday exceeds 15% of the 1996 base year expens-
es, the Union’s 35% share shall be reduced by a proportionate 
amount allocated to the local dispatch halls administratively 
by the JCLRC. All additional jointly agreed to expenses above 
the base year expenses shall be shared equally between PMA 
and the Local Union. The formula for sharing extraordinary 
capital improvements shall be subject to mutual agreement of 
the parties.
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(Notwithstanding the fact that PMA’s contribution towards 
Dispatch Hall costs is by virtue of this Agreement greater than 
the contribution of the ILWU, nothing herein contained or oth-
erwise shall in any way change or modify the basic principle 
and understanding of the parties as expressed in this Agree-
ment that the Dispatch Halls shall continue in the future, as 
they have in the past, to be maintained and operated jointly and 
equally by the ILWU and the PMA.)

Amended by July 15, 1999, Memorandum of Understand-
ing to incorporate the following:
A. The Washington Area, Oregon/Columbia River Area, 
Southern California Area, and Northern California Area shall 
have seven-day allocations, orders, and dispatch.  In ports 
where there is presently no Sunday allocations, the dispatcher 
shall be compensated accordingly.
B. Upon completion of Item A, Dispatch Hall Costs Adden-
da, PCLCD and PCCCD, shall be amended to provide that 
PMA shall be obligated to pay 85% instead of 65%, and the 
Union shall be obligated to pay 15% instead of 35% of the 1998 
base year dispatch hall expenses, and the minimum Dispatch 
Skill Rate shall be 10% of the Basic Longshore Rate of pay. 

EMPLOYER CONTRIBUTION TO 
LONGSHORE AND CLERKS’ 401(k) FUND

The Employers agree to contribute to a fund each year of this 
Agreement an amount sufficient to provide to the 401(k) ac-
count of each registered longshoreman and marine clerk a con-
tribution of $1.00 per hour. The payment shall be for hours paid 
by PMA Member Companies for work at PCL&CA longshore 
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and marine clerk and PCWB&FA walking boss occupation 
codes in the previous contract year up to a maximum of 2000 
hours to those who have established a pension qualifying year.

The contribution will be made to each account as soon as 
practicable following the end of each Contract year.
This is subject to the limitations imposed by Sections 401(a), 
(k) and (m) of the Internal Revenue Code and any other appli-
cable IRS and ERISA regulations.

PMA LETTER TO MEMBERS

July 1, 1981
To: Members

SUPERINTENDENTS
During the course of the ILWU/PMA 1981 negotiations, 

the Union complained that Superintendents employed by ste-
vedoring companies and steamship companies have been vi-
olating the ILWU/PMA Pacific Coast Longshore and Clerks 
Agreement by performing work which is contractually defined 
as jurisdiction belonging to longshoremen and clerks.

We have an obligation under our contracts to refrain from 
such violations by our Superintendents or other management 
personnel.

Very truly yours,

Edmund J. Flynn
President
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LETTER OF UNDERSTANDING
Contractual Obligations

Mr. McKenna:
During the course of the 2008 PCL&CA negotiations, the Par-

ties discussed the contractual obligations of PMA member com-
panies and steamship carrier lines, stevedores, marine terminal 
operators and maintenance companies that do business in West 
Coast ports. The Parties agree that PMA member companies shall 
not engage in subterfuge through their affiliated companies to 
avoid their contractual obligations under the PCL&CA or the IL-
WU-PMA Benefit Plans. The term “affiliated companies” means 
carriers, stevedores, marine terminal operators or maintenance 
companies that are part of a group of trades or businesses under 
common control with a PMA member company.

It was further agreed that the Union shall be promptly notified 
of all PMA membership changes within five (5) days of the date 
PMA is notified of such change(s), and that the Trustees of the 
ILWU-PMA Pension Plan shall develop and implement policies 
and procedures to monitor compliance with the Plan’s withdrawal 
liability rules.

Sincerely,
Robert McEllrath
International President

Understanding confirmed:
/s/ James C. McKenna Dated:  07/28/08
James C. McKenna
President & CEO
Pacific Maritime Association
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LETTER OF UNDERSTANDING
Strike, Lockout, and Work Stoppage 

Accelerated Grievance Procedure
Mr. McKenna:

During the course of the 2008 PCL&CA negotiations, the Par-
ties discussed the intent of the new Sections 17.2611 and 17.631 
and agreed that the provisions do not apply to picket lines, health 
and safety, and onerous work disputes.
Sincerely,
/s/ Robert McEllrath
International President

Understanding confirmed:
/s/ James C. McKenna
President & CEO
Pacific Maritime Association
Dated: 07/28/08

LETTER OF UNDERSTANDING
Clarifications and Exceptions to 

ILWU Maintenance and Repair Jurisdiction
Mr. McKenna:

During the course of the 2008 PCL&CA negotiations, the Par-
ties discussed the assignment of maintenance and repair work to 
the ILWU coastwise bargaining unit to offset the introduction 
of new technologies and robotics that will necessarily displace/
erode traditional longshore work and workers. The scope of 
ILWU work shall include the pre-commission installation per 
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each Employer’s past practice (e.g., OCR, GPS, MODAT, and 
related equipment, etc., excluding operating system, servers, 
and terminal infrastructure, etc.), post-commission installation, 
reinstallation, removal, maintenance and repair, and associated 
cleaning of all present and forthcoming technological equipment 
related to the operation of stevedore cargo handling equipment 
and its electronics in all West Coast ports except for those, and 
only those, specific marine terminal facilities listed as “red-cir-
cled” below:

OAKLAND
SSAT Berths 60-63 Red Circle

Horizon Berths 20-22 Red Circle Horizon off dock trucking op-
erations and associated equipment

OICT Berths 57-59 Red Circle
Ben Nutter/Evergreen 
Berths 35-38

Red Circle

SSA OICT Berths 55-56 Red Circle with the exception of cranes, 
transtainers, dry containers, reefers, and 
chassis

SSAT/Richmond Red Circle

LONG BEACH
LB 243-247 / LB 266-270 SSA Pier J Red Circle
LB 88-94 SSAT Pier A Red Circle
LB 60-62 SSAT Pier C Red Circle
LB 227-236 ITS Pier J/G Red Circle

LB 132-140 Pier T Hanjin/TTI Red Circle with the exception 
of cranes, transtainers, reefers, 
dry containers, and chassis

LB 205-207 SSA Pier F Red Circle
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LOS ANGELES
LA APL/EMS Berths 302-305 Red Circle reefer, minor chassis 

service repair, and roadability in 
CY

LA Berths 226-236 Evergreen Red Circle with the exception of 
cranes, transtainers, reefers, dry 
containers, and chassis

LA Berths 121-131 Yang Ming Red Circle with the exception of 
cranes

LA SSA Outer Harbor 54-55 Red Circle
LA Berth 100 WBCT/China 
Shipping

Red Circle with the exception of 
cranes

TACOMA
Husky Terminal/ITS Red Circle

TOTE Red Circle with the exception of 
minor trailer repair, federal trailer 
licensing, and rolox box repair

APM Terminal Red Circle hammerhead cranes only

OCT/Yang Ming/Terminal 7 
Berth D

Red Circle with the exception of 
chassis, reefers, and dry containers

Horizon Facility Red Circle

SEATTLE
SSA Terminal 18 Red Circle

SSAT Terminal 25 and 30 Red Circle

Terminal 46 Hanjin/TTI Red Circle with the exception of 
cranes, transtainers, chassis, dry con-
tainers, and reefers

Pier 66/CTA Red Circle
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The “red-circled” list shall replace the 1978 past practice ex-
ception with respect to Sections 1.7, 1.71, 1.72, and 1.73 of the 
PCLCD.

The Parties further agree that all carriers and vessel opera-
tors may use any of the “red-circled” facilities, as they see fit, 
without affecting the status of these facilities as an exception to 
ILWU maintenance and repair jurisdiction. It shall be a subter-
fuge for a carrier to utilize a “red circled” terminal to perform 
maintenance and repair work on its equipment unless the work 
is associated with a vessel calling that facility. Modifications and 
reconstruction of any “red-circled” facility, including changes in 
the boundary lines that do not change the fundamental identity 
of the “red-circled” facility, shall not change its exception status.

The Parties agree that a terminal operator that is the owner or 
lessee of a “red-circled” facility and that has a direct collective 
bargaining relationship with another union as of July 1, 2008, 
may vacate a “red-circled” facility and then relocate its opera-
tions to another facility within the same port (other than newly 
constructed terminals subject to ILWU jurisdiction under Section 
1.731) and retain its incumbent non-ILWU mechanic workforce, 
provided the relocation maintains a continuity of operations, per-
sonnel, and equipment.

The Parties also agree that, notwithstanding the above para-
graph, the anticipated relocation, due to eminent domain, of the 
Tacoma TOTE facility to another location within the Port of 
Tacoma area shall not displace or disturb the recognized work-
force at the prior facility, unless otherwise determined by the 
Employer.

With respect to Section 1.75, the Parties agreed that the ex-
ception would only apply to “full red-circled” facilities.

The Parties left for future resolution under Section 17 the ques-
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tion concerning how Section 1 provisions, as amended, apply in 
situations when stevedore cargo handling equipment (See Section 
1.7 and sub-sections), at a marine terminal is moved off the marine 
terminal by the terminal operator or by a signatory carrier.

Sincerely,
/s/ Robert McEllrath
International President
Understanding confirmed:
/s/ James C. McKenna, President & CEO
Pacific Maritime Association
Dated: 07/28/08 (As modified, by the Letter of Understanding, 
Updated Red Circle Facilities, July 1, 2014)

LETTER OF UNDERSTANDING
Maintenance and Repair 

– Warranty Definition
Dear Mr. McEllrath:

During the course of the 2008 ILWU-PMA Contract negotia-
tions, the Parties discussed the M&R warranty provisions in the 
applicable port supplements and agreed to the following war-
ranty language (See Section 1.81 and Letter of Understanding 
– Clarification and Exceptions to ILWU Maintenance and Repair 
Jurisdiction):

Work may be performed on dock by vendors under bona fide 
original written manufacturers’ warranty on new purchased 
or leased equipment. Length of such warranties shall not 
exceed industry standards of the manufacturer or three (3) 
years, whichever is less. Past practice exceptions (e.g., man-
ufacturer design problems, major structural repairs, major 
painting, and items recalled by the manufacturer) may con-
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tinue. Additional service contracts not covered by the original 
warranty shall not be construed as being bona fide original 
manufacturers’ warranties. Copies of said warranties shall be 
furnished to the Union upon request.
While under vendor warranty, no agency other than vendor 
and/or manufacturer or their designated agency shall be used 
to repair said piece of equipment.
There shall be no gimmicking by the parties related to manu-
facturers’ warranties.
Employers shall familiarize member(s) of the ILWU mechanic 
work force on new equipment under warranty and system up-
dates. Familiarization shall include the operation and repair 
of new equipment under warranty and system updates. 
When an original equipment manufacturer is offering a pro-
gram for an authorized service centers’ certification, the 
Employers shall participate in these certification programs 
using ILWU represented mechanics. In the event an original 
equipment manufacturer does not provide authorized manu-
facturer certifications, when requested, the Employer shall 
provide the ILWU a letter stating the specific reasons why 
they were not accepted.

Sincerely,
/s/ James C. McKenna
President and CEO
Understanding confirmed:
/s/ Robert McEllrath, President
International Longshore and Warehouse Union
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LETTER OF UNDERSTANDING
New Terminal Facilities

Dear Mr. McEllrath:
During the course of the 2008 PCL&CA negotiations, the Par-

ties had extensive discussion about future industry growth. The Em-
ployers sought assurance that the Parties will be able, in advance, to 
resolve disputes connected to the opening of new terminal facilities. 
The Union restated its support of the investment and construction 
of new terminal facilities and development of technologies.

This Letter of Understanding commits both parties to proac-
tively discuss intended new terminal facilities, pursuant to the 
provisions of Section 15 of the PCLCD to avoid and/or resolve 
disputes.

The Parties further agree that steady and hall registered ILWU 
mechanics shall be entitled, at such mechanics’ request, for in-
terport transfer to new mechanic positions for the opening of 
new marine terminals. Notice of steady mechanic positions shall 
be posted in all longshore dispatch halls coastwise at least sixty 
(60) days in advance. Upon acceptance of the hiring employer, 
interport transfer shall be subject to approval of the involved 
JPLRC’s in accordance with the established transfer provisions 
of Supplement I of the PCL&CA.
Sincerely,
/s/ James C. McKenna
President and CEO
Understanding confirmed:
/s/ Robert McEllrath, President
International Longshore and Warehouse Union
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LETTER OF UNDERSTANDING
M&R Work “Contract Stevedores” 

and Bulk Facilities

Mr. McKenna:
During the course of the 2008 PCL&CA negotiations, the Par-

ties discussed and agreed that Section 1.7, 1.7 1, 1.72, 1.73, and 
1.731 shall cover work performed by PMA member companies 
functioning as “contract stevedores” and PMA member compa-
nies operating bulk facilities. “Contract stevedore” is a company 
performing stevedore work with its own or leased equipment at 
non-CY terminals where it is not the owner or the lessee.

It was agreed that such companies are entitled to waiver of 
Section 1.7 and associated subsections in keeping with an Em-
ployer’s past practice in a port where such work was performed 
by non-longshore employees of said employer or by said em-
ployer’s subcontractor pursuant to a past practice that was fol-
lowed as of July 1, 1978.

With respect to bulk facilities, the exception shall apply only 
to existing facilities.
Sincerely,
/s/ Robert McEllrath
International President

Understanding confirmed:
/s/ James C. McKenna
President & CEO
Pacific Maritime Association
Dated: 07/28/08
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LETTER OF UNDERSTANDING
California Crane Operations

Dear Mr. McEllrath:
During the course of 2008 Contract negotiations, the Parties 

discussed the utilization of an additional swingman under each 
crane against container operations in the Ports of Los Angeles and 
Long Beach, as well as the utilization of a dock signal person in the 
Ports of Oakland/San Francisco against each crane on container 
operations. Furthermore, during the discussions, the Parties rec-
ognized the potential of new technologies and robotics that may 
necessarily displace the swingmen in LA/LB and the dock signal 
person in Oakland/San Francisco.

The Employers agreed to order an additional swingman (total-
ing four) against each crane on container vessel operations in LA/
LB and a dock signal person against each crane on container vessel 
operations in Oakland/San Francisco.

Sincerely,
/s/ James C. McKenna
President and CEO
Understanding confirmed:
/s/ Robert McEllrath, President
International Longshore and Warehouse Union
Dated: 07/28/08
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LETTER OF UNDERSTANDING
San Francisco Bay Area (Local 10) 

Container Crane Manning
July 1, 2014

Mr. Robert McEllrath, International President
International Longshore and Warehouse Union
1188 Franklin Street, 4th Floor
San Francisco, CA 94109

Mr. McEllrath:

The Parties agree that in addition to a signal man, three dock 
men per crane shall be ordered on all container vessel operations 
in the San Francisco Bay Area. One of the three dockmen shall 
be ordered from the Dock Preference Board. No additional relief 
is required. The dockmen may perform any and all work in ac-
cordance with the Agreement. The Parties recognized the poten-
tial of new technologies that may displace the basic complement 
of men under the hook.

Sincerely,

/s/ James C. McKenna
James C. McKenna
President and CEO

Understanding confirmed:
/s/ Robert McEllrath
Robert McEllrath
International Longshore and Warehouse Union
Dated:   03/03/15
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LETTER OF UNDERSTANDING
Chassis

July 1, 2014

Mr. Robert McEllrath, International President
International Longshore and Warehouse Union
1188 Franklin Street, 4th Floor
San Francisco, CA 94109

Mr. McEllrath,
During the course of 2014 ILWU-PMA Contract negotia-

tions, the Parties discussed the maintenance and repair of chas-
sis (PCLCD Section 1.7 [chassis], Section 1.81, and the Letter 
of Understanding – Clarifications and Exceptions to ILWU 
Maintenance and Repair Jurisdiction).

The Employers agree that at all PCL&CA facilities in the 
Ports of LA/LB, Oakland, Seattle, Tacoma, and Portland in-
spections of chassis shall be performed (Section 1.81 “red-cir-
cled” as to chassis excluded).  All chassis, except for those 
chassis owned by an independent truck driver (owner/opera-
tor) or owned by an independent (i.e., non PMA affiliated, see 
Section 1.74 of the PCLCD) trucking company and identified 
and proven as such, shall go through a roadability inspection 
as identified in this letter.  The inspection of a chassis shall 
include the following items: 

1. Lights – Operational; not missing or broken
2. Reflectors and conspicuity – Intact
3. FHWA sticker – Valid; not expired 
4. Mud Flap – Not missing or loose
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5. Brake system – Visual check for proper brake operation; 
no missing; broken; cracked; contaminated; worn or loose 
components; no audible air leaks

6. Landing Legs – Intact; no missing or loose components
7. Connecting Devices – Intact
8. Tires and wheels – Tires: visual check for good order; no 

flats; worn; flat spotted or cuts to cord; Wheels: visual 
check for no sign of cracks; bent; loose or missing compo-
nents

*Drivers are not to exit their trucks and mechanics are not to go 
under a chassis during the inspection.

Chassis that pass roadability may exit the facility.  If any of 
the eight inspection items fail, the chassis must be repaired or 
replaced by longshore mechanics as required and necessary 
for continued use, subject to the following exception: chassis 
leased long term and requiring maintenance by an independent 
truck driver or an independent (i.e., non PMA affiliated, see 
Section 1.74 of the PCLCD) trucking company and identified 
and proven as such, may have repairs performed by mechanics 
represented by the ILWU or the container shall be removed and 
the chassis will be permitted to exit the facility.  This exception 
does not apply to any shared/pooled chassis.

The Employer shall determine the location where the chas-
sis inspection occurs and, when necessary, repairs are to be 
performed. The Employer can maintain records on inspected 
chassis by any means (electronic or otherwise) in accordance 
with the PCL&CA.

It is agreed that neither Party shall engage in gimmicks rel-
ative to this LOU and shall observe the terms contained herein 
as required by PCLCD Section 18.
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Sincerely,
/s/ James C. McKenna
James C. McKenna
President and CEO

Understanding confirmed:
/s/ Robert McEllrath
Robert McEllrath
International Longshore and Warehouse Union
Dated:    03/03/15

LETTER OF UNDERSTANDING
M&R Training

July 1, 2014

Mr. James C. McKenna, President and CEO
Pacific Maritime Association
555 Market Street, 3rd Floor
San Francisco, CA 94105

Mr. McKenna:

During the course of the 2014 Contract negotiations, the 
Parties recognized the need for M&R Training. It was ac-
knowledged that the M&R training provisions contained with-
in the 2008 Memorandum of Understanding (MOU) dated July 
28, 2008, were not fully implemented.

The Parties, therefore, agreed that the terms and conditions 
of the M&R 2008 MOU are reconfirmed and the training 
programs shall be implemented during the term of the 2014 
PCL&CA.
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Sincerely,
/s/ Robert McEllrath
Robert McEllrath
International President

Understanding confirmed:
/s/ James C. McKenna
James C. McKenna
President & CEO
Pacific Maritime Association
Dated:   03/03/15

 
LETTER OF UNDERSTANDING

Container Freight Station (CFS) Supplement 
July 1, 2014

Mr. Robert McEllrath, International President
International Longshore and Warehouse Union
1188 Franklin Street, 4th Floor
San Francisco, CA 94109

Mr. McEllrath:
During the course of the 2014 PCL&CA negotiations, the 

Parties discussed the Container Freight Station (CFS) Supple-
ment. The Parties agreed that pursuant to Section 1.5 of the CFS 
Supplement when work associated with stuffing and unstuffing 
of containers is performed on the dock, as defined by Section 
1.92, PCLCD, and Section 1.72, PCCCD, all such work shall 
be assigned to longshore workers and marine clerks under the 
PCL&CA or the CFS Supplement. The exceptions contained 
in Section 1.541 of the CFS Supplement do not provide for 
non-bargaining unit workers to perform such work on the dock. 
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The above does not preclude the use of emergency/hazardous 
material response teams in accordance with past practice.  
Sincerely,
/s/ James C. McKenna
James C. McKenna
President and CEO
Understanding confirmed:
/s/ Robert McEllrath
Robert McEllrath
International Longshore and Warehouse Union
Dated:  03/03/15

LETTER OF UNDERSTANDING
Picket Lines

July 1, 2014

Mr. Robert McEllrath, International President
International Longshore and Warehouse Union
1188 Franklin Street, 4th Floor
San Francisco, CA 94109

Mr. McEllrath,

During the course of 2014 ILWU-PMA Contract negotia-
tions, the Parties discussed CLRC No. 1, January 29, 1954, 
and agreed that prior to the establishment of any picket line by 
an ILWU affiliate about the premises of an employer affect-
ing the work of employees covered by the PCL&CA, either 
party may require a meeting of the Joint Port Labor Relations 
Committee of the port affected (or an Area Committee or the 
Coast Committee, if such is agreed to be appropriate) and such 
meeting shall be held immediately (within 24 hours). Without 
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such meeting, a picket line by an ILWU affiliate shall not be 
considered a legitimate and bona fide picket line.

Sincerely,
/s/ James C. McKenna
James C. McKenna
President and CEO

Understanding confirmed:
/s/ Robert McEllrath 
Robert McEllrath
International Longshore and Warehouse Union
Dated:  03/03/15

LETTER OF UNDERSTANDING
Tool Voucher Program

July 1, 2014

Mr. Robert McEllrath, International President
International Longshore and Warehouse Union
1188 Franklin Street, 4th Floor
San Francisco, CA 94109

Mr. McEllrath:

During the course of ILWU-PMA Contract negotations, the 
Parties agreed to the following regarding the disbursement of 
Tool Vouchers to ILWU represented mechanics.

• PMA will pay up to $1,000 per year for the purchase of 
tools over and above the required tools for employees 
dispatched out of the Joint Longshore Dispatch Hall and 
for each steadily employed mechanic. Eligible employees 
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may utilize voucher certificates for the purchase of tools 
from the approved catalogs. 

• PMA will act as the sole administrator of the tool voucher 
program. 

• PMA will contract with jointly-approved vendors to act 
as the tool distributors for the program. The local parties 
shall meet as needed to review the vendors and catalogs. 

Employees who have worked a minimum of 1,300 hours 
during the “contract year” (per the PCL&CA) in occupation 
codes 0245 (Journeyman Mechanic) and/or 0247 (Leadsmen 
Mechanic) (or any future changes in occupational job code 
numbers for Journeyman Mechanic and Lead Mechanic for 
occupational job codes 0245 and 0247 respectively) shall be 
eligible to receive tool voucher certificates. Employees who 
worked a minimum of 1,300 hours in occupation codes 0245 
and/or 0247 shall receive $650 in voucher certificates as well 
as a $0.50 (fifty-cent) voucher credit for every hour worked in 
occupation codes 0245 and/or 0247 in excess of 1,300 hours 
in occupation codes 0245 and/or 0247 up to a maximum of 
2,000 hours for a maximum of $1,000. For the purpose of de-
termining eligibility for this program, five hours worked on 
the regular third shift shall be equal to eight hours worked. For 
example, 813 to 1,250 hours of actual third shift time worked 
equates to 1,300 to 2,000 of first or second shift actual hours 
worked. 

Continuous absence due to work-related injury for which 
a steady longshore mechanic received Worker’s Compensa-
tion is considered qualifying time. Temporary absence due to a 
compensable temporary partial disability because of industrial 
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illness or injury shall also be considered qualifying time for 
steady employees.

Administration

• The JPLRC will approve all vendors and catalogs from 
which eligible mechanics may choose to purchase tools.

• Pacific Maritime Association will run a report to deter-
mine employees that are eligible for the certificate upon 
conclusion of the fiscal year. 

• PMA will distribute voucher certificates to eligible em-
ployees in $100 increments or any fraction thereof to a 
maximum of ten total certificates. The vouchers will be 
recognized by all of the designated tool vendors.

• Eligible employees may present the certificate to a partici-
pating vendor toward the total amount of the tool purchase 
(tool price plus taxes).  If the purchase exceeds the value 
of the certificate, the employee buyer is responsible for 
the additional costs. There is no payroll deduction asso-
ciated with this program. If the purchase price (tool price 
plus taxes) is less than the value of the certificate, the em-
ployee will receive a vendor credit for the unused amount.  
The credit for the unused amount may only be redeemed 
with the vendor who accepted the original certificate. If 
the employee fails to use the certificate by June 30th of the 
fiscal year in which it was issued, the certificate (and/or 
any unused credit with a participating vendor) will expire.

• Tool voucher certificates are non-transferrable. Any 
longshore worker participating in selling, trading, or 
transferring tool voucher certificates is subject to the fol-
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lowing penalties:  Minimum penalty, 30 days off all work.  
Maximum penalty, discretionary. 

• The tool voucher shall be distributed to eligible regis-
trants in July. 

• With the exception of Local 8 and Local 29, any provision 
of a local maintenance port supplement which conflicts 
and/or provides for a different method of reimbursement 
for tools shall be replaced with the above tool voucher 
program.

Sincerely,
/s/ James C. McKenna
James C. McKenna
President and CEO

Understanding confirmed:
 /s/ Robert McEllrath  
Robert McEllrath
International Longshore and Warehouse Union
Dated: 03/03/15
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LETTER OF UNDERSTANDING
Northern California Supplement IV Travel

July 1, 2014

Mr. Robert McEllrath, International President
International Longshore and Warehouse Union
1188 Franklin Street, 4th Floor
San Francisco, CA 94109

Mr. McEllrath:

Northern California longshoremen who voluntarily travel 
within their defined area and accept dispatch to marine clerk 
work will be paid in accordance with Supplement IV of the 
PCLCD.

Sincerely,
/s/ James C. McKenna
James C. McKenna
President and CEO

Understanding confirmed:
    /s/ Robert McEllrath
Robert McEllrath
International Longshore and Warehouse Union
Dated: 03/03/15
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2002 Contract Period 

 

Wall Street Journal: “Treading Water: U.S. Ports Are 

Losing The Battle to Keep Up With Overseas Trade” 

July 9, 2001 

--- 

Work Rules in Los Angeles Make It Hard to Alleviate Costly Cargo Bottlenecks 
--- 

Singapore's High-Tech Cranes 
 

By Daniel Machalaba 
 
SINGAPORE -- Benson Koh, a crane driver at this busy seaport, is moving more cargo than ever these 
days, without breaking a sweat. 
 
Using a joystick and video monitors, Mr. Koh, who works at the Pasir Panjang ship terminal, can shuffle 
the huge cargo containers stacked in the terminal's yard as easily as if they were building blocks. 
Computers help him make sure that each container gets onto the right truck at the right time. Mr. Koh 
rarely has to leave his air-conditioned control room. 
 
Half a world away, at the sprawling Global Gateway South terminal in the port of Los Angeles, each of 
the terminal's cranes has a crew of four: two drivers, who take turns at the controls, plus a clerk to 
coordinate their tasks and a signalman, who acts as the driver's eyes and ears. Some work still is done 
manually. To tell his crew which container to load onto a waiting truck, for example, clerk Gary 
Butterbaugh writes the container number on the truck's bed in bright yellow chalk. 
 
The contrast between the two operations shows why U.S. ports, which handled more than $400 billion 
of containerized cargo last year, up from $250 billion a decade ago, are losing the battle to keep up with 
the brisk growth in world trade. During the past decade, many ship terminals in Europe and Asia have 
invested in new technologies to speed trucks through their gates and move cargo to and from ships 
faster and more cheaply. But most major U.S. ports, hobbled partly by rigid union-labor rules, have 
continued to operate much as they did in the '70s and '80s. The resulting dockside traffic jam, industry 
experts say, costs the U.S. economy more than $1 billion annually. 
 
The International Longshore and Warehouse Union, which represents the U.S.'s West Coast 
dockworkers, bristles at the idea that its work rules are an impediment to progress. "We're not a 
hindrance," says James Spinosa, international president of the San Francisco-based union. "We're 
moving more containers this year than last year, and we're proud workers." The real culprit, the union 
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says, is the heavy truck traffic at U.S. ports, which makes logistics more complicated than at foreign 
terminals, where barges and other vessels ferry much of the cargo to and from dockside. 
 
Indeed, at Global Gateway South in Los Angeles, which is run by the APL Ltd. unit of Singapore-based 
Neptune Orient Lines, truck backups are the most visible evidence of waterfront congestion. Truck 
drivers say they frequently spend hours in the four long lines of traffic waiting to get inside the 
terminal's gates. The crush is particularly severe from July to late November, when companies are 
shipping large volumes of goods to the U.S. ahead of the Christmas season. 
 
"The sailing schedules and the ships are pretty reliable," says Charlie Woo, chief executive of Megatoys 
Inc., a Los Angeles toy importer. "The wild card is getting merchandise out of the harbor." 
 
Global Gateway South is the largest terminal at the ports of Los Angeles and Long Beach, Calif., which 
together handle about a third of the U.S.'s containerized cargo, mostly consumer goods, such as 
electronics, apparel and toys, arriving from Asia. By packing many such items into a single container that 
can be placed aboard ships and unloaded at their destinations, shipping lines and their clients save much 
of the money they once spent to have those items loaded and unloaded individually. But in recent years, 
worsening bottlenecks in the ports' container yards have eroded some of those savings. 
 
With the volume of U.S. trade with Asia expected to double in the next 10 years, U.S. exporters and 
importers say they could face more delays, higher costs and poorer service unless American ports can 
improve their productivity. "The warning signs are there," says Rich Gabrielson, a senior manager of 
import transportation at Target Corp., the Minneapolis-based retailer. "If we don't begin to address 
them now, we'll have gridlock." 
 
Some port operators fear that their customers might eventually find it more cost-effective to shift U.S.-
bound cargo to docks in Mexico, Canada or the Caribbean and transport it the rest of the way by truck, 
rail or feeder ships. "I can't move my wharf," says Richard Steinke, the Long Beach port administrator. 
"But ships can go anywhere." 
 
For years, U.S. terminals had so much surplus land that few worried about running out of space. They 
could afford to store row upon row of containers, each mounted on a chassis, or wheeled frame, to 
make it more convenient for trucks to retrieve them. But as the volume of container traffic has soared 
and the supply of undeveloped harborside property has dwindled, many U.S. dockyards look increasingly 
like vast container parking lots. 
 
Nowadays, locating a specific container among the thousands on Global Gateway South's 300 acres can 
be like finding a needle in a haystack. To locate cargo, the terminal uses a small fleet of pickup trucks 
equipped with transponder readers and satellite positioning devices. If that doesn't work, employees 
sometimes have to hunt for it on foot. 
 
To battle sprawl, some ports are buying new cranes that allow them to stack containers three or four 
high. But the International Longshore and Warehouse Union has resisted stacking them any higher, 
citing safety concerns. And many older docks lack the structural strength to support the weight of taller 
stacks of containers. That's inspired many U.S. terminal operators to look abroad for new ideas. 
 
In doing so, they have been particularly dazzled by Asian ports' ability to handle enormous volumes of 
cargo, often from very compact facilities. In Asia, ports typically stack containers without their wheels to 
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make better use of their limited space. That's partly why the port of Hong Kong, where land is scarce, 
can handle three or four times as many containers per acre as the U.S.'s West Coast ports. 
 
Hong Kong's bustling Kwai Chung terminal area, for example, makes the most of its 540 acres by 
stacking cargo containers six or seven high. To store freight more compactly, Richmond, Va.-based CSX 
Corp. has built a 14-story container depot over its Kwai Chung terminal. The 43-acre CSX terminal has 
just one ship berth, but it moves 1.2 million container units a year -- more than the entire port of 
Baltimore. 
 
Unlike the U.S., where shipping companies typically run terminals limited to their own ships, many Asian 
and European terminals serve multiple shipping lines. That allows them to make maximum use of their 
capacity. The U.S. system is "like running an airport, and each airline has its own runway," says John 
Meredith, group president for Hong Kong's Hutchinson Port Holdings. 
 
In Singapore, where dock unions and management have a more conciliatory relationship than in the 
U.S., the port's crown jewel is the Pasir Panjang terminal. There, rows of massive concrete columns rise 
nine stories in the air, supporting a network of 44 overhead cranes. 
 
At Pasir Panjang, computerized machinery does most of the work of lifting, moving and lowering 
containers. Operators such as Mr. Koh, who makes the equivalent of about $18,400 a year -- or less than 
a fifth the typical income of a port of Los Angeles crane driver -- are involved only for several seconds at 
the beginning and end of each move. "All they have to do are the takeoffs and the landings," says 
Vincent Lim, the port's deputy president of container terminals. "The rest is autopilot." 
 
In Europe, the Dutch port of Rotterdam uses robotic cranes to pluck cargo containers from unmanned 
vehicles guided by sensors in the pavement. The technology has cut container-terminal employment in 
half, to about 30 workers per shift. And like many foreign ports, Rotterdam, which is built on a network 
of canals, escapes much of the truck traffic that clogs U.S. ports by loading container ships from smaller 
vessels. 
 
The new high-tech systems don't come cheap. Singapore, for example, spent $1 billion to build Pasir 
Panjang, including more than $200 million for its overhead crane system, which allows each operator to 
control as many as five or six cranes. 
 
Of course, even efficient ports have their problems. Because there still isn't enough room at its docks, 
Hong Kong unloads and loads some ships in the middle of its busy harbor, using cranes anchored aboard 
barges; not only is that dangerous work, but containers sometimes slip into the harbor's deep waters 
and are lost. Nor does high technology always adapt smoothly to dockside conditions. In the early 
1990s, when Rotterdam first tested its automated cargo-moving vehicles, their guidance systems often 
stopped working when seagulls sat in front of the vehicles. 
 
Even so, efficient Asian ports can unload and reload a large container ship in about 40 hours, compared 
with 76 hours in southern California, say officials at Maersk Sealand, part of Danish shipping line A.P. 
Moller. In Asia, within two or three minutes after a ship is secured to its berth, "they're taking cargo on 
and discharging cargo," says Tom Murphy, third engineer of the container vessel Glasgow Maersk, 
during a stop in Hong Kong. "In the States, I've seen it take 10 minutes to an hour." 
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Shipping executives blame that disparity on work rules perpetuated by the powerful ILWU. One 
example: The union insists that its clerks enter cargo information into a computer manually, even 
though optical scanners and other technology could do the task more efficiently. 
 
"It's always been our job to start and finish a transaction, and we were just trying to preserve jobs," says 
John Kunich, a clerk at Global Gateway South. 
 
The ILWU's Mr. Spinosa says the union went along with efficiencies and job losses when containerization 
was introduced on the West Coast in the 1960s. Now, technology threatens to take away still more 
ILWU jobs at the port as well as allow terminal operators to shift some jobs away from the docks to 
nonunion locations. And, he says, the union can't predict how many jobs might be affected because U.S. 
terminal operators haven't agreed on a common standard for automated cargo-handling systems. 
 
Terminal operators dismiss that argument as a union stalling tactic. But there's a lot at stake for the 
ILWU, whose members are among the country's most highly compensated union workers. The ILWU 
keeps a tight hold on the labor supply at its ports, at times punctuating its demands with work 
slowdowns and stoppages. 
 
ILWU members can earn $100,000 a year for jobs that don't require a high-school diploma. Clerks and 
foremen earn considerably more. Many of those workers are dispatched to their jobs each day by joint 
management-union hiring halls. Terminal managers say that practice sometimes results in workers 
arriving late or unfamiliar with their assigned terminals. The union says the dispatch system ensures its 
members equal access to jobs and that their punctuality is improving. 
 
Some skilled dockworkers enjoy almost free-agent status, with shipping lines competing for their 
services by offering pay guarantees, abbreviated work schedules and other side deals. For example, 
Global Gateway South guarantees pay to ILWU member Joe Radisich for 20 days a month, even though 
it usually needs him only three days a week. On his days off, Mr. Radisich, who operates one of the 
terminal's giant ship-to-shore cranes, can go to the local hiring hall to pick up extra work. The 38-year-
old says he made a total of $130,000 last year. 
 
The Pacific Maritime Association, which represents West Coast terminal operators, is hoping to make 
sweeping changes in dockside labor practices. PMA President Joseph Miniace has promised to 
guarantee "work opportunities" to the union's 10,000 currently registered dockworkers if the ILWU 
gives him a free hand to employ new technology. So far, the union hasn't taken him up on his offer. 
 
Labor problems are far from the only ones facing U.S. ports. Some East Coast ports are too shallow for 
the largest modern container ships. And one highway bridge over a Long Beach ship channel is 20 feet 
too low for those vessels to reach some docks. 
 
Politics can be a factor, too. At the port of New York and New Jersey plans to reconfigure terminals and 
deepen ship channels were put on hold for more than a year, starting in 1999, after New York Gov. 
George Pataki and then-New Jersey Gov. Christine Todd Whitman feuded over how to spend local 
bridge and tunnel tolls. The work is now under way and most of it is expected to be complete by 2005. 
 
Lately, U.S. port operators have been trying to reduce delays by keeping their truck gates open longer 
hours; they also plan to set up appointment systems for truck drivers, who now show up at random 
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intervals. And to relieve overcrowding, the port of New York and New Jersey is proposing to barge cargo 
containers to nearby satellite ports -- such as Albany, N.Y., and New Haven, Conn. 
 
In Charleston, S.C., where residents have blocked plans to build a new 800-acre terminal, the port, 
whose facilities are operated by the South Carolina State Ports Authority, rather than by private 
companies, is considering using automated container-handling systems to make better use of its existing 
space. It still has to persuade the International Longshoremen's Association, which represents 
dockworkers there and elsewhere on the East Coast, to go along. 

  



8 
 

 

Los Angeles Times: “A Huge Ripple Effect, Dockworkers' 

strike would hurt the economy.” 

September 13, 2002 
Los Angeles Times – Op-Ed 

 
By Jack Kyser, chief economist of the Los Angeles County  Economic Development Corp. 

  
 
   Dockworkers and their shipping employers are locked in high-stakes contract  negotiations over the 
future of West Coast ports. Hanging in the balance are an  increasingly fragile U.S. economy and the 4 
million American workers whose  livelihoods depend on cargo moving through these ports. 
  
   Threatened work slowdowns by the International Longshore and Warehouse Union  or an employer 
lockout could be the proverbial straw that breaks the economy's  back. Seven percent of the nation's 
gross domestic product is directly connected  to the West Coast ports. The economy is projected to lose 
$1 billion a day if  the ports are shut down. 
  
   At the center of the contract dispute is the issue of technology. Longshore  workers fear that 
technology will cost jobs. In reality, technology could drive  job growth by creating efficiencies that 
would enable the ports to move cargo  more quickly and increase capacity to handle the projected 
doubling of imports  from Asia over the next 10 years. More capacity and more cargo would mean more  
jobs--on the waterfront and nationwide. 
  
   Technology on the waterfront is also a mandate in the post-Sept. 11 world. It  is the most effective 
weapon in the battle to enhance port security. By  computerizing the movement of confidential cargo 
information, the federal  government is seeking to extend the perimeter of security to ports of origin  
around the world. Currently, this information is re-keyed by longshore clerks.  Efficiencies created by 
technology also will offset the cost of security  measures and create a port complex poised for 
expansion. 
  
   Trade growth is critical to our region's economic future. It is the reason  Congress agreed to invest $2 
billion in the Alameda Corridor. It was also the  rationale for investing billions of dollars in new mega-
terminals at the ports  of Los Angeles and Long Beach. Modernizing the terminals is the only way to  
ensure that these investments can deliver their promised return on investment. 
  
   How outdated are the terminals on the West Coast? In Long Beach, a trucker  can wait up to two hours 
to enter the terminal, while it takes only 30 seconds  in Singapore. Efficient Asian ports can unload and 
reload a large container ship  in about 40 hours, compared with 76 hours in Southern California. The 
port in  Hong Kong, which relies on modern technology, moves four times the number of  cargo 
containers per acre per year than all West Coast ports combined. 
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   Dockworkers are rightfully concerned that technology will eliminate jobs. The  Pacific Maritime Assn., 
representing employers, projects that a maximum of 400  of the union's 10,500 members will be 
affected by new technology. To soften the  blow, the PMA has guaranteed them lifetime job protection. 
Overall employment is  expected to grow once technology is fully implemented by 2006. 
  
   It also appears that the employers are willing to pay a steep price for  technology on the docks. The 
offer on the table provides 100% employer-paid  health coverage, pension increases, job guarantees and 
a wage rate that would  continue the West Coast longshore workers' status as the royalty of union  
workers. Average salaries for full-time dockworkers are more than $100,000 a  year and are expected to 
grow handsomely under the new contract. 
  
   The employers and dockworkers should keep three things in mind: The first  priority is to make sure 
the ports remain fully operational during negotiations.  Work slowdowns, strikes or lockouts are not 
viable alternatives for a shaky  economy. Second, technology is a mandate. Without modernizing the 
ports, the  West Coast will compromise its competitive standing and not realize its  potential as an 
engine for growth. Finally, the two sides should bring these  talks to a conclusion. The contract expired 
two months ago. 
  
   Reaching a new labor pact would send an important message to the nation that  the shipping 
companies and the dockworkers are doing their part to support the  U.S. economy. 
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New York Times: “Reopening the Ports” 

October 9, 2002 
The New York Times – Editorial 

   President Bush rightly intervened yesterday in the labor dispute between  shipping companies and 

dockworkers that has shut down operations at 29 West  Coast ports. The disruption of a substantial 

amount of the nation's trade posed  a serious threat to an already ailing economy. 

   Government intervention in collective bargaining is never desirable, but the  ports' closure since Sept. 

29 is precisely the kind of threat to the national  "health or safety" that Congress envisioned when it 

passed the Taft-Hartley Act  in 1947. The law allows a president to seek a court-ordered injunction for an  

80-day cooling-off period in the event of a strike or lockout. After determining  that there was no chance 

of an imminent resolution to the 10-day-old lockout,  President Bush ordered Attorney General John 

Ashcroft yesterday to seek the  injunction. A federal court in San Francisco issued it later in the 

afternoon,  clearing the way for the longshoremen to return to work. 

    Presidents have invoked the Taft-Hartley Act 31 times, though not in the  last quarter-century. More 

recently the federal government has intervened under  a different law in various railroad and airline 

labor disputes. Mr. Bush was  fully justified. The present shutdown threatens to be more disruptive to 

the  economy than the grounding of a single airline or industry. Auto plants are  already closing for lack 

of spare parts, perishables have spoiled aboard ships  stuck at sea and retailers are worried about 

deliveries of Christmas goods. 

   These ports are vital choke points for much of the country's trade. That is  one reason the 10,500 

longshoremen who operate them are among the nation's  highest paid unionized workers. The main 

issue in their contract talks with the  shipping industry is whether new jobs created by new technologies 

in dock operations should be unionized. 

   National labor leaders were angry at Mr. Bush's intervention. Their anger is  misplaced. While they are 

perfectly within their rights to defend their members'  bargaining power, they must recognize that 

thousands of union jobs in other  industries are also in the balance, and that most other presidents 

would have  taken similar action under the circumstances. 

    The shipping companies, for their part, may have counted on a presidential  intervention when they 

ordered the lockout in reaction to an alleged slowdown  after the collective agreement lapsed. They 

must now engage the union in  good-faith negotiations during this 80-day cooling-off period. 
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Los Angeles Times: “Contract Is Ratified by Port Workers” 

January 23, 2003 

By Nancy Cleeland, Times Staff Writer 
  
   Three months after a labor showdown closed West Coast ports and sent shivers  through the U.S. 
economy, union dockworkers have overwhelmingly ratified a  contract that ensures stability on the 
waterfront for the next six years,  officials said Wednesday. 
  
   The deal, brokered last fall with the help of federal mediators, was approved  by nearly 90% of the 
voting members of the International Longshore and Warehouse  Union -- the highest approval rate in 
the union's history, said ILWU spokesman  Steve Stallone. It offers generous health and pension benefits 
in exchange for  allowing terminal operators to introduce labor-saving technology. 
  
   "This is a significant victory not just for the ILWU but the labor movement  as a whole," Stallone said. 
"The ILWU sets the benchmark for other labor  contracts, and I think we set a good standard." 
  
   The deal, which takes effect Feb. 1, allows shipping companies to begin using  satellite tracking, 
electronic data transfer and other technologies that have  become commonplace around the world. 
These changes are expected to eliminate  several hundred high-paying union clerical jobs. 
  
   The Pacific Maritime Assn., which negotiated the deal on behalf of shipping  lines and terminal 
operators, says implementation will vary among the individual  companies it represents. 
  
   "In some cases, I think we'll see improvements this year," PMA spokesman  Steve Sugerman said. 
  
   The contract agreement follows months of labor strife that culminated with a  10-day management 
lockout at ports from San Diego to Seattle. More than 125  cargo ships were stranded along the coast, 
and retailers grew panicked that  holiday season merchandise would not reach their shelves. 
  
   President Bush ended the lockout Oct. 8 by invoking the rarely used  Taft-Hartley Act to obtain a 
federal court injunction to reopen the ports. The  injunction also banned the union from staging work 
slowdowns. Afterward, three  federal mediators and a top AFL-CIO official spent weeks in San Francisco  
helping to keep negotiators at the table until a deal was struck. 
  
   On Wednesday, Labor Secretary Elaine Chao issued a statement saying the  ratification vote "shows 
that the collective bargaining process can work when  parties commit to addressing issues through 
good-faith negotiations." 
  
   About $300 billion worth of goods -- as diverse as lawn chairs and  automobiles -- flow through the 
West Coast ports every year, and the volume is  projected to double over the next decade. Terminal 
operators said they needed  the new technology to handle the growth, while the union said the PMA 
merely  wanted to outsource jobs and dilute the union's strength. 
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   Despite the contract, union jurisdiction over jobs related to the new  technology may continue to be a 
sore point. The accord creates a new arbitration  system that employers say will be speedier and fairer 
than the old system.  Stallone predicted that it would be tested soon. 
  
   "We fully expect there to be difficulties," he said. "I'm sure the  arbitration process is going to get a 
workout." 
  
   In return for concessions on technology, the agreement raises pensions by  more than 50% to a 
maximum benefit of $63,000 a year. Employers also agreed to  absorb all increases in health-care costs 
so that members would continue to  receive fully paid family health insurance. 
  
   Wages, which according to the PMA range from $80,000 to $150,000 annually,  will increase 11% over 
the next six years. 
  
   The lockout and work disruptions created a huge cargo backlog, which is still  in the clearing stages, 
according to Stephanie Williams of the California  Trucking Assn. 
  
   "Our drivers are waiting four hours to pick up a container," Williams said. 
  
   Sugerman of the PMA said congestion was not related to the lockout, but  instead caused by retailers 
that are leaving containers on the docks longer than  usual because of soft sales. 
  
   Williams disputed that and said retailers were anxious to get their goods off  the docks. "It's the 
backlog," she said. "It's been like this since October, and  we don't expect it to clear up until at least 
February." 
  
GRAPHIC: PHOTO: CARGO MOVERS: Trucks form a line at the Port of Long Beach as  their drivers wait to 
load or unload at the docks. PHOTOGRAPHER: Luis Sinco Los  Angeles Times 
  
LOAD-DATE: January 23, 2003 
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Contra Costa Times: “Dockworkers ratify new contract” 

January 23, 2003 

The ports will begin to implement new technology such as GPS 
and electronic scanners 

  
   West Coast dockworkers will begin moving cargo next month under a new,  six-year contract after 
both sides on Wednesday formally gave it their  overwhelming approval. 
  
   It officially concludes a labor dispute that will be remembered for shutting  down 29 ports, including 
the Port of Oakland, the nation's fourth busiest, for  more than a week last year. The closure forced Bay 
Area manufacturers to halt  assembly lines and send employees home, left retailers scrambling to stock 
their  shelves for the holiday shopping season, and finally drew President Bush's  intervention. 
  
   Nearly 90 percent of the International Longshore and Warehouse Union voted in  favor of the contract. 
About 7,400 were in favor, and 888, including about 250  in the Bay Area, were against the contract, 
which secured them full health care  benefits and increased wages and pensions but also meant that 
hundreds of jobs  may eventually be phased out as new technology is implemented. Voter turnout was  
85 percent. 
  
   The 72 members of the Pacific Maritime Association, a group of terminal  operators and shipping lines, 
will finish voting today or Friday but said  Wednesday it already has enough votes to ratify the contract. 
  
   "Today we begin a new era at West Coast ports," Joseph Miniace, president of  the PMA, said in a 
statement. "This ought to be an era of modernization, and  also one of cooperation." 
  
   The contract goes into effect Feb. 1. It means that the ports will soon begin  to implement new 
technology such as electronic scanners like those used in  grocery stores and global positioning systems 
in a massive effort to make the  ports more efficient. 
  
   That was one of the major sticking points in the negotiations, and it  promises to remain an issue as 
both sides start working under the new contract.  The new contract includes language that guarantees 
that jobs created by the new  technology will fall under the union's jurisdiction, a point that the union  
demanded. 
  
   "We will not be surprised if certain PMA member companies challenge that  language," said Steve 
Stallone, an ILWU spokesman. 
  
   But overall both sides were optimistic about putting the new contract in  place. 
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   "(Dockworkers) understood the terms of the contract, the times it was  negotiated in, and the victory it 
represents," ILWU President James Spinosa  said. 
  
   Miniace said: "It is time to roll up our sleeves and make this contract  document a reality." 
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San Francisco Chronicle: “Smooth sailing: Dock workers, 

carriers ratify port contract by wide margin” 

January 23, 2003 
 
 
A union representing West Coast dockworkers and an association of cargo carriers put a bitter labor 
dispute behind them Wednesday when both overwhelmingly ratified a six-year contract that aims to 
bring efficiencies to 29 ports. 
  
    Nearly 90 percent of the rank and file of the International Longshore and  Warehouse Union voted to 
ratify the contract, and while the voting by the 72  members of the Pacific Maritime Association was not 
complete by late Wednesday,  a sufficient and overwhelming majority had approved the deal. 
  
    The agreement, which goes into effect Feb. 1, ends a prolonged, seemingly  intractable contract 
dispute that in September led the employers to lock out  10,500 longshore workers and shut down the 
ports for 11 days. The shipping line  operators and other employers believed the workers were engaged 
in a slowdown to  use as leverage in contract negotiations. 
  
    The workers said they were merely being more safety conscious. In any event,  the shutdown had an 
immediate, devastating impact on perishable exports and  wreaked havoc on retailers and businesses 
that rely on the flow of the $300  billion in cargo that moves through the ports annually. 
  
    An economist hired by the employers estimated the damage to the national  economy at $1 billion per 
day during the 11 days of the lockout. 
  
    On Oct. 8, President Bush obtained an injunction under the Taft-Hartley Act  to end the lockout, and a 
federal mediator helped disparate negotiators reach a  tentative contract agreement on Nov. 23. Since 
then, union members have been  studying and voting on the proposal. The final tally, announced 
Wednesday, was  7,405 in favor and 888 against, with 85 percent of the members voting. 
  
    The agreement was endorsed by heavy majorities in all 26 locals of the ILWU.  The 89.3 percent vote 
in favor is the largest approval for any longshore  contract since the union's beginning in 1934 as the 
Pacific Coast District of  the International Longshoremen's Association. 
  
    The union's leadership, after tentatively approving the proposal, told  members there was good 
reason to approve it. The ILWU says the nearly 60 percent  increase in pension benefits is the largest in 
the history of the American labor  movement. Retired dockworkers are now paid $95 per month per 
year of service,  and that figure grows to $150 at the end of the six-year contract. A 30-year  veteran 
would earn a pension of $54,000. 
  
    GENEROUS HEALTH BENEFITS 
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    The union also secured for six years generous health benefits paid for  completely by employers, as 
well as jurisdiction over any job openings involving  new computer technologies employers want to 
make ports more efficient. 
  
    Longshore workers are already among the most highly -- if not the highest --  paid blue-collar workers 
in America, with many earning more than $100,000  annually. Labor leaders said their new contract is a 
standard for every other  union. 
  
    Richard Trumka, secretary-treasurer of the AFL-CIO, who joined the  negotiations during their last six 
weeks, said Wednesday, "In a time when more  working families than ever are struggling with rising 
health care costs and  insecure retirements, the ILWU has won a historic contract which sets a  much-
needed benchmark in health care, pensions and living standards." 
  
    He said the ILWU "has won a victory not only for dockworkers, but for all of  America's working 
families." 
  
    NEW PORT TECHNOLOGIES 
  
    The employers, including shipping-line operators, terminal operators and  stevedoring companies, got 
what they wanted -- the right to bring cargo-tracking  technology to the ports. The union long had a grip 
on cargo monitoring duties,  which the employers argued were handled far more efficiently in Asian and  
European ports that converted early on to the technology. 
  
    For example, while West Coast ports handle about 4,000 containers per acre  per year, the ports in 
Taiwan and Singapore process nearly 20,000, according to  the Pacific Maritime Association. 
  
    The union expects some 400 marine clerks to be stripped of their duties  under the new contract, but 
they won't be unemployed. The contract promises them  five days of work a week for the rest of their 
careers, doing other chores on  the docks. 
  
    The technology being introduced and making the workers' contribution  redundant includes scanners 
and other devices commonplace in business. 
  
    Joseph Miniace, the association's president, said Wednesday, "A modern  waterfront will create new 
jobs, strengthen our economy and enable us to better  maintain port security. It is time to roll up our 
sleeves and make this new  contract document a reality." 
  
    Miniace spoke of a "new era at West Coast ports" and "an era of  modernization and also one of 
cooperation," but Steve Stallone, an ILWU  spokesman, said there will surely be disputes over 
jurisdiction and contract  interpretation as employers phase in computer technology to the ports. 
  
    "I am sure the arbitration process is going to get a workout," said  Stallone. 
  
   ------------------------------------- 
  
    Key dates in West Coast ports labor dispute 
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    July 21, 2002: The Pacific Maritime Association offers the ILWU a 17 percent  increase in its 
compensation package over five years. The offer is rejected. 
  
    Sept. 27, 2002: The maritime group locks out the 10,500 members of the ILWU  at 29 West Coast 
ports, alleging a worker slowdown. 
  
    Oct. 8, 2002: President Bush obtains an injunction under the Taft-Hartley  Act to end the lockout and 
reopen the ports. 
  
    Nov. 13, 2002: A federal judge in San Francisco rules that the ILWU and  shippers share responsibility 
for a productivity slump on the docks. 
  
    Jan. 22, 2003: Both sides ratify a six-year contract that contains a nearly  60 percent increase in 
pension benefits, the greatest in U.S. labor history. 
  
    Source: Chronicle research 
  
   E-mail George Raine at graine@sfchronicle.com. 
  
GRAPHIC: PHOTO, Ratification of a new contract means the sight of ships being  unloaded at the Port of 
Oakland should be uninterrupted for six years. / The  Chronicle 2001 
  
LOAD-DATE: January 23, 2003 
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San Francisco Chronicle: “Terminal technology gets TraPac test” 

July 6, 2003 

 
Changes on the waterfront occur a year after labor dispute 

 

LOS ANGELES -- For years, crane operators at Trans Pacific Container Service Corp., a bustling cargo 

terminal on San Pedro Bay, were guided by chalk marks made by longshore workers as they deposited 

containers lifted from ships. 

"If it rains, God bless you," said Frank Pisano, the regional vice president and general manager of TraPac, 

as it is better known on the waterfront. 

Now the chalk has been retired. And, with a modest $5 million investment in optical character 

recognition equipment, a global positioning system and automated inventory updating, TraPac has 

become the first terminal on the West Coast to install new technologies to expedite the movement of an 

ever-increasing volume of cargo. 

It comes nearly a year after a labor dispute at the West Coast ports caused havoc with the nation's 

commerce, as management and labor argued about how technology would affect jobs. All industry eyes 

-- the longshore workers' union among them -- are on TraPac. Labor endorses increased productivity, its 

leaders say, as long as any new jobs the technology produces are union jobs. 

It was never in doubt that technology for cargo identification, tracking and handling would eventually 

come to the ports, but the implementation had to be negotiated with labor. 

That was the centerpiece of contentious contract talks over seven months last year between the 

International Longshore & Warehouse Union, representing 10,500 longshore workers at 29 West 

Coast ports, and the Pacific Maritime Association, representing shipping companies and stevedore and 

terminal operators. 

At its low point, management locked out dockworkers and shut the ports for 10 days, alleging an illegal 

slowdown by workers. President Bush intervened via the Taft-Hartley Act and obtained a court order 

ending the lockout at the ports, through which about $300 billion in trade passes annually -- more than 

half of the nation's seaborne commerce. 

The six-year contract that finally emerged, signed in January, permits the introduction of technology 

that managers require, but in turn gives the longshore workers' union jurisdiction over certain jobs that 

may be created by the modernization. 

The expectation is that the work of about 400 marine clerks will be automated on the coast (the 

displaced workers are guaranteed full-time longshore jobs until retirement), but terminal operators and 

other managers insist that increased productivity will beget many more jobs. 
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First, however, there must be clarity about the new contract. TraPac's installation will be followed by 

another first: The union, when it is prepared, will file the first complaint alleging that the newly 

authorized technologies are masking jobs that are contractually union jobs. The matter will be settled in 

arbitration. 

"We have to see what the new rules are," said Scott Axelson, TraPac's director of planning and 

development. "We're feeling our way right now and no matter what it was, the Bible or the 

Constitution, the people who wrote it still disagree on what it says." 

The ILWU last week signaled that the struggle with TraPac has been joined. 

"They and a few other companies are, in our estimation, way out of line in terms of how the (contract 

language covering clerks' jurisdiction) reads, in terms of what marine clerk work is," said Peter Peyton, 

secretary of ILWU Local 63 in San Pedro, representing marine clerks in Southern California. 

"Because they are going first, we will be looking at TraPac and going through (the implementation) with 

a fine-tooth comb." 

It was clear last week, viewing truck movement from TraPac offices, that the optical character 

recognition alone made for a largely steady flow of traffic in and out of terminal gates. The equipment 

reads trucks' license plates and serial numbers, and identifies the trucking company and its mission. 

Before TraPac installed new equipment, there was an exchange between a truck driver and a marine 

clerk and a paperwork requirement, but that's been eliminated and time saved, Pisano said. 

It was 8:55 a.m. TraPac had handled 300 transactions at the terminal, and an additional 100 to 150 were 

still taking place on the grounds. "It used to be you would have a hard time doing 200 by this time," 

Pisano said. 

He said that without the improvements TraPac would be limited to handling 10,000 containers a week 

and having to say no to customers. Now, the firm says, it can handle 15,000 or more. 

Planning for installing technologies is in various stages at other ports on the coast, but TraPac went 

first. Port and terminal managers, including those at the Port of Oakland, are closely watching the 

operations under way at the terminal on Harry Bridges Boulevard in Hawthorne, a stone's throw from 

the San Pedro border, adjacent to Long Beach. 

"There will be implementation of terminal technology in the last quarter of this year and the first 

quarter of next year, while others are waiting to see what other people do," said Joseph Miniace, 

president and chief executive of the Pacific Maritime Association, in San Francisco. "There is always 

some saving in letting others go first and piggyback on that technology rather than running up the 

flagpole yourself first." 

TraPac had an imperative. It operates on 175 acres on the west basin of the Port of Los Angeles -- a 

midsize terminal for the Ports of Los Angeles and Long Beach -- and while the company has a plan to 

expand to an additional 75 acres, there's no guarantee that will happen, given the opposition by 

environmental groups. 

That means TraPac must make make more-efficient use of the property it has. "We have to get better. 

The land is not here. We have 175 acres. If we don't automate we're dead," said Pisano. 
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In fact, after expanding two major Los Angeles-Long Beach port facilities operated by Hanjin Shipping 

Co. and Maersk Sealand, there will be no more room for cargo terminal growth in Southern California, 

Pisano said. 

The Pacific Maritime Association complained during contract negotiations that West Coast ports are far 

less efficient than many in Asia and Europe. The ports -- without the new cargo tracking technologies -- 

handled about 4,000 containers per acre per year, compared with ports in Taiwan and Singapore that 

process nearly 20,000. 

At the same time, estimates vary for the expected increase in cargo volume for 2003, but the consensus 

is that it will be significant. 

The so-called new technologies, like the optical character recognition, are hardly new, but earlier 

contracts clearly described clerks' responsibility for inventory monitoring. Among the technologies the 

industry is examining is one developed in the Bay Area by a company called ContainerTrac. 

Its Port Automated Tracking System follows containers using global positioning satellites, internal 

navigation systems and digital maps. 

At TraPac, early indications are that its expenditure is paying off. 

The company, which handles about 700,000 "vessel lifts" (loading or unloading containers) per year, 

says productivity has increased about 50 percent since the technology was installed. It says there has 

been a 25 percent net increase weekly, compared with a year ago, in the number of longshore workers 

required from the union hiring hall. 

Said Pisano, "For one clerical job you are probably going to gain five more tractor drivers, mechanics -- 

you're going to push volume and you will need more people." 

The ILWU believes increased productivity is a good thing, said Peyton of Local 63. "There is not a 

problem with us one bit," he said. "They can knock themselves out in terms of how they want to do it, as 

long as they realize that the second phase of this is compliance with the MOU (meaning it has job 

jurisdiction), and that's where we're going next."E-mail George Raine at graine@sfchronicle.com. 

  

mailto:graine@sfchronicle.com
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Journal of Commerce: “More technology, more ILWU 

jobs; Shift of jobs from clerks to equipment operators 

begins under new contract” 

April 12, 2004 
BY BILL MONGELLUZZO 

 

Technology is replacing jobs at West Coast ports, but thanks to the relentless growth in cargo volume, 

the net number of International Longshore and Warehouse Union jobs actually increased by 6.4 percent 

last year. As far as Pacific Maritime Association President Jim McKennais concerned, that means the six-

year waterfront contract that took effect in early 2003 is working. "The clerk and supervisory jobs are 

being impacted by technology, but the hands-on cargo jobs will increase as cargo volumes increase," 

said McKenna, who replaced Joseph Miniace in March as president of the employers' group. 

The early negotiations in 2002 that produced the new contract were the most contentious since the 

ground-breaking Mechanization and Modernization Agreement of 1960, which cleared the way for 

widespread containerization on the West Coast. The current contract was settled after a 10-day 

employer lockout of longshoremen, a back-to-work order under the Taft-Hartley Act and oversight by a 

federal mediator. 

Employers anticipated the ILWU's resistance to a contract that promised to restructure 40-year-old 

practices on the waterfront. The effects of this restructuring are already evident at those terminals that 

have installed optical character recognition systems at the gates. The pace of change will accelerate as 

terminals install container-tracking devices in their yards and OCRs on the cranes. 

Hundreds of marine clerk positions that involved the manual checking of containers at the terminal 

gates, in the yards and under the cranes will be eliminated. "The impact of this technology was seen 

when we were at the negotiating table," McKenna said. 

Technology has already taken a toll on marine clerk positions, which last year produced average 

earnings of $136,340 for clerks who worked at least 2,000 hours. "There was a real decrease in the 

number of clerk jobs in 2003 of 3.2 percent," said Michael Wechsler, the PMA's senior vice president 

and chief financial officer. 

However, 1,227 new longshore workers were registered last year. More than 500 of the new registrants 

replaced longshoremen who participated in a lucrative retirement pro-gram or left the waterfront for 

other reasons. The net increase in longshore positions in 2003 totaled 657, which represented a 6.4 

percent increase in the overall ILWU work force, Wechsler said. 
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The net increase in ILWU positions is logical because container volume on the West Coast increased 10.2 

percent. Employers welcome the increase in manpower because many of the new jobs were for hands-

on work such as crane drivers and operators of transtainers and other equipment. 

Employers say it stands to reason that a terminal which had been handling 1,200 gate moves per day 

and is now able to do 1,800 moves will need more equipment operators to lift the containers on and off 

the vessels and move the boxes around in the marshaling yard. 

Furthermore, the new contract raised the skill classification level of equipment operators, and those 

positions will command salaries approaching clerks' wages. General longshoremen who worked at least 

2,000 hours last year averaged $115,591 in pay. 

The next big round of clerk positions to be eliminated will occur this year as terminal operators install 

container-positioning systems in the yards. Until now, marine clerks manually recorded where truck 

drivers and equipment operators placed containers. Because the system was rife with errors, additional 

clerks were needed to drive around the yard and record where the containers were truly located. 

Now, electronic tracking systems will pinpoint the containers' locations and will automatically update 

the computerized yard management systems. As the GPS systems take effect, terminals will install OCRs 

to record the container numbers as boxes are loaded on or taken off vessels. The OCRs will replace a 

manual vessel stowage and yard management system that was likewise riddled with errors. 

The ILWU is likely to resist automation of the yard and crane operating systems because the clerk 

positions that are being eliminated often guaranteed 10 hours of pay each day for four hours of work. 

Under the new contract, some equipment operators will be guaranteed 10 hours of pay, but the 

positions will require that the longshoremen be on the job for eight hours. 

"That's where we're headed," McKenna said. "You have to be on the job to get paid."  
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Los Angeles Times: “Ports Load Up on High-Tech Gear; 

The latest in equipment is helping to expedite the movement 

of cargo through the busy Long Beach-L.A. complex.” 

September 7, 2004  

 
By Ronald D. White, Times Staff Writer 

 

A year ago, workers at NYK Logistics' yard near the ports of Los Angeles and Long Beach spent hours 

every day riding golf carts and bicycles to keep track of the hundreds of shipping containers scattered 

around the 70-acre facility. 

Mix-ups were common, with containers moved to the wrong stack or dropped at the wrong location and 

workers hustling to set things straight. Exhaustive searches for wayward shipments -- some conducted 

by flashlight in the dead of night -- were the norm. 

These days, a container can be found within seconds and readied for transport within minutes, thanks to 

a new system of wireless local networks, smart storage tags and big antennas resembling basketball 

baskets. 

The technological advances at NYK are a window on the future. A decade after their Asian and European 

counterparts were forced to automate because their ports lacked the space to expand -- and almost two 

years after the California ports reached an agreement with unionized dockworkers to allow labor-saving 

technologies -- shipping lines on the Pacific seaboard are getting with it. 

"These technologies are not new to the world, but certainly brand-new to West Coast terminal 

operations," said Jim McKenna, chief executive of the Pacific Maritime Assn., which represents shipping 

lines. 

So new, in fact, that some of the technologies exist only in scattered pilot programs operated by NYK 

and a handful of other local shipping companies. 

But the West Coast ports' traditional method of dealing with more cargo -- expanding the size of their 

freight terminals and marshaling yards -- is no longer an option. Last year, the ports of Los Angeles and 

Long Beach alone handled more international container cargo than the next five busiest U.S. ports. 

With little room left to grow and congestion clogging the two ports, technologies that allow the loading 

and unloading of ships in half the time are becoming more attractive. 

"Now, we are more like a typical Asian port," said Jon Hemingway, chief executive of Seattle-based SSA 

Marine, which operates three container terminals in the Los Angeles-Long Beach port complex. "Land is 

https://advance.lexis.com/document/?pdmfid=1519360&crid=a2462527-1a85-47d7-8cf1-f614c9e19820&pddocfullpath=%2Fshared%2Fdocument%2Fnews%2Furn%3AcontentItem%3A4D8C-9FY0-TW84-N32D-00000-00&pddocid=urn%3AcontentItem%3A4D8C-9FY0-TW84-N32D-00000-00&pdcontentcomponentid=306909&pdteaserkey=sr5&pditab=allpods&ecomp=37mk&earg=sr5&prid=f1881f3d-3ccc-49da-aba6-624531a3af50


24 
 

scarce, and the requirements to manage these facilities through technology become much more 

predominant." 

At NYK's freight yard a few miles from the Port of Long Beach, where the company handles about 50,000 

containers a year, 35 wireless antennas and thousands of electronic tags emit signals that tell yard 

workers the precise location of each shipping container, which can be 20 to 40 feet long and weigh as 

much as 67,000 pounds. 

Computer terminals relay information directly to truck cabs, enabling drivers to drop off containers at 

the correct location and pick up new containers without having to get out of their vehicles. 

NYK, a subsidiary of Nippon Yusen Kaisha Line and one of the world's biggest shipping companies, spent 

almost $1 million installing the high-tech tracking system to help it cope with the steady rise in freight 

traffic from clients such as Target Corp. NYK executives said they had no other option but to embrace 

the new technology. 

Hours have been trimmed from the process of moving cargo from the ports to customers, and workers 

who used to spend time looking for containers can now focus on other tasks. NYK has been able to 

reduce overtime expenses while speeding up deliveries. 

A potential bonus: The wireless signals indicate whether a tag has been tampered with, providing a tool 

for improving port security, said Dan Doles, chief executive of WhereNet Corp., the privately held Silicon 

Valley firm that makes the system and hopes to sell it to other shipping companies at the L.A.-Long 

Beach ports. 

Other high-tech improvements have gained a foothold. A software program called Scheduler that helps 

terminal operators manage truck arrivals and departures debuted locally 18 months ago and now is 

used by more than half of the roughly 1,000 trucking companies that haul freight to and from the 

two ports. 

With Scheduler, drivers can determine online when their cargo will be ready and set up an appointment 

to pick it up, greatly reducing time spent idling at the terminals. The system even allows drivers to pay 

fees online for such things as storage and customs examinations. 

Developed by EModal, a small, privately held Irvine company, the program costs users about $5,000 a 

month. 

"It helps us find the containers quickly," said Brett Arnds, general manager of California Multimodal Inc., 

a trucking company in Compton with about 100 employees. 

More changes are on the horizon. Success in a pilot "agile port technology" program in Tacoma, Wash., 

last year gained the attention of the federal Maritime Administration. 

Under this program, cargo that must be shipped out of ports first is loaded last on container ships. Using 

a range of tools such as mobile data terminals, the program aims to bypass the ports' storage yards as 

much as possible and to load cargo directly from ships to rail lines. 

Mike Lingerfelt, president of Washington United Terminals in Tacoma and of California United Terminals 

of Long Beach, said that this technique can unload cargoes in half the normal time. 

https://advance.lexis.com/document/?pdmfid=1519360&crid=a2462527-1a85-47d7-8cf1-f614c9e19820&pddocfullpath=%2Fshared%2Fdocument%2Fnews%2Furn%3AcontentItem%3A4D8C-9FY0-TW84-N32D-00000-00&pddocid=urn%3AcontentItem%3A4D8C-9FY0-TW84-N32D-00000-00&pdcontentcomponentid=306909&pdteaserkey=sr5&pditab=allpods&ecomp=37mk&earg=sr5&prid=f1881f3d-3ccc-49da-aba6-624531a3af50
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Much of the new dockside technology stems from the uneasy January 2003 labor contract between 

shipping lines and the International Longshore and Warehouse Union. The six-year contract, reached 

after a bitter lockout by the shipping lines that shut down 13 West Coast ports, permitted labor-saving 

technologies to be introduced as long as any new jobs created by the changes are filled by union 

members. 

For now, the booming business at the ports has made the issue of job losses irrelevant. In addition to 

the recent, highly publicized hiring of 3,000 nonunion dockworkers, the ports have added nearly 1,000 

union jobs since June 2002. 

The modernization trend isn't without its critics. Local transportation experts fear that the region's 

railroad and freeway systems, already strained by the surge in port-related traffic, will be overwhelmed. 

"The technology is going to exacerbate the congestion problem" around the ports, said Steven P. Erie, a 

political science professor and director of the Urban Studies and Planning Program at UC San Diego. "It's 

ironic. This couldn't happen at a worse time." 

And union officials continue to voice doubts, particularly when the eyes, ears and instincts of veteran 

longshoremen and marine clerks are replaced with remote technologies. 

Dave Arian, president of ILWU Longshore Local 13, worries that technology cannot replace the good 

instincts of veteran marine clerks who know what to look for in terms of suspicious activity. He added 

that there was no substitute for checking container seals by hand and making sure they are carrying the 

cargo described on shipping manifests. 

McKenna of the Pacific Maritime Assn. sees those same workers spending less time on routine tasks. 

"You're looking at the ability to track and trace cargo remotely," he said, "rather than 20 guys driving 

around the yard trying to figure out where everything is at any given moment." 
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Journal of Commerce: “Unclogging the ports; West Coast 

terminals are finally introducing technology to speed cargo 

flow” 

January 16, 2005 

 
BY BILL MONGELLUZZO 

 

Three years ago, Trans Pacific Container Service Corp. was moving 7,000 containers a week through its 

175-acre Los Angeles terminal, and was running out of space. Today the volume is 12,000 boxes a week, 

using the same acreage. 

"We couldn't have done it without technology," says Frank Pisano, regional vice president and general 

manager at TraPac, owned by Japanese container carrier MOL. 

TraPac's leap in productivity is likely to be replicated by other West Coast terminal operators during the 

next year or two. After years of discussing labor-saving technology to speed the flow of containers, 2005 

will be the year when terminals begin replacing talk with action. 

It's a development that will affect shippers, carriers and almost everyone involved in the supply chain. 

Unless terminal gates, container yards and vessel operations can be automated, customers are almost 

certain to face a repeat of the peak-season delays that plagued the ports of Los Angeles and Long Beach 

from last July through November. This year's congestion could even be worse if, as many analysts 

predict, U.S. containerized imports from Asia match last year's 12 percent growth rate. 

The six-year waterfront contract between the Pacific Maritime Association and the International 

Longshore and Warehouse Union, now entering its third year, gives West Coast waterfront employers 

the flexibility to introduce information technology. After studying technology and taking baby steps to 

introduce computerized tracking of containers and equipment, terminal operators finally are starting to 

act. 

The shape of things to come is visible at TraPac. The terminal has fully automated its gates with optical 

character readers and cameras. Last year, it installed a global positioning satellite system and radio-

frequency identification tags on container-yard equipment. This month, it is completing the testing of 

OCRs on its container cranes. 

Operators at the other 12 container terminals in the Los Angeles-Long Beach port complex say that 

although they may use different technology, their goal is to follow TraPac's lead by linking operations at 

the gate, the yard and the vessel through an up-to-the-minute flow of data with less re-keying 

by ILWU marine clerks. 
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Terminal operators have long complained that much of the clerks' data-input work is redundant. They've 

longed for a system that links gate, yard and vessel operations through the terminal's computerized 

operating system, and automatically traces a container's movement through the terminal. 

Such systems, which are common in Asian and European terminals, automatically update container 

inventories and sequence equipment movements. The automation reduces wasted motion and enables 

operators to squeeze more productivity out of limited acreage. 

Most of the actions TraPac has taken during the last two years have been to smooth the flow of trucks, 

Pisano said. That's no small consideration at a time when many drivers are quitting because of long 

terminal waits that cut into their income. Most port container haulers are paid by the trip and earn 

nothing while sitting in line at terminals. 

In response to state legislation fining terminals $250 for every truck that idles more than 30 minutes 

outside terminal gates, most Southern California terminals last year installed OCRs and cameras at their 

gates. That shortened truck queues on the street, but in many cases it merely pushed the truck lines 

inside terminal gates. 

After automating its gate operations, TraPac addressed the movement of containers to and from 

container stacks in the yard. TraPac's gate transaction now triggers a flow of data to the operator of a 

transtainer or rubber-tired gantry. If a trucker has arrived to pick up an import load, the gate transaction 

alerts the transtainer operator to retrieve the designated container, which can be placed on a chassis 

that the driver can pick up immediately. 

Electronically linking the terminal gate with the container yard has enabled TraPac's container-yard 

gangs to almost double their productivity. They now average 100 to 120 container movements per piece 

of container-handling equipment during an eight-hour shift, company officials say. 

The result: Truckers now get in and out within an hour - about 30 minutes to drop off an export load or 

empty container, and 30 minutes to pick up an inbound box, Pisano said. Truckers last year reported 

that wait times inside other terminals often exceeded two hours. 

After TraPac automated the handling of its stacks of loaded containers, inefficient operations at the 

stacks of empty boxes begged for a remedy. TraPac linked that section of the yard to the terminal's 

computerized management system, and trucker turnaround times at the empty stacks improved 

noticeably, Pisano said. Having improved operations for truckers at the gate and within the yard, TraPac 

turned finally to implementing technology at the container cranes, where the primary beneficiary will be 

the vessel operator. 

Other terminal operators are beginning to take similar steps. Edward DeNike, chief operating officer at 

SSA Marine, said his company spent $40 million last year to install WhereNet technology in the 

container yards at four West Coast terminals and plans to implement the technology this year. 

Some terminals have moved slowly on terminal automation to avoid friction with the ILWU, which is 

wary of the employers' efforts and wants to preserve as many union jobs as possible. 

During the last round of contract negotiations, employers made no secret of their intention to eliminate 

marine clerks by automating the flow of data from the gate to equipment operators in container yards. 
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The PMA insisted, though, that the increased flow of cargo through the terminals would more than 

offset the loss in clerks' jobs. 

That's what has happened at TraPac. The terminal eliminated all 18 clerks' jobs in its truck lanes and 

eliminated one of the seven clerks in the control tower. But with its cargo volume up about 75 percent, 

TraPac's ILWU employment has risen. To handle the increased cargo, TraPac now hires dozens of 

additional equipment operators, lashers and other workers in the yard and on ships. 

Employers say the same thing will happen at other terminals, and that the notion that technology means 

fewer jobs is wrong. "As volume goes up, work opportunities for the ILWU will increase," said Doug 

Tilden, president of Marine Terminal Corp. "It's just a shift from one craft to another." 

Under the 2002 ILWU-PMA contract, a terminal operator must notify the union each time it plans to 

implement technology, even if it duplicates what the union already has approved at a nearby terminal. 

The process allows the union to question or challenge the technology, with a binding decision due from 

the coast arbitrator within 35 working days. The ILWU this year is bracing for a flood of letters from 

terminals seeking to implement technology. 

Each terminal operator is moving at its own speed to test and implement technology until it decides 

upon the system that works best for its operations. For example, TraPac's container yard technology is 

based upon the use of RFID tags, while Marine Terminals Corp. is using a digital global positioning 

satellite system. 

Because most of the 13 terminals in Los Angeles-Long Beach already have been equipped with OCRs and 

cameras at the gates, the big push this year will be in the container yards. Long Beach Container 

Terminal, which installed a GPS operation in its yard last year, will start testing the system soon, said Art 

Merrick, the company's president. The terminal operator for Orient Overseas Container Line will install 

OCRs on the gantry cranes, possibly by the end of this year. 

Crane-mounted OCRs will help terminal operators know precisely where inbound containers are placed 

in the yard, and will greatly improve the accuracy of data for stowage of outbound containers on ships. 

"The containers have to be where they're supposed to be," Merrick said. While that sounds basic, it is 

common for terminals to lose track of containers in the yard for hours at a time, or to load the wrong 

container on to a vessel because a worker hit the wrong key while inputting data. 

Terminal operators say automating the flow of data will yield sharp gains in productivity. Pisano said a 

33 percent increase in productivity is possible once the gate, yard and vessel have been automated. 

Other terminal operators are more cautious, but say gains of about 20 percent are likely. 

Operators acknowledge that the technology they're implementing already is widely used in other 

industries. They've been mixing and matching various systems and sometimes augmenting off-the-shelf 

equipment with common-sense solutions. When TraPac discovered that it could not transmit signals to 

small container-handling units when the equipment was driven between tall stacks of containers, it 

rigged the equipment with antennas that extend above the stacks. 

And terminal operators warn that even the introduction of productivity-enhancing technology won't be 

a panacea. Long Beach Container Terminal, for example, is now handling 8,000-TEU vessels, which are 

straining the physical capacity of the terminal with their surges of container movements. "We need 
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more space," said LBCT's Merrick. "Without enough space, you spend more time shifting containers than 

moving them." 

Storage of inbound containers at marine terminals beyond the customary five days of free time 

contributes greatly to congestion. Operators also cite the need to keep terminal gates open longer - 

something terminals already have started to do - and to improve the management of chassis and empty 

containers, which occupy valuable space. 

Tilden said technology will help, but "technology alone won't solve the problem." 
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2008 Contract Period 

 

Journal of Commerce: “Six more years; Management won 

flexibility on technology, but how much will terminals use 

it?” 

October 13, 2008 
 

When the Pacific Maritime Association and the International Longshore and Warehouse Union agreed 

on a new six-year contract, some employers were disappointed. They were upset by the union’s 

slowdowns during last summer’s contract negotiations and felt that management gave too much and 

got too little in the new contract. 

With ILWU man-hours down 7 percent at West Coast ports and the economy sliding into recession, they 

felt this was the time to drive a hard bargain, for example, by eliminating inefficient work practices such 

as giving some longshoremen eight hours of pay for four hours of work. 

These employers were livid when negotiators did just the opposite N restoring a fourth dockworker 

under each crane at Los Angeles, Long Beach and Oakland, and facilitating a four-on, four-off 

arrangement under which four workers split a shift but each receives a full shift’s pay. 

PMA President Jim McKenna has heard the criticism, but said employers who focus on that issue miss 

the point of the contract. Negotiators agreed to give the ILWU in California its fourth man under the 

crane (a perk that ILWU locals in the Pacific Northwest never lost) in order to make gains in other areas. 

Less noticed, but more important, is that the 2008 contract gives every terminal operator on the West 

Coast the ability to use modern cargo-handling equipment, such as rail-mounted gantry cranes, that can 

significantly increase productivity. 

The 2008 West Coast waterfront contract will not go down in history as a watershed agreement like the 

2002 contract, which represented a major change in port operations and was achieved after a 10-day 

lockout. But the new contract offers terminal operators the opportunity to introduce modern cargo-

handling equipment. And if terminal operators choose to invest in this costly equipment, they could 

achieve productivity levels unlike any that the West Coast has ever seen, McKenna said. 

The language is clear-cut. Automation means equipment, and it means displacement of men, 

McKenna said. 

The new six-year contract, which extends to July 1, 2014, was agreed upon July 28 in San Francisco, but 

management and labor officials kept contract details secret while the union went through a lengthy 
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approval process by the ILWU rank and file. This month, the ILWU announced that members had 

approved the new agreement by a 3-to-1 margin. 

The 2008 contract will extend the automation gains that management won in the 2002 contract to a 

different form of technology. The 2002 agreement calls for a free flow of information from cargo 

interests, truckers and railroads directly to the marine terminal, with no need for ILWU marine clerks to 

relay this information to the terminal’s computer operating system. 

Computerized systems, however, are effective only if they are used in conjunction with modern cargo-

handling equipment. The new contract gives the green light to that arrangement, and permits 

elimination of positions that are no longer necessary, McKenna said. Whereas marine clerk positions felt 

the impact of the 2002 contract, general longshore positions will be most affected by the 2008 contract. 

The benefits that management will derive from the new contract will depend upon two factors. 

Terminal operators must invest in new cargo-handling equipment, which is costly, and they must 

eliminate positions rendered unnecessary by the modern equipment. 

The terminal operators record in implementing contract provisions to expand computerization and 

establish a free flow of information is not good. Many terminals since 2002 have dragged their feet in 

implementing computerized gate, yard and vessel systems, and when they finally did implement the 

systems, they did not eliminate many ILWU positions because they did not want to take on the union 

and possibly face “hard-timing” with work slowdowns. 

As a result, terminal operators improved productivity in terms of throughput per acre, but their costs 

remained bloated. It remains to be seen whether terminals will not only invest in new cargo-handling 

equipment, but also eliminate jobs tied to the old equipment and work practices. 

Although the PMA cites gains in the new contract, in many respects, the agreement was a victory for the 

ILWU. The union maintained all of its benefits, including medical insurance premiums that are paid 100 

percent by employers and have $1 co-payments for prescriptions. These benefits, funded by man-hour 

assessments, could prove to be especially costly for employers if cargo volumes and man-hours continue 

to slump. 

Maintenance of benefits is also considered a major victory for the union in this era when the vast 

majority of businesses have cut back on worker benefits. McKenna said negotiators were able to 

eliminate certain wasteful practices where the benefits provisions were being abused. 

Wage increases fell into what has become a standard pattern for the ILWU, with increases of 50 cents 

per hour for the first two years of the contract and $1 per hour during each of the remaining four years 

of the contract, which translates to an increase of about 2.5 percent. However, with various skill 

differential payments in the contract, longshoremen who work a 40-hour week, 50 weeks a year, easily 

exceed $100,000 in annual earnings. 

Pension increases, back-loaded toward the end of the contract, were likewise modest at about 3 

percent. However, as with wages, the base is so high that only modest increases were needed to 

preserve the status of the ILWU as among the top blue-collar wage earners in America. Workers who 

retire beginning this year will be guaranteed a pension of nearly $80,000 a year by the last year of the 

contract. 
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Looking at such benefits, and the difficult negotiating environment that existed this year, David Olson, a 

professor of labor studies at the University of Washington who specializes in waterfront labor, said, 

“This is a good contract for the union.” 

The 2008 contract also clarifies what has been a murky environment for maintenance and repair work, 

and this section of the contract can be considered a victory for both sides. The ILWU for years has been 

pressing to take over all M&R work, even at terminals that have contracts with other unions, such as the 

International Association of Machinists. 

The 2008 contract allows employers at existing facilities that have contracts with other unions to 

maintain those arrangements. However, when a new terminal is built, or when a facility is vacated and a 

new operator moves in, M&R work under the 2008 contract will automatically fall under the jurisdiction 

of the ILWU. 

The handling of arbitration cases, such as when there is a work stoppage, is modified under the new 

contract, and McKenna said thatOs an improvement. Under the PMA-ILWU arbitration system, each 

region of the coast has a local arbitrator. Decisions reached locally can be appealed to an arbitrator at 

the coast level. 

Over the years, employers have preferred to have cases adjudicated by the coast arbitrator, who comes 

from outside the industry. The area arbitrators in Southern California and Seattle-Tacoma are 

nominated by the ILWU. Employers complain that those arbitrators rarely rule in favor of the terminal 

operator. The area arbitrators in Northern California and the Columbia River ports are nominated by the 

PMA. 

In the past, the arbitration process was open-ended, and it could take weeks to push the appeal of the 

area arbitrator up to the coast level. Once a dispute landed there, the coast arbitrator could rule only on 

whether the area arbitrator followed the procedures properly. He could not rule on the merits of the 

case. 

Under the new contract, the schedule for the appeals process is compressed to about seven days. Also, 

when called in, the coast arbitrator can gather facts himself and rule on the merits of the case. 

Regardless of whether the new contract is liked or disliked, most agree that it was negotiated in a 

political and economic environment that is much different from what was present in 2002. 

Six years ago, then-PMA President Joseph Miniace had curried favor with President Bush, Congress and 

cargo interests represented by the Waterfront Coalition. This atmosphere was ideal for fostering an 

employer lockout, invocation of the Taft-Hartley Act and appointment of a federal mediator, Olson said. 

Also in 2002, West Coast cargo volumes were increasing at 10 percent per year, with no end in sight to 

the good times. 

In 2008, Olson said, politics and economics did a 180-degree reversal. Containerized imports through the 

West Coast will be down about 7 to 8 percent this year. Labor-friendly Democrats control Congress, and 

President Bush’s approval ratings are the second lowest of any president in the history of such polls. 

Relations between labor and management are also much different this year. Former ILWU President Jim 

Spinosa and Miniace, the chief negotiators in 2002, “were always at each other’s jugular,” Olson 
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said. McKenna and current ILWU President Bob McEllrath established a close working relationship from 

the beginning of their administrations. 

McEllrath, who is traveling in Japan, was unavailable for comment for this story. McKenna said both 

sides approached negotiations in a professional manner, and the presidents of the ILWU and PMA did 

almost all of the talking during the negotiations. 

This seemingly cordial professional relationship set the PMA up for a shock when the union resorted to 

its old tactics of work slowdowns, in the form of extended coffee breaks, during the last three weeks of 

negotiations. McKenna said employers were surprised by the slowdowns, which he said were “uncalled 

for and unnecessary.” 

He maintains that the tactics had no impact at all on the final outcome of the negotiations, but that they 

did undermine the image that the PMA had been fostering of West Coast ports as the preferred gateway 

for trade with Asia. 

Olson has a different view. He said the new contract provides the stable work environment that the 

PMA and ILWU were seeking, and that the fact that it was negotiated without a strike or lockout 

indicates that both sides see the threat of cargo diversion to other port ranges as real and dangerous. 

“Both sides understand the downturn in the economy and the threat from ports in Mexico and Canada,” 

he said. 

Bill Mongelluzzo can be contacted at bmongelluzzo@joc.com 
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Journal of Commerce: “ILWU Work Force Expands  

With Introduction of Technology;” 
Technology may have changed the types of jobs, but it's also increased the West 

Coast labor force, PMA says 

June 11, 2012 
 

By BILL MONGELLUZZO 

The words "technology" and "automation" are troubling to longshoremen because they signal a loss of 

job opportunities. But the landmark West Coast waterfront contracts of 2002 and 2008 indicate the 

subject is complex, and the outcome of such watershed contracts isn't as bad for labor as many workers 

think. 

The International Longshore and Warehouse Union in its 2002 contract negotiations forcefully resisted 

employers' attempts to introduce technology. The dispute led to bitter contract negotiations, crippling 

work slowdowns and a 10-day employer lockout of longshoremen that industry analysts estimated cost 

the U.S. economy $1 billion a day. 

Ten years later, however, the ILWU's registered work force has actually increased 34 percent, according 

to the Pacific Maritime Association's annual report. Some of the increase was due to the PierPass 

extended gates program in Southern California. At the same time, marine clerk hours as a percentage of 

total ILWU man-hours on the coast has declined steadily, from 21.4 percent in 2006 to 17.7 percent in 

2011. 

The employers' message – an argument many longshoremen still reject – is that efficiency-enhancing 

technology and automation eliminate some types of work on the waterfront, but they ultimately result 

in new and more jobs. New jobs result from skilled positions evolving from technology. More jobs result 

from marine terminals' ability to handle twice as much cargo on the same footprint. 

Terminal operating engineers distinguish between technology and automation. The 2002 ILWU contract 

called for a free flow of information to and within marine terminals. This documentation flow, driven by 

advances in information technology, indeed eliminated a number of marine clerk functions. 

In reality, those functions had become outdated, so it was just a matter of time before they ceased to 

exist. Optical character readers, global positioning satellites and electronic data interchange had 

reduced many of the functions of marine clerks to rekeying information that was already being fed 

electronically into the terminals' computerized systems. 

Employers' introduction of technology came about quickly and relatively painlessly. By 2005, most 

container terminals on the West Coast were using OCRs, GPS tracking devices and computerized yard 
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management systems, said Mark Sisson, leader of the marine analysis group at the Oakland, Calif.-based 

engineering firm AECOM. 

These technologies, some developed by marine terminal engineering companies in the U.S., had been in 

use for years in Europe and Asia where dockworkers didn't resist technology. Technology also is 

relatively inexpensive to introduce and quickly results in a return on investment. 

Automation, however, is a different story. Automation is defined as the use of advanced cargo-handling 

equipment such as dual-hoist cranes, automated guided vehicles and automated stacking cranes. These 

machines are expensive and require a huge increase in volume to pay for the investment. Only a handful 

of U.S. ports are expected to generate the container volume needed to justify a full-blown investment 

in automation. 

"Ten years from now, there will still be a lot of manual operations," Sisson said. Right now, Los Angeles-

Long Beach and New York-New Jersey may be the only ports capable of accommodating a complete 

program of automation, and some terminals at those ports may be decades away from having enough 

container volume to justify such an investment. 

The investment is huge. Orient Overseas Container Line recently signed an agreement with the Port of 

Long Beach to automate its Middle Harbor facility. OOCL's terminal operator, Long Beach Container 

Terminal, will invest $500 million in equipment. The port will construct $1 billion in infrastructure, which 

OOCL will pay back through its lease agreement with the port. 

Middle Harbor will have an annual throughput capacity of 3 million 20-foot container units, about one-

fifth of all the volume now handled each year at Los Angeles-Long Beach's 13 container terminals. 

Some terminals, however, may choose a lesser degree of automation. APM Terminals in Portsmouth, 

Va., installed an advanced information technology system and automated stacking cranes in the yard. 

The minimum volume needed to support an investment of that size is about 500,000 TEUs a year, Sisson 

said. 

A terminal operator that commits to a full level of automation must realize a significant increase in 

container volume and terminal productivity. "In the long run, you want to do more with the same 

number of man-hours," Sisson said. 

Being able to push more containers through the same terminal on costly waterfront land is also a key 

goal, PMA President Jim McKenna said. "The footprint is the footprint," he said. In a manual 

environment, Middle Harbor wouldn't be able to handle 3 million TEUs a year on its existing acreage. 

Automation will eliminate some types of longshore work. Moving containers from the wharf to 

container stacks in the terminal yard is labor-intensive. Longshoremen move the containers with yard 

tractors, with one driver per "bomb cart," as the tractors are known on the West Coast. 

Some European terminals replaced yard tractors more than 10 years ago with automated guided 

vehicles. These driverless carts move the containers from the wharf to the landside of the container 

stacks, which are positioned perpendicular to the wharf. Automated stacking cranes, which are also 

driverless, move the containers to their place of rest in the stacks. 



36 
 

The use of AGVs and ASCs eliminates dozens of jobs at marine terminals. The machines, however, are 

also extremely costly, and they require the use of the latest computerized systems to manage the flow 

of cargo, Sisson said. 

To achieve a return on investment, employers must have flexible manning requirements. The West 

Coast waterfront contract provides that flexibility because it specifies "men as needed," McKenna said. 

Manning requirements could be a problem in the East and Gulf Coast contract negotiations because the 

ILA contract calls for specific gang sizes. In a letter to the ILA membership in late May, President Harold 

Daggett indicated his displeasure that employers were unwilling to accept the union's demands for job 

guarantees in exchange for the introduction of technology and automation. 

The end game for management and labor, of course, is money. Terminal operators want to reduce the 

total cost of their operations. The results of the 2002 contract on the West Coast demonstrate that the 

use of computers and information technology will achieve this goal. 

According to the PMA annual report, ILWU payrolls peaked at $1.56 billion in 2006. The annual payroll 

plunged to $1.24 billion at the trough of the economic recession in 2009, and had climbed back to $1.45 

billion in 2011. 

Terminals no longer have a marine clerk at each gate. Positions also have been eliminated in the central 

control area at each terminal. Because of technology and automation, annual payrolls could stay below 

the 2006 amount for some years after cargo volumes return to the 2006 level, employers say. 

ILWU man-hours, as measured in the PMA report, tell a more dramatic story. Man-hours peaked at 33.9 

million in 2006, bottomed out at 24.3 million in 2009 and rose to 27.9 million in 2011. Man-hours are 

back to only 83 percent of the 2006 level, while payrolls are back to 93 percent of the 2006 level. 

Furthermore, the hourly wage of West Coast longshoremen continues to increase each year, and 

average annual earnings are rising, especially because of skill bonuses tied to certain jobs. 

According to the PMA report, the average Class "A" longshoreman's pay for working 2,000 or more 

hours in 2011 was $129,392, up from $127,304 in 2006. The average annual marine clerk earnings for 

working 2,000 or more hours in 2011 was $146,162, up from $145,219 in 2006. 

Contact Bill Mongelluzzo at bmongelluzzo@joc.com . Follow him on Twitter @billmongelluzzo . 
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New York Times: “Obama to Intervene in Dispute at West 

Coast Ports” 

February 14, 2015 

By Erik Eckholm 

LOS ANGELES — Seeking an end to a protracted labor dispute that has led to costly delays in West Coast 

shipping, President Obama has decided to intervene, the White House announced on Saturday. 

At the president’s request, Thomas E. Perez, the secretary of labor, will travel to California to “meet with 

the parties to urge them to resolve their dispute quickly at the bargaining table,” according to a 

statement issued by Eric Schultz, a White House spokesman. Mr. Perez will try to mediate a settlement 

between an association of the major shipowners of the West Coast and the union of longshoremen who 

unload those ships, which collectively bring in half the nation’s imported cargo. 

The White House statement said the president was acting “out of concern for the economic 

consequences of further delay” and added, “Secretary Perez is already in contact with the parties and 

will keep the president fully updated.” 

The unusual decision to intervene in contract negotiations came as American retailers, the U.S. Chamber 

of Commerce and agricultural exporters said they had already lost hundreds of millions of dollars 

because of mounting port congestion, with spare parts and consumer products from Asia not arriving on 

time and exports like oranges and apples left to rot. 

For about nine months, the International Longshore and Warehouse Union, whose workers unload 

cargo with giant cranes, then move it onto trucks and trains, has been in negotiations with shipowners, 

represented by the Pacific Maritime Association. The negotiations cover operations at 29 ports, 

including large ones in Long Beach and Los Angeles, in Southern California; Oakland in Northern 

California; and the Puget Sound. 

The owners and the workers each accuse the other of causing the growing congestion and delays. Hopes 

of a settlement had risen last month as the two sides invited in a federal mediator, but over the last two 

weeks, fears of a lockout or a near-total shutdown have increased. 

The owners accuse the longshoremen of engaging in severe work slowdowns and, in the Los Angeles-

Long Beach complex, of refusing to allow experienced but uncertified crane operators — the linchpins of 

dock operations — to work. But the union says plenty of qualified workers are ready to meet any 

demand and accuses the owners of manufacturing a crisis to punish workers financially and to force 

them to settle. 

http://www.nytimes.com/2015/02/13/us/west-coast-labor-dispute-brings-crippling-delays-to-seaports.html?module=inline
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For several weeks, the owners — blaming unannounced labor slowdowns for congestion in the 

dockyards — had canceled night shifts for the loading and unloading of vessels. Then they said they 

were halting unloading altogether last weekend, Thursday, and Saturday, Sunday and Monday over this 

holiday weekend. The owners, dominated by large foreign-owned fleets, said they did not want to pay 

time-and-a-half weekend and holiday wages for sluggish work — what the maritime association called a 

“strike with pay.” 

On Saturday, the number of container ships waiting at anchor in the Los Angeles and Long Beach 

harbors, which together handle one-third of the nation’s container imports, had grown to 22, from 14 

on Thursday, according to the Maritime Exchange, which monitors ship traffic. That was the largest 

backlog yet since the previous labor contract ended on July 1, and it appeared likely to grow in the days 

ahead. 

The total number of ships waiting to dock at these two conjoined ports on Saturday, including bulk and 

general cargo carriers, was 32. 

In recent weeks, ships that normally operate on a rigid schedule, coordinated with trucks and trains on 

shore, have often waited from one to two weeks at anchorage before they could start unloading. This in 

turn has delayed the loading of containers — either empty or with products — for the return trip to 

Asia. 

The owners say that full-time workers already make more than $50 an hour, including premiums and 

overtime, and that they have offered a significant raise, as well as a health plan with no co-payments. 

The union has not commented on the negotiations, but it appears that work rules and procedures, not 

wages, are the sticking points. 

One of the main remaining issues, according to the owners, is a condition by the union for the right to 

demand a change in arbitrators when labor contracts expire. Currently, both sides must agree to fire 

arbitrators, who are hired for the long term and adjudicate labor disputes. 
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Journal of Commerce: “ILWU ratifies five-year agreement, 

stabilizing US West Coast ports” 

May 22, 2015 

By Bill Mongelluzzo  

The membership of the International Longshore and Warehouse Union Friday voted 

overwhelmingly to approve a new contract that should ensure labor peace at West Coast ports 

for at least the next four years. 

The five-year contract, which is retroactive to July 1, 2014, will expire on July 1, 2019. The ILWU 

headquarters in San Francisco said 82 percent of the rank-and-file votes were cast in favor of 

the contract. That compares with a 75 percent vote in favor of the previous contract that was 

signed in 2008. 

The contract ratification closes a year of tumultuous relations between the ILWU and the Pacific 

Maritime Association, which saw West Coast ports overwhelmed by congestion because of 

dockworker slowdowns and a response by employers that included cutbacks on costly night 

and weekend work. 

“The negotiations for this contract were some of the longest and most difficult in our recent 

history,” ILWU International President Robert McEllrath said. “Membership unity and hard 

work by the negotiating committee made this fair outcome possible,” he said. 

Although the contract includes increases in pay, improved employer-funded medical benefits 

and a generous retirement package with a pension of $88,800 for workers with 37 years of 

service, the monetary issues did not cause significant problems during the negotiations. 

Talks bogged down because of jurisdiction over maintenance and repair of chassis, the choice 

of local arbitrators to handle day-to-day disputes at marine terminals, and demands for extra 

manning and guaranteed extra hours for certain positions. 

The negotiations began on May 12, 2014. The ILWU refused to extend the previous contract, 

which expired on July 1, opening the door for work slowdowns. The ILWU on Oct. 31 began an 

orchestrated program of work slowdowns and shorting employers key skilled workers. This led 

to employer retaliation that included elimination of night and weekend work. 

The PMA in late 2014 requested federal mediation, and the ILWU followed in early January by 

agreeing to mediation. President Obama sent Labor Secretary Thomas Perez to San Francisco to 



41 
 

attempt to foster a resolution. When the negotiations dragged on into mid-February, 

Commerce Secretary Penny Pritzger joined in briefly. Finally, President Obama warned both 

sides that if a settlement was not reached by Feb. 20, they would be asked to move the 

negotiations to Washington. The tentative agreement was announced that night. 

 

  



42 
 

 

Journal of Commerce: “PMA: ILWU contract to pave road 

to automation” 

August 16, 2015 

By Bill Mongelluzzo 

A completely revamped arbitration system in the new longshore contract will significantly reduce the 

productivity-busting work slowdowns that have plagued West Coast ports since the previous contract in 

2008, and will pave the way for terminal automation in the years ahead, according to Pacific Maritime 

Association President James McKenna. 

In an introductory letter to the 72-page PMA 2014 Annual Report, McKenna described how the 2002 

International Longshore and Warehouse Union contract enabled employers to introduce computer 

technology at marine terminals, and the 2008 contract ensured unfettered access to automated cargo-

handling machines. 

“The latest contract will enable us to solidify those gains by providing a clear path forward for 

automation projects, as the result of a new waterfront arbitration system,” McKenna said. Knowing that 

the arbitration system will allow them to quickly resolve the endless ILWU work slowdowns and work 

stoppages that kill productivity, terminal operators are ready to invest billions of dollars in automation, 

“dollars that will pave the way toward more productive and efficient ports,” he said. 

Dockworkers engaged in more than 200 slowdowns or work stoppages during the 2008-14 contract, the 

PMA report stated. Employers had no choice but to rely on the “patchwork nature” of the previous 

arbitration system that allowed these job actions to interrupt cargo-handling operations while the local 

arbitrator in the individual port regions adjudicated the disputes. Oftentimes the process resulted in a 

marine terminal being shut down for the remainder of the work shift. 

Under the West Coast arbitration system, both the ILWU local as well as the employer are able to call in 

the local arbitrator to resolve disagreements. Those disputes could involve a difference of opinion over 

manning, whether a picket line set up by a third-party group such as harbor truckers was “bona fide” 

under the contract, or jurisdiction. Under the former system, the local arbitrators in Los Angeles-Long 

Beach and Seattle-Tacoma were nominated by the ILWU and agreed to by the PMA. The PMA 

nominated the local arbitrators in Northern California and Portland, with the agreement of the ILWU. 

Manning and jurisdiction disputes are expected to be common in the coming years as terminal 

operators invest in costly automation that will improve productivity, slash labor costs -- and eliminate 

hundreds of longshore jobs. The previous arbitration system, which critics on both sides said favored 

http://www.joc.com/port-news/longshoreman-labor/international-longshore-and-warehouse-union/us-west-coast-waterfront-employers-ratify-ilwu-contract_20150520.html
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either the ILWU or the PMA, depending upon which group nominated the employer, caused some 

terminal operators to shy away from investing hundreds of millions of dollars to bring in automated 

guided vehicles, automated stacking cranes and other equipment that is not manned by dockworkers. 

The arbitration system in the new contract that was ratified in late May establishes in each port range a 

three-person panel, one nominated by the ILWU, one by the PMA and the third will be a professional 

arbitrator with no previous ties to the waterfront. 

“The new system will replace the patchwork nature of the old system with more uniformity and, 

presumably, more certainty,” the PMA report stated. 

An automated terminal is quite costly. The automation project at OOCL’s Middle Harbor terminal in Long 

Beach will end up costing more than $1 billion, with at least half of that investment going toward the 

purchase of automated machines and the terminal infrastructure to support it. In order to make such 

investments, terminal operators must be confident that the contract’s arbitration system will prevent 

dockworkers from engaging in work stoppages and slowdowns that prevent the terminal from achieving 

its return on investment. 

Beneficial cargo owners who diverted cargo to other ports during the year-long 2014-15 contracting 

process also need a culture of reliability if they are going to return to the West Coast. “After all, shippers 

crave certainty, and they crave reliability,” the PMA report stated. Under the new arbitration system, 

West Coast ports will resume their investments in technology and automation to reshape the 

waterfront, the report said. 
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Journal of Commerce: “Shippers to gain reliability from US 

terminal automation” 

March 9, 2016 

Wednesday 1:51 PM GMT 
 

Bill Mongelluzzo 

 

LONG BEACH, California - Importers and exporters will benefit as container terminals in North America 

are automated because automation will result in "reliable productivity" for beneficial cargo owners, 

according to a marine engineer. 

"Why do BCOs care about automation? Because it results in less exposure to interruption," Mark Sisson, 

senior port planner and analyst at AECOM, told JOC's 16th annual TPM Conference here last 

week. Automated terminals deliver consistent performance hour after hour each day, and reduce the 

chances of interruption due to job actions. 

However, terminal operators warned the almost 600 BCOs in attendance at TPM not to get too excited 

too soon about automation because it is hugely expensive. Also, terminal operators are waiting for the 

approximately 25 automated container terminals worldwide to achieve the level of productivity they 

were designed to reach. 

Ed DeNike, chief operating officer at SSA Marine, said his company has scrutinized the vessel, yard and 

gate productivity at automated facilities, and given the container volumes SSA handles at its three 

conventional terminals in Long Beach, "we couldn't have done it with the current automation we have 

seen," he said. 

Five terminals in the U.S. and Mexico are automated or will be soon. The semi-automated APM terminal 

in Norfolk was the first to open, in 2007. The semi-automated Global Terminals in New York-New Jersey 

and the semi-automated APM terminal in Lazaro Cardenas will open this year. Semi-

automated terminals feature automated stacking cranes, but they use conventional yard tractors to 

move containers from the ship-to-shore cranes to the stacks. 

The TraPac terminal in Los Angeles last year opened the first phase of what will be a fully-

automated terminal. TraPac deploys unmanned auto-strad machines to move containers from the ship-

to-shore cranes to the stacks. Next month, the Middle Harbor terminal in Long Beach will open the first 

phase of its fully-automated terminal. Middle Harbor will use unmanned automated guided vehicles for 

its ground transportation. 

Full automation is costly - about $500 million or higher - which is why many operators in North America, 

Europe and Asia are not rushing to do it. BCOs, however, can realize immediate benefits from those 

http://www.joc.com/special-topics/tpm-2016
http://www.joc.com/port-news/port-productivity/us-ports-weigh-value-terminal-automation-investment_20141002.html
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terminals that automate. The main drivers of automation are   mega-ships with capacities of 10,000 to 

as much as   18,000 twenty-foot-equivalent units that are now calling at North American ports. These 

ships place tremendous stress on the yard and gate operations that directly affect BCOs' ability to 

receive delivery of their containers. 

Big ships require longer marine terminal operating hours and higher terminal capacity to handle cargo 

surges of 10,000 or more container moves per vessel call, Sisson said. Containers can be stacked more 

densely in an automated terminal, and the operators can afford to conduct yard operations virtually 

round the clock because their automated stacking cranes significantly reduce labor costs. 

Automated terminals are cleaner, safer and quieter than conventional terminals, and they deliver 

containers much faster to truckers than do conventional terminals. Harmful diesel emissions are also 

slashed because the cargo-handling equipment is powered by electricity and batteries. 

Yard productivity improves because the container stacks are positioned perpendicular to the vessel and 

the gates. Trucks travel a short distance from the gate to the landside end of the stacks to deliver and 

receive containers. This process allows for efficient dual transactions in the same location. Trucks move 

quickly into and out of the terminals. Even more importantly, street truck traffic is separated from the 

machines that move the containers from the cranes to the stacks. This should significantly enhance yard 

efficiency and safety. 

BCOs in Southern California who suffered through four months of work slowdowns during the longshore 

contract negotiations this past year heard that automation improves terminal reliability because it 

neutralizes a key form of leverage the International Longshore and Warehouse has over the terminal. 

The ILWU during the contract negotiations slashed its daily dispatch of yard crane operators from about 

110 per day to 35. Those jobs are mostly eliminated by the automated stacking cranes. The only manual 

involvement in ASCs is the lowering of the container the final three feet to the truck chassis. 

Sisson noted that the downside of automation is its huge upfront capital cost, the inflexible layout of 

steel rails that are sunk in concrete and the complex electronic systems that need ongoing support from 

the information technology staff. 

There is no doubt that the elimination of dozens of costly ILWU yard tractor and yard crane jobs, that 

pay well over $100,000 per longshoreman in wages and benefits, will significantly reduce labor costs at 

each terminal that automates. A Port of Los Angeles study said 40 to 50 percent of the jobs at the TraPac 

terminal will be eliminated when the facility is fully automated in the next two years. 

DeNike, however, noted that most of the terminals that have automated, even those in Europe that 

continue to refine the technology, have not achieved the productivity that conventional terminals 

receive from longshoremen. "Productivity trumps manning," he said. 

Longshoremen employed at conventional terminals now have an added incentive to be productive 

because, if automated terminals like TraPac and Middle Harbor succeed commercially, other terminals 

will have to automate in order to compete. "We rely on the ILWU for efficiency," said Alan McCorkle, 

vice president of West Coast operations at Yusen Terminals. "If they don't get it, they will lose out to 

TraPac and Middle Harbor," he said. 

http://www.joc.com/special-topics/mega-ships
http://www.joc.com/port-news/us-ports/cma-cgm%E2%80%99s-mega-ship-plans-send-west-coast-ports-scrambling_20160303.html
http://www.joc.com/port-news/us-ports/port-long-beach/long-beach-automated-terminal-expects-fastest-harbor-truck-turns_20160211.html
http://www.joc.com/port-news/container-volumes-plunge-again-los-angeles-long-beach-february_20150317.html
http://www.joc.com/port-news/terminal-operators/us-ports-eye-more-automation-discharges-large-vessels-intensify_20151214.html
http://www.joc.com/port-news/european-ports/port-rotterdam/europe%E2%80%99s-pioneering-automated-terminals-face-challenging-year-ahead_20160204.html
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Dockworker productivity is especially important in operating the ship-to-shore cranes. DeNike said that 

each improvement of one container move per hour translates to a savings of $5 for the terminal. 

Therefore, if a terminal that handles 1 million lifts per year improves its productivity from 30 moves per 

crane per hour to 31 moves, it saves $5 million a year. 

If operators of conventional terminals must automate to stay competitive, the biggest challenge they 

will face will be to maintain existing operations while removing portions of the facilities from production 

to install the automation, said Steve Trombley, managing director of APM Terminals in Los Angeles. 

Building an automated terminal on a greenfield site is much easier, he said. 

Nevertheless, the need for consistent, almost non-stop operations to handle as many as 15,000 

container moves generated by today's mega-ships in a single call creates a compelling case 

for automation at the busiest ports, said Rolf Nielsen, senior vice president and head of North American 

operations at Maersk Line. 

Sisson described this phenomenon as "smooth, predictable performance" hour after hour without a 

need for down time to change operators or to take lunch breaks. When that consistency is combined 

with 24/7 operations, lower operating costs, safer, greener operations and improved gate times for 

truckers, BCOs may find that shipping their cargo through automated terminals in this era of big ships is 

something they should certainly care about, Sisson said. 

Contact Bill Mongelluzzo at bill.mongelluzzo@ihs.com and follow him on Twitter:   @billmongelluzzo. 

  

mailto:bill.mongelluzzo@ihs.com
mailto:bill.mongelluzzo@ihs.com
https://twitter.com/billmongelluzzo
https://twitter.com/billmongelluzzo
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Wall Street Journal: “Massive Robots Keep Docks 

Shipshape” 

March 27, 2016 
Ports introduce automated cargo handling, as free-trade pacts drive flood of goods 

At one of the busiest shipping terminals in the U.S., more than two dozen giant red robots wheeled 

cargo containers along the docks on a recent morning, handing the boxes off to another set of androids 

gliding along long rows of stacked containers before smoothly setting the boxes down in precise spots. 

The tightly designed dance at TraPac LLC’s Los Angeles terminal offers a window on how global trade will 

move in the near future: using highly automated systems and machinery, with minimal human 

intervention, to handle the flood of goods that new free-trade agreements will push to the docks. 

Many in the industry believe automation, which boosts terminal productivity and reliability while cutting 

labor costs, is critical to the ability of ports to cope with the surging trade volumes and the huge 

megaships that are beginning to arrive in the U.S. Analysts estimate the technology can reduce the 

amount of time ships spend in port and improve productivity by as much as 30%. 

“We have to do it for productivity purposes, to stay relevant and to be able to service these large ships,” 

said Peter Stone, a member of TraPac’s board. 

Yet the TraPac site is one of only four cargo terminals in the U.S. using the technology. That is fewer 

automated terminals than there are at the Port of Rotterdam in the Netherlands alone. 

Supporters of robotic cargo handling are getting a new showcase this month with the phased-in opening 

of an automated terminal at the Port of Long Beach, next door to the Los Angeles port. At a cost of over 

$1 billion to complete and the capacity to handle 3.3 million 20-foot container units—nearly half of the 

entire port’s volume last year—the Orient Overseas (International) Ltd. site is a big bet on the future. 

A successful operation in Long Beach could persuade other U.S. ports to follow, said Mark Sisson, a 

senior port planner with infrastructure-development group Aecom. “The industry at a global level is 

rushing hard into this technology,” he said. “That trend is only going to go in one direction. It’s just a 

question of timing.” 

Experts in port-terminal infrastructure and operations say the U.S. has been slow to adopt the 

technology because of years of resistance by longshore labor unions. Some studies have shown robotic 

cargo handling can reduce the need for longshore labor by as much as 50%. 

In 2002, the issue came to a head as West Coast port employers locked out workers during bitter 

contract talks, shutting down the Pacific ports for 11 days. 
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The West Coast’s International Longshore and Warehouse Union has since agreed to allow for 

automation technology in its contract, which the East Coast’s International Longshoremen’s Association 

contract also includes. But both labor unions still fight fiercely over the steps along the way to put the 

technology into use. 

The president of the International Longshore and Warehouse Union’s Local 13 in Los Angeles, Bobby 

Olvera Jr., said the union has been working to obtain “minimum manning standards” and training on 

automated terminals, to “ensure there’s a future for workers.” 

The unions’ efforts, to keep as many longshore jobs as possible on automated operations, can lead to 

lengthy negotiations over which jobs require humans at the helm. Adding jobs raises the final operating 

costs, making it tougher to get a return on the hundreds of millions of dollars typically required for 

automated machinery and technology. 

In the U.S., “You may not be able to achieve the cost savings as immediately as you do in other 

countries,” said John Martin of maritime consulting firm Martin Associates in Lancaster, Pa. “Hence, the 

decision to automate is much more stressful from the investors’ standpoint.” 

Ports elsewhere have seen the investment pay off. APM Terminals, part of the A.P. Moeller-Maersk A/S 

group, said its automated terminal in Rotterdam uses about half the labor needed at its conventional 

terminal at the same port. 

In the U.S., the history of automation is choppy. APM Terminals developed the first semi-

automated terminal in North America at a cost of $450 million in Portsmouth, Va., and opened it in 

2007. After poor returns following the 2008-2009 recession, APM leased the facility back to the port 

authority and eventually sold it in 2014 to a private infrastructure-investment group. 

The TraPac terminal in Los Angeles faced long delays in environmental permitting, as well as a 

ballooning budget. TraPac ran into labor-related setbacks in 2014 when ILWU members walked off the 

job for more than a month after several machinery collisions occurred in the automated area of the 

terminal. 

Overall, TraPac’s automation will cost roughly $1 billion in public and private funds once the entire 

terminal is automated, and executives say they aren’t sure when the investment will pay off. “It’s very 

much a moving goal post,” said board member Mr. Stone. “It takes a long time to realize the return.” 

Still, some workers find benefits as the technology takes hold. On a recent afternoon, 57-year-old crane 

operator Jesse Martinez lowered shipping containers the last few feet of their journey on to truck 

trailers, using a computer from an air-conditioned office building at TraPac. 

It was far different from his old work sitting in the crane for hours at a time, navigating the machinery 

with heavy gears. “The bouncing around and leaning over is the part I don’t miss,” he said. 

 

  

https://quotes.wsj.com/AMKBY
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Vancouver Sun: “Robot revolution reshapes shipping;”  
Automating waterfront ports on the west coast will cost billions, but electric 

freight-moving equipment doesn't pollute the air and technology increases 

efficiency, writes John Lippert 

April 30, 2016 

Saturday, Final Edition 
 

 

On one end of a dock at America's busiest port, tractor-trailers haul containers through dense, stop-and-

go traffic. Sometimes they collide. Sometimes the drivers must wait, diesel engines idling, as piles are 

unstacked, to find the specific container they need. 

A few hundred yards away, advanced algorithms select the most efficient pathway for autonomous 

carriers to move containers across the wharf. The four-story-high orange machines cradle their cargo, 

passing quietly within inches of each other, at speeds as fast as 30 kilometres an hour, but never 

touching. Self-driving cranes on tracks stack the containers and then deliver them to waiting trucks and 

trains with minimal human intervention. 

TraPac LLC's Los Angeles marine-cargo facility demonstrates how autonomous technology could 

revolutionize freight transport as much as or more than personal travel. TraPac's equipment doubles the 

speed of loading and unloading ships, saving money and boosting profits. 

Their impact is rivalling that of containerization, which eliminated most manual sorting and warehousing 

on docks after the Second World War. 

"Self-driving won't just rebuild the current freight system, it will create a whole new way of thinking 

about it,' said Larry Burns, a former research and development chief at General Motors Co. and now a 

consultant at Alphabet Inc.'s Google unit. 

"It will happen sooner with goods movements than with personal transportation, because the 

economics are crystal clear." 

More automation also could help Gov. Jerry Brown achieve his goal of zero-emission freight movement 

in California. 

Commercial shipments currently produce half the state's toxic diesel-soot emissions and 45 per cent of 

the nitrogen oxide that plague Los Angeles with the nation's worst smog. 

In Long Beach, where most residents are Hispanic, black or Asian, an estimated 15 per cent of the 

children have asthma, six percentage points higher than the national average, according to a community 

coalition report. 

https://advance.lexis.com/document/?pdmfid=1519360&crid=5e0319e6-86f4-418b-a9eb-46aa0c7b0859&pddocfullpath=%2Fshared%2Fdocument%2Fnews%2Furn%3AcontentItem%3A5JN9-FVX1-DY2T-D4J3-00000-00&pddocid=urn%3AcontentItem%3A5JN9-FVX1-DY2T-D4J3-00000-00&pdcontentcomponentid=8370&pdteaserkey=sr187&pditab=allpods&ecomp=37mk&earg=sr187&prid=361269c8-8c88-4cd3-b83a-df3a9db3f4d4
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The state's Air Resources Board released a draft Sustainable Freight action plan on Friday. It 

encompasses new regulations on vehicles and fuels, as well as subsidies for new infrastructure, 

communications and operating procedures, according to ARB chairman Mary Nichols. 

Brown wants 100,000 zero emission freight-hauling machines in California by 2030, according to recent 

ARB workshop presentations. 

These could include self-driving cranes and carriers like those at TraPac. 

Brown also could subsidize fuel-saving alternatives, such as semi-autonomous trucks, which were 

recently tested in Europe. He may promote Uber-like services to find loads for empty or half-empty 

trucks. 

He's also considering a per-container cap on pollutants and greenhouse gases at each terminal. 

"This may be the most difficult and complex challenge we've ever undertaken," said Dan Sperling, a 

member of the ARB and professor of civil engineering and environmental science at the University of 

California, Davis. 

"We're trying to change the entire freight system.' The ports of Long Beach, Los Angeles and Oakland 

handle 40 per cent of U.S. container traffic and converting them to all-electric equipment that's often 

self-driving will cost $35 billion in the next 30 years, compared with US$7 billion to replace existing 

technologies, according to a December study for the Pacific Merchant Shipping Association. Many 

terminal operators - plagued by plunging freight rates - won't be able to afford the transition without 

government help, said Mike Jacob, a PMSA vice-president. 

"We potentially are talking about tens of billions to hundreds of billions of dollars," he said. 

"I'm cautiously optimistic that, so far, the administration has shown a willingness to address the 

question of how to creatively fund and finance these future technologies." 

Nichols said she knows where to look for money. For the first time ever, she says, Brown is insisting that 

the state government bring all its purchasing power to bear on the single goal of Sustainable 

Freight. The California Department of Transportation won't approve state and federally funded highway 

projects, for example, without checking with the ARB on the air-quality impact. 

The state has already contributed grants for battery-powered tractor-trailers at a new automated facility 

in the Long Beach Container Terminal, which began receiving cargo earlier this month. The port is 

sharing the US$2 billion redevelopment cost with the shipper, Orient Overseas Container Line, a 

subsidiary of Hong Kong-based Orient Overseas International Ltd. It will recover its investment as the 

shipper makes payments on its 40-year terminal lease, according to Art Wong, spokesman for 

the Port of Long Beach. 

The new facility will use electric, self-driving cranes and carriers that follow the path of transponders 

buried in the cement on the dock. The new equipment will double the volume of containers the terminal 

handles while cutting labour and emissions in half, Wong said. 
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The Port of Los Angeles and Tra-Pac, a unit of Mitsui O.S.K. Lines Ltd., are investing US$693 million in 

four dozen self-driving cranes and automated carriers, plus related infrastructure. Of this amount, 

US$63 million comes from the state of California. 

As the carriers scamper back and forth across the dock, each device changes direction independently 

from the rest - without apparent need for human help. A few dozen people watch and monitor in 

faraway control rooms. 

On the wharf itself, TraPac uses people only to run the cranes that unload ships and to drop containers 

the last few feet onto waiting trucks and trains. 

To take full advantage of the new equipment, TraPac president Frank Pisano needs to help speed 

containers away from the docks, so he's implementing an appointment system for truckers. They often 

arrive unannounced and then wait as port employees scout around for their container. This waiting is 

becoming intolerable for drivers as congestion grows. 

By 2040, regional container traffic could almost triple to 41.1 million 20-foot equivalent units from 15.3 

million last year, according to a recent forecast commissioned by the ports. 

As they grapple with this onslaught, the California facilities lag far behind some counterparts in adopting 

autonomous technology. Since 1993, Rotterdam has used precursors to the self-driving equipment 

Pisano is installing. Europe's largest facility, it now has five fully automated deep-sea terminals. 

At Los Angeles and Long Beach, the International Longshore and Warehouse Union refused to formally 

accept self-driving and automated technologies until 2008. Since then, none of the ILWU's 14,000 full-

time West Coast dock members have lost jobs, but 10,000 contingent workers are called less often, said 

Jim McKenna, president of the Pacific Maritime Association, an employer group. He declined to say how 

much less. 

But it's enough that ILWU leaders are no more enthusiastic about having Jerry Brown promote 

autonomous driving in the name of clean air today, as they were about having corporations promote 

containerization in the name of efficiency half a century ago. 

Mondo Porras, vice-president of ILWU Local 13 in San Pedro, says that if Brown wants to clean the air by 

making ports more efficient, he should stop Wal-Mart Stores Inc. and other retailers from using them as 

rent-free storage lots. 

Such finger-pointing is inevitable, said Jon Slangerup, chief executive of the Port of Long Beach, because 

no single entity has door-to-door responsibility for freight that's passing through - like an airport with no 

air-traffic control system. 

With his Sustainable Freight plan, Brown is offering himself as the controller the ports need. And he's 

trying to harness the increased efficiency of self-driving to encourage everyone - shippers, terminal 

operators, union workers and truckers - to go along.  

"Efficiency and the environment go hand in hand,'' Slangerup said. "They're two sides of the same coin.'' 
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Journal of Commerce: “New ILWU contract aids  

US West Coast effort to regain share” 

August 5, 2017 

By Bill Mongelluzzo 

West Coast ports are poised to regain market share lost to East and Gulf Coast ports following Friday’s 

official announcement by the International Longshore and Warehouse Union that the membership 

voted 67 percent in favor of extending the coastwide contract by three years to July 1, 2022. 

“The certainty that comes with this contract extension is great news for all of Southern California,” said 

Gene Seroka, executive director of the Port of Los Angeles, the largest US containerport. Seroka said five 

years of labor peace will give beneficial cargo owners, ports and carriers the ability to concentrate on 

“building our supply chain as we continue to focus on delivering innovation, value and efficiency for the 

US importers and exporters.” 

West Coast ports since 2005 lost 12 percent market share, from 79 to 67 percent, of US imports from 

Asia, according to PIERS, a JOC.com sister product within IHS Markit. The coastal market share shift was 

due to expansion by retailers of distribution centers near East and Gulf Coast ports since 2002, labor 

disruptions that accompanied the 2002 and 2014 coastwide ILWU contract negotiations and expansion 

of the Panama Canal, which opens to East Coast ports access by the mega-ships with capacities up to 

14,000 20-foot container units that have been calling at West Coast ports for several years now. 

The ILWU rank and file on July 28 voted to approve an extension of the current contract, which was set 

to expire on July 1, 2019, for three years. However, by union rules, the vote had to be certified by the 

ILWU Coast Balloting Committee, which occurred on Friday. The baton has now been handed to the 

International Longshoremen’s Association and the East Coast management organization, United States 

Maritime Alliance, to seek an extension of their contract, which is scheduled to expire on Sept. 30, 2018. 

ILA locals and management this year have been holding talks at the local port level, but when the ILWU 

and Pacific Maritime Association announced the West Coast contract extension in late July, ILA 

President Harold Daggett instructed wage scale delegates from Maine to Texas to prepare 

for coastwide master contract negotiations. 

Labor peace is crucial to national retailers and other beneficial cargo owners (BCOs) that have the option 

of shipping discretionary merchandise through the “five corners” of the United States -- the Pacific 

Northwest, Southern California, the Gulf Coast, South Atlantic, and North Atlantic. Supply-chain logistics 

planning is costly to carry out once routing decisions have been made, and logistics executives want the 

http://www.joc.com/port-news/longshoreman-labor/ilwu-set-vote-contract-extension-august_20170619.html
http://www.joc.com/port-news/longshoreman-labor/international-longshore-and-warehouse-union/ilwu-vote-promises-three-years-us-west-coast-labor-peace_20170728.html
http://www.joc.com/port-news/longshoreman-labor/international-longshoremen%E2%80%99s-association/west-coast-longshore-deal-shifts-industry%E2%80%99s-focus-ila-talks_20170731.html
http://www.joc.com/port-news/longshoreman-labor/international-longshore-and-warehouse-union/west-coast-contract-extension-discussions-present-historic-opportunity_20161012.html
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certainty of labor peace so they can lock in transportation and vendor services for a period of three to 

five years. Events such as the 2014-15 ILWU work slowdowns and PMA retaliation spawned extreme 

congestion on the West Coast and cost BCOs billions of dollars in tardy delivers and rerouting of cargo. 

The extension of the ILWU contract was achieved by winning buy-in from ILWU and PMA negotiators to 

focus the talks on basic issues involving wages and benefits and avoiding hot-button issues such as 

jurisdiction and automation that are quite complex. The ILWU extension raises the base wage, maintains 

health benefits and increases pensions through July 1, 2022. 

 

  

http://www.joc.com/port-news/us-ports/west-coast-ports-back-track-growth_20160327.html
http://www.joc.com/maritime-news/labor/ilwu-moves-forward-contract-extension_20170428.html
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Journal of Commerce: “US ports embrace 'smart 

equipment' to cut cost, boost efficiency” 

September 18, 2018 

By Bill Mongelluzzo 

 

The use of smart equipment, including autonomous vehicles, electric yard tractors, and other cargo 

handling units, is spreading rapidly in the confined environments of ports and rail ramps, as operators 

seek to lower costs and increase efficiency. 

"The technologies are here. They're being used, so get on it now," Mike Saxton, chief commercial officer 

at Orange EV, told the Intermodal Association of North America Expo Monday in Long Beach. 

Although autonomous, or self-driving vehicles, may someday be ready for the open road, regulations 

and public concerns about safety are a major hindrance at this time and do not pose a threat to drivers 

who fear losing their jobs. "I still see heavy-duty diesel trucks for the next 50 years," said Wade Long, 

regional vice president of Volvo Trucks. Since there are several levels of autonomous trucks, the vehicles 

used initially will most likely have drivers, although many of the functions will be automated, making it 

easier and safer for drivers. 

Marine terminals, rail ramps, and distribution facilities provide ideal opportunities for the use of 

autonomous vehicles, which in this context includes tractors or utility tractor rigs that shuttle containers 

to stacks in the yard, as well as rail-mounted automated stacking cranes and other lift equipment. Jussi 

Suhonen, sales director, port solutions, at Konecranes, said virtually all horizontal equipment the Finnish 

company sells runs on electric power. 

Automated stacking cranes that lift containers into and out of stacks are an important feature 

in automated and semi-automated marine terminals. They improve overall terminal productivity and 

reduce congestion because the stacks are usually positioned perpendicular to the vessel and gate, thus 

separating street truck traffic from tractors serving the vessels. This significantly improves trucker turn 

times. Stacking cranes also allow for denser operations, which means the terminal operator can increase 

throughput on the same footprint. 

Electric-powered vehicles and cargo-handling equipment are less costly to operate than their diesel 

counterparts and last longer because there are fewer moving parts to break down. "Why invest in diesel 

now when you can go to electric yard trucks, which are ready today?" Saxton said. 

There are a variety of autonomous and electric vehicles and cargo-handling units available for marine 

terminal, rail yard, and warehouse operators. The equipment can be tailored to duty cycles, different 

operating environments, and load sizes, said Steve Boyd, co-founder and vice president of external 

affairs at Peloton Technologies. Even when the technology for certain units is not yet available, 

https://www.joc.com/trucking-logistics/trucking-equipment/transforming-trucking-self-driving-semis_20180717.html
https://www.joc.com/port-news/terminal-operators/shanghai-international-port-group/us-ports-no-rush-follow-shanghai-automation-path_20171211.html
https://www.joc.com/port-news/us-ports/port-long-beach/automation-halves-truck-turns-times-long-beach-port-terminal_20160531.html
https://www.joc.com/port-news/us-ports/port-long-beach/automation-halves-truck-turns-times-long-beach-port-terminal_20160531.html
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developers are well along in improving the equipment. For example, Suhonen said Konecranes is 

continuing to improve the electric technology for straddle carriers, which require larger batteries 

because of the need to lift heavy containers. 

Terminals, rail ramps, warehouses - ideal for autonomous vehicles 

Marine terminals, rail ramps, and warehouses are ideal for autonomous vehicles because they are 

confined, controlled environments without vehicular traffic. Moving this technology to harbor drayage 

and the open road will most likely not happen for some years, even though the technology is available. 

"The technology is way ahead of the regulations," Long said. 

When self-driving vehicles are used on longer-haul trips on interstate highways, the initial use could be 

in platoons, with two or more trucks,each with a driver, in a platoon, Boyd said. An immediate reduction 

in   fuel consumption will be realized. Furthermore, the operation will allow drivers to engage in 

productivity-enhancing work or allowing one driver to rest while the other takes the lead, thereby 

helping to relieve fatigue and assisting helping drivers in meeting federal hours-of-service requirements. 

"We see these solutions coming along to improve productivity, not abolish jobs," Boyd said. 

Similarly at marine terminals, longshore unions have begrudgingly accepted automation and semi-

automation, but there is an overriding anxiety about replacing jobs. While it is true 

that automation eliminates some jobs, it also creates jobs for workers with tech skills needed to 

maintain and repair equipment and integrate it into terminal operations. "Don't forget the technology 

support work for vehicles and yard operations," Boyd said. "It's an opportunity to get new people into 

this business," he said. 

Impediments to the use of autonomous and electric-powered vehicles and equipment include the need 

to integrate these with the terminal and rail operating systems, public acceptance of autonomous 

vehicles, and expansion of the power infrastructure, including the main grids and charging stations, in 

the port and intermodal environment, although none of these issues are viewed as long-term 

roadblocks to the expanded use of technology. 

While financial support from governments and port authorities is not necessarily needed, public entities 

can expedite adoption of technology through grants and other incentives, such as is being done now at 

the ports of   Los Angeles,   Long Beach, and   Oakland, which have formal programs, backed by funding. 

Boyd said collaboration among ports, government agencies, and the investment community will move 

the process along faster. 
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