A prophecy come true

‘NoT GooD-BYE, BUT AU REVOIR® — these were the words
with which the late Edo Fimmen, the greatest General
Secretary the LT.F. has had during its half century of exi-
stence, concluded the announcement that, as from June-July
1933, the monthly Journal of the I.T.F. would cease publi-
cation.

It was the year in which Hitler came to power and seemed
to be sweeping all before him in his bid for world domina-
tion. The 1.T.F. had suffered a heavy blow by the loss of
more than half a million members in Germany and Austria
and had to curtail its activities in various respects.

Edo Fimmen meant that the setback of the LT.F. was
only temporary, that it would make good the ground lost
and advance further towards the attainment of the goals
which millions of transport workers had- set themselves.

Much has happened in the intervening years, which have
indeed been ones of great anxiety and tribulation for man-

kind, and dark clouds still cast their shadow over the world.
Nevertheless, the LT.F. and the cause for which it stands
have survived, and can today claim to be a greater force
in the world than ever before. I.T.F. membership has not
only reached the figure at which it stood before the setback
of 1933 and soared far beyond it to upwards of five millions,
but, in addition, the L.T.F. is today firmly entrenched in
those parts of the world where it formerly had no more than
a precarious foothold and is breaking ground in regions
where previously international trade unionism was scarce-
ly known. .
The prophecy of Edo Fimmen has indeed been fulfilled
and it is fitting that we should recall this in that issue
of our Journal marking its return as a monthly publication.
Let us renew our promise to play our part in the common
struggle until those ideals which inspire the millions of tran-
sport workers in all corners of the world have been realized.
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GENERAL SECRETARY

Death of a Union

By T.G.McManus (Former Secretary-Treasurer C.S.U.)

We reproduce below, with permission, a full length
article on the Canadian Seamen’s Union which originally
appeared in the 1 December issue of Canada's National
Magazine, Macleans. [t is the first inside story of a most
serious attempt made by the Communists to use the trade
unions of the Western world as tools in the Communist
campaign to gain control of the vital industries of the free
and democratic world.

At the time, the I.T.F. played an active part both in
meeting and defeating this threat. Although no justifi-
cation of the correctness of the policy then followed by
the I.T.F. is necessary, we publish the article which follows.

Five yEARS Aco the Canadian Seamen’s Union had nearly
10,000 members. It held contracts on more than 300 ships
sailing the Great Lakes, the salt-water coasts and the high
seas. Its revenue was $ 30,000 a month. On the cold,
bloodstained North Atlantic the men who carried its cards
had finished fighting their share of a war in which no com-
batant won more honor than the merchant seaman. No
union’s stock was ever higher.

Today the Canadian Seamen’s Union has no more than
600 members. Its crews are working on barely a dozen
ships. The union has been expelled from the Trades and
LLabor Congress of Canada and from the International
I'ransport Workers® Federation. The respect in which it was

as a telling exposé of the methods employed to further the
Communist cause. If anything proves the value of free trade
unionism as an indispensable bulwark against totalitarianism
then it is surely this depressing account of the last days
of a once powerful and respected union.

The facts related therein square with our own knowledge
of them as well as with our estimate of what went on behind
the scenes in the C.5.U.

The whole story may serve as an object lesson to those
who still need to be convinced that tampering with democra-
tic principles or democratic methods can under no circum-
stances be allowed.

once held by employers, governments and other unions
has turned to hostility and contempt. In every way that
matters to a labor union the Canadian Seamen’s Union is
dead.

The primary cause of its death is already known or
strongly suspected by most of the people who saw it happen
or have read about it. Only a handful know the details and
I am one of them. Until last July I was secretiry-treasurer
of the union, a position second in authority only to that
of the president. I was also a member of the Canadian
Communist Party which dictated — at every step and in
every particular — the events which led to the union’s
bitter, inglorious ruin.
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Obviously I could not, even if T wished to, evade my own
full share of the responsibility. In every one of the series
of strikes from 1946 through 1949 which culminated in
the C.S.U.’s downfall, I obeyed the Communist Party’s direct
and specific orders, both in helping to call the strikes and
in helping to run them. Even though I thought the last of
these strikes (called in March, 1949, at the secret request
of the British Communist Party to create an artificial strike
issue for the workers of London) was tactically insane,
it wasn't because of this that 1 quit the party four months
ago. I quit because, after 19 years as a dedicated and well-
disciplined Communist, I found 1 could not stomach the
pro-Russian and anti-Canadian party line in Korea.

1 will not pretend that the allurements and visions which
first led me into the party and kept me there in the face
of many doubts have altogether lost their power. Politically
I am still of the extreme Left. Spiritually I am still a union
man. I believe in trade unions as firmly as I have always
believed in them. 1 believe it is the job of trade unions
to fight as hard and intelligently as they can to win the
highest possible standards of living for the working man.

If I thought it would hurt the cause of unionism I would
not be saying the things I shall have to say here. But it's my
earnest belief that not one Canadian ynion man in a hun-
dred has a clear picture of how a ‘Communist-dominated’
unjon is run and I think it is vital to their own interests
that union men should have such a picture.

In strict accuracy there is no such thing as a Communist-
dominated union. Once it falls under Communist domi-
nation a union ceases to be a union. It becomes a branch
of the Communist Party. Often the party will lay down
objectives for it and prescribe courses of action which are
perfectly sound and valid from the point of view of the
union’s rank and file. But where the interests of the party
and interests of the union diverge it must be the party’s
interests that prevail, even though — as in the case of the
Canadian Seamen’s Union — this means that the union
must die.

The C.S.U. was founded in 1936 at a meeting in the
Communist Party’s naticnal headquarters. At its peak 90%
of its members were non-Communists, but most were con-
tent to leave the union’s control in the hands of the Com-
munist leaders. It was their belief that the union’s objec-
tives were honest and legitimate, as I believe they were
until they conflicted with the party’s objectives. When they
did the union was wrecked.

I joined the Canadian Seamen’s Union in 1945,

Neither the union nor I had anything to do with my join-
ing. When the war ended I was a medical sergeant in the
Canadian Army. 1 had enlisted on the Communist Party’s
instructions in 1942 and as I waited for my discharge in
Meontreal | took it for granted that my next job like every
job I'd held for nearly 15 years — would be on assignment
from the party. (Now it's called the Labor-Progressive
Party but the old name is the only accurate one).

When my discharge came through I reported to the
party’s Montreal headquarters. Fred Rose, the federal mem-
ber of parliament who was later to go to jail as a leader
of the Communist spy ring, instructed me to go to national
headquarters in Toronto and gave me transportation and
expense money.
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The Canadian s.s. Beaverbrae - here shown at the deserted

quay - was the source of the trouble in the Port of London.

Labelled “black' by the Communist it was used by them to

further their attack on the economic life on democratic
Britain.

In Toronto 1 reported to Sam Carr, then the party’s
national organizing secretary, now also serving a prison term
for conspiring to forge a passport for a Russian agent.
Carr told me the Political Bureau, the party’s 1l-man inner
cabinet, had already decided my future.- A few members
of the bureau had suggested that I return to political work
in Saskatchewan where before the war I had been the
provincial lgader and had served as an alderman in Regina.
The P.B. finally ruled that I'd be more useful in trade
union work,

I ran an election campaign for Buck and then Carr sent
me to Ottawa where | saw Pat Sullivan, then president of
the Canadign Seamen’s Union and secretary of the Trades
and Labor Congress. Sullivan, who broke with the party
three years ago, was then a member and had been instructed
to give me a job.

I worked for a few months on the Montreal docks as
a partrolman, equivalent in a shore-side union to a union
steward. 1 worked hard both for the party and for the union.
I was appointed a delegate to the 1946 convention of the
union in Montreal.

This meeting followed the exact pattern of every C.S.U.
meeting I have attended. Since the C.S.U. was founded by
the party and has been a party captive throughout its
career I believe it's safe to assume the C.S.U. has never
held a meeting that followed any other pattern.

Officially, the officers for the next year were elected
at a meeting of some 80 C.S.U. delegates and officials.
Actually they were appointed at a party caucus held the
night before. The only C,S.U, members who attended this
preliminary meeting were the 18 or 20 union delegates and
officials who were members of the Communist Party.
The meeting was run by J.B. Salsberg, a well-known Ontario
Communist politician who is a member of the party's
Political Bureau and its trade union director.

Salsberg went over the slate of officers in the CS.U,,



commenting on the work of each man. Then with the off-
hand assurance of a baseball manager naming his starting
lineup he announced the new slate.

‘Sullivan will continue in office as president,” he said.
‘Davis (Harry Davis, now C.S.U. president and the man
who 18 months ago dealt the C.S.U. its coup de griice)
will be first vice-president. Cyril Lenton will be treasurer.
Gerry McManus will be secretary.’

All we keymen, of course, were party members. A few
members of the C.S.U. executive — men like Theodore
Roy and Eddie Reid — who were not party members but
who had not opposed the party in the C.S.U. were appro-
ved by Salsberg for re-election.

‘Party is Always Right’

The next day, though we were outnumbered nearly four
to one by the non-Communist delegates, those who had
attended the party caucus got Salsberg’s slate through the
C.S.U. convention without a casualty. Salsberg naturally
didn’t attend the meeting for he is not and never has been
a member of the Canadian Seamen’s Union.

At the next convention — or rather at the party caucus
Salsberg called the night before the convention — 1 was
‘elected’ secretary-treasurer, From then until July of this
year 1 shared with Harry Davis the job of running the
C.S.U. to Salsberg’s and the party’s satisfaction,

In each of the three years from 1946 through 1948 the
C.S.U. went on strike. I don't propose to go into the issues
or the details. It's not that I wish to hide anything. I simply
think the position laid down for union by the party in each
of those strikes was a good position — a fair and reason-
able position for a trade union 10 follow.

Contrary to general belief it was not at the party’s instig-
ation that a wave of violence and lawlessness accompanied
the 1948 strike on the Great Lakes. Even now — with
the advantage of the second guess and freed of the blinding
necessity of- telling myself over and over again that ‘the
party is always right' — I cannot remember that the partv
asked me to do anything which a conscientious trade union
leader could not have done.

I see now that the 1948 strike was a tactical mistake. It
played straight into the hands of Pat Sullivan, who had guit
the party and the C.S.U. to form the rival Canadian Lake
Seamen’s Union. It strengthened the hand of the large
shipowners who had invited the strike by locking out C.S.U.
crews. And, although the union still had so much support
in the trade union movement that Frank Hall suffered a
total defeat in his first attempt to have it read out of the
Trades and Labor Congress, even the most easygoing
non-Communist labor leaders were beginning to wonder if
we weren’t getting ‘strike-happy’.

Bruised But Not Beaten

All these points could be argued interminably. The reason
I'd rather not argue them here is that I want to make this
a statement not of opinion but of fact. The fact is that the
party ordered and ran the strike. As secretary-treasurer I
reported daily to Joe Salsberg on the progress of the strike
and took my orders from him. In the early stages of the
strike I moved my headquarters from Montreal to Toronto
s0 that I could be in constant personal contact with Salsberg.

The C.S.U. came out of that 1948 strike badly bruised

but by no means beaten. It was the 1949 strike which sealed
its doom — completed the dispersal of most of its members
to the Seafarers’ International Union and brought the
C.S.U.’s expulsion from the Trades and Labor Congress.

I want to tell what 1 know about this in some detail for
it was the first strike in which even I — still a staunch toe-
the-party-liner — had difficulty in persuading myself that
the party had the nation’s interests at heart.

In the fall of 1948 we began negotiating for a new con-
tract with the shipping companies that control Canada’s
deep-sea merchant fleet. A three-man conciliation board
brought down a report in April 1949. The report suggested
concessions on both sides. I personally considered it as good
a settlement as we could reasonably hope to get in the
prevailing atmosphere. [ was in favor of accepting its basic
recommendations on wages and working conditions and
trying to bargain further on a question involving union
hiring halls.

Davis, the president, was in England when the concilia-
tion board brought down its report. I called a meeting of
the executive in Montreal and wired Davis to come back
right away. The meeting followed the customary blueprint.
Joe Salsberg didn't attend the C.S.U. sessions but he took
a room in the hotel in which they were being held. The
night before the C.S.U. executive met, the Communist exe-
cutive members reported to Salsberg’s room.

Tao Strike the World !

For once Salsberg wasn't prepared to lay down a final
directive. That wasn’t altogether surprising. Deep-sea sail-
ing is an international activity. A deep-sea strike by the
C.S.U. would have ramifications in many countries outside
Canada. The Canadian party wasn't anxious to rake a
stand without having the views of the party in other parts
of the world. It was to get those views that Harry Davis
left Canada. Salsberg told us to go ahead with the union
meeting as scheduled but not to allow any decision to be
made until Davis returned.

We were in session when Davis arrived. He had attended
two major meetings in Europe — one a meeting of the
executive members of the Communist-controlled World
Federation of Trade Unions: the other a special meeting
of the dock workers’ fraction of the British Communist
Party. He had been assured that if we struck we could get
fighting support in virtually every deep-sea port in Europe.

‘We can strike the world!" Davis said exultantly.

I got up. 'Wait a minute’, I said. "What about Canada?
If we strike again I don’t think we'll get support from any
important section of the Canadian trade union movement.’
Without the support of Canadian labor I felt any support
we might get in foreign ports would be meaningless.

We adjourned and took our disagreement to Joe Salsberg.
Salsberg asked Tim Buck to come down from Toronto.
The next day the Communist members of the C.S.U.
dumped the question in the lap of the party’s top man,

I was still holding out for peace. Davis was very persu-
asive. He repeated his assurance of support from the party
and from party unions all over the world. He said he found
demand for a strike. Ever since the Labour Party had come
to power in Britain, Davis reminded us, British labor had
lacked ‘militant leadership® — in simpler terms, the British
Communist Party had difficulty in promoting strikes on
domestic issues. A strike on the waterfronts of Great



Britain might arouse the whole British trade union move-
ment. Davis made it clear that the cost to the Canadian
seamen was irrelevant in the eyes of the British Communist
Party.

Buck finally ordered a saw-off. The Canadian National
Steamships’ Lady Rodney and Lady Nelson were in or
bound for Halifax. Buck told us to tie up those two ships,
and those two ships only, as a sign to the Government (their
owner) that we meant business.

Davis ordered the ships struck and at the same time
wrote a letter in the union’s name flatly rejecting the con-
ciliation board’s report. This was farther than the party
had authorized him to go and Buck and Salsberg were
plainly worried. They were afraid a strike would hurt the
party’s position in Canada and they were afraid if there
was no strike it would hurt the Canadian party’s position
abroad. They ordered Davis to go to Ottawa and try to
work for a settlement with Arthur McNamara, Deputy
Minister of Labor, and Percy Bengough, president of the
Trades and Labor Congress. I went with him.

On the chief issue of hiring halls we began making pro-
gress. We worked out a complicated formula that looked
satisfactory. Some features of the formula required govern-
ment assent. McNamara, an able negotiator who will try
to work with anybody if he thinks it's in the public interest,
agreed to lay it before his superiors. When he came back
his face was grave. 'It’s too late, boys' he said. “The owners
have just signed with the Seafarers’ International Union’.

We broke up. Davis was beside himself with elation.
‘I told you there was to be a strike,” he said. “The strike
is on!’

Davis telephoned the Ottawa Press Gallery and announc-
ed the C.S.U. was striking. Then he telephoned C.S.U.
representatives at the Canadian ports and ordered them to
call all men out. He wired the men he had met at the Paris
meeting of the World Federation. He had already appoin-
ted his brother, Jack Pope (the family’s real name is Popo-
vich), a member of the British C.P., as a walking delegate
for the C.S.U. in London. He wired Pope to report the
situation to the London dock workers..

What happened from then on is a matter of public rec-

ord. When the CPR ships Beaverbrae and Agramont arrived
in London, Pope called the crews out. True to its promise
to Davis the dockers’ fraction of the British C.P. induced
thousands of British dock workers — both Communists
and non-Communists — to go on strike as a demonstration
against the 'black’ ships from Canada. Strikes and disorder
flared briefly but violently across half the world.

Davis® star soared. He had called the strike without
even going through the empty formality of consulting the
union executive or asking for a vote from the members.
He had not even waited for an official go-ahead from Sals-
berg and Buck. This could been an unforgivable offence.
In fact it became a triumph when the offical journal of the
Cominform and Bible of Canadian Communists, ‘Demo-
cracy and Lasting Peace’, applauded the strike as an
example of ‘international working-class solidarity’. But that
strike broke the C.S.U.

Today the C.S.U. stands ruined and repudiated in the eyes
of everyone except the party.'And even the party knows
the C.S.U. is dead. But the party does not mourn its corpses.

Labor has made a start in the fight against Communism.
But it’s only a start. At the level where it really counts,
down in the locals, the party is still strong.

During my last few months as a' party member one of
my assigments was to get signatures for the Stockholm
Peace Petition demanding the banning of the atom bomb.
One of the locals 1 worked on is affiliated with the internat-
ional railway brotherhoods who spearheaded the fight to
kick the Reds out of Labor. This local has more than 150
members but not more than eight card-holding Commu-
nists. I called in two of the Communist members, gave them
copies of the petition and told them the party wanted 100%
response. That's exactly what they got. This remember, was
in a union whose top leaders are implacable anti-Com-
munists.

Within that union Communism was receiving direct and
powerful aid from many members who are not Communists
but who are still listening to their Communist stewards.
That’s what I mean when I say that labor’s ultimate fight
against Communism - the fight in the union local is still to
be won.

Resolution adopted

by the Stuttgart Congress of the LT.F. justifying the

‘This Congress,

‘Having considered the refusal of the LT.F. to show
solidarity with the striking Canadian Seamen, and the sus-
pension of the affiliation of the Canadian Seamen’s Union
by the Executive;

“Takes into account the following facts:

‘From April to July 1949, the Canadian Seamen’s Union
(C.S.U.) conducted a strike when need for recourse to this
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exclusion of the Canadian Seamen’s Union

final weapon for the defence of the interests of the mem-
bers, did not exist.. To induce members to come out on
strike the Communist leaders of this Organization.lied to
them. Moreover, they gave out strike instructions which
conflict with all tradition of maritime trade union action
and also with Canadian law, thus laying the members open
to legal proceedings and severe penalties.

‘The leaders of the Canadian Seamen’s Union called for the




assistance of the LT.F., but systematically hid the truth
about the alleged dispute by deliberately refusing to furnish
information which, in accordance with the Rules of the
I.T.F., they were under an obligation to provide. Instead of
informing the I.T.F., and through it the Organizations whose
support was desired, the Communist leaders of the Canadian
Seamen’s Union, with the active assistance of agents of the
Communist Parties, conducted a campaign of lies among
the workers in the different ports throughout the world
and exploited in a shameless fashion the sentiment of soli-
darity of the latter. They thus did grave injury to the water-
side workers whom they led astray and to the economy of
the countries affected.

‘On the other hand, the leaders of the Canadian Seamen's |

Union conferred secretly with the so-called World Feder-
ation of Trade Unions and this instrument of the Comin-
form supported their campaign against the I.T.F. and the
Organizations affiliated to it. The leaders of the Canadian
Seamen’s Union conducted their campaign by means and
according to methods which demanded large financial
resources, but they left their members on strike in foreign
ports to the charity of the sympathising workers.

‘The strike was conducted, contrary to all the rules of
Trade Union strategy, by methods aiming at dragging use-
lessly and wickedly, in all parts of the world, the greatest
possible number of werkers into the dispute.

‘Whereas everything points to the fact that the strike
of the Canadian Seamen’s Union was decided by an outside
power of which the leaders of the C.S.U. are the lackeys;
“This Congress,

‘Approves the decision of the Management Committee, the
Executive Committee and the General Council to refuse,
for the first time in the history of the I.T.F., assistance to
an affiliated Organization engaged in a dispute;

‘Decides to expel the C.S.U. from the LT.F. for having
harmed the interests of its own members and those of
other affiliated Unions;

‘Notes with satisfaction that the vast majority of the mem-
bers of the Canadian Seamen’s Union have turned their
backs on this Organization so unworthy of their confidence
and have re-joined the ranks of a free trade union;
‘Invites Transport Workers throughout the world to ponder
this example of shameful exploitation of the noble sentiment
of working class solidarity for unavowed political ends.’

Road Transport in South America

THE PAN-AMERICAN HIGHWAY CONFEDERATION is now 26
vears old and 16,000 miles of route - some 15,000 ft.
high — are connected to the Pan-American system, although
2,000 miles of this are impassable in the wet season. Road
transport today plays a most important part in the econo-
mies of practically every country from the Gulf of Mexico
and the Caribbean Sea to Cape Horn.

(Modern Transport)

25.000 times round the world!

Lonnon TraNsPORT, despite a decrease in receipts, last year
carried 2,000,000 more passengers daily than before the
war. Rail and road vehicles operated by London Transport
staff in one year cover a distance of more than 25,000
times round the world and the number of passengers car-
ried in the year equals more than twice the population of
the world.
! Lord Latham,
Chairman of London Transport, in a message to the staff

The Norwegian Whaling Industry

THE NORWEGIANS WERE PIONEERS in modern whaling and
first explored the possibilities and perils of Antarctic whal-
ing. As other nations appeared on the seas, Norway’s share
in the catch gradually declined, but Norwegian expeditions
are responsible for half the whale oil ever taken in the
Antarctic.

During the war Norway lost eight of her thirteen floating
whale factories. The exiled but alert Norwegian Goverment
ordered one early replacement in Great Britain, which was

.k

ready in the autumn of 1945. Following the liberation three
more floating whale factories were bought and came into use
during the 1947/48 season. In addition, Norway has taken
over one of three ex-German whaling combinations. '

The efforts of Norwegian whaling to regain its old place
in international whaling are most impressive, when one takes
into account the enormous cost of building the complicated
whaling ships.

Unlike the Japanese, the Norwegians have always coope-
rated in whaling agreements designed to protect and preser-
ve the stock of whales, and it was natural that the Nor-
wegian Government should adhere to the international con-
vention for the regulation of whaling concluded at Washing-
ton in December 1946. Excessive killing of whales in north-
ern waters destroyed the Arctic whaling industry by the end
of the 19th century. In 1937/38 Norwegian Arctic whaling
amounted to only 0.6% of the total world catch,

The Norwegian whaling fleet is now nearing its pre-war
size. Two new factory ships and eleven catchers were de-
livered in 1947, and one factory ship and eight catchers are
under building. Each factory ship costs £ 1,500,000 and
catchers £100,000 each. It is expected, however, that a
post-war season of whaling will produce nearly £ 12,000,000
in much-needed foreign exchange.

Transport Steel Reguirements

SOME RECENT STATISTICS issued by the British Iron and Steel
Federation, giving a rough estimate of the amount of steel
required for various purposes show that for a ship of
10,000 tons deadweight (riveted) 3000 tons of steel are
required, while a mainline locomotive requires 75 tons, a
railway carriage 20 tons and a railway wagon 7 tons. A
double-decker bus takes 614 tons, and a ten h.p. car 1 ton.
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RATIO OF VEHICLES AND ROADS TO POPULATION 1947
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this matter we gratetully acknowledge. In addition, this most valuable publicalion contains essential statistics concerning the world's roads
which have never before been available to such a gratilying extent. We propose to reproduce some of this data on a future occasion.
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Conditions of employment

On the Trinidad Waterfront

THE SEAMEN'S AND WATERFRONT WORKERS' Trade Union
of Trinidad (affiliated with the L.T.F.) has in recent months
concluded two more collective agreements and now has five
agreements covering a wide range of port workers.

Provisions common o all the agreements deal with the
port registration scheme for casual workers, recognition of
union delegates, and a joint conciliation procedure, in the
final phase of which there is appointed an Arbitration Tribu-
nal under the Trade Disputes Arbitration and Inquiry Ordi-
nance. All five agreements will run for the two-year period
1 August 1950 to 31 July 1952.

Stevedores, coopers, coal frimmers
The basic hourly wage for stevedores and coopers employed
by the Shipping Association of Trinidad is 42 cents. This is
the rate for the two main shifts (7 to 11 a.m. and 12 to 4
p.m.). Time and a half is paid for work outside these hours,
except for work during the four recognized meal hours (11
a.m. to noon, 5 to 6 p.m., | to 2 a.m. and 6 to 7 a.m.) for
which double time is payable. Time and a half is also
payable for work between 12 noon to 4 p.m. on Saturdays.
Further time and a half is payable for work on Sundays and
seven public holidays and double time on the three religious
holidays.
These rates do not include the cost of living bonus provided
under an agreement dating back to April 1940, according to
which an addition of half a cent an hour shall be made to
the wages of stevedores, lightermen and launchmen for
every five points rise in the official cost of living index
number (base 109, the figure for September 1939). The
Trinidad dollar is worth about 4s. 2d.
The normal working day is 7 to 11 a.m. and 12 to 4 p.m,
on Monday to Friday and 7 to 11 a.m. on Saturday. A mini-
mum of four hours is guaranteed for work starting between
7 and 11 a.m. or 12 and 4 p.m. Men starting at 11 a.m. are
paid for the break hour plus four hours. A minimum of
three hours’ overtime is guaranteed for work after 6 p.m.
Other provisions lay down minimum periods for which
night work rates are payable, extra rates for penalty cargoes
(cement in bags, sulphur in bulk, hydrated lime, et¢) and
deal with matters such as adequate lavatory accommodation
and other hygiene measures, medical treatment, safe tran-
sport between shore and ship, protective clothing and gear,
normal size of gangs (8 men). Analogous conditions are
provided for the tally clerks, chief clerks, lightermen and
launchmen employed by the Trinidad Shipping Associations.
There is a separate agreement for the stevedores and coal
trimmers employed by the Archer Coal Depot Company.
Here the basic rate is 54 cents an hour, with time and a half
for work outside the main shifts(7 tolla.m.and12 to 4 p.m.)
and double time for work during the recognized meal hours
For the rest the conditions provided are analogous to those
prescribed above. An additional feature is the provision for
a payment of $15 in lieu of vacation pay to stevedores who
have been on the payroll for 12 months. This is a token
payment, and in case of steady employment throughout the
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year a stevedore gets one week’s holiday with pay (56 hours
or $30.24).

Launchmen

The agreement with the Trinidad Pilots and Berthing Mas-
ters Association provides for the following conditions of
employment:

Weekly wages: captains $25, engineers $20, bowmen
$14, plus a lump sum of $5 for work in excess of the nor-
mal working week (seven days of 8 hours). Time and a half
for work on the seven public holidays and double time on
the three religious holidays. Provision is made for 21 days’
sick leave per year and 21 days’ annual vacation with full
pay.

Launchmen covered by the agreement with the Trinidad
Shipping Association have a minimum weekly wage of
$14 for captains and engineers and $9 for bowmen. Here
the normal working week is 7 to 11 a.m. and 12 to 4 p.m.
and a half day on Saturday, with overtime at prescribed
rates for work outside these hours. Men with not less than
twelve months’ service are entitled to an annual holiday
of twelve working days on full pay.

Crews of vessels operating in territorial waters

The following are the main provisions of the agreement
covering this group:

Per Overtime

Month Rates
Bosun 11040 & 66§
Able Seaman 96.00 .60
Ordinary Seaman
Up to 2 years service 60.00 45
Over 2 years service 7200 45
Motorman and pumpman | 105.60 .60
Greaser 100.80 .60
Fireman 98.40 .60
Cook
Up to 25 hands 108.00 .60
QOver 25 hands 120.00 .60
Messman/assistant cook 85.00 .60
Messman 81.60 .60

The normal working week is 56 hours at the rate of
8 hours per day, including Saturday afternoons and Sundays.
Work in excess of these hours is paid for at the above-
mentioned overtime rates. The first eight hours’ work
on public holidays is paid for as time and a half and double
time thereafter.

Provision is made for an annual paid holiday of 14
consecutive days and a total of seven days’ sick leave

Port Service Departement

The fifth agreement of the Trinidad Seamen’s and Water-
front Workers™ Trade Union covers the regular and casual




employees of the Port Services Department. Like the pre-
vious agreements it lays down normal working hours, gu-
aranteed pay, extra pay for dangerous and dirty cargoes,
size of gangs, port registration, protective clothing and
gear, injured workmen and medical treatment, safety pre-
cautions, annual and sick leave, recognition of union re-
presentatives, disputes procedure.

The normal week for weekly employees is 44 hours and
wages range from $25.19-27.61 for wharf foremen (wage
group 1) to $19.36-21.12 for engineering charge hands
(wage group 7). For daily employees wages vary from 53-

61 cents for crane drivers (wage group 8) to 31 cents for
labourers, markers and runners in wage group 21. For long-
shoremen the rate is 3914 cents per hour. In addition to
these rates, a cost of living allowance is payable amounting
to 50 cents for the first 94 cents earned per day rising to
74 cents for the part of daily earnings between $5.10 and
$ 5.29.

Men having worked 250 days during the preceding twelve
months are entitled to 14 days annual holiday with full pay.

Men having 'worked 125 days during the preceding
twelve months are entitled to 14 days sick leave.

Stockholm Taxi-Drivers’

Pension Fund

StockHOLM WAS THE FIRST, and, until recently, the only
Swedish town in which a Taxi-Drivers’ Union has succeeded
in supplementing the State social insurance scheme by an
insurance scheme of its own in which the employers parti-
cipate. The scheme provides for the payment of retirement
pensions, widows, and orphans’ pensions and disablement
pensions, as well as death benefit. The benefits provided un-
der the scheme are supplemented, in case of need, from a
Distress Fund. A Savings Scheme is also operated in con-
junction with the scheme as a whole.

In February, 1950, a similar agreement was secured
for the Gothenburg taxi-drivers and the conclusion of yet
another is pending in Malmd, Sweden’s third largest town.

In Stockholm there are four taxi-cab companies, employ-
ing a total of 200 drivers and with 81 cabs on the road.
Most cabs, however — some 878 in number — belong to
small men, owning mostly only one taxi and employing as
a rule only two drivers, who take turn and turn about. These
small men are themselves usually former taxi-men who con-
tinue at this work even when they have bought their cab,
till they are too old to do so.

The Pensions Fund began to operate in 1946, At first
the number of members was small. The same year the de-
mand was made, in negotiations with the Taxi-Cab Proprie-
tors’ Association, that all cab-drivers emploved by it should
come into the Fund. The Association, which at that time
was affiliated to the Swedish Employers’ Federation, would

not at first — on the advice of the Federation — agree

to this. When, however,.the Swedish Transport Workers’
Union gave the Stockholm Taximen’s Union permission to
threaten a strike, and, if necessary, to carry it out, the Taxi-
Cab Proprietors” Association left the Employers’ Federation.

Nothing then stood in the way of an agreement to come
into the Pensions Fund. By 1 January, 1947, all their dri-
vers were in the Fund. Membership was 1,500.

The pensions payable are graduated according to age
at joining. A member joining the Fund at thirty would, pro-
vided contributions had been paid regularly, receive a single
payment of 698 kr. at age sixty-five and an annual pension
of 1,745 kr.

A married couple, once both had passed sixty-seven and

thus become entitled to State old-age pensions, would be in
the following position: (see table below).
There is a cost of living bonus of 5 per cent to be added
to the State old-age pension that has not been taken account
of here. The amount of the State and Municipal Rent
Bonuses depends on the remaining income and on the cost
of living classification for the area lived in.

On the death of a member who came into the Fund at
thirty, Death Benefit to the value of 698 kr. is paid. If
death ensues before pension age, the amount which would
have been payable on reaching age sixty-five is added to
this sum. This raises the total for Death Benefit to 1,396 kr.

Widows’ and Orphans’ Pensions are calculated on the basis
of the Retirement Pension of the deceased. The Allowance
is as follows: widow without children under 21, 40 per cent;
widow with child under age, 60 per cent of the retirement
pension. For each further child under age the allowance
increases by 8 per cent.

If the person dying leaves behind no widow but children
under age, the orphan’s pension in the case of one child is
equal to 40 per cent, in the case of two children 60 per cent
of the retirement pension. For each additional child under
age the allowance increases a further 8 per cent.

Retirement State Old-Age | State Rent Municipal Rent
Age at Joining Pension Pension Supplement Supplement Total
Bonus Bonus 5
25 years of age 2,164 kr, 1,600 kr. 18 kr 218 kr. 4,000 kr.
30 1,745 1,600 227,50 427 50 4,000
35 1,391 1,600 404,50 604,50 4,000
40 1,082 1,600 559 759 4,000



G. B. S. puts the railwaymen’s case

THE LATE GEORGE BERNARD SHAW, who was always ready
to place his talents at the service of the workers, was a great
friend of the British raitwayman.

During the railwaymen’s strike of 1919, G.B.S., commen-
ting on the reasons for the stoppage in his own inimitable
manner, wrote in the now-defunct ‘Daily News' of 3 Octo-
ber 1919:

‘At midnight on Friday, September 26th 1919, a number
of private persons employed on the railways, having acc-
umulated sufficient money to enable them to take a
month’s holiday, ceased working and went home. Their
object was to make the community, which had seriously
underrated their labour, realize its value by experiencing
the discomfort and loss which its withdrawal would cause.’

The Colombo Plan and transport development

Tur: reEporRT by the Commonwealth Consultative Com-
mittee for Co-operative Economic Development in South
and South-East Asia (Cmd. 8080) was published on Nov-
ember 28th. The governments represented at the meet-
ing at which the report was prepared were: Australia, Can-
ada, Ceylon, India, New Zealand, Pakistan and the Unit-
ed Kingdom. There were also present delegates from Cam-
bodia, Laos and Viet-Nam and the Ambassadors in Lon-
don of Burma and Indonesia..

The plan consists of six-year development programmes
for India, Pakistan, Ceylon, Malaya, Singapore and North
Borneo (including Brunei and Sarawak). The total cost is
estimated at £ 1,868 million and the external finance re-
quires £ 1,084 million, of which £246 million would come
from sterling balances.

The Report points out that the standard of living in the
area is extremely low, the average annual income per head

over most of the area, for instance, being £20 as compar-
ed with £400 in the United States, and that economies
are gravely under-developed. The following table gives
some idea of the levels of economic development in the
field of transport for the area compared with those reached
in the United Kingdom and the United States: (see table
helow).

The importance assigned to transport development in the
plan becomes obvious when an analysis of the individual
programmes is made. In the case of India, for instance, the
largest percentage of the total amount which it is proposed
to spend will go to transport and communications, in the
case of Pakistan the second largest, in that of Ceylon the
third largest, whilst in the case of the British Territories
the figure is again the second largést.

Units per

thousand India Pakistan | Ceylon | Malaya U.K. u.s.

Population
Locomotives number* 22 16 32 31 410 309
Carrying capacity of railway wagons | tons 10 88 45 13 276 556
Rail freight '000ton-miles 65 32 446 4.568
Load carrying road vehicles number 0.18 017 1.41 3 16 43

* Per million population

Pakistan transport workers shun political ties

Tue aArtrrune of the Pakistan Transport and General Wor-
kers' Federation (an L.T.F. affiliate) towards the question of
political affiliations was recently made clear by the Federa-
tion’s Chairman who, speaking at the First Annual General
Conference of the All Pakistan Confederation of Labour
(APCOL), said:

‘The Pakistan Transport and General Workers’ Federa-
tion has been affiliated to the All Pakistan Confederation
of Labour, for the attitude of both has been the same, the
main significant fact being that neither APCOL or PTGWF
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is dominated by, or is tied to the chariot wheels of, any poli-
tical party. In other words, labour is left to awaken and
develop its own consciousness unhampered and untramelled
by any political programme of doubtful utility or success.
I'he Pakistan Transport and General Workers' Federation
has always felt that it was prepared to help any political
party that had a benificial labour programme, but it had re-
fused to act as a Punch and Judy show or to dance like a
marionette to the tune of endlessly changing moods of a
political body at the cost of its own submergence.’




Trade Union Work in India

Tur 1949-50 rerortT of the General Secretary of the
Baroda, Bombay and Central India Railway Employeces’
Union, Bro. G. B. Sukhee, is & modest but appealing docu-
ment. 5

The Union has 16 ‘branches with over 150 and up to
2500 members and 135 smaller ones; the total membership
being 16,000, 2000 of whom were enrolled between April
and October 1950. The receipts from contributions amount
to Rs. 30,242 from which it can be deduced that the mem-
bers pay about 2 rupees (3 shillings) per year. That is too
little, but the Union leaders would be content if they could
induce the workers concerned to form a large regular
dues-paying membership. Other data in the report seem
to indicate that from wages amounting from 40 to 60 rupees
per month for shunters in big marshalling yards it is hardly
possible to deduct a bit more trade union contributions.

The list of matters dealt with during the year contains
items that could be found in the report of any railwaymen’s
union, but some have a specific Indian colour. For instance:

‘Reinstatement of Railwaymen :

A number of Railwaymen were arrested in connection
with the threatened strike in 1949 sponsored by the
Communists. It was with great difficulty that the Union
was able to secure the release and the re-instatement of most
of such Railwaymen with arrears of pay.

Recoveries of Loan from Sureties :

Due to the partition of the country a number of Muslim
staff had opted for Pakistan, Many of these persons had
taken loans from this Railway, the recoveries of which
were being made from railwaymen who stood sureties for
them, involving an amount of about Rs. 4 laks. On repre-
sentation to General Manager, further recoveries were
immediately stopped and an order to that effect was gazet-
ted on our request. -«

Harassment of Staff at Gangapur by Rajsthan Police :

In this year a number of cases of harassment, by way of
assaults and arrests by Railway Police at Gangapur were
reported. This created an atmosphere of fear and a sense
of insecurity amongst Railwaymen at Gangapur. The
staff were forced to resort to “TOOL-DOWN'’ for two hours
on 28th April 1950. As a result of representation to the
appropriate authorities by the Union and the Admin-
istration, a Police Inspector in charge of the station was
transferred with his staff and Railway Police were instructed
to behave with the Railway staff strictly in accordance
with the rules. In the case of Driver Gilispie against whom
proceeding are going on in the Jaipur Court, the General
Manager has agreed to make arrangements for his defence.

Educational facilities :

It is regretted that instead of giving more educational
facilities to the children Telatives of Railwaymen, the Ad-
ministration has not only increased the fees but have decided
to close down the middle school at Gangapur and Ratlam.,
The number of school-going children has increased and
they were expecting the opening of high schools. The

Administration has not taken due notice of our represent-
ations on this point.’

The reading of the report conveys the impression that
relations between the Union and the Railway Admini-
stration are fairly good. However, there are difficulties to
contend with which originate outside the railways. The main
problem of Indian Railwaymen seems to be how to keep
body and soul together. There is an instructive extract from
the report:

‘In the month of October there was a spontaneous and
lightening strike in the workshop at Ajmer as a result of
the sudden and steep increase in the price of wheat ordered
by the local Administration. The workshop remained closed
for 5 days and even the running of trains was affected for
more than a day. The local Administration had provoked
the strike and yet they replied to it by a charge and a tear
gas attack and the wholesale arrests of all the active workers
of the Ajmer branch. Immediately on receipt of information
the Head Office sent Jagdish Ajmera for on the spot inquir-
ies. On his return to Bombay the President, Jagdish Ajmera
and the General Secretary had an interview with the
General Manager as a result of which most of the workers’
grievances were safisfactorily redressed. The three then
proceeded to Ajmer and the strike was called off and all the
arrested persons were released. The strike was a spontaneous
demonstration of workers against the highhanded action of
the local Government. By their solidarity and strength
they have succeeded in securing a lowering of the increased
price of wheat.

The incident in Ajmer brings to my mind the grave
problem that has been created for all Railway workers by
the steep rise in prices of all essential commodities. The
Government had given an undertaking when the last in-
crease in dearness allowance was sanctioned that they would
not allow the prices to rise and would take all measures
to bring them down appreciably. That undertaking has
not been honoured. There has been a large increase in
prices causing untold miseries to Railway workers and their
dependents. This has made it obligatory upon the Union to
develop a powerful movement for an adequate increase
in dearness allowance.’

Lathi charges, tear gas and arrests as a remedy against
increases in the cost of living. It's a telling illustration of
the opening paragraph of the report which reads as follows:

‘It is very difficult to give a complete picture of the humil-
iating conditions of the working class in India where any
struggle for the betterment of their service conditions is
being viewed as unpatriotic by the present rulers and where
due to unplanned and pro-capitalist economic policy of the
Government resulting in high prices and lowered standards
the lot of toiling millions is getting worse and worse. In
addition to this the Government are determined, against the
organized opposition of all free trade unions, to pass the
two anti-labour Bills, the Black Bills, If these Bills are
passed, it will sound the death knell of the Free Trade
Union Movement in this country.’

Any struggle for betterment viewed as unpatriotic! If
we are rightly informed, the Indian rulers are worried by

11



the Communist menace. Assuming that Brother G.B. Sukhee
tells the truth - and we have every reason to believe he does
- then these same rulers are preparing a rude awakening
for themselves. If they brand the struggle for justice as
unpatriotic and treat the fighters for justice with hostility,

then the toiling masses will be driven to believe that the
Communists are after all, their defenders. Lathi charges,
tear gas and arrests will not help the Indian workers to
detect the lie in Soviet propaganda!

P. T.

Medical and first-aid attenﬁnn for
Merseyside dockers

Unper THE AUSPICES of the British Ministry of War Tran-
sport, the Liverpool and Birkenhead Docks were, during the
war, supplied with five medical centres whose administration
has been passed across to the local board. The number of
attendances, mainly for dressing and redressing injuries
received by dockers at work, now runs to about 90.000 a
year and steps are being taken to increase the number of
centres, so that dockers who may have a minor accident
will be within easy reach of one of them no matter where
their job in the docks may be. Each centre is fully equipped
with a surgery and surgical appliances for dealing with every-
thing except major accidents which must go to hospital.

An experienced nursing sister is in charge of each, with
junior nurses under her. In charge of the whole system is a
doctor who is a specialist in the field of industrial accidents.
A very large proportion of the cases handled are finger
injuries, which the inexperienced docker is liable to treat
rather lightly, but which can give infinite trouble if they are
not dressed immediately. The dockers themselves are very
appreciative of the services rendered, as are the crews of
visiting ships who also benefit from them.

At the moment, and owing to increased port activities,
there are 18,500 dockers employed on Merseyside. This
represents the largest labour force so far employed.

The Norwegian Fishing Industry

Tue NORWEGIAN salt water fishing industry is one of
the largest in the world. Today the Norwegian industry is
probably exceeded in size only by that of the United States.
In fish exports Norway is in the first position; about 904
of Norwegian fish production is sent overseas amounting to
Vi of the total exports of goods. Over 100,000 men are em-
ployed, of whom only about a third make fishing their sole
livelihood. The typical Norwegian fisherman combines his
fishing with other convenient occupations such as farming
and forestry. Most Norwegian fishing takes place off the
long coast line, although some is also done off Greenland
and on the banks of Iceland and Svalbard (Spitsbergen).
The cod fisheries are to the north and the herring fisheries
mainly in the south below Trondheim. Besides these main
catches, halibut, haddock, flounders, sardines and mackerel
are also taken. A limited amount of coastal whaling is done,
but this is nothing in comparison with the great Norwegian
whaling activity in the Antarctic.

The Norwegian fishing industry operates no less than
80 thousand fishing boats. Of these the greater part are
small craft, many not equipped with mechanical means of
propulsion; only about 1600 are sea-going vessels. This
use of small boats is peculiar to Norwegian-fishing, being
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bound up with the individualistic, small man, part-time
nature of the industry. For that reason, trawling is regarded
with suspicion by the average Norwegian fishermen; it is
regulated by law and only about a dozen vessels have been
issued with trawling licences. The organized fishermen hold
that trawling, if and when it is introduced, must be under
cooperative control and must come gradually, as alternative
employment becomes available for the fishermen who are
displaced. Under these circumstances the introduction of
trawling is likely to depend largely on the progress made
with industrial development, based on electric power and
the exploitation of minerals, in northern and western
Norway.

South American Road-technigue

Oxn 1mHE PAn-AmEerican HiGawAy in recent years some
notable engineering projects have been carried out, For
example, El Salvador in 1942 completed across the Lempa
River a suspension bridge of 1,305 ft. total length with a
central span of 820 ft. Another bridge in the same coun-
try is a 481 ft. three-span continuous deck truss structure
spanning the Goascaran River and connecting El Salvador
with Honduras; this structure was built in 1943 by an Ame-
rican company.

(Modern Transport)

Irish Road-Rail Experiment

AN INTERESTING EXPERIMENT was inaugurated on 27 No-
vember, 1950 when Coras lompair Eireann (the nationalized
Irish transport concern) began to operate road services in
addition to the railway service between Claremorris and
Ballinrobe, a distance of twelve miles.

During an experimental period of six months, the public
is being invited to select either road or rail on the basis
solely of suitability for needs. This area has been selected
because Claremorris, an important railhead for the surroun-
ding district, is typical of many other railhead stations on
the C.LE. It is hoped that the experiment will produce facts
having a bearing on the general question of the economic
working of branch lines.

Railway Electrification Economics

Tae MosT ECONOMIC SYSTEM for an electrification may be
estimated approximately from the traffic density, or — in
electrical terms — the linear density of annual energy
consumption. Detailed calculations covering capital costs
and annual operating costs are required before making a
final decision.
S.A.Vince, A.M.LE.E. in the
Railway Gazette (London)




Peron’s ‘justicialismo’ rejected

Argentine railwayman resort to strike action

In its Press Report No 1 of 1 January 1951, the 1TF
published an account of the above-mentioned strike based
on information obrained from various reliable sources. In
so doing, we were satisfied that, on this occasion as on
others, the transport workers of the Argentine, who,
through their one-time free trade unions, were formerly
convinced members of the rank and file of the ITF, had

IN 1943, ON THE INITIATIVE of the then Colonel Peron -
the man whao, behind the scenes, was directing the military
revolutionary movement -, so-called ‘interventors’ or Gov-
ernment administrators were put in charge of the two big
Argentine railwaymen's organizations, La Fraternidad (the
Locomotivemen’s Fraternity) and the Unidén Ferroviaria
(Railway Union). organizing the remainder of the railway-
men. The first of these was a naval man, Captain Puyol,
who was later replaced by the then Lieutenant Colonel
Mercante, who is now a Colonel and Governor of the Pro-
vince of Buehos Aires.

After a lapse of time the management of the two unions
was ostensibly restored to the railwaymen, but the Govern-
ment nevertheless saw to it that amoeng those elected to
positions of responsibility were men in its pay, who obeyed
its orders and disregarded the legitimate claims of the
workers whom they were supposed to represent.

In 1947, the railwaymen, tired of promises which were
never honoured, struck work for three days. Although the
Executive Committee of the Railway Union opposed it,
the strike was a success. Upset by the failure of his hench-
men on the Executive. General Perén engineered the dis-
missal of three of its members - Girola, Luna and Solito.
Faithful to totalitarian practice, however, they were offi-
cially reported as having ‘resigned’. Following this purge,
Pablo C. Lopez and others whose harmful activities are
described below. becgme members of the Union Executive.

The strike of November 1950

Towards the end of October 1950, the workers belonging
to the Tafi Viejo (Province of Tucuman) branch of the
Union called a number of strikes in protest against certain
deductions from their wages, Well aware that discontent
among the raillwaymen was growing, the Government de-
cided to concede their demands, hoping at the same time
that the Executive Committee of the Railway Union would
be able to prevent any further strikes. On 16 November,
however, the porters and crossing keepers on the General
Roca Railway called partial stoppages in order to express
dissatisfaction with the fact that they had not received any
increases to meet the high cost of living. On the same day,
the Executive Committee of the Railway Union denounced
the strikes, declaring that they had been started by persons
opposed to ‘Peronist justicialism’ - the alleged basis of the
present régime in Argentina.

The strikers refused to give ground. and on 20 November
they were joined by the guards. By the morning of the 2 1st
the stoppage was complete, but the Railway Union con-

not allowed themselves to become complacent victims of
the dictatorship prevailing in their country. The following
story of the railwaymen's strike shows how the Perén
régime is trving desperately, by hook or by crook, to
‘manage’ the workers whose interests it pretends to serve.
As yet the story has no end, and this is fittingly symbolic
of the position of the Perdn régime itself.

tinued to repudiate it. On the morning of the 23rd porters,
crossing keepers, signalmen and guards on the Mitre, Sar-
miento and San Martin Railways also came out on strike.
This meant that all main lines of communication within
the country were blocked. On the previous day the Railway
Union had begun to close union offices in order to prevent
the workers from meeting. This was done even in the case
of the Buenos Aires branch. At the same time, the Union
issued a communigué claiming ‘that elements of the Demo-
cratic Party (an opposition political body) and Bradenists
(Braden was a former US Ambassador to the Argentine
who is accused of having plotted against Perdn) opposed
to “‘justicialism™ have provoked this movement for what are
obviously political purposes: that these elements have al-
ready been identified, and the Executive Committee and the
public authorities have already taken such steps as the
circumstances warrant to secure a rapid return to normal
of railway services.” Nevertheless, the dictatorial régime
was beginning to realize that matters were serious, and it
therefore decided on a trick to undermine the strike. After
the Minister of Transport had issued a threat to dismiss
any man who did not return to work, the Government
agreed in principle to give consideration to the workers’
demands as presented by an Emergency Committee not
recognized by the Executive of the Railway Union. In
view of this promise it was decided, on the afternoon of
23 November, to return to work. At the same time, it was
agreed to call for the resignation of the members of the
Executive Committee of the Union. One of the points of
the agreement was the re-instatement of all men dismissed
and the release of those who had been arrested.

Peron gains time

In this way, the Government had gained time, and it pro-
ceeded to let the matter drag along. On 27 November, Ge-
neral Peron and his wife received the Executive Committee
of the Railway Union, accompanied by representatives of
the General Confederation of Labour, for the purpose - as
the official communiqué issued afterwards put it - ‘of con-
firming once more its complete support of the President
of the Republic’. It was then 4.45 p.m., and at 7 o'clock
the same evening, on the occasion of a celebration of the
seventh anniversary of the establishment of the Ministry of
Labour and Welfare, Perén said: ‘They will try to bring
their Trojan horses in to say, as was said only a few days
ago, that the Executive Committee of the Railway Union
is betraying Perén. However clever that statement may be,
it will not deceive the workers, for 1 declare publicly that
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the memb=rs of that Executive Committee are some of the
staunchest Peronists who exist today.’

Seizure and closure of offices

By 30 November nothing had yet been done about the
workers” demands, and the Emergency Consultative Com-
mittee - which was acting in complete independence of the
Railway Union Executive Committee - was obliged to ask
the workers to give them a few more days in which to
try to reach an agreement. In the meantime, the ultra-
Peronist members of the Executive Committees of the
Railway Union and the General Confederation of Labour
attended an official lunch which served as an opportunity
to vilify the ‘rebels’ and their activities.

On 1| December, the Emergency Committee announced
that “the members of the Executive Committee of the Rail-
way Union, José Lebonato and Ignacio Rosendo, accom-
panied by their paid assistant Juan Ruiz, attacked and dis-
mantled the premises of Kiletre 5 branch, at 1583 de Pinedo
Street, Gerli.' On the 2nd, the same Commitiee announced
that people from the Railway Union had closed the workers’
premises in Quilmes.

Eva Peron arbitrates

On 5 December, the Railway Union announced that it had
decided to submit the dispute to arbitration by Mrs. Eva
Perom, and on the 6th the Secretariat of Information of the
President of the Republic took it upon itself to draft and
issue a communiqué in the name of the Railway Union,
which read: ‘“The wife of the First Magistrate (President),
Mrs Eva Peron, and the Minister of Transport, Colonel
Juan F. Castro, received the members of the Bureau of the
Railway Union [ate this afternoon in one of the offices al
Government House. A solution of the problem of the port-
ers and crossing keepers was arrived at by reducing to ten
years the period required to reach their maximum,’

On the 7th, the Railway Union seized the premises of
the Olavarria branch, on the grounds that its members had
taken part in the strike.

On the 8th, the railwaymen met at the offices of the
Burzaco branch. They called for the resignation of the
Executive Committee of the Railway Union and declared
their support for the action taken by the Emergency Com-
mittee. On the following day, the Emergency Committee
announced that the new scale of wages was no solution to
the problems raised, and stated that up to then the authorit-
ies had observed none of the provisions of the agreement
which had ended the strike. It gave the Government 72
hours in which to satisfy the railwaymen’s demands. On
the 12th December a big meeting was held by the Haedo
branch to consider a circular issued by the Railway Union,
The terms of the circular were rejected. Meanwhile, General
Perdn’s police had arrested 26 railwaymen at a single meet-
ing. Their comrades only heard of the arrests, through the
Press, three days after the events.

The December strike

Early in the morning of the 13th, after the period of 72
hours given to the Government had expired, work was
stopped on all railways because the wage increases asked
for had not been obtained. ‘The exclusively economic and
trade union character of this movement, headed by the
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porters and spontaneously supported by the rest of the
railwaymen’, was confirmed. On the same day, the Railway
Union, following orders issued by the President, again
repudiated the strike, and called upon railwaymen to listen
to a speech to be made by the Minister of Transport. At
this point talebearers within the organization informed the
Government that a strike was brewing in the Tramwaymen’s
and Busmen's Union because their request for improve-
ments had not been heeded. The Secretariat of Information
of the President of the Republic thereupon issued an an-
nouncement, supposedly emanating from the Tramwaymen's
Union and the General Confederation of Labour, to the
effect that a favourable decision in respect of improvements
had been reached ‘through the meditation of Mrs. Eva
Perén with the President of the Republic.' This was a
clever move designed to avoid further complications.

Dismissals and further arrests

The strike continued on the 15th and 16th, during which
time the Locomotivemen's Fraternity offered to mediate,
The Minister of Transport decided to dismiss all those who
did not resume work by midnight on the 15th. The Execut-
ive Committee of the Railway Union was obliged to resign,
but the police arrested more workers, among them Escalante
Roberto Rosaqui and Antonio Santos of the Victoria, To-
losa and Buenos Aires Roca branches.

The Government yields conditionally

Early on the morning of the 17th, the Emergency Con-
sultative Committee announced that it was continuing its
efforts. Later, it called a meeting for mid-day at which it
was announced that the Government had yielded. The
Perén Government, however, is very clever at wriggling its
way out of embarassing situations. It put out a statement -
very patently a lie - to the effect that ‘what is clearly
evident is the patriotic spirit of conciliation on the part of
the officials who have dealt with the matter and their
favourable disposition within the framework of General
Perén’s social justice, a disposition which was brought to
nought by the intrigues and machinations of the Executive
Committee of the Railway Union.” So that, exactly twenty
days after General Perén’s public declaration that the
members of the Executive Committee of the Railway
Union were among the staunchest Peronists alive, those
same Executive members were, by an adroit movement
of the helm. thrown overboard and accused of intrigue.

Another turn of the helm

On 18 December, railway services were returning to normal.
In the meantime, the retiring Executive Committee had
wired to those delegates who had attended the last annual
congress, calling them to an extraordinary congress to be
held on Thursday the 2ist. The Emergency Consultative
Committee had also held several meetings and had taken
steps to organize a rally, at 4 p.m. on the same day, in
front of the offices of the Railway Union in order ‘to re-
cover for the railwaymen the headquarters of their organiz-
ation and to accept the resignation of the Executive Com-
mittee in the event that it has not yet been handed in.’

On the 19th the radio broadcast a message from the
Director of Labour and Direct Social Action of the Minis-
try of Labour ‘calling the representatives of the Ministry




ol Labour and the General Confederation of Labour, the
latter in representation of the railwaymen, to a meeting at
his office at 5 pm on the same day, in order to initiate
measures tending to resolve the problem of the railwaymen.’
Later, the same official issued a new statement. postponing
the meeting until the 20th,

As for the leaders of the Railway Union, they issued the
tollowing statement to the press: “The Railway Union in-
forms the railwaymen and public opinion in general that
enemies of the country, assisted by detractors of “justicial-
ism” and agents of the former Democratic Union who have
heen egged on by certain higher railway officials. are at-
tempting to trick the railwaymen into coming to the head-
quarters of the Union at 2880 Independencia Street, at
2 pm on Thursday the 21st, and there induce them to
commit an abominable act which, should it actually be
committed, would lay them open to the inevitable penal
consequences. No Peronist railwaymen should lend himself
1o such low-down action. Railwaymen should remember
that while we must all be the artificers of our common
destiny, no-one should allow himself to become the in-
strument of someone else’s ambitions.” In another document
the same leaders ‘declare publicly that the recent railway
conflict was instigated and led by high officials of the
Ministry of Transport who, with the open collaboration
of the greater part of the higher officials on the railways,
encouraged the stoppage of railway services. This with
the main purpose of destroying the Railway Union, ob-
viously with intent to serve interests which are foreign
to the mass of the workers and contrary to the “‘justic-
lalist”™ principles of Peronism.’

More arrests and interventions

On the same day, the 19th, in the city of San Martin, the
police prevented a meeting of strikers from taking place.
and arrested 25 railwaymen. In the morning, General Perén,
speaking to the clerical workers, had said: ‘Recently the
railwaymen declared a very unjust strike. 1 was advised to
put them in prison, but 1 said: “"No. they will manage things

for themselves - I am not going to send the police. We will
not put anybody in prison: they will fix things up them-
selves. They will discuss their grievances. will come to an
agreement and will then return to work.™

On the following day, the General Confederation of
Labour put administrators in charge of the Railway Union,
and the Minister of Labour and Welfare decided to in-
vestigate personally the workers’ demands to which the
Government had previously agreed. He summoned the ad-
ministrators of the Union and officials of the Ministry of
Transport to a meeting. So far nothing of what happened
there has leaked out.

The Secretariat of Information of the President of the
Republic has now issued a communiqué, ostensibly from
the General Confederation of labour, denouncing the
above-mentioned rally which the Emergency Consultative
Committee has arranged for today (the 21st).

Resignation of the Minister

In the meantime it has been learned that the Minister of
Transport, Colonel Castro, had handed in his resignation.
It is also learned that Pablo C. Lopez and Antonio Taccone
of the Railway Union have resigned from their positions
as Vice-President and member, respectively, of the Board
of Directors of the Railways.

Once more the police

Today (the 21st), at the appointed time, groups of workers
began to concentrate in front of the Union headquarters in
Independencia Street in response to the call made by the
Emergency Consultative Committee. The latter had re-
quested that only men who were not on duty should attend.
so as to avoid upsetting traffic. There was an enormous
display of police force. and tear gas equipment had been
conveniently placed. When the workers advanced the fwlicc
attacked with truncheons and made use of the tear gas.
Many were injured and there were some arrests. At the
time of going to press the police are clearing the streets in
the neighbourhood of the Railway Union offices.

ERP assistance for Congo road plan

IHE RAPID ECONOMIC DEVELOPMENT of the Belgian Congo
has not gone hand-in-hand with the equally rapid develop-
ment of a network of roads. and a point has now been
reached where the lack of modern highways constitutes an
obstacle to further economic expansion.

The Congo possesses large navigable rivers which facilit-
ste cheap transport over long distances, The main task
of the Congo railways, therefore, is to act as connections
between these rivers.

I'here is, however, as has already been stated, an urgent
need for a good network of roads to meet the requirements
ol modern road transport [acilities. As part of the Ten Year
Plan for the Belgian Congo it is proposed to construct five
main highways, which will traverse the colony and be
wived by ‘feeder’ roads.

I'hese are:

Costermansstad - Stanleéystad, 668 km.; Matadi - Coster-
mansstad 3,000 km; Libenge - Lisala, 524 km; Malonga-
Stanleystad, 1,979 km: Elisabethstad - Aba, 2292 km.

With the help of an allocation of $ 1,768,000 in Marshall
Aid, a start is now being made with the implementation of
the plan and it is expected that work on the construction of
the road linking Costermansstad with Stanleystad will short-
ly be commenced.

This highway will connect the Eastern Congo with the
Atlantic Ocean. At the moment, the Eastern provinces are
cut off from the West and the import and export of goods
is only possible by making use of non-Congo ports with
access to the Indian Ocean. A further link between the
Eastern Congo and the West will be effected by the con-
struction of a railway line from Kabalo to Kamina.

Inscrutable ways of international capital

IT IS REPORTED FROM ROME that Italians are asking how it
comes about that the tiny independent republc of San
Marino - total area 25 square miles and with a population
slightly exceeding 12,000 - happens to be the headquarters
of 87 international companies. Six of the latter are stated
to be steamship lines, although San Marino has not a single
inch of coast which it can call its own.
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A communist Putsch foiled

Austrian railwaymen won't play the Russian game

ON 26 AND 27 SEPTEMBER 1950 the Austrian Communists
launched a general strike. Beginning in the Russian Zone
and Vienna, where it had little success, the strike spread
to a number of large industrial establishments in the West-
ern Zones. Here it had a substantial intitial success, mainly

owing to the reluctance of Austrian workers to counter

Communist terror and violence with force.

In the Russian Zone, the Austrian Goverment could do
nothing to resist the Communists, whilst in the Western
Zones it proceeded with extreme caution in order to avoid
bloodshed. In Vienna heavy clashes occurred after Com-
munist demonstrators had made an attack on the police.

The Austrian trade unions dealt with the situation so
rapidly and effectively that on 27 September the general
strike collapsed. The Communists thereupon ordered a
resumption of work. They then organized ‘conferences’
and later issued an ultimatum due to expire at midnight on
3 October. This latter was disregarded by the Government
and with its expiry the strike was due to be resumed on 4
October. However, by the afternoon of that day it was
obvious that the action was a failure. As a result, the
Communists again resorted to violence, but this time on a
larger scale and in a more systematic manner than had
been the case during the previous week.

Railway installations were sabotaged, road traffic was
blocked, and attempts to seize public buildings were made
(in one case a telegraph office was actually occupied). In
addition, attempts were made to drive the workers out of
the factories and brawls broke out wherever they remained
at their posts defiance of the Communists.

The reaction of the Austrian population to the Com-
munist mob action was unanimous and intense. It led to
the spontaneous formation of anti-sabotage squads which
quickly undid the work of the Communists. When the
Austrian Trade Union Federation appealed to its members
1o meet force with force, the defeat of the Communists
was a foregone conclusion.

The following account, furnished by the Austrian Rail-
waymen’s Union, tells of the part taken by the railwaymen
of Austria in the struggle:

The subversive plan of the Communists, which aims to
secure power over the Austrian state through the trade
unions, will have become clear even to the politically in-
experienced as a result of the abortive putsch of October
last. For years the Austrian Communists have been attack-
ing in their press the Socialist leaders of the trade unions,
and trying with the vilest slander and distortions to turn
members against them. To sow mistrust of these leaders
has long been the main object of Communist propaganda.

What was the purpose of this uninterrupted harrying?
That is a question to which the events of last October have
given an unambiguous reply. The Communists hoped to
make the members of the unions distrust the leaders they
had elected, or at least to make them indifferent, so that
at the earliest opportunity - and that is not so difficult with
Austrian economic affairs in their present state - they could
create an atmosphere of panic,
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The opportunity came when the farmers demanded the
adjustment of the price of wheat in Austria to the level
in the world market; and further cancellation of the regu-
lations under which they were paying for food grains for
cattle, most of which imported, more than they received
for their ordinary grain. There was also a serious danger
that grain producers might use their grain as fodder, for the
purpose of saving money. It was therefore found necessary
to adjust prices by means of what is known as the Fourth
Wage and Price Agreement.

It was unfortunately necessary to take this step suddenly,
to avoid uncontrolled price fluctuations, and the workers
were therefore too little informed about the probable con-
sequences of the new agreement, and the inevitable rise in
prices naturally caused a good deal of discontent.

The Communists exploited this circumstance to the utmost
and launched a savage campaign against the ‘secret bar-
gainers’ among the higher trade union leaders, in the hope
of causing panic and inciting the workers to ill-considered
steps and the setting up of a ‘People’s Democracy’ in Au-
stria. But they had reckoned without their hosts: the
Austrian workers saw through the plan and held true to
the Socialist leaders of the trade unions.

The tactics followed by the Communists during the
putsch were very revealing. They forced the workers in
the Soviet-owned undertakings, both men and women, to
block the railway lines at key points. Women, often ac-
companied by their children, sat on the line and stopped
for some time the running of the trains. The wireless stat-
ions in the Russian Zone thereupon announced that the
railwaymen had joined the strike, though not even the
Communist railwaymen - who are very few in number any
way - had stopped work. At the few places where railway
traffic was stopped for an hour or two, this was not done
by the railwaymen but by the people from outside the rail-
ways. It is characteristic that these stoppages occurred only
in the districts occupied by the Russian forces, and in no
case where the workers were free to determine their own
attitude toward the strike. It is also noteworthy that train
movements for the Russian occupying power were never
hindered. As soon as a Russian train came along the ‘strik-
ers’ immediately removed the obstacles, left the track and
let the train through, only to re-establish the barrier as
soon as it had passed.

Although the railwaymen were well aware of the risks
they ran in view of the fact that the Communists were pro-
tected by an occupying power, they did not hesitate to
expose themselves to resist the Communist endeavours. As
a result there were many clashes, and several railwaymen
were injured, but the Communists were forced out of rail-
way shops and stations and after short interruptions, traffic
was restored in many places

While the Communists were carrying out their endeavours
to block the railway lines, groups of Communist Party
members were going round from place to place spreading
the report that the Austrian railwaymen were wholly sup-
porting the strike. Some of these groups made their way




into the factories and forced the workers, by the utmost
violence where necessary, to abandon their work, where-
upon the wireless stations in the Russian Zone promptly
announced that the workers in the factories concerned had
also joined the strike, while railwaymen in out of the way
stations and shops were informed that the workers in
practically all factories in Austria were on strike. Similar
lies were broadcast from the very beginning of the ‘strike’
until the very end.

The plan, which failed because of the watchfulness of the
Austrian workers, seems to have consisted of four main
points: 1. Incitement against the Socialist leaders of the
trade unions., as a preparatory measure; 2. Creation® of a
state of panic by stopping railway traffic, thus interrupting
communications between factories, etc., and preventing the
distribution of newspapers; 3. Spreading of false reports
through the wireless stations in the Russian Zone and
through armed groups who forced their way into the fac-
tories; 4. Prevention of action by the regular police forces,
resulting from direct prohibition by the Russians.

The key point in this plan was the stoppage of communic-
ations, particularly by railway. Had the Communists suc-
ceeded in bending the railwaymen fo their will, stopping
railway traffic completely, it is probable that their putsch
would have succeeded. But they failed to stop it completely
even on secondary lines in Russian-occupied Lower Austria.
The first check to the putsch came when it was obvious to
the workers, in spite of the statements of the Communist

propaganda groups that the railwaymen were on strike,
that trains were actually running, even though they might
be delayed. Practically all newspapers reached their destin-
ation in all parts of the coutry with very little delay, and
food supplies were maintained without difficulty. This
meant, of course, that many of the railwaymen were unable
to take their clothes off for days, as they were aware that
the railways were the key to the situation and were keen
to keep a watchful eye on them. Their exemplary conduct
prevented the development of any feeling of panic, and
workers were able to go to their places of work to protect
the industries. This would not have been possible if railway
traffic and the distribution of newspapers and food sup-
plies had been interrupted.

In the circumstances it will be understood that the rail-
waymen have been in the Communists’ bad books ever
since. This, however, does not worry the railwaymen, who
are proud of what they did during a most difficult period
for the second Austrian Republic. They are strengthened in
this feeling by the knowledge that they have acted in the
interests of the internationally organized workers, and that
they could count throughout on the approval of the ITF,
the International of the class-conscious railwaymen. Com-
munist attacks are following an international plan, and it
is the duty of every national group of organized workers to
put forward all their efforts to prevent the threatening
general enslavement of the working class the world over
by a totalitarian dictatorship.

ECA strives for economic integration of
Europe

THE NOVEMBER ISSUE of the Eca Labour News Letter
“Transatlantic’ contains the following statement of ECA,
policy regarding the economic unification of Europe:

‘eca is working towards the creation of a single,
dynamic, expanding economy in Western Europe within
a larger North Atlantic framework. ECA wants to re-
place Europe’s present division of 18 jealously independent,
sovereign nation-states by a modern economy that will
permit mass production and mass marketing. That is the
principal purpose of the Organization for European
Economic Co-operation.”

The role of transport in raising asian
economic standards

ADDRESSING THE AD HOC CoMMITTEE of Experts on Inland
Transport of the Economic Commission for Asia and the
Far East, which met at Bangkok from 24 October to 4
November, the chairman, Dr Abdul Kader, said:

‘Most of the countries ! represented here have regained
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1. Australia, Burma, Cambodia, France, India, Indonesia, Laos,
Malaya and British Bowneo, the Nethevlands, the Philippines.
Ihailand, vk, vss, and Viet-Nam,

their independence within the last few years. It is a
gigantic task for those countries not only to change their
economies from colonial to national ones, but also to
devise measures in the context of world affairs in order to
enable us to keep pace with other countries. Our primary
duty is to raise the economic standards of this part of the
globe and it is a truism that these can never be raised
unless the means of transport and communications of all

“types are so established and brought up-to-date as to

ensure the agricultural, social and industrial development
of these areas. Fortunately for us we can achieve these
aims not only by our sole endeavour but also with the co-
operation, good will. and the technical and financial ass-
istance of the United Nations.’

ITF affiliated union demands estahlishment of
German Transport Council

IN A STATEMENT OF POLICY addressed to the Federal Min-
ister of Transport, Adolf Kummernuss, President of the
German Transport and Public Service Worker’ Union (an
ITF affiliate), has demanded the immediate establishment
of a German Transport Council. The statement points out
that it is now high time that an end be put to the chaotic
conditions in the field of transport and that the aim of
the proposed Transport Council would be that of effect-
ively co-ordinating the various existing means of transport.
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ITF meetings
in January

Maritime House was the scene of five
international conferences between 15
and 31 January

| and 2 - Session of the ITF's Sea-
farers” Section in the Board Room of
the National Union of Seamen on |8
and 19 January - Chairman Mr T,
Yates

3 Session of the ITF's Dockers'
Sectional Committee on 16 and 17
January -*Chairman Mr R. Dekeyzer.

4 Session of the Boyvcort Commitiee
dealing with sub-standard Panamanian
flagships, on 15 January - Chairman
Mr T. Yates

5 This fine building, Maritime House,
belonging to the National Union of
Seamen, also houses the I'TF head-
quarters

Apart from the above-mentioned
meetings a conference of the Civil
Aviation Section Committee (Flying
Staffy took place on 23 January,
and a meeting of the ITF's Execur-
ive Committee on 29 - 31 January




The Joint Maritime Commission of the ILO

lts origins, procedure and work

The ariicle below, reproduced from the ILO ‘International
Labour Review', comes ar an opportune time. Containing a
clear and detailed picture of the achievements of the JMC
during the thirty years of its existence, and of the circum-
stances which led to its constitution, the article will no doubt
he especially welcomed by those who are directly or indi-
rectly interested in the work and the activities of this body.
The question which arises for us is whether, from the
seafarers’ point of view, the results of the IMC have been
satisfactory and whether it has answered its purpose.

By the uninitiated, by those who are not sufficiently fa-
miliar with the work of international bodies and the innu-
merable difficultics they have to contend with, the question
would no doubt be approached in a critical vein at the slow-
ness with which the different problems have been dealt.

The more initiated, though they will form their opinion in
a more objective manner, will no doubt also feel that there
are grounds for disappointment and further conclude that
the JMC has only partly satisfied their expectations.

This is particularly the case if the record of the JMC
is judged in terms of concrete and positive results, and if

The International Labour Organisation celebrated its
thirtieth anniversary in 1949 ; now, in 1950, its oldest
industrial committee —the Joint Maritime Commission —
has been in existence for a like period of time. The
Commission has the distinction of being the only bi-
partite body in an otherwise tripartite organisation
doubtless because it was set up on the model of the
bipartite negotiating bodies which already existed in

IN HIS WELCOMING ADDRESS to the Thirteenth Session of the
Joint Maritime Commission, held in London in January
1945, the Rt Hon. Ernest Bevin (then Minister of Labour
and National Service of the United Kingdom) said:

‘Shipping has always been one of the most international
ot all industries. It has been one of the vital means of sur-
mounting the barriers which keep the nations apart. The
more the shipping industry can do to bridge the gap which
separates the nations, the more hope there will be for the
future of the world. In view of the eminently international
character of the industry, it was natural that the Interna-
tional Labour Organisation should set up a Joint Commis-
sion in that industry. The success which has always atten-
ded its work has drawn attention to the desirability of simi-
lar joint bodies being set up in other industries’.!

The establishment of the Commission dates back, in fact,
to the Third Session of the Governing Body of the Interna-
tional Labour Office, in March 1920, when it decided that—

A joint commission of twelve members should be appoint
ed. consisting of five shipowners and five secamen chosen by
the Genoa Conference (the second International Labour
Conference. and the first such conference devoted entirely
1o maritime questions) and two members chosen by the Go-

one recalls the numerous occasions when the two sides on
the Joint Maritime Commission heve failed to reach agree-
ment on important problems,

It must not be overlooked that maritime problems are
very different from those of workers in general, and that
they are highly technical in character. It is for this reason
that the practice of holding special maritime sessions of the
International Labour Conference has been adopted. It is
indeed difficult to see how practical results could be expec-
ted if decisions on maritime matters rested with general
labour conferences overwhelmingly representative of non-
maritime countries and interests. The same logic led to the
constitution of the IMC.

In this respect the seafarers are in full sympathy with the
existing arrangements. In their opinion it is imperative that
for an industry so technical as maritime shipping, specialized
machinery such as the special maritime labour conferences
and the Joint Maritime Commission exist. Hence they re-
eard it as an instrument the value of which cannot be over-
estimated and a platform from which their interests can be
represented with wltimate success.

OMER BEcU

the shipping industries of certain countries before the
Organisation came into being. In a sense, the maritime
work of the Organisation has always formed a special
field of activity, in which the Commission has played
an important part. It has therefore been considered of
interest to review the work and achievements of this
body against the background of the maritime activities
of the Organisation as a whole.

verning Body. This commission will assist the technical ma-
ritime service of the Labour Office and will be consulted on
questions of maritime labour. It will meet when convoked
by the Chairman of the Governing Body, who will preside
at its deliberations. )

During its thirty years of existence, the Commission has
held a total of fifteen sessions. Despite a provision in its
original standing orders that it should ‘in principle’ meet
in Geneva. only five sessions have held there: the First
(November 1920), Seventh (January 1927), Eight (March
1928), Fourteenth (December 1947) and Fifteenth (Novem-
ber 1948). A short meeting also took place at Geneva in
November 1935, in conference to consider revision of the
Minimum Age at Sea Convention (No 7). The French
Ministries of Labour and of the Mercantile Marine were
hosts in Paris to the Second (March 1922), Fifth (April
1925), Sixth (May 1926), Ninth (April 1929), Tenth (De-
cember 1933) and Eleventh (March 1935) sessions. The
Ministry of Labour of the United Kingdom received in L.on-
don the Third (December 1923), Twelfth (June 1942) and
Thirteenth (January 1945) sessions. The Fourth Session
(September 1924) was held in the Provincial Council Build-
ings at San Sebastian, Spain.
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Historical Background

In reaching its decision to set up the Commission, the Go-
verning Body was influenced by views which had been
expressed in 1919 when establishment of the International
Labour Organisation was being considered.

As early as February 1919, the International Congress
of Seamen’s Organisations had adopted a proposal, presen-
ted by the French delegation, urging that it was as neces-
sary to effect a speedy improvement in the conditions of
waork of seamen as in the conditions of work of shore work-
ers; that in all maritime countries there existed special le-
gislation and separate Government departments to admi-
nister the legal provisions relative to maritime workers; and
that as it did not appear that maritime labour questions fell
within the competence of the International Labour Orga-
nisation which was about to be set up, the Congress press-
ed for the establishment of both a “permanent general con-
ference for the international regulation of maritime labour™,
and an “‘international regulation of maritime labour™, and
an “international supervisory office for maritime Jabour™
controlled by a governing body, which would function in
respect of seamen in the same manner as the ILO was
to function for shore workers. The representatives of the
employers and the workers would be, respectively, those of
shipowners, heads of shipping or fishing concerns and those
of different grades of seamen and of fishermen.

The International Federation of Seamen® transmitted this
resolution to the Commission on International Labour Legis-
lation appointed by the Peace Conference in 1919. The
Commission examined it carefully, but decided, on the sug-

* This organization, founded during the First World War by the
National Sailors’ and Firemen's Union of Great Britain, was the
opposite number of the International Shipping Federation. In
1921, at the height of its influence, it comprised some seamen’s
organizations which, one after the other, soon joined the ITF It
virtually ceased to exist as early as 1922, when the French Seamen’s
Union, almost its last affiliate, withdrew from the Federation. (Ed.
ITF Journal)

gestion of the French delegate, that the creation of two per-
manent labour organisations, one dealing exclusively with
the conditions of workers on land and the other with the
conditions of work of seamen, should be avoided. It there-
fore adopted a resolution stating that ‘the very special ques-
tions concerning the minimum conditions to be accorded
to seamen might be dealt with at a special meeting of the
International Labour Conference devoted exclusively to the
affairs of seamen'. When the International Labour Confe-
rence itself met in its First Session at Washingion in the
autumn of 1919 and adopted the Hours of Work (Industry)
Convention, it included transport by sea and inland water-
ways within the scope of the Convention, but added to Art-
icle 1 a paragraph stipulating that the detailed provisions
for applying the principle of the eight-hour day and forty-
eight hour week to transport by sea and on inland water-
ways should be determined by ‘"a special conference dea-
ling with employment at sea and on inland waterways.’
Thus, the international seamen’s organisations obtained
satisfaction for their demand for an international confer-
ence, but the question remained open whether their claims
for an autonomous maritime labour office would be pressed.
Albert Thomas, the Director of the International Labour
Office, discussed this peint with representatives of the seca-
men’s organisations, which decided to renounce their re-
quest for a separate maritime labour organisation on condi-
tion that a maritime section of the Office and a joint com-
mission of shipowners and seamen were set up. These were
the circumstances in which the question was brought be-
fore the Governing Body, and in the light of which it decid-
ed to establish a Joint Commission to advise the Governing
Body on maritime questions.

The final stage in the establishment of the tradition that
maritime questions require special consideration and special
machinery was the adoption by the International Labour
Conference in 1921, at its Third Session. of a resolution in
the following terms:

Seeing that misunderstanding may arise as to the position

Session of the jnmc held on 8 November 1920 at Geneva. On the left are the workers’ representatives, the first in the left-
hand corner being Johann Ddring, a former vice-President of the 11r who at 86 was a guest of honour at the Stuttgart
Congress of the 111 in July last. Sitting on the left at head oftable, Albert Thomas. the first Director of the 1.0, On the right

are the shipowners.

20

—————— e




of those employed in the mercantile marine with regard
to Conventions and Recommendations to be passed by
the International Labour Conference, it is hereby resolv-
ed that no such Conventions or Recommendations shall
apply to those employed in the mercantile marine unless
they have been passed as a special maritime question on
the agenda. All questions on maritime affairs put forward
for consideration by conferences should be previously con-
sidered by the Joint Maritime Commission ol the Inter-
national Labour Office.

During subsequent years, this resolution has been inter-
preted to mean that, as a general rule, Conventions and
Recommendations applying to seafarers will be considered
by maritime sessions of the Conference, and that only
exeptionally will such questions be referred to general ses-
sions of the Conference, and then only after their previous
submission to the Joint Maritime Commission. Maritime
sessions proper were held in 1920, 1926, 1929, 1936 and
1946.2 The General Conference has considered maritime
subjects on two occasions only, in 1921 and in 1919;
whereas in 1921 it adopted two Conventions on such suib-
jects,® its maritime work in 1949 was limited to the adopt-
ion of minor revisions to Conventions which had been
adopted previously at maritime sessions.

Since its First Session in 1920, the Joint Maritime
Commission has been regularly consulted by the Gov-
erning Body on all matters of maritime interest. Thus for
thirty years representatives of shipowners and seamen have
met with members of the Governing Body in the Commis-
sion and with Government delegates in the Conference to
discuss matters affecting employment at sea. and as a result
of their joint labours the Conference has adopted twenty-
five Conventions and twelve Recommendations for the
regulation of maritime employment.

Composition and Procedure

In accordance with the decision taken by the Third Session
of the Governing Body in 1920, the Second (Maritime)
Session of the International Labour Conference approved
the nomination of five shipowners and five seafarers to be
members of the Joint Maritime Commission, and the Gov-
erning Body at its Fifth Session approved the nomination
of two members to represent its employers’ and workers’
groups respectively. The countries represented by ship-
owners’ members at the First Session of the Commission
were Belgium, Canada, Japan, Sweden and the United
Kingdom. The seafarers’ members came from France. Ger-
many, Italy, Norway and the United Kingdom. It was
agreed that the Commission would adopt the standing orders
of the Governing Body. in so far as these were applicable,
to regulate its debates and procedure. However. owing in
part to the continued absence of the Italian workers’
member, several procedural problems arose immediately.
No provision had been made in the resolutions constituting
the Commission for the appointment of substitute was not
designated by the absent member himself. To preserve the
joint nature of the Commission, it was imperative that the
voting strength of the two sides should be maintained on
an equal basis, and at the First Session the shipowners’
members therefore offered to reduce their total voting
strength by one to” compensate for the vote of the absent
seafarers’ member. [t was further decided at this session

would be taken by a simple majority, and that representat-
ives of the Governing Body, except the Chairman, would
be entitled to vote. It became evident at an early stage that
when difficulties arose regarding questions of procedure, it
would not always be possible to resolve them in the spirit
of the standing orders of the Governing Body, and in 1924
(Fourth Session), the Commission asked the Office to
prepare draft rules of procedure for submission to its next
session. A revised text was finally agreed upon in 1926
(Sixth Session) and was subsequently approved by the Gov-
erning Body. These standing orders provided, inter alia, that
the Commission would meet when convened by the Director
of that Office with the approval of the Governing Body:
it would consist of the Chairman and two other members
of the Governing Body, together with five shipowners’ and
five seafarers’ members plus two deputy members for each
group, appointed respectively by the shipowners’ and sea-
farers’ groups of an International Labour Conference ses-
sion dealing with maritime questions: the deputy members,
whose expenses would be paid by the Office, could take
part in meetings of the Commission without the right to
vote; if a regular member was absent and had not ap-
pointed a personal substitute; or if he had vacated the
seat through resignation or death, he would be replaced
by a deputy member who would enjoy full rights as a
regular member.

A proposal to make the sittings of the Commission public
was submitted at the same session, but the discussion show-
ed a divergence of opinion on this question. The ship-
owners considered that if the sittings were public, the
members would be reluctant to speak as frankly and openly
as they had done previously: they would tend to address
their constituents rather than to seek practical solutions for
the problems under discussion. Some of the seafarers, on
the other hand, felt that the greatest possible publicity
should be given to the work of the Commission, and that
public sittings would cause the members to be more prudent
when speaking. The Commission finally decided, by a vote
of 9 To 3, that its sessions would continue to be held in
private. that the minutes and other documents would be
confidential, but that press releases would be issued a the
end of each session, giving a full account of the decisions.

(to be continued)

1. Such commitiees, but organised on a tripartite basis, have now been set up for
nine other industries: building; <ivil engineering and public works: coal mines;
inland transport: iron and steel; metal trades; petroleum; plantations: and textiles.
2. For an account of the proceedings of these sessions (except that in 1920), see
International Labour Review, Vol X1V, No 4, October 1926, pp 508 - 551: * The
Ninth Session of the International Labour Conference’; Vol XXI1. No 1, January
1930, pp | - 44: “The Thirteenth Session of the Internmational Labour Conference';
Vol XXXV, No 1, January 1937, pp 3 - 30, and No 2, February 1937, pp 141-176:
“ The Twenty-first and Twenty-second ( Maritime ) Sessions of the International
Labour Conference'; and Vol L1V, Nos 1-2, July-August 1946, pp 1-28: «The
Twenty-vighth (Maritime) Session of the International Labour Conference: Seattle,
June 1946°,

3. The Minimum Age (Trimmers and Stokers) Convention (No 15) and the Medical
Examination of Young Persons (Sea) Convention (No 16). The other items on the
agenda concerned industry and agriculture.

CORRECTION In the table*Ratio of Vehicles and Roads
to Population 1947 contained in our January issue,
the figure 4,000 was inadvertently omitted Trom the end
of the line indicating the number of vehicles per 100,000
population for South Africa. In addition, the captions
to the key on page 7 were unfortunately transposed.




Dutch transport worker’s unions federate

by H.J. Kanne President of the Dutch Federation of Transport Workers' Unions.

AN ACT OF PARLIAMENT recently passed in Holland makes it
possible so to alter the economic structure of the country
that industrial activities can be planned and organized in
the joinmt interests of the owners and the community, The
Act embodies the principle of participation by the trade
union movement in the direction of social and economic
affairs to an equal extent as the employers’ associations.
For purposes of implementation it enables the different
branches of industry to set up public bodies with regula-
tive powers. The powers envisaged, which are granted in
each case by Royal Decree, are the following:
The regulation or further regulation of:
I The registration of the undertakings coming within the
Jurisdiction of the body concerned, and of the persons wor-
king for such undertakings.
2 The provision of the information the body needs for the
purpose of fulfilling its task.
3 The inspection of such books and documents, and the in-
spection and survey of such industrial equipment and stocks
of the undertakings, as the body may need to effect for the
purpose of fulfilling its task.
4 The production, sale, distribution and use. including the
storage processing and utilization of goods and the render-
ing of services.
5 Social, economic and technological investigations.
6 Competition.
7 The mechanization and rationalization of undertakings
coming within the jurisdiction of the body.
8 The standardization of products and equipment.
9 The management of undertakings coming within the
jurisdiction of the body.
10 Wages and other working conditions.
11 Recruitment, engagement and dismissal of personnel.
12 Vocational training and retraining, and the determination
of the ratios of different grades of personnel in undertakings
coming within the jurisdiction of the body.
13 Prevention and remedying of shortages of manpower.
14 Provision of work and prevention of unemployment.
I5 Provision for alleviating the consequences, direct or
indirect of unemployment.
16 Funds and other beneficial institutions for persons en-
gaged in the industry.
Other powers can be added by special Act of Parlia ment
The carrying out of the tasks of these industrial bodies
is entrusted to boards composed of equal numbers of repre-
sentatives of the organizations of employers and workers
which are recognized by the Goverment as representative.
The chairman is nominated by the Minister concerned or
¢hosen by the members of the board from among them-
selves. In the latter case the nomination is subject to the
approval of the Minister.
Above all the different industrial bodies there is a Social
and Economic Council whose task it is, among other things,
to advise the Government on social and economic ques-
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tions and to coordinate the activities of the bodies them-
selves. The members of the Social and Economic Council
are appointed one third by the Goverment. one third by
the central employers’ associations recognized by the Go-
vernment and one third by the similarly recognized wor-
kers' trade union centres. The Social and Economic Coun-
cil is already in existence.

It now remains to be seen whether there will be the
cooperation from the employers’ associations which the law
requires before the Royal Decree is published setting up
one of these industrial bodies for a particular branch of in-
dustry: and whether an early start will be made. If neces-
sary the trade union movement in general, and the trade
unions of the workers in particular branches of industry,
will have to bring pressure to bear on the employers for
they are convinced that without economic order and plan-
ning, no economic recovery, and certainly no security of
livelihood for the great mass of the workers, are possible.
And they believe, also that there is no longer any reason
to deny the workers equality of rights with the employers
to decide on how productive efforts are to be made, and
to pronounce on the result.

The full task that is likely to be allotted to an industrial
hody for transport will be a big and exceedingly difficult
one. Even assuming that subsidiary bodies will be set up
to deal with the interests of particular branches of tran-
sport, there will still be questions which are common to
more than one branch, or even all of them, and that can
only be settled by a central body for the whole of transport.
Examples are the question of the coordination of inland
transport by railway, tramway, inland waterway and road;
that of the development of and cooperation between ship-
ping, railways and civil aviation; and that of the ports and
international channels. In many of these, questions of tariff
policy, investment policy, wages policy, provision ol oppor-
tunities for work. etc.. are concerned.

It is therefore very desirable that the trade union move-
ment should take advantage of every opportunity 10 become
fully acquainted with these problems, and that its represen-
tatives should as far as possible be of one mind when they
meet the representatives of the undertakings and admini-
strations concerned.

To ensure this, the Dutch trade union movement is trying
to organize the workers into trade union bodies covering
the whole of the workers, by both hand and brain, in a par-
ticular branch of industry.

In so far as transport is concerned there are in Holland
four trade unions belonging to the Labour trade union
centres (the Dutch trade union movement is very much
divided, and there are Labour, Roman Catholic, Protestant,
Communist, etc. trade unions and trade centres): the Cen-
trale Bond van Transportarbeiders (transport workers), the
Nederlandse Vereniging van Spoor- en Tramwegpersoneel
(railwaymen and tramwaymen), the Centrale van Kapiteins




en QOfficieren ter Koopvaardij (mercantile marine masters
and officers) and the Federatie van Verenigingen van
KLM-Vliegers, Radiotelegrafisten en Boordwerktuigkun-
digen (a federation of unions of pilots, radio officers and
flight engineers of the KLM line). Discussions have been
held between these unions to determine what organizational
changes might be necessary to enable them best to play their
part in the appropriate public industrial bodies, and they
have come to important decisions. They considered not only
what requirements would be necessary in connection with
the possibility of workers' participation in economic deci-
sions, but also the fact that it would be necessary for the
movement to fulfil, at least as well as under the present
form of organization, their original task of looking after
the direct social interests of their members: and further
the importance that the special attractive power that the
present organization has for particular groups of the workers
should not be sacrificed.

For these reasons it was agreed that the time for forming
a single centralized union out of the four existing ones has
not yet come. Instead of this a Federation of Transport
Workers' Unions (Verbond van Werknemersverenigingen op
Vervoersgehied) has been set up which will take over the
functions of each of its affiliated organizations in so far
as relations with the public industrial bodies are concerned.

The unions will be completely autonomous in so far as
their other tasks and functions are concerned.

Leadership of the Federation will be in the hands of a
council composed of three members of the management
committees of each of the affiliated unions, with a Manage-
ment Committee of its own composed of one member ap-
pointed by each union. The General Meeting is the supreme
governing body of the Federation. It will be composed of
the members of the central governing bodies of the four
unions, and will choose the chief officials from among the
members of the management committees. The constituent
congress chose as such: H, J. Kanne (Dutch Railwaymen’s
and Tramwaymen's Union) as Chairman; T. Smeding (Cen-
tral Transport Workers’ Union) as Secretary: and P. de
Vries (Union of Mercantile Marine Masters and Officers)
as Vice-Chairman. The four unions who joined the Feder-
ation on its foundation, being all the transport workers’
unions belonging to the Nederlandse Verbond van Vakver-
enigingen (Dutch Federation of Trade Unions), have altog-
ether 70,000 members. It is expected that the Bond van
Grondpersoneel bij de Luchtvaart (Union of Aviation
Ground Staff), at present in formation, will also join.

In trade union circles it is expected that the Transport
Federation, as it is called for short, has a great and im-
portant future before it.

Increase in size of World Fleets in 1945

FIGURES RECENTLY [SSUED BY the American Merchant Mari-
ne Institute show that all of the ten leading maritime nations
of the world, with the exception of the United States, have
registered substantial increases in the size of their active
fleets since the end of World War 1. The United Kingdom
Norway, Panama, the Netherlands, France, Italy, Sweden,
Greece and Soviet Russia have expanded their fleets to a
size anywhere between one half to five times greater than
* was the case in 1945. These pine nations acquired approx-
imately 23,300,000 deadweight tons of shipping during the
period, this figure not including another 786,000 tons of
lease-lend shipping retained by the Soviet Union.

The United States on the other hand registered a size-
able decline. Its active fleet dropped from 4,000 vessels of
some 43,000,000 deadweight tons to 1,145 vessels of
14,800,000 tons in 1950.

The Merchant Marine Institute notes further that those
maritime nations receiving assistance under various Amer-
ican aid programmes today possess larger tonnages of
merchant shipping than in 1939,

This revival has taken place in spite of the fact that
each of the nations concerned had considerable deficits of
merchant shipping at the end of 1945 as a result of heavy
wartime losses.,

July 1950 Oct. 1945 Sept. 1939

Country . No DWT No DWT - No DWT
UK 2,586 22,0 1,771 15,5 2,850 21,9
USA 1,145 13,8 4,000 433 1,379 11.7
Norway 945 7.6 465 3,9 1.072 6,9
Panama 485 50 118 1,0 130 15|

Netherlands 493 37 272 2,0 537 34
France 511 3,6 213 1,3 555 30
Italy 406 3,4 123 7 667 3,9
Sweden 539 2,7 252 1,7 484 220
Greece 227 1,9 130 9 436 28
USSR*) 437 1,8 251 1,2 354 1,6

Deadweight in millions of tons

*) Post-war figures do not Include 83 US vessels of 786.000 DWT retained under Lend-Lease
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THE ALARM FELT BY THE UNITED NATIONS at the fearful
number of road accidents is a matter of common knowledge.

It was one of the reasons for the action by the Inland
Iransport Commitiee of the United Nations Economic
Commission for Europe in convening a meeting of the
Working Party on the Prevention of Road Accidents at
the Palais des Nations from 4 to 8 December, 1950.

To determine exactly the real causes of these accidents,
the prime essential is to have access to uniform and com-
parable international statistics, These, when analysed, will
provide a basis for increasing road safety by the adoption
of a series of suitable international measures to eliminate
the causes of accidents.

During its brief session, the Working Party arrived at
the conclusion that international statistics should be supp-
lied by governments and should be compiled monthly and
published annually. 1t reached agreement on the form f{o
be adopted for the various standard tables on the basis of
which the statistics would be supplied, and on the various
headings to be included in the tables.

Definition of accidents
The working Party decided that the term ‘road accident’,
for the purposes of international statistics, shall mean ‘any
accident to a road user on a road open to public traffic
which causes death 1, injury 2 or material damage 3, prov-
ided that a vehicle (including bicycles with or without
engine) or an animal, whether in motion or not, is involved.’

The Chairman of the Working Party, Mme Liger
(France) pointed out, incidentally, that a distinction should
be drawn between the ‘circumstances in which the accident
occurred’ and the ‘causes proper’. The former were easy
to ascertain in view of their objective character, whereas
the latter, necessarily involved a subjective element, with
its inherent liability to error, and would take time to
clucidate. Accordingly. the item on its agenda on ‘Causes
of Accidents’ was not taken up by the Working Party.

It was nevertheless decided that the various countries
engaged in research into road accident prevention should

1. A person shall be considered as having been killed il death
results from accident within thivty davs.

2. Fractures, concussion, internal lesions, crushing, severe cuts and
laceration, severe general shock requiring medical treatment and
any other lesions entailing hospitalization. Secondary injuries such
as sprains or bruises. Persons complaining of shock, but who have
not sustained other injuries, should not be included in the statistics
unless they show very clear symptoms of shock, have received medical
treatment or appeared to require medical attention,

3. Material damage for which a statistical form must be completed
shall be considered to mean any damage the repair of which entails
an expenditure of more than 200 Swiss francs, it being understood
that accidents causing material damage only may not necessitate
the completion of such a from.
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get into direct touch with one another with a view 1o ex-
change of information. It was also decided that the ECE
would circulate details of any future measures introduced
in any one State to other States. =

Drunkenness as the cause of accidents

After a discussion which brought out the profound diverg-
ences in the existing regulations of the various countries
on the question of penalties to be imposed on drivers res-
ponsible for accidents when under the influence of drink,
the Working Party adopted the following recommendation:
‘Apart from penalties imposed in the case of accidents,
any driver who has been duly found to be under the in-
fluence of drink will be liable to have his licence with-
drawn, as an administrative measure, for a period which
shall be left to the discretion of each State.’
Future studies .
The Working Party decided to take up the study, or take
note of the studies made by international bodies, at forth-
coming sessions, on (a) the organization of exchanges of
views and information between governments regarding
improved non-skid surfaces; (b) road markings; and (c)
improvement of technical equipment of vehicles, espec-
ially braking efficiency, lighting, emission of fumes from
internal combustion engines, technical equipment of
vehicles for the prevention of accidents or the mitigation
of their effects (safety glass, height of seats, etc.)

Education on road safety

The Working Party decided that an ‘international hand-
book on road safety’ should be drawn up for distribution
by governments to all road users and to children in part-
icular. The international organizations=concerned should
agree on the basic features of the handbook, and their
proposals would, thereafter, be examined at the next session
of the Working Party.

The Working Party also requested the organizations to
consider the possibility of instituting international propa-
ganda campaigns on road safety.

Participation at the session

Representatives of the following countries attended the
session of the Working Party: Belgium, Denmark, France,
Italy, Netherlands, Sweden, Switzerland, United Kingdom
and United States of America.

The following international organizations also took past
in the discussions: International Chamber of Commerce
(ICC), International Road Federation (IRF), World Tour-
ing and Automobile Organization (TAO). League of Red
Cross Societies, International Road Transport Union (IRU)
and the Permanent International Association of Road Con-
gresses. The next session of the Working Party is to be held
on 30 April 1951.




Co-operation between North Sea ports

The Hanseatic Towns in a New Context? by Johan Brautigam

Johan Brautigam.born 10 May 1878, is not only a prominent
Dutchtrade unionist but also alabour politician who has held many
high offices in both the national and municipal life of his country.

Within the Dutch trade union movement he distinguished himself

as a fierce opponent of the anarcho-syndicalist tendencies with
which, in its early days, that movement was rife.

In 1909, Brautigam - who was himself a seaman - founded an
independent seamen’s union at Rotterdam in opposition to the
anarcho-syndicalist union. By means of a series of amalgamations,
Brautigam led his union, on 1 January 1918, into the present na-
tional union catering for all ransport workers save railwaymien
and tramway personnel. lmmediately follawing the end of the first
World War, Brautigam played a major part in the reconstitution

NORTH-WEST AND CENTRAL EUROPE have since olden times
depended upon the continental ports of the North Sea for their
imports from and exports to overseas countries. The traffic
through these ports, already considerable in the Middle Ages,
flourished enormously with the industrial development of the
late nineteenth and early twentieth centuries. It temporarily
reached its peak during the period between the two world wars
which lie behind us.

The region which relies on these ports for its traffic across the
seas is chiefly composed of Germany, Czechoslovakia, the two
Low Countries (Holland and Belgium), Luxembourg, North-
East France and a part of Switzerland. The heart of the region
is the Rhineland and the Ruhr basin with its rich coal and indus-
trial resources.

There are, apart from a few of minor or moderate importance,
seven ports of varying size which are the main links in this
traffic, viz, three German (Hamburg, Bremen and Emden), two
Dutch (Rotterdam-Vlaardingen and Amsterdam), and two Bel-
gian (Antwerp and Ghent),

The traffic between the portsand the hinterland is preponder-
antly waterborne. The rivers Rhine, Elbe and Weser constitute

* the main arteries, which are continued along their tributaries
and canals, of which some inter-connect the three main rivers.
Naturally these rivers and canals serve not only the traffic to
and from the seaports, but also that between the countries and
regions in which they are situated. ! The total volume of the
traffic which passed through the above-mentioned ports fluctu-
ated heavily during the years of the inter-war period. In the
early years it was substantially below the volume of the years
1912 and 1913. By the end of the twenties if had soared above
itand reached upwards of 100,000,000 tons, The figures slumped
heavily again during the depression years between 1931-3, to
recover again in 1937-8 and rise to 125,000,000 tons.

Naturally this traffic was very badly hit by the war, eventually
dwindling to practically nothing. Immediately after the warit
began to recover again slowly, so slowly that today, nearly

1. The importance of the Rhine as a transport artery may be gau-
ged from the fact that the mulri-national fleet which operates up and
down this waterway exceeds an aggregate of 5,000,000 metric dead-
weight tons.

of the ITF. From then on and until 1935, when he decided to de-
vote himself fully to his duties as alderman of his beloved port
town of Rotterdam, Brautigam was a member of the Management
Committee of the ITF. He was a guest-of-honour at the post-
World War I congresses of the ITF.,

As an authority on questions concerning the maritime and wa-
terside industries, Brautigam recently published two studies in
which he proposed their fundamental re-organization.

We are happy to be able to print a contribution from his able
pen in our Journal, dealing with a proposed new measure of in-
tegration of the activities of the North Sea ports which may be
conducive ta the achievement of the ecanomic integration of
Western Europe as a whole.

six years later, it is still considerably below its former volume.

The total volume of goods traffic during 1950 may be esti-
mated at roughly 80,000,000 tons, and 1950 was a very favour-
able yearcompared with those immediately precedingit, to which
the otherwise unhappy events in Korea and the grim need for
the rapid rearmament of Europe contributed in no small meas-
ure. Also there has been a considerable redistribution of traffic
between the different parts of the hinterland. The Low Coun-
tries, Luxembourg and Switzerland show a marked increase in
the volume of their overseas export and import trade compared
with 1937 and 1938. Germany and Czechoslovakia, on the
other hand, show a marked decrease, and the question arises
whether these two countries will ever again reach the old volume
of their overseas trade through the North Sea ports. The causes
of this decrease, some of them probably of a more temporary,
others of a more permanent character, are easily seen. In the
case of Western Germany it is the reduced standard of living of
the population in general and of the Ruhr district in particular,
and, further, the destruction and dismantling of industrial plants.
In the case of Eastern Germany it is the location behind the iron
curtain, causing imports and exports to be orientated east-
wards, viz. towards Poland and Russia,

The incomplete recovery of the volume of traffic has affected,
in varying degrees, all the continental ports of the North Sea.
Taking them in the order of their geographical location, the
drop in the volume of traffic can be seen from the following
figures (1937-8 = 100%,): Hamburg 42 %, Bremen 69%, Em-
den 62 %, Amsterdam 98 %;, Rotterdam-Vlaardingen 63 %, Ant-
werp 80%, Ghent 63 %.

The lagging behind of Bremen, Emden, and Rotterdam-

Vlaardingen is largely due to the fall in the German exports of
coal and imports of ore. Hamburg has been especially hard hit
by the drop in its general cargo traffic, consequent upon the
changed policy behind the iron curtain.
The fact that the above-mentioned ports largely depend on the
same hinterland — only Hamburg had little to fear from compe-
tition from the others as far as the eastern part, and Antwerp as
far as the south-western part of this region was concerned — has
always given rise to serious rivalry between them. This rivalry
existed not only between the ports of different countries, but
also between ports of the same country, though the differences
of national interests of course tended to accentuateit.
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It will be conducive to a proper understanding of the rivalry
and of the way in which the struggle was carried on to explain
the duall tic kind of system under which the continental North
Sea ports are operated.

The ports themselves are municipal property. 2 Construction,
maintenance, fixing and collection of harbour dues and rents
for the use of quays and harbour sites are in the hands of the
municipal authorities. In other matters practice differs. In some
cases the municipal authorities are partly or wholly responsible
for the construction and maintenance of sheds and warehouses,
erection and equipping of cranes and other appliances, etc., in
other cases they confine themselves to the long-term leasing of
quays and sites and leave the building of sheds and warehouses,
the erection of cranes, etc., to private firms. All the ports in
question, however, have this feature in common - apart from a
few exceptions which confirm the rule — that the municipal har-
bour services do not concern themselves with the actual hand-
ling of ships and cargoes. The loading and unloading of ships,
the storage of goods, in short the stevedoring work is in the
hands of private firms who carry on their business on quays and
sites hired from the municipality, in sheds and warehouses and
with equipment which is either their own property or hired.

1t is these firms, the stevedores and warehouse owners, the
shipping and forwarding agencies, who continually exert pres-
sure on the municipal authorities concerning the level of har-
bour dues. Playing one port off against another, threatening to
switch traffic to another port, are the methods commeonly em-
ployed. Further they air real or imaginary grievances about the
inadequacy or the excessive length of communications with the
hinterland compared with rival ports, try to bring influence to
bear upon the national government to engage in costly plans
for building waterways and highways or to introduce preferen-
tial transport rates, all with the object of improving their con-
nections with the hinterland at the expense of other ports.

This resulted in unfair competition which in the first place
took the form of artificial harbour charges and uneconomic
rents for sites, buildings and appliances. Or it led to the con-
struction of costly, sometimes unjustified, canals. In interna-
tional transport the railways invented the special home port
rates, which are below cost price. Canal dues were levied which
on a long run to a homeland port represented a quarter or a fifth
of those charged on a short run to a port outside the national
frontiers. Or again, transport by inland waterways was subsi-
dized by State funds in order to bridge the gap between carrying
goods via a home port or that of another country.

Then there was rivalry between the municipal authorities of
the ports themselves. If it became known that some big industry
or enterprise was being established at or near a port, all the
harbour authorities would vie with one another in seekingto at-
tract the new undertaking by offering the most favourable terms.
That the party whose patronage was sought held all the trumps
in the negotiations needs no emphasis.

All this results in heavy demands on the public means of
towns which operate a port, as well as adding to the burdens of
the national exchequer of the country concerned. It is excep-
tional for any of the ports which have been mentioned to be
self-supporting for a while. Some of the authorities of these
towns even voice the opinion that ‘ ports always show a deficit .

2. Strictly speaking Bremen and Hamburg are state-owned, since
both towns have that status. In practice, however, this differs little
from the municipal status of the ather ports.
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This pessimistic view, however, must bechallenged. The above-
described methods of attracting traffic to a port are based on an
unsound concept: protection. They give producers, shippers,
carriers and others an advantage at the expense of the commu-
nity. Generally speaking, the communities concerned badly need
the money thus spent for meeting the cultural and social requi-
rements of the region and the population. Such methods are all
wrong. Every port should, without discrimination detrimental
to others, aim at maintaining and justifying its existence on the
concept of self-sufficiency.

There is another defect in the dualistic system of port opera-
tion to which brief reference may be made. All ports aim to be
equipped to meet peak traffics. Individual stevedores in their
turnaim to haveanequipmentwhich can cope with peak periods.
The result is that the total amount of equipment is many times
what it need be. At the busiest periods there are still many yards
of unoccupied quayside, nearly empty sheds and warehouses
and numbers of idle cranes to be seen. This makes port opera-
tions unnecessarily expensive, as each stevedore in calculating
his costs must allow for non-utilized premises and equipment.

It is a senseless waste. With a proper organization of port fa-

cilities under a centralized system, the ports would be able to
achieve an enormous saving on capital investment, interest
and amortization charges, which would permit of a substantial
lowering of port costs.
The foregoing sketch of the situation in the continental North
Sea ports relates to the pre-war period. Developments since the
war have tended in the same direction, and indeed the changed
conditions threaten to cause the competitive struggle to be
waged more fiercely than ever.

Remember the figures showing the percentage of pre-war
traffic which the different ports handled in 1950. Some of the
ports have nearly reached the pre-war level, but are naturally
eager to exceed it. Others are still far below that level and will
strive desperately to reach it. They all know not only that the
hinterland is smaller than it was (iron curtain), but that this
smaller hinterland will for a long time to come produce and
consume less than in the past. An old Dutch proverb says ‘the
more pigs the thinner the swill’. The swill is already thinner
than it was, and the general scramble for as big as or a bigger
portion than formerly leads to louder squabbles and scuffles.

Nevertheless, the recognition that none of the ports benefits
from such a struggle, that on the contrary all are adversely af-
fected, is gaining ground. The idea of consultation, and ulti-
mately cooperation and coordination, is coming to the fore as
an idea which not so much inspired by as reminiscent of the old
Hanseatic League.

There is another motive which is a serious inducement to take
this road. The cooperation in the coal, iron and steel industries
according to the Schuman Plan will make for a strong concen-
tration of these industries, making it likely that the transport of
raw materials and industrial products will more than hitherto
be centrally controlled. The commercial policies of the different
countries likewise tend towards greater concentration. If the
port industries, and more especially the individual employers in
these industries, should have to face these concentrated forces
singly, then it is clear who will come off second best and who will
pay the piper. That would be fatal for the port populations; for
after all the point is not so much to handle the greatest volume
of traffic possible, but to safeguard the people's daily bread.
Nor is it a matter of trying to squeeze or break one or more of
these ports, which would be bound to fail any way. It has been




said ‘all the ports must live ', and port authorities are faced with
the fact that large sections of the population of their townships
to a greater or lesser extent depend upon the prosperity of the
port industry for their livelihood.

The general line which port authorities should take in working
towards cooperation and coordination is clear enough. Port
industries exist primarily to render service, not to make profits,
On the other hand, the policy of the industry should be to pay
its own way. Attempts aiming at open or concealed protection of
shipping or other interests should be checked, and likewise
there should not be discrimination of any kind. Harbour and
quay dues, pilotage charges, highway and waterway charges,
railway rates, etc., all must be mutually adjusted to one another.

The fortunate fact that the continental North Sea ports are
municipally owned and administered makes it easier to arrange
talks and to try to bring about coordination on the lines sug-
gested. Nevertheless the port authorities will encounter many
obstacles on the path towards agreement.

There are the conflicts of national interests: three nations
must try to come to terms,;

There are the private undertakings in all the ports, which will
all try to exercise pressure upon the autharities of their ports
and will be all too prone to demand priority for their particular
interests in the negotiations;

There is the unavoidable necessity of discussing the scales of
charges of the private stevedores, brokers, forwarding agencies,
etc., and considering them in the agreements to be concluded.
Otherwise it may happen only too easily that an agreement
come to after difficult negotiations is undermined or destroyed
by a selfish policy on the part of certain firms.

The most drastic solution would be the outright nationaliza-
tion or even socialization of the facilities and services of all the
continental North Sea ports. For the time being, however, this
must be ruled out. Apart from the fact it would gave to be done
in the three countries simultaneously, there is no political group
in them sufficiently strong to carry through such a programme.

But the very fact that nationalization or socialization is at
present not feasible is a cogent reason why the continental North
Sea ports should, out of self-preservation, come to some mutual
agreement bringing order into the activities and practices of the
free undertakings of the port industry.

The tentative efforts which are being made to bring about
consultations between the continental North Sea ports are all to
the good. But they need to be pursued with more vigour and
boldness, and especially they must emerge from the semi-official
into the official sphere, from under the cloak of secrecy into the
full light of publicity. And above all, care must be taken that the
initiative does not fall and remain in the hands of private inter-
ests in the ports concerned to enter into agreements dividing the
cake the way they think fit. Though no one should be excluded,
and all groups interested in a healthy policy for the port in-
dustry have a right to be heard in the negotiations as to any new
arrangements, the employers of the industry, having regard to
their past behaviour and record, are the last ones who should
be in charge of the proceedings.

FOOTNOTE

That the employers are trying to take the initiative appears
froma report published in the Dutch press since the above article
was written, to the effect that the Rotterdam Chamber of Com-
merce intends to invite the continental North Sea ports to take
part this spring in discussions concerning cooperation ona Eu-
ropean regional basis. That is not good enough. The municipal
authorities who run the ports are more immediately concerned
than the port employers. The interests of those who earn their
living in the industry, and indeed the port populations at large,
demand that the leaders of the labour organizations or the in-
dustry shall have a full voice in both the discussions and the
decisions which are arrived at.

3. Since 1945 there have been talks on some of these matters be-
tween representativesof the Reneluxparts and though not completely
satisfactory, have in a few cases led to improvements,

Meeting of ITF Executive Committee - London, 29 to 31 January, 1951.

Seated left to right: A. E. Lyon USA, T. Yates UK, I. Haugen Norway, O. Becu (General Secretary), R. Bratschi (President)
Switzerland, H. Jahn Germany, A. Deakin UK, G. Joustra Netherlands, T. Gémez Spain, P. Ferri-Pisani France.

Standing left 1o right: P. Tofahrn ( Asst. Gen. Secretary), D. H. Tennant UK, Miss T. Asser (I1TF Secretariar), G. R. Glutterbuck
(ITF Secretariat).
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A Railwaymen’s Union’s Anniversary

The Danish Private Railway Employees’ Union 1901-51

IN THE AUTUMN OF THE YEAR 1900 the employees of one of
Denmark’s private railway companies appealed to their col-
leagues on the other private railways to join hands with them
in a special trade union for the staffs of private railway under-
takings. The move met with immediate response and on |8 Janu-
ary 1901 there was duly founded, at Roskilde, the Danish Private
Railway Employees’ Union, which at first organized all cate-
gories of railway staff except office grades. In 1903 the latter
also joined the Union.

In those days it was not so easy to start a trade union, and the
little union’s struggle for decent wages and working conditions
met with the stiffest opposition from the employers’ side, who
were outraged everytime the union came forward with a new
programme of ‘insolent” demands. Sometimes railwaymen, too,
viewed the union’s efforts with misgivings, seeing the risk of be-
ing branded as ‘revolutionary’ and sacked. Some of them even
hoped to obtain better wages and conditions as a personal re-
ward for good conduct without the risks and inconveniences of
trade union action and solidarity.

Fifty years have elapsed since then, and today every Danish
railwayman takes decent wages and working conditions for gran-
ted, Itis hard nowadays to appreciate the determination and the
courage which were needed for the Union’s pioneers - men like
Th. Brix, F.Fischer and J. M. Herlak - to put an end to the wage
slavery and social bondage which existed on the private railways
in the ‘good old days’ and to secure, by dint of years of hard
bargaining with the employers at the conference table, for pri-
vate railway staffs the ;ame conditions as those enjoyed by staff
on the Danish State Railways.

Apart from the slump of the early thirties, the private rail-
ways encountered other economic difficulties, not least of which
was the increased competition from the side of road transport.
Denmark is a densely populated country and consequently well
suited for the transport of passengers and goods by road. But
road transport was paralyzed when Hitler took Denmark under
his *protection’ on 9 April 1940, and when liberation came on
3 May 1945 the country’s private railways were economically
stronger than before, which helped the private Railway Employ-
ees’ Union to realize the long-standing demand for equalization

of their wages and conditions with those of State Railway staffs. -

Duty on Sundays and holidays, however, is one of the problems
which has still not been satisfactorily solved, and the private
railways are once more beginning to feel the competition from
other branches of the transport industry.

The Union has during its half century of existence established
a good basis of cooperation with the other trade unions, in par-
ticular with the Danish Railwaymen’s Union, the Danish Loco-
motivemen’s Unijon and the Danish Federation of Trade Un-
ions. When in 1918 the Union joined the Federation of Trade
Unions, part of the office grades refused to go along and formed
a union of their own, the Danish Private Railway Clerks’ Un-
ion, and in 1925 the locomotive grades also broke away and
formed their own union. Broadly speaking, however, these or-
ganizations pulled together in the course of the years, for instan-
ce, through the joint machinery set up with the Locomotivemen'’s
Union in 1931. Apart from these breakaway tendencies, union
work was handicapped by the necessity of conducting negoti-
ations with every private railway individually whenever a rise in
the cost of living necessitated a demand for higher wages or
shorter hours. The agreement signed for the State Railway staff
guided the Union in deciding its policy. '

On the occasion of its fiftieth anniversary on 18 January
last the Union could claim that the conditions of service of its
members have been largely brought into line with those obtain-
ing on the State Railways. The greatest credit for this is due to
the Union's President, J. M. Herlak, a former locomative driver
who, from 1932 on, indefatigably championed staff interests
against the obduracy of the companies. Herlak, now seventy-
two years old and on the eve of retirement, has by his under-
standing and knowledge of railway affairs and staff problems
show himself both a succesful and skilful negotiator in his long
struggle with the employers. He can now confidently look for-
ward to the day when he enters upon a well-earned retirement
and hands over the leadership to a younger colleague, in the
knowledge that the fifty-year long struggle to improve the so-
cial conditions of private railway stafls has been conspicuosly
succesful and that as a consequence thereof the future of the
Union is assured,

The I'TF joins the whole of the Danish Trade Union Move-
ment in paying a warm tribute to a great fighter and a fine Union.

Transport organization in France

by R. Bodeau, Secretary of the Force Ouvriére Railwaymen'’s Federation

DEFICITS ARE THE USUAL THING on the French railways and
Parliament has regularly to provide the money required to fill
the gap. A Decree of 14 November 1949, providing for the co-
ordination of transport, has so far only been timidly applied,
as many of the necessary implementing measures have still to
be taken. Apart from that, the inadequacy of the Decree has
become so rapidly and clearly evident that the Government has
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already drawn up a new plan for the reorganization of transport,
and has submitted it to Parliament in the form of a Bill.
During the discussions which prefaced the drafting of the Bill
the Force Ouvriére Railwaymen's Federation was called into con-
sultation, and its views have been embodied in a memorandum
submitted to the Minister of Public Works. The Federation pro-
posed that road transport should be given public service status,




with all the obligations that that implies, so that the railways
should be able to compete with it on equal terms. As far as the
SNCF (French National Railway Corporation) was concerned, we
maintained that far-reaching administrative reconstruction — not
to include any measures of an anti-social character — was the
only way in which it could effect the economies required of it.
We called, for instance, for the abolition of the six regional ad-
ministrations, which we regard as quite unnecessary interme-
diaries between the Head Office and the local administrations.
But the Minister of Public Workers has had to bow to so many
different opinions that his plans clearly show the mark of com-
promise, and the railwaymen are likely to suffer.

The Government's proposals can be divided into two parts:
I. measures for coordinating road and rail transport; and
2. measures which are applicable’ to the French National
Railway Corporation. -

The first part is an attempt to equalize the burden for main-
tenance of the roadway borne by the railways and carriers by
road, If Parliament supports the Government’s proposals, the
greater part of the cost of maintaining the railway track will be
carried by the National Budget, and the Railway Corporation
will pay instead a tax on its turnover amounting to 2" for the
years 1951-3, rising by 2% a year commencing with 1954, subject
to the proviso that it may in no case exceed the amount voted
by Parliament for the maintenance of the railway track.

At the same time owners of road goods vehicles, both public
and private, will pay an annual tax of 30,000 francs per ton of
carrying capacity. The tax will be reduced by 50 per cent in the
case of vehicles operating within a short distance zone. In the
case of passenger vehicles the annual tax will be 2,000 francs for
each seat in excess of thirty. On top of these State taxes there
may be others imposed by the provincial authorities for the
maintenance of their local road systems.

This first part of the scheme meets, in principle and at any
rate in one direction, the old claim of our organization for the
equalization of the burdens borne by the two means of transport.

Among other proposals, one worth noting is that which pro-
vides for four-year programmes of railway investment. An an-
nual programme has been the rule hitherto. And finally it is
proposed to modernize the smaller lines and reorganize their
operating methods. It is hoped that this will make them pay
in the future.

Such railway lines as are hopelessly uneconomic will un-
doubtedly be replaced by road services. Our Federation had
asked that the Railway Corporation should be given the right
to run these road services itself, but this has been turned down.
The Corporation will still be responsible for these services, but
the work will be done by private carriers who will be paid by the
Corporation under contract. Only in one case will the Corpo-
ration be authorized to run the road services itself, and that is if
the private carriers quote too high a price.

The second part of the Bill affects the railwaymen more dir-
ectly, and seriously endangers their interests. It provides among
other things that the personnel establishment shall no longer be
drawn up by the Board of Administration of the Corporation,
as hitherto, but by the Ministers of Public Works and Finance,
who will submit them to Parliament. We are raising objections
to this proposal, as its tendency would be to check normal pro-
motion, on the grounds of economy.

There is also a plan to reduce personnel, which the trade
unions succeeded in modifying in the course of the preliminary
discussions. Originally it was intended to dismiss all temporary

personnel, as well as many of the permanent employees having
less than fifteen years' service, but finally it was agreed that an
endeavour would be made to reduce the number through volun-
tary withdrawals and the pensioning off of employees who have
already qualified for full pension.

But the proposal that has aroused the greatest amount of
opposition from the railwaymen is that which provides for ex-
tending by five years the pensionable age limit. 1t has led to
urgent representations being made to members of Parliament
and there is no doubt that it will meet strong opposition in
Parliament itself, as it involves a unilateral breach of a contract
freely entered into between employer and employee.

Finally, where hitherto the railwaymen have been subject to
a special social security scheme providing free medical and
dental treatment, it is now proposed that only eighty per cent of
the cost shall be met, on the grounds that the scheme at present
shows a loss - though it is only a very small one. To prevent this
our Federation, backed by the immense majority of the railway-
men, is suggesting a slight increase in the contributions paid.

During the discussions which preceded the drafting of the
Bill, our Federation was the only trade union organization to
come forward with a plan of reconstruction. Following its cus-
tom, the CGT railwaymen’s organization took up an entirely ne-
gative attitude, making a lot of noise but no constructive pro-
posals. But happily the French railwaymen no longer take this
tool of the Communist Party seriously.

Parliament will be coming to a decision on the matter in the
course of the next few weeks.

US reserve tonnage for ECA cargoes

THE UNITED STATES FEDERAL MARITIME BOARD has appro-
ved a request made by the Economic Co-operation Admini-
stration for the withdrawal of ocean tonnage from the national
reserve fieet in order to carry Marshall Plan cargoes.

The ECA had asked for more ships to be used on various
trade routes in order to ‘loosen ' the market on rates and tonnage.

Single transport authority for USA
DURING THE MONTH OF DECEMBER, the US Department of
Commerce announced in Washington that it is to place all its
transport departments under a single authority, to be known
as the Transportation Council.

The departments affected by the organizational measure
include the Federal Maritime Administration and the
Federal Martime Board.

American railway to install new safety device
THE TRUSTEE-DESIGNATE of the Long Island Rail Road, scene
of a recent serious collision in which 78 persons lost their
lives, has announcd the immediate installation on all Long
Island trains of a new and simple device for protection
against rear-end collisions.

Its principal element is a red glass lens which® fits over
the face of a white headlight when needed. It is so de-
signed that the red lens covers the backward-facing head-
light of a standing train. When a train comes to a stop,
the red lens automatically slips into place over the rear
headlight of the last car. The railway official states that
a headlight so equipped would emit a strong red beam
visible for one half to three-quarters of a mile.
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The Joint Maritime Gommission of the ILO

Its Origins, Procedure and Work (ll)

During the Ninth (Maritime) Session of the Conference
in 1926, the members and deputy members of the Joint
Maritime Commission were clected in conformity with the
new standing orders. At the same time, a desire was ex-
pressed both by shipowners™ and by seafarers” delegates that
the size of the Commission should be increased by adding
two regular members for each side, thereby giving a
broader representation to the chief maritime interests of
the world. In order to make it possible for the Gov-
erning Body to meet this request without waiting for an-
other maritime session, the Conference appointed two
substitutes in each group, in addition to the five regular
and two deputy members. The Governing Body approved
this change in composition in 1927, and in its resolution
recommended that ‘in order that the Commission should
be truly representative of maritime employers and workers
in all parts of the world, at least four of the fourteen
regular members shall, from the date of the next elections,
be nationals of non-European countries’. Thus, the Com-
mission elected by the 1926 Maritime Conference and
reconstituted by the Governing Body consisted of ship-
owners’ regular members from Belgium, France, Germany,
Italy, Japan, Norway and the United Kingdom and deputy,
members from Canada, Netherlands and Spain, and of
seafarers” regular members from Belgium (two), France,
Germany, the Netherlands, Sweden and the United King-
dom and deputy members from France and Japan. The
expenses of one deputy member of each group were to be
paid by the Office.

The next election took place at the Twenty-first (Mari-
time) Session of the Conference in 1936, where once again
a strong desire was expressed that the number of seats

Shipowners

Regular members Deputy members

should be increased by two for each group, to take account
of the entry of new States Members into the Organisation.
The groups therefore again nominated a larger number of
regular members and double the number of deputy mem-
bers provided by the standing orders. This change was ap-
proved by the Governing Body in 1937. As again recon-
stituted, Australia, Denmark, Greece, India and the United
States were added to the countries represented by ship-
owners’ members and deputy members and Germany and
Spain were dropped; Germany was also dropped from
the list of countries represented by seafarers’ members
and deputy members and Argentina, Australia, China,
were added to it.

The Joint Maritime Commission held two sessions in
London during the war, one in 1942 and the second in 1945.
The organisation of these meetings presented many difficult-
ies, largely because many members of the Commission
were not accessible owing to war conditions. It was agreed
beforehand by the members who could be reached that
vacancies due to inaccessibility or absence should be filled
by substitutes appointed by the respective groups, applying
by analogy the provision of the Commission’s standing
orders which left to each group full freedom as to the man-
ner of filling vacancies.

The most recent maritime session of the Conference was
that at Seattle, in June 1946, when new elections to the
Commission were held. A resolution was also adopted, and
later approved by the Governing Body, to increase the size
of the Commission to a total of twelve regular and five
deputy members for each side. The broadly representative
nature of the Commission in its present form appears from
the following tabulation of the countries represented:

S&a’ﬂrers

Regular members Depuly members

Belgium Australia
Canada Finland
Chile ' ltaly
China Portugal
Denmark Sweden
France

Greece

India'

Netherlands

Norway

United Kingdom

United States

Australia Argentina
Belgium Chile
Canada China
France Denmark
Greece Finland
Netherlands

Norway

Pakistan'

Poland

Sweden

United Kingdom

United States

! The election took place before the partition of India. The table shows the present situation.

The same resolution asked the Governing Body to con-
sider the desirability “‘of amending the standing orders of
the Commission so as to permit the respective groups as
wholes to appoint the substitutes who shall take the place
of regular members unable to attend the proceedings of the
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Commission”, This suggestion, together with other amend-
ments submitted by the Office, was referred by the Gov-
erning Body to the Fifteenth Session of the Commission,
and the revised standing orders, as approved by this session
and adopted by the Governing Body in December 1948,




contain the following substantive changes: if the Chairman
of the Governing Body is unable to attend a session of the
Joint Maritime Commission, he shall nominate a substitute
from among the members and deputy members of the
Government group of the Governing Body to preside;
in the absence of the Chairman during the course of a
session, the yepresentatives of the employers’ and workers’
groups of the Governing Body shall preside at alternate
sittings; if a regular member is unable to attend a session,
the group to which he belongs shall have full freedom as
to the manner of appointing a substitute; representatives of
the United Nations and the Intergovernmental Maritime
Consultative Organisation (when the latter body is set up)
shall be invited to participate in the proceedings of the
Commission without the right of vote; representatives of
other intergovernmental organisations may be invited by
the Governing Body or its officers, after consulting the
Commission, to participate in discussions in which they
have an interest, without the right to vote.

Provision for Tripartite Subcommittees

Article 13 of the standing orders deals with subcommittees
and deserves special mention. It provides in paragraph 2
that “‘the Commission may also recommend to the Gov-
erning Body that tripartite subcommittees be convened
to discuss any matter appropriate for consideration by
such a subcommittee.” This provision was adopted as a
compromise procedure in an effort to conciliate, for the
present at least. the differing points of view held by the
two groups concerning the inclusion of Government mem-
bers in a reconstituted, tripartite body.

From the very fact of its strictly joint basis, the Com-
mission had on several occasions been equally divided on
some of the most important questions submitted to it, and
had therefore been unable to supply the Governing Body
with majority decisions for its guidance concerning marit-
ime matters. Various remedial methods to correct this
situation had been advanced, and at the special Conference
of the LLL.O. held at New York in 1941 a resolution was
adopted authorising the Acting Director “to consult the
Joint Maritime Commission regarding the desirability of
the inclusion therein of Government representatives™. The
question was discussed by the Commission in 1942, when
the secafarers’ group submitted a resolution stating ‘‘that
the Joint Maritime Commission is of the opinion that it
is desirable to include Government representatives in its
composition”. The spokesmen for the seafarers pointed
out that the Commission was the only bipartite body of
its kind in the LL.O., all the others being tripartite. They
expressed dissatisfaction with the rate of progress achieved
in the consideration of maritime problems, and attributed
this in large part to the composition of the Commission,
which, they said, tended to lead to deadlocks. There was
no third element either to assist in securing agreement or
to ensure that a decision of some kind was reached. While
it appeared to them that some matters might be satisfact-
orily dealt with by bipartite discussions, all important
problems required action by Governments, and these
should be represented at the initial stages of discussions
as well as during the final stages.

At this point it became clear that the shipowners' group
was unanimously opposed to the inclusion of Government

members in the composition of the Commission. The
spokesmen of this group took the view that the fact that
the Commission was unigue in having a bipartite compos-
ition was not a valid argument against the continuance of
such a system. The fact that agreement could be reached
in a bipartite body had been amply demonstrated by the
unanimity that had been developed at many sessions of
the Commission. The shipowners, they said, were no less
anxious than the seafarers that the problems of the indus-
try should be adequately dealt with, but they were con-
vinced that the surest basis for real progress lay in frank
and entirely unhampered discussions between representat-
ives of the two parties directly concerned. After informal
discussions, the seafarers’ representatives announced that,
having regard more particularly to the importance of en-
suring the effective continuance of the work of the Com-
mission until more was known about the post-war work
and organisation of the LLL.O. as a whole, they decided to
withdraw their resolution for the time being, reserving
their right to submit it to a future session of the Joint
Maritime Commission.

The question came up again at the Thirteenth Session,
in 1945, when a spokesman for the seafarers repeated the
proposal that the Commission should be made tripartite,
although he considered that there were many questions
which could be dealt with in bipartite meetings. The
shipowners stated that they had no objection to having
separate committees on special subjects in which Govern-
ments would be represented, but they wished to preserve
the fundamental principle that the Commission itself was,
and should remain, bipartite.

A resolution submitted by the seafarers’ group to the
Seattle Conference in 1946 requested the Governing Body
to consider the desirability ‘of reconstituting the Commis-
sion on a tripartite basis while continuing to provide for
bipartite discussions wherever suitable or desirable’. The
Conference adopted this proposal by 59 votes to 19, with
8 abstentions, after a discussion in which the spokesman
for the shipowners’ group stated that ‘so far as the
shipowners are concerned, they value the Joint Maritime
Commission and they think it has good work still to do,
but if it is decided to make the Commission tripartite, then
the shipowners’ group has decided quite unanimously not
to appoint representatives’. To meet the difficulty, the
Governing Body decided to invite the Commission to con-
sider whether some questions could best be dealt with by
tripartite subcommittees, and this proposal was submitted
to the Fourteenth Session in December 1947. The discus-
sion showed clearly that the opinions held by the two
groups concerning the inclusion of Government members
in the Commission itself had not changed. Agreement was
finally reached on a resolution which, without touching
on the composition of the Commission, suggested that as
a general rule the following matters were suitablefor dis-
cu&ston by tripartite subcommittees:

. the review of the progress of ratification of Conw.m
tlons, including the consideration of obstacles to ratifica-
tion and the possible desirability of revising a Convention;

2. technical questions in the practical application of
which Governments have a substantial part to play inter
alia, social insurance measures, crew accommodation, etc.

These were the considerations which led to the adoption
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in 1948 of article 13, paragraph 2, of the standing orders,
concerning tripartite subcommittees.

Treatment of Maritime Questions

All maritime questions which form the subject of interna-
tional labour Conventions or Recommendations, except
those adopted at Genoa in 1920, were first considered by
the Joint Maritime Commission. Before the Maritime
Session of 1929 the maritime Conventions and Recom-
mendations were introduced and approved at one .and the
same session. In that year the double-discussion procedure
introduced in 1927, that is to say, the discussion of prop-
osed Conventions and Recommendations by two cons-
ecutive sessions of the International Labour Conference,
was applied and a first discussion took place on four sub-
jects, namely: (1) the regulation of hours of work on
board ship; (2) the protection of seamen in the case of
sickness, including the treatment of seamen injured on
board ship: (3) the promotion of seamen’s welfare in ports;
and (4) minimum requirements of professional capacity
in the case of captains, navigating and engineer officers
in charge of watches on board merchant ships.

During the course of the discussion, the shipowners’
representatives objected strongly to the presence in some
non-governmental delegations of persons who they con-
sidered as lacking the requisite technical maritime qualific-
ations necessary for considering the items on the agenda
in a competent manner. The Conference therefore adopted
the following resolution:

In view of the difficulties which have arisen at the spec-
ial sessions of the Conference devoted to maritime quest-
ions, including the composition of non-governmental de-
legations, the Conference invites the Governing Body to
seek all appropriate means of avoiding in the future a
repetition of such difficulties.

The Governing Body was thus confronted with the prob-
lem of finding a procedure that would not only be cons-
istent with the Constitution of the Organisation, which
requires that all Conventions and Recommendations shall
be adopted by sessions of the International Labour Con-
ference, but would at the same time ensure that, before
Conventions or Recommendations were adopted on marit-
ime questions, these would be examined by experts of the
widest maritime experience and competence, in other words
by representatives of ' Governments, shipowners and sea-
farers of the important maritime countries.

The Governing Body therefore decided, in April 1930,
to convene a meeting in 1931 of a tripartite preparatory
committee composed of Government, shipowners’ and
seafarers’ representatives from the twenty-one principal
maritime countries to discuss the reports which had been
prepared for the second discussion of the four maritime
items held over from the 1929 Conference. This meeting
could not be held, however, until 1935, In 1931, the Go-
verning Body authorised the Director to convene a mariti-
me session of the Conference in 1933, but this was later
postponed to 1936 for reasons of economy. When the Joint
Maritime Commission met in 1933, the seafarers’ members
were highly critical of the delay which had occurred in the
consideration of the items held over from the 1929 Confe-
rence and of other matters concerning seafarers’ conditions.
They were opposed to the convening of a tripartite prepara-
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tory meeting oy of a special maritime session of the Con-
ference if such procedures would involve further delay.
However, the shipwners’ representatives maintained their
position that competent consideration of these questions was
a matter for experts, and the Commission finally agreed to
the holding of the preparatory meeting in 1935 and the
Maritime Conference in 1936, to consider, in addition to the
four items previously mentioned, the questions of manning
and of holidays with pay for seafarers.

At its session in 1945 the Commission had before it the
proposals for an International Seafarers’ Charter framed in
1944 by the International Transport Workers' Federation
and the International Mercantile Marine Officers’ Associa-
tion. The Commission was unanimous in its view that every
effort should be made to secure the widest possible effec-
tive agreement among maritime nations to ensure the best
practicable conditions of employment for seafarers, and it
regarded the proposals in the Charter as a valuable contri-
bution to this end. It decided, however, not to make a de-
tailed study of the provisions of the Charter, but requested
the Governing Body to convene for this purpose a prepa-
ratory tripartite technical conference of maritime countries
towards the end of 1945 and a maritime session of the In-
ternational Labour Conference in 1946, The Governing
Body agreed to this procedure in January 1945, and decided
that the questions which it referred to the preparatory meet-
ing should also be placed on the agenda of the maritime
session to be held at Seattle in June 1946, for consideration
under the single-discussion procedure. Twenty maritime
countries were invited to send representatives to the prepa-
ratory meeting, which was held at Copenhagen in Novem-
ber 1945. Any member of the Commission who was not a
member of his national delegation was entitled to attend
the meeting in an advisory capacity, and the Governing
Body appointed three of its members to represent it. All
the countries which had been invited sent delegations, in-
cluding sixteen complete tripartite delegations (one Govern-
ment representative, one shipowners’ representative and
one seafarers’ representative). A review of the work of these
and other meetings is given below, in the description of the
technical subjects dealt with by various sessions,

When the Commission met in December 1947, its main
object was to consider the progress of ratification of the
Conventions adopted by the Conference at Seattle. During
the general discussion on this point, the seafarers’ spokes-
men showed dissatisfaction because ratification was not
proceeding more rapidly, whereas the shipowners felt that
in view of all the circumstances the progress reported by
a number of countries towards ratification was satisfactory.
Both groups agreed that the Commission must have full
information on the reasons which made ratification of any
of these Conventions impossible in certain countries, before
it could usefully discuss what action might be necessary to
expedite ratification. Reference was made to the possibi-
lity that certain minor technical adjustments in some of
the Conventions might eventually prove necessary in
order to permit general ratification and application.
A resolution was therefore adopted requesting the Gover-
ning the Governing Body, in the first place, to invite Go-
vernments to report at early date on the reasons which
prevented them from ratifying any of the Seattle Conven-
tions, and, secondly. to convene for study of the replies a




Seafarers’ representatives of the J M C at seaman’s welfare meeting in London June 1942
From right to left at the table: J. Tudehope (Australia), M. Weisherger (USA)
O. Becu (Belgium), I. Haugen ( Norway), S. Lundgren ( Sweden ), and, in the corner. Capt. W. H. Coombs (UK )

iripartite subcommiitec consisting of the shipowners and
seafarers’ members of the Commission and Government
representatives from twenty-seven important maritime coun-
tries. This tripartite meeting was held in November-Decem-
ber 1948, and found that the possibilities of ratification
of three of the Conventions would be greatly increased if
minor amendments to their provisions were made. Its sug-
gestions were considered by the Conference at its general
session in 1949, and three new Conventions which embo-
died the desired changes were adopted by means of the
single-discussion procedure, revising the Seattle Conven-
tions concerning crew accommodation, holidays with pay,
and wages, hours and manning.

Achievements

The Joint Maritime Commission is an advisory body, that
is to say, it makes recommendations and paves the way for
progress by the International Labour Organisation in mari-
time matters. It is for the Governing Body and the con-
ference to take action, if they think fit, on these recom-
mendations. Consequently, any attempt to assess the achie-
vements of the Commission must necessarily be linked up
with a survey of the results ultimately obtained by other
bodies. The following review of its activities therefore de-
als mainly with its preparatory work leading to the adoption
of interpational labour Conventions or to other measures
for the improvement of seafarers’ conditions. The subdi-
visions correspond in the main to the subjects that have been
dealt with in the different maritime Conventions.

Wages - Hours of Work - Manning

The question of hours of work, either in isolation or linked
with the questions of manning and wages, has been dis-
cussed at every session of the Commission with the single
exception of that in 1942, which was concerned mainly with

certain wartime safety measures and welfare. Hours ol
work and wages are topics on which it is normal for
employers and workers to disagree internationally, and
it is therefore not surprising that the Commission has so
frequently reached a stalemate on these subjects. Moreover,
the guestion of hours is a particularly complex one in the
case of seafarers because of the special nature of their work.

Before the Joint Maritime Commission came into exis-
tence, the question of hours of work at sea had been dis-
cussed for the first time at the Genoa Session of the Con-
ference, where an attempt was made to draft a Convention
to apply to seafarers the principle of the eight-hour day
accepted by the First Session of the Conference a year ear-
lier. The proposed draft Convention finally just failed to
gain the necessary two-thirds majority for adoption. There-
after the question came before successive sessions of the
Commission. On each occasion the seafarers pressed for
early action, while the shipowners objected that the general
economic crisis had so severely affected shipping that no
reduction of hours could be contemplated.

For several years this deadlock continued. A suggestion
that the regulation of hours should be placed on the agenda
of the Maritime Session in 1926 was lost because both in
the Commission and in the Governing Body the voting was
evenly divided. Eventually the question was placed on the
agenda of the 1936 Session, coupled with the question of
manning. After a preliminary discussion at the preparatory
meeting in 1935, a Convention based essentially on the
eight-hour day for seamen was adopted in 1936. Owing to
conditions immediately before and during the war, this
Convention never received a sufficient numbér of ratifica-
tions to bring it into force.

The International Seafarers’ Charter of 1944 contained
demands for improvements in wages, hours and manning,.
When hours and manning were dealt with together in the
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1936 Convention, the shipowners took the view that it was
useless to attempt to regulate hours unless wages were re-
gulated in the same instrument. They still held this view
when the question was discussed by the Commission in
1945, and both sides agreed that an effort should be made
to deal with wages, hours and manning together. There
are many countries which do not normally legislate on wa-
ges and hours, preferring to leave these matters to be settled
by collective bargaining within each industry. The inter-
national labour Conventions, however, usually require rati-
fying States to introduce legislation to give effect to their
provisions. The Commission therefore urged that some
means should be found whereby effect could be given to
this particular Convension by collective agreement.

After a preliminary examination at the Copenhagen Pre-
paratory Conference in 1945, the question of wages, hours
and manning was the object of a very lengthy and at times
heated and confused discussion at Seattle in 1946. A new
Convention, replacing the 1936 text, was finally adopted
and was modified slightly in 1919. It is noteworthy for two
reasons. It is the only international labour Convention which
fixes a cash figure for wages, and it was the first (along
with two other Seattle Conventions) to make provision for
ratification on the basis of collective agreements. These
innovations, which may prove .of great importance for
future Conventions in other fields, have for the time being
tended to be obstacles to ratification. The wage figure is
fixed in two currenciecs, one of which has since been deva-
lued; and a procedure is laid down for determining the
equivalent in other currencies, but the possibility of violent
and unexpected exchange fluctuations makes certain coun-
tries hesitate to accept this system. Others have doubts as
to the wisdom of binding themselves for five years on the
basis of collective agreements on wages and hours, which
may be revised within that time and provide for conditions
below the Convention standards. For these and other reasons
therefore it cannot be said that an entirely satisfactory inter-
national solution for the problem of seafarers’ wages, hours
and manning arrangements has vet been found. Conse-
quently, it may well be that this fundamental but thorny
question will again appear on the agenda of the Commission.

Articles of Agreement Repatriation

The Genoa Conference adopted a resolution concerning
the establishment of an International Seamen’s Code which
would, by means of Conventions and Recommendations,
lay down standards regulating all aspects of seafarers’
conditions of employment. During the past thirty years
this task has been very largely accomplished. The first step
suggested by the Genoa Conference was to codify interna-
tionally the rules concerning seamen’s articles of agree-
ment—their contract of employment which governs the
conditions under which they serve. This highly technical
question was discussed at several sessions of the Commis-
sion, which consulted a number of legal experts on it. A
Convention prescribing the standard form and content
of seamen’s articles and the procedure for signing them was
adopted in 1926 and has now been ratified by thirty
countries.

The same session of the Conference adopted a Conven-
tion on the repatriation of seamen who for any reason are
left behind in a foreign port. Draft proposals on the sub-
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ject were considered by several sessions of the Commission
before finally being submitted to the Conference. Nine-
teen Governments have ratisfied the resulting Convention.

Competency Certificates

In 1928 the International Merchant Marine Officers’ Assoc-
iation drew the attention of the Office to a dispute arising
out of a collision between the French vessel Lotus and the
Turkish Bozkourt. The captain of the latter ship was found
to have no certificate, and the Association pointed “out that
there should be some international rules requiring officers
to be properly qualified for their work. The matter was
clearly one which affected the safety of crews in the course
of their employment. The Commission was therefore unan-
imous in proposing that action should be taken, with the
result that a Convention was adopted in 1936, which has
been ratified by twelve Governments. The details of the
examinations whereby officers are granted certificates of
competency are left to national legislation,

Two similar Conventions were adopted in 1946—one
laying down rules for the certification of able seamen and
the other for the certification of ships' cooks. In these
cases also, the desirability of putting the items on the agenda
of the Seattle Conference was previously discussed by the
Commission in 1945.

Annual Holidays with Pay

The Joint Maritime Commission first discussed this question
in 1927, but it was considered impossible to deal with it at
the Maritime Conference in 1929, the agenda of which was
already very heavy. The matter was Taised again in the
Commission in 1933, when the seafarers urged early action -
if need be, at a general (non-maritime) session of the Con-
ference - while the shipowners held that the question was
not ripe for international action and that in any case it must
be dealt with at a maritime session. Eventually the item was
placed on the agenda of the preparatory meeting in 1935,
and in the following year a Convention was adopted prov-
iding for a minimum anual holiday with pay of twelve days
for officers and nine days for ratings. The Seafarers’ Chart-
er of 1944 called for a revision of this Convention to bring
it into line with the progress made in many countries. As a
result, the Commission accepted this as one of the items
for the Copenhagen and Seattle Conferences, and a revised
Convention was adopted, increasing the minimum length of
the paid annual holiday to eighteen days for officers and
twelve for ratings. A further minor revision took place in
1949. Three countries have so far ratified this Convention.

(to be concluded)

CORRIGENDA We must apologize to readers for the
fact that a small number of misprints and omissions
occurred in the text of our February issue.

The most important of these are as follows:

On page 20, line 4 of the footnote, the word ‘ten’ should
be read before the word ‘seamen’s’.

On page 21, line 53 should haveread *... the Commission
for the appointment of substitute members when a per-
sonal substitute ...”

On line 60 of the same page, the words ‘that decisions’
should follow ‘It was further decided at this session ..."




“Striking improvements’ in Sofia railway station

LESYNDICALISTE EXILE (The Trade Unionist in Exile) is a
journal which prints information about trade union and social
conditions behind the Iron Curtain. We are indebted to it for
the item which follows.

In October last the Bulgarian newspaper Trud severely criti-
cized the conditions under which railway employees were work-
ing at Sofia station. Since then the trade union committee and
the station master have * dealt with the matter’, and the follow-
ing, according to the 19 December issue of the same paper, are
the present conditions, as a result of numerous conferences,
resolutions and negotiations:

*The smithy is always full of smoke, like the repair shop. The
engineers maintain that the smoke cannot be prevented under
present conditions. There is too little space in the foundry, and
the air is almost unbreathable. The electrical installation is not

properly insulated and the electric switches have no insulators.
The electrician reports a complete absence of fuse boxes. The
engine drivers wear rubber shoes which slip on the engine, and
workers are exposed to accident risks.’

And has trade union and administrative action produced no
results two months after the public announcement of this de-
plorable state of affairs? Oh yes! according to Trud of 19 De-
cember 1950 it has led to the following “striking” improvements:

*All buildings at Sofia station have been painted a bright red,
so that they can be seen from afar. The walls and all rooms have
been adorned with slogans and portraits of the Communist
leaders.’

And if the railwaymen in Sofia are not satisfied with now being
able to see their station from far away and to admire the por-
traits of their masters, they must really be very difficult!

A glimpse behind the Iron Gurtain

DURING THE WAR the Swedish railwaymen set up a Relief Com-
mittee that rendered help in a number of countries after hostil-
ities ended. This was often of a permanent character: at Sotte-
ville, for instance, there are seven Swedish timber houses and a
big cooperative shop, a gift from the Swedish railwaymen to
their French comrades in that sorely tried place. In Finland
there is a children’s hospital and in Norway a holiday home for
children, set up by the Swedish railwaymen’s Relief Committee.
Since 1946 .too, the Swedish Railwaymen’s Union has had
relations with its counterpart in Hungary, and it was able to ar-
range for the Hungarians to buy a large quantity of surplus mil-
itarystoresforatokenprice, thus enabling them to equip 200,000
railwaymen. On that occasion representatives of the Union vis-
ited the Railwaymen’s Hospital in Budapest and promised med-
ical supplies that were badly needed. The matter was placed in
the hands of the Relief Committee, and in January of this year
a quantity of medical appliances, to the value of 50,000 Swedish
crowns, was sent to Budapest. They were conveyed in a railway
wagon that was granted diplomatic privileges during its journey
behind the Iron Curtain. Henry Kjellvard, Editor of the Swe-
«dish Railwaymen's Union's journal Signalen, and Edvin Elias-
son ,Secretary of the Union, went to Budapest to hand over the
supplies to the medical staff at the Hospital. In the 10 February
1951 issue of Signalen Kjellvard reports on his experiences:
‘After the handing over, we two Swedes were invited to the

offices of the Hungarian Railwaymen's Union which we had al-

ready visited in 1947. At the reception the President of the Un-
ionmadeaspeech glorifying Stalin and Rakosi. That is of course,
part of the usual ritual. After that we were each presented with
a white marble plaque on which was sculptured the badge of the
Hungarian Railwaymen’s Union.

‘Since 1 returned to Sweden many people have asked me why
the Swedish railwaymen give help to a régime that exterminates
those who hold other opinions than its own, terratizing and
imprisoning non-Communists. My answer is what I said quite
openly and clearly in Budapest: that when a Swede gives a prom-
it is a matter of honour with him to keep it. The Hospital was

given a promise of help in 1947, before Hungary became one of
Moscow’s satellite states. I also said in Budapest, and [ repeat
it now, that in this muddied world, full of hate and mistrust, the
railwaymen must be the last to give up trying to maintain rela-
tions between the peoples. Fellow-feeling is in a sad plight now-
adays, but so long as it is still possible one must give expression
to it, regardless of ideological differences.

*One little scene has struck in my memory. It was something
that might have happened anywhere. Just as we were leaving
the hospital a mother with a little girl three or four yearsold, left
the row of waiting patients and brought it to the doctor. The
child was crying as pitifully as only a sick and frightened child
can, | thought to myself that perhaps there might be in one or
other of the many Swedish cases we had brought something
that might bring it relief ...

‘We have been asked to say somethingabout our impressions,
for naturally one brings back impressions even of so short a stay.
One thing that very much impressed us was the number of times
that people we met on our journey asked us - often in a lowered
voice - when the war would break out, and what we thought
about it generally. It is obvious that over there they are con-
vinced that a war is inevitable and is drawing nearer. This fatal-
ismgives onea feeling of constriction, in spite of the Picasso peace
doves which one finds stuck up everywhere, and in spite of the
slogan *We defend peace.” The people have lost their belief in
the possibility of peace.’

‘And finally, how about the standard of living? We saw enough
with our own eyes to be able to say definitely that materially the
people - the little, ordinary people - find things difficult, even
very difficult. It is a pity that railway carriages on the interna-
tional lines are running almost empty. Only an occasional dip-
lomat or courier is able to travel by them nowadays. It would
be very useful if some of the discontented people Who are always
complaining how bad things are could have an opportunity of
travelling there. They would come back to Triillleborg with their
values completely changed. And of one thing I am quite sure -
they would not want to change places.’
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Norwegian Fishing Go-operatives

THE SALE OF NORWEGIAN FISH is almost wholly carried out
through cooperative organizations, to which all the fisher-
men in a given area belong. The founding of these organi-
zations, which took place mainly in the years immediately
before the war. has been of great importance for the pro-
sperity of the fishing industry and the raising of the living
standards of the fishermen, who before their formation
were one of the poorest and most exploited sections of the
community. Under the conditions prevailing before the
establishment of cooperative selling, fish prices were sub-
ject to tremendous fluctuations, so that the returns receiv-
ed by the fisherman from his efforts were little more than
a gamble; the fishermen themselves had virtually no in-
fluence on the prices they received, which were settled by
the local fish merchants, and rarely did more over a period
of any length than just keep the fishermen alive. The fish
merchants often had great power in their districts, as they
were the only source from which fishermen could secure
nets and other equipment on credit, and it often happened
that fishermen had to mortgage boats, houses and even a

Gutting fish on board a Norwegian trawler
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share in future catches to reimburse the merchants, so that
the fishing population came into a state of complete eco-
nomic dependence. The poverty of the fishing districts led
in turn to their inability to provide normal social ameni-
ties, such as meeting halls, libraries, suitable school buil-
dings, ete.

Cooperation among the fishermen, to better their condi-
tions, began in 1915 in northern Norway, supported by the
Landsorganisasjon (T.U.C.) ;some progress was made in the
following years in developing cooperative selling of fish
and purchasing of equipment for fishermen, but this had
to be abandoned because of ecoenomic difficulties. The
position of the fishermen was especially difficult in the
inter-war years, as a result of falling prices and the resulting
increases in the real burden of debts incurred when prices
were high. Some State assistance was given during this
period for the purchase of new boats and equipment, and
also for the cultivation of new land, to provide fishermen
with a supplementary source of income. The Government
was sympathetic to the idea of forming a national fisher-
men’s organization, and this was finally achieved in 1926,
when Norges Fiskarlag was established, with the object of
forwarding the interests of fishermen in all spheres, and
especially in regard to the development of economic coope-
ration. Norges Fiskarlag is a non-political organization,
though it has close links with the trade unions, and members
of the Labour movement have taken and continue to take
a leading part in its activities. Affiliated to it are 13 dis-
trict organizations all round the coast,and there are a large
number of local branches. The headquarters of the organi-
zation are in Trondheim. At the present time it has about
50,000 members.

Events proved that the fishermen were not strong enough
to build up their own sales organizations, against the op-
position of the merchants, without legal protection. A
Government Committee which issued its report in 1937 re-
commended extensive State intervention, including a legal
basis for organized marketing, State support for the setting
up of factories for fish:preservation, for the establishment
of a fishermen’s bank, etc. The first step towards compul-
sory organized marketing was taken in 1936, when a sales
organization was established with legal backing requiring
that the proceeds of all winter herring catches should be
delivered to it. All who are engaged in this fishing must
belong to the organization, and they are paid for their catch-
es according to the average of the prices which the organi-
zation can secure; fish is sold at different prices in accor-
dance with the use to which it is to be put. In 1938 a law
was passed giving a legal basis for compulsory marketing
for all kinds of fish. Under this law a number of coope-
rative selling organizations have been formed, covering
the disposal of practically all the different seasonal catches
round the Norwegian coast. The largest of these organi-
zations covers the whole of the north Norwegian coast
from Finnmark to south of Trondheim, and all members
of the national fishermen’s organization in the north are
automatically members of this sales organization. The selling
associations fix minimum prices. which must be observed




by both purchasers and fishermen; at the present time
maximum prices are fixed by the State. The prices receiv-
ed by the [ishermen are an average of the prices for which
fish is sold for different uses, and transport costs are taken
into account — i.e. the fishermen a long way from the
market where the fish are sold receive a lower price than
those near the market. Special selling organizations have
been created to deal with the sale of fresh fish to the Nor-
wegian home market.

Most of the preparation and drying of fish for export
is still done by private firms, though the large cooperative
sales organization in the north runs a fish products factory,
and the herring sales cooperative has a herring oil factory.
to be run on a cooperative basis. There is also a large fish
preserving factory run by the State.

There is also a fishermen’s cooperative society for the
purchase of fishing equipment, most of which is imported,
and plans are being worked out for it to establish its own
factories for producing equipment - i.e. nets, line etc. An-
other cooperative society deals with bait supplies, arrange-

ments for which were formerly chaotic. This society has
the sole rights of supplying bait over most of the country.
Plans are now being worked out for the setting up of a
Fishermen’s Bank, which will assist fishermen with the
purchase of boats and other equipment.

Although the movement for fishermen’s cooperation has
only been in existence for a few years, it has already re-
volutionised the conditions of life for fishermen; it has
provided them with a much more steady and assured in-
come, has greatly raised their standard of life, and freed
them from domination by unscrupulous merchants. All
the cooperatives are democratically organized, with elected
boards of directors, and every member has the right to
voice his opinion and make his wishes known. The fisher-
men’s organization, Norges Fiskarlag, has shown great
energy in encouraging all forms of cooperative effort, and
it is likely that that will bring about a steady increase in the
extent of cooperative influence and activities; in this it
can count on the support of the Government.

Modern Norway, a Fabian Publication

Shortage of British rad

ALTHOUGH ALL MERCHANT NAVY OFFICERS have many things
in common, the Radio Officer is particularly affected by con-
ditions which apply exclusively to him as a result of the
nature of his employment.

There are undoubtedly many advantages connected with the
Radio Officer's job. However, there are likewise many
disadvantages, and the drift from the sea and the scarcity
of new entrants into the service rather indicate that on the
whole it is felt that the disadvantages outweigh the advant-
ages. It might be as well to consider this state of affairs.

Relations-with employers are good. The employers’ dif-
ficulties are understood and it is by no means suggested
that they are little concerned about their sea staffs. Never-
theless, good intentions alone are not solving and will not
solve the shortage problem.

This short article purports to consider objectively the
reason for the scarcity of men. It is beyond its scope to
discuss whether remedial measures are necessary or possible.

In the first place the seagoing Radio Officer's prospects
are definitely poor compared with those of his colleagues in
departments. It is, of other course, true that many Radio
Officers have attained high positions ashore in the wireless
companies, but it should be borne in mind that sea staff
conditions are what are under consideration.

In other departments the promotion ladder is plain to
see and one can count the rungs still to be ¢limbed and
roughly estimate how long it will take to climb them. In
the case of the Radio Officer it is more like climbing a
greasy pole. It will normally take the best part of thirty
years before the Radio Officer is appointed in charge on a
class 1 ship. Purely through the exigencies of the service
his stay there be very brief and he may well find himself
back on a Class 3 ship with a corresponding reduction in
pay. He is most unlikely to be able to feel reasonably sure
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of his position as a regular appointee in charge on top rate
ships under about 33 or more years’ service. When, at long
last, he does achieve this distinction, he finds his pay and
status somewhat comparable with that of the 2nd (Deck)
Officer, who will have had about ten vears’ service behind
him. Apprentices and Junior Engincers who started their
careers at the same time as the Radio Officer are either
Masters and Chief Engineers or are very near to those
ranks. They will be senior officers. The Radio Officer, with
few exceptions, will still be regarded as a Junior Officer.
The average youngster embarking on a new career is
generally anxious to get on and plans to study to that end.
The baker is not interested in whether his delivery man is
an expert chemist or a good electrician. He pays for the
delivery job. In the same way’ the wireless companies re-
quire only a certain standard from their Radio Officers
and so long as the work is done cfficiently they do not care
whether or not the Radio Officer holds a dozen degrees
and diplomas. His value to them is that of a Radio Officer.
Therefore, if one wishes to reap the benefit from this study
one simply must leave the sea for a shore appointment
either with the wireless companies or elsewhere; otherwise
there is only one’s private and personal satisfaction in pos-
sessing these extra qualifications. They are quite useless as
regards enabling a young man to advance rapidly to being
in charge on a top rate ship. He will be just another Radio
Officer and must wait his 30 or 35 years like anyone else.
There are other anomalies in connection with such items
as accomodation, foreign service,Eastern Borus and leave.
Shore workers - and some seafarers - have a good idea
well in advance of how much leave they will get and when
it can be taken. The Radio Officer knows neither of these
things. Even when he does get leave it is generally cauti-
ously doled out a little at a time. He understands quite well
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that the shortage of men accounts for this, but since it
appears to be a more or less permanent feature he can
hardly be reproached if he regards the matter with a
certain luck of enthusiasm.

Radio and radar may become increasingly important in
future years. The Radio Officer’s status, pay, etc., may
improve too. This is wishful thinking. The marine radio
service has been in operation long enough for the merits

of the job to be weighed and the Radio Officer is concer-
ned with things as they are to-day and not with speculation
on possibilities in the remote future.

To sum up, it looks as if the reason for the present scar-
city of men is that the prospects at sea are so poor and
discouraging. Many will not enter the service on this ac-
count while others leave it at the first opportunity.

The Signal, organ of the British Radio Officers’ Union.

Development of British fishing industry

THE DEVELOPMENT of a White Fish Authority for Great Brit-
ain, with an advisory council for Scotland, and also of a
White Fish Advisory Council is provided for in the new
British Sea Fish Industry Bill, the text of which was pub-
lished during the first week of January.

The new Bill empowers the Ministries of Agriculture and
Food and the Secretary of State for Scotland to advance
to the Authority up to £10,000,000 at any one time over a
period of ten years and to make grants of up (o £ 1,000,000
for research work.

The Authority will further be empowered to ’opcralc
fishing vessels, take shares in fishing companies, make
regulations regarding the handling, stowage, lahding and
sale of white fish as well as to require production of rec-
ords and inspect vessels, premises and vehicles.

Registrations of all persons engaged in the industry will
be required and unregistered persons wil be liable to a
fine of up to £25. Vessels and vehicles kept by registered
persons, and all fishing vessels of over 40 feet in length
will require a licence.

A white fish industry fund will be set up and the Au-
thority will be empowered to finance it by a general levy
of not more than 1d. per stone of white fish landed in
Great Britain each year. The Authority’s receipts and ex-
penditure will be paid into and out of the fund, and it
may also impose levies for special schemes, charge fees
for its services and borrow up to £ 15,000,000 outstanding
al any one time.

Easier cargo handling from new ship design

THE BRITISH NATIONAL INDUSTRIAL ASSOCIATION has drawn
up preliminary plans for a cargo ship designed to give economic
cargo handling in peacetime and to expedite the handling
of wartime goods. The propelling machinery is to be aft,
a proposal which most ship designers would endorse as
being logical.

There will be only four holds, having a total capacity
of about 620,000 cu. ft., equally divided between the holds
with the exception of the forward hold, which is of slightly
less capacity than each of the other three. The arrangement
proposed is, viewed from forward to aft, forepeak, a for-
ward hold of normal ship shape, trimming tank between
Nos. 1 and 2 holds, with bridge superimposed, Nos. 2, 3
and 4 holds, all completely rectangular in shape, cross
bunker, machinery space and after peak. There will be
two tweéndecks each 12 ft. 6 in. indepth and a hold of
about 20 ft. depth,

38

Most seamen’s accidents slips and falls

ACCORDING TO THE ANNUAL ANALYSIS of injuries and ilines-
ses prepared by the United States Marine Index Bureau, mer-
chant seamen last year suffered more slips and falls than any
other type of accident.

Licensed U S seamen reported 156 slips and falls in 1950, un-
licensed seamen 1,367 and passengers 167, bringing the total up
to 1,690 or more than fifty per cent of the total number (3,023)
of accidents reported.

Being struck by objects took the next heaviest toll among
maritime workers in the accident figures by totalling 828, Of
this amount, sixty-eight of the injured were licensed seamen,
746 unlicensed seamen and fourteen passengers.

Assault was reported as the cause of 399 accidents and intoxi-
cation was blamed for 106 mishaps, the lowest total of the four
accident categories listed by the bureau.

ECA aids Indonesian fishing industry

ACCORDING TO INFORMATION issued by the Economic Co-op-
eration Administration, part of the American aid granted to the
Republic of Indonesia will be used to purchase sixty small native-
type fishing vessels. :

The purchase, which will be made in Japan and which calls
for an outlay of some $600,000, will comprise sixty motorized
fishing craft and 100 engines ranging from seven to twenty horse
power. An additional sixty-two vessels are to be constructed in
Indonesian shipbuilding yards.

When constructed, abourt half of the fishing vessels are ex-
pected to operate out of lakagrta, thus move than doubling the
number of fishing craft utilized in that area. The remainder are
then to be allocated to the fishing ports of Surabaja, Sema-
rang and Pontianak by the Fisheries Service of the government.

The ECA states that the Indonesian Government is making
a determined effort to step up fish production and, at the same
time, to lift the social and economic status of its fishermen, who,
during the year 1949, caught a total of 420,000 metric tons of
fish. With the exception of 200 tons exported, all fish caught was
consumed in Indonesia itself.

Freight rates double since 1950

AT A RECENT MEETING of the British Chamber of Shipping, the
newly-elected President announced that the Chamber’s index
number of tramp shipping rates for January was 151.9 (1948
equals 100) compared with 115.7 for December and with 78.8
for Januvary 1950.




Human problems on Rhodesian Railways

DURING THE LAST THREE YEARS the traffic on the railways of
Rhodesia has increased by leaps and bounds. Coal traffic is 30 %
greater than in 1947, that of oil 100%, tobacco 80%, chrome
87 %, copper 60 %;. The administration has had to solve all kinds
of problems in order to cope with this increase: secure rolling
stock, build new yards, improve the track, reorganize and en-
large work shops, improve organization in order to make the
fullest use of the equipment.

The expansion of traffic had its repercussions on railway staff.
We quote from the Rhodesian Railway Review:

ThenumbersofstafThave beenincreasedasfollows: Europeans
from 4,992 to 6,781, or 36%,; non-Europeans from 14,734 to
16,916, or 15%,. These increases do not reflect the recruitment
of new staff as, in common with so many other concerns, there
is serious instability and wastage occur on a large scale. There
is a fully organized recruiting campaign in the United Kingdom,

The pay bill has increased from £3,174,115 to £5,242,696.

Housing

Additional staff calls for housing on a large scale. Certain cate-
gories are normally, for service reasons, accommodated in Rail-
way houses, but shortage generally, especially in N. Rhodesia,
results in the Railway having to house many otheremployees,

No less than 570 houses have been provided over the period,
and 670 single quarters and rest rooms have been built. Houses

may be scattered over many stations, but in certain large centres
provision has resulted in the Railways providing complete town-
ships with all that goes with them, e.g.,roads, sewerage, electric
networks, water supplies, etc.

Houses have recently been provided at the rate of over one
per day, and this rate is still being stepped up.

Staff must be trained. A school with suitable equipment has
been instituted and. though small, is producing good results.

African Labour

The most effective methods of stabilizing African labour is to
provide suitable housing and amenities. No fewer than 2,552
African houses have been provided and the Railway has had
imposed on it the obligation to provide housing and medical
facilities, etc., for its African staff. Great progress has been made
in the design of such housing and many come from far afield
to study the Railway methods of tackling the problem. Welfare
work has been instituted on a large scale.

African labour is notoriously unstable and unproductive. Job
analysis and labour control have been closely investigated for
some time by efficiency experts. To effect savings and obtain
better service from such labour, mechanization is being intro-
duced. In the Salisbury goods sheds, fork lift trucks have been
in use for some time. Other schemes are under consideration
and will, it is hoped, be introduced shortly.

United Nations European Road Office

Proposal submitted by the International Road Federation

WHEN [THE ECE Inland Transport Committee’s Working
Party on Main International Traffic Arteries met at Geneva
from 15 to 19 January last, it had before it a proposal submitted
by the International Road Federation (1R F) for the establish-
ent of a European road office.

The gist of the proposal was to guarantee the l‘nancmg of
international road construction work by earmarking for that
purpose a proportion of the revenue derived by the Govern-
ments participating in the proposed office from road users in
the form of various taxes on road traffic, vehicles and fuel.

The advantage of the plan, in the view of the International
Road Federation, was that the financing of construction work
would be covered partly by new money and partly by sums
specially earmarked for that purpose, without the decision as to
the allocation of sums to road construction being dependent
—as was the case at present both as regards national financing
programmes and financing by international loans granted to the
individual State concerned — on the adjudication of the Finance
Minister between various applications for funds to finance dif-
ferent branches of national activity.

in view of the fact that the Federation’s proposal had been
made at such a late hour, the Working Party confined itself to a
preliminary exchange of views on the question. In the course of

this it was peinted out that the principle underlying the IRF's
proposal — that certain Government revenue should be allocated
to a particular purpose — would be likely, in most countries, to
come up against constitutional difficulties rendering it incapable
of realization or, at very least, to conflict with the generally ac-
cepted principle of non-divisibility of the budget. Nor did it
appear possible to contemplate raising the office’s funds by es-
tablishing a system of tolls.

It was, however, felt that a more detailed study of the problem
of financing road construction through the agency of an inter-
national office should be made by the International Road Fe-
deration itself and the Governments.

An attempt should be made, in particular, to ascertain whether
it might not be possible to base the office’s funds on more than
one source of income. For example, the office might be regarded
as a financing medium whereby funds for financing the con-
struction of main highways could be obtained on the interna-
tional market.

The funds in question might be derived partly from Govern-
ment contributions (on the understanding that the Governments
would be free to make their own decisions as to the method to
be adopted to raise the various funds), partly from internat-
ional financial bodies and partly by calling on private capital.
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The Working Party felt unable, at the present stage, to go
further than these general observations. It was nevertheless of
the opinion that the preliminary discussion had made it possible
to define the scope of the problem and to single out several es-
sential points on which the Governments shou'd focus attention,

should they reach the conclusion that the basic idea underlying
the Federation’s proposal deserved consideration.

It was accordingly decided to submit the proposal, together
with the observations made by the Working Party, to the next
session of the Sub-Committee on Road Transport.

ot

Indian railwaymen’s problems

INDIA IS A VAST COUNTRY and Indian social problemsare bound
to vary, both in aspect and in gravity, from one region to an-
other. These notes refer to an area and not to the whole of India,
being culled from the journal of the Madras and Southern Ma-
rathah Railway Employees' Union. The M. & S.M. Railwayem-
ploys some 75,000 men; 26,000 are members of the Union. In
September 1950the Open Line Branch of the Union helda meeting
which was attended by 146 delegates out of a possible 186.

What did they discuss? The Union is proud of the fact that in
its fight for justice it has never yet resorted to strike action and
can, therefore, always confidently appeal to public opinion for
support in its disputes with the Railway Administration. For
that reason ,it bitterly resents the Indian Government’s plan to
carry through Parliament an industrial relations bill which
would deprive the Union of means of action available to trade
union: in democratic countries.

It resents further a Trade Union Bill that would deprive
many railwaymen of the right to belong to a union.

The delegates criticized regulations which are so harsh as to
threaten with jail those found guilty of infringement of working
rules. They eriticized the inequality of treatment given {o men
doing the same work, the ones for Indian State railways, the
others for *Port Trust Railways’. Reduction of staff is an ever
recurring theme of discussion in Indian railway trade unions
and causes many heartaches owing to the impossibility for dis-
missed men of finding another livelihood.

One resolution deals with the problem of cooperation be-
workers and management in dealing with stafl’ questions and
production problems. It reads as follows:

*This Conference feels that in the days of nationalization,
railways are assets of the country and for an efficient running
of the industry the workers should be made to feel that their in-
terests are being cared for. This can be assured only by the con-
stitution of consultative Committees where representatives of
organized labour find a place and details to redress gruemnccs
and improve production are worked out’,

Here is a resolution which could have been adopted by a trade
union body anywherein the world, dealing with wagesand prices:

“This Conference regrets to note the delay on the part of the
Railway Board in implementing the recommendations of the
Central Pay Commission in respect of the grant of Dearness
Allowance based on the cost of living Index. Further this Con-
ference is very much concerned at the fact that the undertaking
given by the Government of India to the Federation as early as
January 1949 to keep down the rising prices has not been kept.
This Conference therefore urges the Government of India to
review the position and grant Dearness Allowance based at the
prevailing cost of living index on a flat rate with no variation in
rates based on pay drawn.’

1t would seem however that a wage and price policy alone is
not enough for solving the ever worrying problem of how to
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keep body and soul together. An increase in food supplies ap-
pears to be most imperative. We quote here the resolution
which is headed * Ration’:

‘This Conference feels that the reduction in the rice part of
the ration to 6 oz. particularly to Railway stafl hits them very
hard and it is found difficult for Railwaymen to give out their
best. This Conference therefore requests the Government of
Madras to restore the rice part of the ration to 12 oz. as early as
possible.”

Conditions of life and work seem to be hard indeed and to of-
fer opportunities to the political exploiters of grievances and
discontent. Two visitors at the meeting, the Deputy Mayor of
Madras and a Councillor of Madras Corporation pleaded with
delegates not to tolerate any sabotage, to scek redress of their
grievances by constitutional means, to follow Gandhi’sfootsteps
inadhering steadfastly to truth and non-violence.

That is in fact what the Union is doing. It is to be hoped that
the Railway Administration and the government of India will
do their bit by responding to the very reasonable resolutions
adopted “in the grounds near Basin Bridge”.

Infra-red rays reduce accident risks

INFRA-RED LIGHT, or ‘black light” as it is commonly called,
has been put to work to add to railroad safety. The in-
fra-red rays are now being employed to inspect the axles
of locomotives, tenders and cars.

Even the slightest crack or flaw in an axle may develop
into a break and cause serious trouble on a railroad.
Hence the necessity for an inspection of the axles to
make sure that they are perfect. In the past, such an
inspection has required manual handling of the heavy
axles and has taken much time. The new automatic device
permits an axle to be thoroughly inspected in a period of
less than three minutes.

The axle to be inspected is first cleaned to remove any
accumulation of grease and dirt. It is then placed on a
bracket which feeds it by gravity onto several rollers. As
the axle revolves slowly on these rollers, an oil solution
containing tiny particles of iron is sprayed upon it. Start-
ing at each end of the axle, two electro-magnetic coils
move slowly over it toward the centre.

Meanwhile, the infra-red light is played on the axle.
This causes the oil solution to glow with a phosphorescent
light wherever there is a small flaw or crack. This slow
rotation, combined with the slow sideward movement of
the coils, allows the inspectar to check all of the axle with-
out any manual handling. As the inspection is completed,
the axle is discharged from the rollers onto a conveyor,
the whole cycle being completely automatic.




The traffic problem in Belgium

A critical note by Camille Huysmans

THe wriTER of this article is no stranger to the iITF and
we have had many proofs of the very great interest he takes
in transport questions and in our work gencrally. This arti-
cle is yet another, and it is encouraging to learn that in the
matter with which it deals his views coincide with the prin-
ciples which the ITF nas always enunciated.

We appreciate this very highly. An authoritative and
influential voice such as his can contribute much to the
enlightenment of the uninitiated, and to a proper solution
of the important problem of the coordination of transpert.

Camille Huysmans will be eighty years of age in May of
this year. A very full life - he has trodden all the rungs of
the ladder of political life in his own country, having been
Burgomaster of the great city and port of Antwerp, Minister,
and Prime Minister - and an advanced age have not dulled
in any way the keenness of his mind.

We wish him luck, and hope we shall have many further
proofs that his interest in transport problems is still alive.

OMER BECU
I RECENTLY TOOK ADVANTAGE of an opportunity to touch
upon the traffic problem in Parliament, and to ask the Gov-
ernment a question concerning the large number of accidents
which occur daily on our main roads. Nothing has been
done about the matter since, probably because the respon-
sible authority has its attention occupied elsewhere.,

Some work is, however, being done on the improvement
of the roads although often in a somewhat original fashion.
As an instance of this we may take the road between Brus-
sels and Antwerp, where the plans which were drawn up are
not even being carried through to completion. It may be
years before we may look forward to its being completed.

Today, however, I wish to draw attention to another
aspect of this complicated problem, a problem which inte-
rests everyone who, like the writer, has had something to
do with municipal affairs.

First of all we have the question of co-ordination. Why
is it that transport is, and remains, so wretchedly disjointed?
Why have we in Belgium an extensive network of local rail-
ways in addition to an even more extensive network of main-
line railways? Is it not time to bring the two systems - which,
when all is said and done, serve the same purpose - under
one administration ?

I am well aware of how the duality arose, and as a histor-
ical fact we must accept it. The local railways did meet
a real need. Now, however, the time has arrived to go
into the matter, examine the results critically and see
what can be done to unify the system.

The second problem is that of the tram, which must now
be regarded as a prehistoric means of transport. The tram-
ways even find themselves unable to provide their passengers
with a decent seat. The public is literally crammed and com-
pressed into the vehicles, and the latest models have even
been adapted in order to facilitate this process. The conduc-
tors have a seat - and good luck to them - but the present
undertakings, both private and otherwise, treat the public

Camille Huysmans

with an unconscious shamelessness bordering on irresponsi-
blity, especially since the last war. And the public does not
complain! In fact, it even congratulates itself on having stan-
ding room. I do not know how long this situation will last,
but I do know that there will be protests.

I am familiar with the type of argument which is advan-
ced to justify this kind of exploitation. We are told that
without it the operation of trams is uneconomic, and that
it is preferable to have this Kind of service rather than
none at all. [ cannot accept the argument, It may have
had some validity a few years after the war, but we are
now at the end of 1950 and the time for delay and wait-
ing is past. The problem is a technological one and one
that can be solved by providing better volling stock.’

The problem of the tramways must also be considered
from another angle. Does the unmanoeuvrable tram still
meet requirements - particularly in the big cities? I doubt
it. Trams may still be all right in broad streets and avenues,
but in the narrower streets of an old town they are a con-
stant hindrance to other traffic.
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What 1 have pointed out here is, of course, comman
knowledge. I am not saying anything new. However, 1 do
think it necessary to urge the responsible authorities most
respectfully to introduce the bills which are lying ready in
their departments,

A discussion on the matter is now going on in the tech-
nical press, and the arguments used by the companies to
justify existing conditions and their dilatory methods are
truly remarkable. | should like to refer readers to the answer
recently given in the monthly Routes, in support of the trol-
leybus as against the tram and in the interests of a means
of transport which is more flexible and not bound to the
rigid track that is everywhere such a hindrance to traffic.

In my humble opinion even the trolleybus represents only
a temporary solution. The ordinary motor bus is gaining the
upper hand in Europe, and there are good reasons for
this development.

In short, whilst the local railways should become an or-
ganic part of the general service of the Belgian Railways - in
other words they should be centralized, - local transport
by tram, trolley and motor bus should, on the other hand,
be decentralized and made subject to the local authorities,
whether these be municipalities or voluntary associations of
municipalities, and should be administered either directly
or by that system of mixed enterprise under which private
initiative collaborates with the public authorities.

By kind permission of Velksgazet, Antwerp.

Development of Canadian national railways

THE REPORT OF THE CHAIRMAN of the Canadian National Rail-
ways for 1950 states that nearly 80 million tons of freight
were moved during the year. This figure represents some
four per cent more than in 1949, despite the fact that
there were lower loadings of pulpwood, livestock and grain.
The fall in grain movements, it is stated, was caused by
heavier shipments towards the close of 1949, and by the
dollar scarcity in Great Britain, which has led to deferred
deliveries of some wheat covered by the 1949-50 contract.
The report further points out that passenger earnings show
a decline over last year of about 10 per cent.

Further progress has been made on the Canadian Nat-
ional Railways in developing the use of Diesel locomotives.
Eight locomotives of 1,500 horse-power were put into
operation in the freight service between Montreal and the
Lake St. John area, while eighteen 600 horse-power Diesel-
electric locomotives were delivered for use on Prince
Edward island, the first province to be served exclusively
by this type of locomotive. -
Three electric locomotives were also acquired for the subur-
ban service from Montreal and much more Diesel-electric
equipment is on order for delivery in 1951.

Greek withdrawals from the Panamanian
registry

THE BRITISH SHIPPING JOURNAL Fairplay in its issue of
22 February reports that during the past year, many Greek
vessels have been withdrawn from the merchant marine of Pa-
nama, These include: thirteen cargo ships of a total tonnage of
53,427 gross; three Liberty ships of 21,504 gross tons; four
oil-tankers of 22,801 gross tons; a trans-Atlantic vessel of 10,375
tons; and four small vessels of 2,300 tons.

Some of the vessels in question were removed from the Pana-
manian registry, having been sold by the Greek owners to Dutch
and other owners, who have registered this tonnage under the
respective flags of their own countries. However, some owners
have transferred their vessels from the Panamanian to the
Honduran or Costa Rican flags.

During 1950, seven vessels of 21,307 tons gross under Greek
ownership passed to the Costa Rican flag. These are the Tela-
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mon, of 7,176 tons; the motor vessel Chrys, of 7,592 tons; the
ss Olga, of 2,659 tons; the ss Alikimarias, of 744 tons; and two
other units totalling 1,949 tons.

During the same period, Greek owners transferred to the
Honduran flag thirteen cargo ships, six oil-tankers, a whaling
vessel of 10,448 tons and twelve fishing corvettes with an
aggregate of 9,840 tons,

Ratification of IMC 0 Convention by France
expected

THE BILL WHICH WOULD AUTHORIZE the President of the
French Republic to ratify the international convention of
6 March 1948 instituting the Intergovernmental Maritime Con-
sultative Organjzation was adopted without debate by the
French National Assembly during the last week of February. It
is expected that the Bill will also be sanctioned by the second
Legislative Chamber at an early date.

The convention, which was signed by the representatives of
sixty-eight governments, will come into force only after it has
been ratified by twenty-one countries, seven of which must each
possess not less than one million tons gross of shipping. Up to
the present, it has been ratified by these five countries: Capada,
the United States, Great Britain, Greece and the Netherlands.

US teamsters and employers form joint
defence group

SAN FRANCISCO LORRY DRIVERS organized in the 1TF-affiliated
Brotherhood of Teamsters have joined with their employers in
an effort to help solve civil defence and other emergency prob-
lems. They have formed the California Trucking Emergency
Council, composed of lorry drivers and teamsters throughout
the state, to deal with ‘all problems except those involving
wages, hours and working conditions, that presently or may in
the future confront the trucking industry in California with
respect to the national emergency’.

Most areas of the state are setting up so-called ‘disaster
councils’ to co-ordinate evacuation and protection activities in
the event of bombing. The Trucking Emergency Council ex-
pects to have its entire transport set-up geared to be of assist-

-ance in such emergencies, thus preventing the chaos of hap-

hazard lorry movements.




Health and Welfare of Seafarers

An international problem to be solved by international action

By Karl Evang mp Director-General, Norwegian Health Service; Chairman, Social Weltare Council for Norwegian Seamen

A brief account of the work done by the International Labour
Office for the promotion of seafarers’ health and welfare was
included in the recent survey of thirty years of ILO maritime
activity. ' The following more detailed discussion of the special
needs of seafarers in this respect is from the pen of an acknowl-
edged authority on the subject. In the course of his article,

Introduction

IN EARLIER TIMES, DIETARY DISEASES were the dominant
health problem at sea. Once beri-beri and scurvy had been
overcome, venereal disease and alcoholism were generally
thought of as constituting the most serious problems, but little
by little it has become apparent that they are by no means the
only ones. From almost every point of view - social, economic
and medical - the seafarer occupies a peculiar position. It is
true that efforts have been made, both nationally and inter-
nationally, to improve the situation by regulating conditions
of work, providing increased protection against accidents, im-
proving crew accommodation and raising health standards.
Between the two wars, extensive work was done in these fields
by the International Labour Organization:; and the second
world war was particularly instrumental in bringing forth at-
tempts at new solutions to these problems. ?

It is not the purpose of this article to discuss the many im-
portant Conventions, Recommendations and resolutions adop-
ted by the International Labour Conference on maritime ques-
tions. I would wish rather to touch on certain aspects of seafarers’
conditions which have been less frequently discussed and to
give a few example of how one country has attempted to solve
some of the problems. Finally, my aim is to discuss the question
of whether the time has not come for international co-operation
in setting up an international health and social service for sea-
farers throughout the world. The step which was recently taken
by the International Labour Organization and World Health
Organization in establishing a joint committee on hygiene of
seafarers would seem to reflect a growing realisation that the
subject is now ripe fora greater measureof international action. ?

It will be readily appreciated that the health and social con-
ditions of the seafarer are a matter of international importance.
Seafarers constitute a vast current of potential living contacts,
moving at varying speeds from port to port. Even the smallest

1. See International Transport Workers' Journal, Vol X1, Nos 2 and 3: ‘The Joint
Maritime Commission of the ILO."

2. Cf. International Labour Review, Vol XLIII, No 4, April 1941, pp 401-414:
‘Organization for Seamen’s Welfare in Great Britain’; Vol XLVI, No 1, July 1942,
pp 49-52: “‘Organization for Seamen's Welfare in Canada’; Vol XLIX, No 1, January
1944, pp 52-56: ‘Organization for the Welfare of Norwegian Seamen’; Vol I, No 3,
September 1944, pp 316-334: ‘Developments in Welfare Work for British Seamen’;
Vol LYIL, No 5, November 1948, pp 625-636: ‘Seafarers’ Welfare: Some Post-Way
Developments.”

3. For an account of the first session of this commitiee, of which Dr Evang is
chairman, see fndustry and Labour, (ILO) Yol 111, No 2, 15 January 1950, pp 46-47

Dr Evang draws on Norwegian experience to illustrate what
can be done in practice to meet such needs and makes sugges-
tions for further international action. The ITF is indebted to
the International Labour Office for permission to re-publish
this extremely interesting study, which first appeared in the
January issue of the ‘International Labour Review.'

coastal town or fishing village is visited from time to time by
seafarers; some may be put ashore sick, some may have deserted
their ship; and when they go they may leave behind seeds of
infection, physical or mental, or children to be brought up. The
time has come to ask whether this stream of living people,
which from a health and social point of view is capable of being
brought under control, is at present living under such conditions
and receiving such care that reasonable protection is afforded
both to the seafarers and to the millions with whom they come
directly or indirectly into contact. I think it will be agreed that
so far this protection has been given in much too hit-and-miss
a fashion. Whether looked at from the national or from the
international angle, the carrying of tuberculosis, smallpox and
venereal disease—to mention only three important diseases to
which seafarers are frequently subject—is in itself sufficiently
serious to justify the modest outlay that would be necessary
from each country as a contribution towards a satisfactory in-
ternational health service for all seafarers.

From the international point of view, there is another aspect
which is frequently overlooked. Seafarers occupy a key position
in the vital supply channels between countries. This is particu-
larly apparent during economic crises or during times of war,
when a breakdown or a decline in the exchange of goods be-
tween countries may be of decisive importance. It is therefore
necessary that seafarers as a class should be responsible, alert
and informed, with high social and economic standards, and
not readily to be led astray by demagogues. It is very easy for
a seafarer to become denationalised, and yet not to become
fully and truly internationalised. Having lost his roots in his
own country without having an opportunity of establishing
fresh ones in any other country, he feels himself neglected by
everybody. Thefirst and the second world wars produced examp-
les of how this natural tendency towards denationalisation and
personal bitterness could be exploited during a critical period.

Few things are more apt to create bitterness towards one’s
surroundings and the community than lack of proper care
during illness or in other time of need. Sickness or injury usyally
hits a man unexpectedly without giving him a chance of making
economic or other preparations to meet it. Any_serious illness
creates a feeling of impotence and dependence on others. 1f
proper care is not given and if it appears that nobody feels any
responsibility for such care, or if the illness means a prolonged
break in working activity, the natural consequence in many
cases will be lasting bitterness. The risk is particularly marked
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in seafaring because the special characteristics of this occupa-
tion render it more difficult than on land to make proper and
reliable arrangements for medical care. The second world war
brought increasing appreciation of the fact that seafarers form
a section of the community whose social and health conditions
must be given at least as much consideration as those of people
on land. But much remains to be done.

Special Health Problemslof Seafarers

Public health experts will know that it is not sufficient to apply
the same rules and provide the same facilities for seafarers as
for the population ashore. In many ways seafarers as a group
are exposed to special risks of disease. This is obvious from the
fact that the three basic factors in environmental hygiene -
living accommodation, conditions of work, and diet are essen-
tially different at sea. It was a long time before this fact was
properly appreciated, and many far-reaching national and in-
ternational measures have been needed to bring about tolerably
satisfactory conditions as regards these three [undamental
factors. There are still a number of problems to be solved before
the situation is completely satisfactory from a hygienic point of
view, and it is in this field in particular that the continued work
of the 10O may be expected to produce useful results.

As to the direct sickness risk, it is a commonplace that the
seafarer, in his voyages from country to country, is exposed to
varying conditions from the Arctic to the Equator. Everyone
with experience knows that sudden climatic changes can in
themselves impose a great strain, but the seafarer is at a further
disadvantage in that he does not live in an unchanging envi-
ronment exposed to much the same diseases as he is himself;
every port at which he touches, every new member of the crew
who is signed on, represents a new possibility of infection.
Abrupt climatic changes and the special conditions of accom-
modation and feeding on board also tend to reduce his resist-
ance to certain diseases. In spite of the existence of these special
dangers, we have not so far arrived at any internationally ac-
cepted rules for the medical examination of seafarers on engage-
ment or for their vaccination whilst voyaging from port to port.

The risk of employment injury is also higher among the sea-
faring population than in most shore occupations. This is partly
because loading and unloading must very often be done at high
speed under changing conditions and sometimes by primitive
methods. Moreover, seafarers are often faced with unexpected
situations, such as collisions, shipwreck, etc., forcing them, with-
out preparation,to use tools and equipment with which they
are not familiar. The rapid labour turnover in the occupation
also prevents crews from becoming permanent trained teams,
each member of which knows his colleagues’ ways and abilities.

It is also a regrettable fact, which is seldom openly mentioned
though known to all with experience, that the medical and hos-
pital treatment provided for seafarers in certain ports often falls
far short of the best professional standards. Some of the reasons
for this are excusable. Language differences, for instance, make
it very difficult for doctor and patient to understand each other,
and the busy private practitioner of a port cannot always be
blamed for not finding time to overcome this difficulty by re-
course to an interpreter. Moreover, the departure of the ship is
usually urgent, since any delay has serious economic conse-
quences. The patient will probably be reluctant to be left behind
and the doctor may not be able, even with the best medical
means, to arrive at a final diagnosis within the short time avail-
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able. Hence the treatment is often superficial; or the doctor
takes a chance and lets the man leave with his ship unless it is
quite obvious that he requires immediate treatment or isolation.
These factors, which are inherent in the nature of the occupa-
tion, cannot be easily eliminated, but something might be done
by good organization.

There is another matter, also rarely voiced in public, but
which should be easier to put right. A number of the doctors
working in various ports and treating foreign seafarers are in-
competent. This may seem a rash assertion, especially coming
from a medical man, and I would not have dared to make it if [
had not personally had an opportunity during five years of the
second world war to see at first hand cases in several ports
throughout the world of what from the medical point of view
can only be described as faulty treatment. Sometimes the cause
was apparently a lack of medical judgment or of the necessary
facilities for proper diagnosis. In other cases, however, it was
difficult to avoid the conclusion that the purely commercial
motive had been given too much play, so that the seafarer or
the person responsible for paying on his behalf was subjected to
direct economic exploitation without receiving the equivalent
medical value. It is true that, in the larger ports at least, the
consuls of certain countries have tried to establish contacts
with the medical profession and can thus refer the master of
a ship to a good doctor. Very often, however, the consuls will
have no medical knowledge and will have difficulty in judging
the medical standards of a physician or a hospital. It cannot be
said that this system has always proved satisfactory, even in
ports where there are permanent consulates.

It would be possible to cite many shocking examples of what
seafarers have gone through as a result of incorrect treatment,
and examples of extortion from the person responsible for pay-
ment. One instance must suffice as an illustration. A ship arrived
in a large port and was visited by the doctor who normally
treated seafarers of the nationality in question. Nobody on
board had felt ill when the doctor arrived, but before he left he
had made appointments with three men to remove their appen-
dix and with six others to be X-rayed. It so happened that the
doctor, in addition to being a surgeon, ran an X-ray institute.
Next morning, he removed the three appendices and took the
six X-rays. In due course, the ship received a fat bill, for which
in this particular instance, the owner was responsible. But
whether it be the owner or the individual patient who is liable
to pay the bill, there can be no justification for such extortion
by a medical man. Still more shocking are the instances in
which seafarers suffering from contagious tuberculosis are sent
back to their ships after superficial examination, or where com-
pletely inadequate treatment is given for syphilis, or where a
doubtful case of cancer is not kept back for proper examination.

Do not misunderstand me. I am not suggesting that all physi-
cians practising privately in ports all over the world, and all
hospitals to which seafarers are admitted, are of a low medical
standard or tainted by commercial motives. Fortunately, this is
not the case, and certain countries have already taken action
to try and improve such conditions where they exist. Many port
doctors are able and have a high ethical standard, and many
hospitals are efficiently run. Nevertheless, my experience is that
the exceptions are still so frequent that a cleaning up of these
conditions is necessary.

One point that must not be overlooked in this connection is
that medical and hygiene standards differ from country to coun-
try, as do doctors’ methods and their views on treatment, medi-




cines, ete. It would be utopian at present to expect the medical
standards in all ports to be up to the level of the most advanced
countries: nor should the seafarer expect every physician to write
him a prescription for the same cough mixture he usually has
at home. In my opinion, however, international co-operation on
health questions has now reached a stage where a degree of in-
ternational regulation in this field is necessary and possible.

Mental Hygiene {

So far, we have in mind mainly physical illnesses, but just as
important and interesting problems arise in connection with the
mental health of seafarers. Reference is frequently made to the
sealarer’s irregular and often long absences from his country,
his family and his loved ones, and the importance of this cannot
be exaggerated. Everyone has a fundamental need for human
roots and contacts which should, to some extent at least, be stable
and, as far as possible, permanent. For shorter or longer periods
theseafarer iscut off fromsuch contact,and timeand again he has
to readjust himself when he comes back to a sweetheart or wife
who, like himself, has in the interval been subject to new and
different impressions. Or he may be returning to children who
have changed since he last saw them and on whose development
he feels he has too little influence. Neither in his home nor in his
work does he have a fixed, unchanging environment. Sooner or
later there are changes in the crew, so that his friendships on
board are rarely other than temporary, with single individuals
or with small groups. Nor must it be forgotten that a seafarer at
work usually lives in an artificial, wholly masculine environment
which has no exact counterpart in any other occupation. Anyone
not wilfully ignoring the difficulties knows that this involves a
heavy strain on the seafarer’s emotions and instincts. Seafaring
as an occupation does not provide the normal opportunities for
the all-round healthy expression of the basic instincts in sex life.
In fact, there is little satisfactory opportunity for developing the
whole social side of human instincts, and the cats, dogs, parrots,
etc., which a seafarer often keeps as pets are but a poor substi-
tute on which to lavish his love and protection.

A reference must be made again to the question of denationa-
lisation. I do not wish to be misunderstood as glorifying nation-
alism as such. Narrow nationalism is a fetter, and there have
been so many crimes against the individual and against nations
in the name of nationalism that constructive internationalism
has become a sine qua non for humanity. The individual needs
a link with some form of culture and with certain spiritual va-
lues, which up to the present have been most easily accessible
through his own nation. That does not mean that seafaring does
not provide an opportunity for constructive international work
in the field of health and welfare which could supplement the
existing national ties.

One of the most important problems in the sphere of mental
hygiene is alcoholism. There are those who even consider it the
problem of seafarers, but in my view this is an exaggeration. On
the average, seafarers probably drink far less than large groups
of the population on land, simply because they normally drink
little or nothing while working at sea. It is during their visits
ashore that alcohol plays too large a part for many.

The fundamental point is that seafarers, like most other per-
sons, drink not for the sake of drinking but for other reasons.
‘Everybody says Jeppe drinks, but nobody asks why Jeppe
drinks’, wrote the famous Norwegian-Danish playwright Ludvig
Holberg. Because of the characteristics of his occupation, the
seafarer visiting a foreign port is in a particularly unfavourable
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and mentally unbalanced situation. As has just been mentioned,
he has been deprived of the opportunity to live a normal sex life
and he has not been able to find an outlet for his natural desire
to love and protect. He has lacked that access to cultural values
on which others can easily draw. When he comes ashore after
the more or less complete spiritual barrenness and isolation on
board ship, he has of necessity—consciously or unconsciously
—acquired an overwhelming need for human contacts in the
widest sense and for social, cultural and sexual satisfaction in
the narrower sense. Conditions, however, are unfavourable for
him: he may not know the language: the port is strange; people
and general conditions are foreign to him. This often forces him
to seek a short cut, and alcohol often seems a suitable means.
Again, he may need to overcome certain complexes and dull his
critical faculties so as to obtain some satisfaction from the sub-
stitutes available in a foreign port. He may have been received
at his own consulate in a way which gives him the impression
that no one is interested in him. Drink is then an easy comforter,
even if, in the long run, it provides no real solution. Drinking
among seafarers istherefore not a matter for sermonising or self-
righteous condemnation. It is first and foremost a question of
discovering how far their needs can be satisfactorily met without
obiging them to poison themselves in order to be able to put up
with substitutes. It must be done in such a way that the seafarer
will not have to undergo spiritual degradation or even a split in
his emotional life, as he so often does at present. It is admittedly
difficult to reach this goal, but much could certainly be done.

The problems discussed above are already familiar and have
been tackled both nationally and internationally. There is no
need to dwell here on the efforts made by the International
Labour Organization in many of its Conventions and Recom-
mendations dealing with various aspects of the welfare of sea-
farers. These certainly provide a great amount of guidance, but
experience shows that it is not always easy to apply them fully
in practice. It may therefore be of interest if 1 outline broadly
what has been attempted in this field in Norway.

A Contribution towards Practical Solutions

The efforts made in Norway in recent years to build up machi-
nery for safeguarding the welfare and health of seafarers are
based partly on the work carried on for many years by volun-
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tary religious and charitable organizations, by trade unions and
shipowners, and partly on experience gained in the second world
war. It is not suggested that the methods adopted in Norway
will suit all nations or all conditions, nor do we claim to have
found final and ideal solutions. This is a field where many diffe-
rent methods must be tried out, and Norwegian experience may
provide useful guidance for other countries. The following deals
separately with welfare work and the health service.

Welfare Work for Norwegian Seafarers
Administration and Finance

Offical action to promote the welfare of seafarers began during
the recent war and the present system is based on an Act of 13
December 1948 which set up a Social Welfare Council and a
Social Welfare Fund for the Norwegian merchant marine. The
amount of the Fund is fixed at ten million Norwegian crowns,
and the income is derived mainly from fees paid by all Norwe-
gian seafarers liable to sickness insurance. The monthly contri-
bution is 2.40 crowns a head; the seafarer himself and the ship-
owner each pay one quarter of the contribution, whilst the State
pays one half.

The activities of the Fund are controlled by the Council, a
body composed of eight members appointed by the Govern-
ment for a term of three years, The writer is the present chair-
man, and the Chief of the Maritime Division in the Ministry of
Commerce is vice-chairman. The other members of the Council
are representatives of seamen, ship’s officers, shipowners and
the Seamen’s Church, one member being a woman. The Council
has decided that three million crowns should be set aside as a
reserve fund and seven million crowns kept available for estab-
lishing permanent welfare agencies for seafarers. 1t has a com-
paratively free hand, but must submit an annual report to the
Storting through the Ministry of Commerce. The executive
work is carried out by a Social Welfare Office and local welfare
committees, with a permanent staff’ of officials. The main acti-
vities, which are briefly reviewed below, include the operation of
hotels, clubs and reading rooms as well as more general welfare
work, in particular, sports and education,

Operation of hotels and clubs

A fundamental part of welfare and health work for seafarers
must always be the provision of food and accommodation at
reasonable prices in ports. Space does not premit me to enlarge
on the many and complex problems which arise. Everyone knows
that much of the existing boarding house activity in ports is far
from satisfactory, from whatever point of view. The Norwegian
Welfare Council therefore operates at present seven seamen’s
hotels or boarding houses of different sizes. Wherever possible,
the hotel is situated at some distance from the harbour and run
like an ordinary hotel, where a seafarer can enjoy the freedom
and get the kind of service which any other traveller would nor-
mally expect to receive. Consequently the hotels generally serve
beer and wine. They have no set closing time at night or other
restrictions. Reading and recreation rooms are installed, and
the hotel is used as a starting point for all other welfare activities
in the port. The prices charged must be such that the hotels can
compete satisfactorily with existing boarding houses: this usu-
ally means that the hotels are operated at some loss and need to
be subsidised out of the funds available for welfare. Since it is
obvious that a single country alone can only satisfy the demand
in a few ports, there is room for international co-operation. But
this is not so simple a matter as might at first be thought, because
it is difficult to combine international hotel operation with the
preservation of those distinctive national features which form
the chief attraction of these institutions for many seafarers. In-
ternational management also involves serious administrative
difficulties, so that the most practical solution would probably
be to combine the operation of each hotel or siniilar undertaking
by one country, or by two closely related countries, with suitable
arrangements for reciprocal service for seafarers of other nations.
In ports where it is not possible to set up a hotel or where the
number of seafarers is so small that a hotel is scarcely necessary,
useful service can be rendered by the provision of clubs and
reading rooms without sleeping accommodation. Four such
reading rooms and clubs are at the present time being operated

as independent units,
to be concluded

The position of Civil Aviation in Germany

THE ADMINISTRATION, by the Military Security Board, of
German activities in the field of civil aviation has recently been
defined by the Allied High Commission for Germany.

Powers in this field are reserved to the Occupation Author-
ities by the Occupation Statute and prohibitions against the
employment of German pilots, the manufacture in Germany of
aircraft or aircraft engines and the possession or operation of
aircraft by Germannationals or German organizations continue.

The financing of civil airports will remain on a local basis.
Licenses for German acquisition or ownership of an airport are
only granted by the Military Security Board to a state govern-
ment, a municipality or a combination of such.

Germans under the supervision of the Occupation Author-
ities can, however, work in such aeronautical activities as pas-
senger and freight handling, repair and maintenance of aircraft
and ground facilities - including communications and other
aids to navigation. The operation and maintenance of radar
equipment by German nationals is, however, excluded.
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New aircraft navigating instrument

AN AERIAL NAVIGATING MACHINE which automatically shows
a pilot the position of his aircraft on a map is to go into quantity
production in Great Britain. The Flight Log, as the instrument
is called, is a version of the standard Decca Navigator and con-
sistsofamapfittedinacaseaboutthesize of a largecigaretie box.

A pointer records the track of the aircraft on the map, and on
a medium distance three maps could be used - one of the airfield
of departure, one of the route and one of the arrival point. The
change from one map to another normally takes less than three-
quarters of a minute, Electrical impulses mark off regular time
intervals on the map so that the pilot of an aircraft can make a
quick check of his speed over the ground and his estimated time
of arrival at destination.

The map unit can be fitted to the dashboard or anywhere else
in the aircraft. Light in weight, the entire airborne set weighs
less than 125 Ib. and takes up 3 cu. ft. of space.

Tests have shown that, by its use, an aircraft can be flown to

L within250yardsoftheend of arunway whenconditions are good.




The Work of the British Road Haulage Executive

by Lord Hurcomb CBG KBE

During the month of January, Lord Hurcomb, CBG, KBE, Chairman of the British Transport Commission,
made the following statement on the progress of British Road Services

THE ORGANIZATION of British Road Services is now broadly
complete, and 1951 will be a year of consolidation. In under
three years they have merged some 2,900 separate road haulage
concerns into a national network, comprising some 40,000 ve-
hicles based upon 1,000 depots and subdepots, and employing
75,000 persons. Generally speaking, we claim that this large org-
anization - the first of its kind attempted in any country - iswork-
ing smoothly. The aim has been to decentralise. The depot and
group managers themselves deal direct with the trader who re-
quiresroad transport. They arrange ratesand they are responsible
for laying on the service required. Practically all of them have
come from the road haulage industry.

Organization

In the new national organization the haulage facilities, which,
if predominantly long-distance, the Executive were required to
take over as they stood, have necessarily been regrouped, and
they have been regrouped on a territorial basis in a way that did
not previously exist. This was a most difficult task for the Exe-
cutive. It has been accomplished with virtually no interruption
to essential services, It will give traders and manufacturers all
over the country the most flexible and easily accessible road
transport out of the resources available. The new operational
units consist of between 100 and 200 vehicles. This may seem a
asmall fleet, butitis much larger than those of the private hauliers
and will still enable close individual contact to be maintained
with customers.

Traffic

To give an idea of the job British Road Services are now doing:
over the course of 1950 the total number of vehicles operated
(38,566 at December 3rd) fell slightly by 0.3 per cent, but the
monthly tonnage lifted increased by 6 per cent to 3.7 million
tons in November. Between the beginning and end of 1950,
loaded miles run rose by 20 per cent. Out of 59 million vehicle
miles run by British Road Services vehicles to November, only
10 million (under 17 per cent.) was empty mileage, a figure which
compares favourably with good practice under private enter-
prise, and disposes of the allegation that a large proportion of
vehicle journeys of British Road Services lorries are unloaded.
In all transport there are inevitably many unbalanced traffics.

It is not denied that there have been stresses and occasional
lapses of service during this arduous and unprecedented process
of reorganization. But the complaints should be viewed in the
perspective of the total of nearly 2 million consignments carried
by British Road Services every week of the year. We are always
ready to examine promptly and carefully complaints about
delay or inadequate service either from individual traders or
individual bodjes.

Original permits
The organization has reached a stage when the Executive are

confident that they can take in their stride the traffic represented
by the 5.000 or so original permits which will not be renewed
when they terminate in the near future. They have looked at the
whole position realistically in the light of their duty under the
Transport Act, but not without due consideration for those
hauliers affected. They have not revoked permits for the sake,
as it is sometimes suggested, of putting competitors out of busi-
ness. Sooner or later they have no option under the Act but to
take over these traffics, and no choice but to acquire the haulier’s
business if he 50 requires and can show substantial interference,
and to pay the specified compensation,

The Executive's first criterion at every stage has been to serve

the needs of trade and industry while carrying out the intention -

of the Act, which is perfectly clear. In this spirit the Executive
have looked particularly at the special needs of particular local-
ities, including the needs of farmers in relation to the present
resources of British Road Services in agricultural districts. For
example, they have in principle agreed to renew the permits of
certain hauliers at present employed by farmers where there is
reasonable doubt whether at this stage the Executivecan provide
the kind of service which these farmers require.

In the same way they are prepared to look sympatheticalily at
cases where it has been represented to them that the existing
original permit under notice of revocation has authorised some
regular operation slightly in excess of 25 miles and which forms
an integral part of the operator’s normal short-distance acti-
vities. Again, an agreement was recently reached with the
Association of Furniture Removers whereby furniture removers
who can show that certain of their usual activities have been
carried on more or less continuously since before November
1946, will be offered a permit which is valid for three years.

Of course, emergency and unforeseeable calls for road haulage
are always likely to arise, particularly in connection with defence
orders. For this purpose the Executive can and do issue job
permits where they are unable at once to give an essential and
special transit.

It is often said that the Executive are revoking original per-
mits because they cannot face the competition of independent
operators. In fact, of course, revocation is part of the process of
*deferred acquisition® of long-distance haulage laid down by the
Act, by means of which all long-distance traffic, with a few speci-
fied exceptions, is brought under the control of the Commission,
subject always to the payment of reasonable compensation.

It is also complained that an independent operator has to
apply for a permit to his chief competitor, the Executive, who
are alleged to be judges in their own cause. The truth is that the
original permit system was designed to space out acquisitions
and to allow the holders to continue to operate until the Execu-
tive are ready to take them over.

Neither the Commission nor the Executive were established
to administer a permit system on a quasi-judicial basis, but to
decide administratively at what date they were able to assume
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the full responsibility for all long-distance haulage for hire
or reward which Parliament has laid upon them.

Staff

This national haulage organization has not been built up without
full regard for the welfare and fair terms of employment of the
personnel who compose it.

During the last three months of 1950 the Executive have negoti-
ated three national agreements for rates of pay and conditions
of service, covering their clerical, operating and engineering
stafls. Some 70,000 of the stafl are covered by these agreements.
Standard rates of pay and conditions of service did not exist in
the road haulage industry for clerical and engineering staffs, and
the signing of these agreements marked an important step in
welding together the personnel of the new organization.

Some time ago the Executive realised that it would be neces-
sary to train staff to understand the wider implications of their
work than can be gained merely from their routine duties day
by day. In order to provide this opportunity, the Executive,
with the Commission’s approval, decided to set up a staff coll-
ege at Watford, at which courses for management at all levels
will be given. The college is due to open early this year. It repres-
sents an important investment in training and education, and
we believe that it will have far-reaching results in that it will
lead to greater efficiency.

Economies

On January Ist, 1951, a national insurance scheme covering
British Road Services came into operation. This was negotiated
with the whole of the British insurance market through a panel
of insurance brokers: it covers third-party liability in respect of
all Road Haulage Executive vehicles, the Executive's liability
for goods they carry and certain other risks, and the size of the
transaction can be gauged from the fact that the total premium
will be nearly £ 1 million. The Executive had inherited thousands
of policies with differing terms and conditions and rates of
premium, and the simplification now achieved is tremendous
and the economies substantial. The plan took a year to formu-
late and negotiate, and when it is remembered that this was just
one of hundreds of problems that faced the Executive as a result
of their acquisitions, the size of their task as a whole can be ap-
preciated. We have been glad to utilise the services of the in-
surance market in this way, but the Commission will keep their
insurance policy under constant review, and we shall take care
we do not pay premiums disproportionate to the risks, as ex-
perience discloses them.

On the engineering side, it should now be possible to effect
substantial economies by putting maintenance, repairs and
overhauls on a systematic and more economical basis. The ap-
pointment of Mr G. F.Sinclair as an additional member of the
Executive emphasises our sense of the growing magnitude of
this side of the work.

Many of the accounting ‘systems’ inherited from small un-
dertakings were rudimentary. Now that accountancy is based
on larger units it can be properly systematised and mechanical
methods introduced. However the availability of machines is
still a limiting factor.

The Executive were compelled to acquire an ill-assorted mass
of stores. Even those road haulage undertakings which had their
stores under proper systematic control accumulated large quan-
tities of stores of all sorts and descriptions. The capital sunk
in stores was out of proportion to real requirements, especially
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to those of a consolidated undertaking. But we have had to pay
for them. These acquired stores are gradually being sorted out:
unwanted stores are being disposed of, and useful stores are
being brought under proper control.

Many premises inherited from acquired undertakings have
proved totally unsuitable for operating under the new condi-
tions. New premises must be found, or existing premises adapted
or extended. It is impossible to operate vehicles efficiently in
cramped depots, and the greater concentration of vehicles in
reasonably spacious depots will undoubtedly produce better
financial returns in the long run. And this is a direction in which
the Railway Executive, and in some cases the Docks and Inland
Waterways Executive, with their extensive land and properties,
can be and have been of the greatest assistance in providing
accommodation for the Road Haulage Executive for joint use.
Co-operation and coordination between the Executives can
frequently be facilitated where a site is shared.

Traffic Experts conclude meeting on road signs

ACCORDING TO A REPORT appearing in the United Nations
Bulletin, a group of six international experts on road traffic
questions have concluded a series of meetings devoted to the
task of devising a single world-wide system of road signs and
signals to replace the two main systems — the international or
European system, and the American system — now in use.

The group of experts from Turkey, India, Southern Rho-
desia, France, Chile and the United States was chosen by the
Secretary-General at the request of the United Nations Trans-
port and Communications Commission, to undertake the job
of studying the problem of road signs and signals, and to pre-
parcadraft conventionincorporatingasingle world-widesystem.

In their progress report, which will be transmitted to the fifth
session of the Transport and Communications Commission,
the experts recognized the necessity of unifying the road signals
and signs on an international basis, but at the same time also
realized the difficulties involved in implementing any decision
on a world-wide scale.

The European and American systems, the report points out,
have been developed after long experience and research and any
change would raise the problem of financial investment and the
re-education of the people accustomed to the systems now in
force. It was therefore agreed that the process of change would
have to be gradual.

The group of experts considered that the uniform system of
road signs should contain three categories: danger signs, regu-
latory signs giving definite instructions, and guide or infor-
mative signs. The group recommended in its report that its
second session should be held towards the beginning of the
summer of 1951, in Geneva. :

Canadians ask curb on Japanese fishing

IN A RESOLUTION passed by the Canadian Fisheries Council,
the Government has been asked to conclude a fishing treaty
with Japan which would prevent the Japanese from fishing in
areas adjacent to Canadian shores.

The council states that a' repitition of pre-war Japanese
fishing off the west coast of Canada could virtually destroy
salmon and other fisheries.




The Joint Maritime Commission of the ILO

Its Origins, Procedure and Work (lll)

Social Security

The first maritime session of the Conference, in 1920,
adopted a Convention providing for the payment of an
indemnity to seamen during any period of unemployment
resulting from shipwreck, up to a maximum of two months
This is one of the most striking instances of the influence
of 1LO Conventions, for it has been ratified by twenty-
nine countries, few, if any of which had any legislation
guaranteeing such a right to seafarers when the Convention
was adopted. In 1923, the Commission had before it a re-
solution of the General Conference asking it to consider
the establishment of a comprehensive system of social in-
surance for seamen. The Commission asked the Office to
study the question, but postponed definite action until the
results were known of discussions pending before the Con-
ference on social insurance for workers in general. After
various further discussions by the Commission, the Con-
ference adopted Conventions on the liabilities of shipown-
ers towards sick and injured seamen (1936), sickness
insurance for seamen (1936), social security for seafarers
(1946) and seafarers’ pensions (1946). In the case of the
1946 Conventions, preliminary drafts were prepared, at the
suggestion of the Commission, in consultation with a small
committee of experts on social security from seven coun-
tries, together with four representatives of each group of the
Joint Maritime Commission.

Health and Welfare

The International Labour Organization and its constituent
bodies have shown a keen interest in the health and wel-
fare of seamen for many years, beginning with the Genoa
Conference resolution in 1920 which urged the Health
Section of the League of Nations to take measures inter-
nationally for the prevention and free treatment of venereal
disease among seafarers. When the Joint Maritime Commis-
sion met for the first time at the end of the same year, it
agreed unanimously to request the Office to continue to
study the questions of health and welfare. And, as already
mentioned, the Conference in 1921 dealt with certain as-
pects of health protection when it adopted Conventions
concerning the minimum age of trimmers and stokers and
the medical examination of young persons seeking em-
ployment at sea.

The question of health was again discussed by the Com-
mission at its Second and Third Sessions, and the members
were informed of the progress made by the Office in col-
lecting information on conditions in various maritime coun-
tries, and of the negotiations which had taken place be-
tween the several interested international agencies to give
effect to the resolution adopted at Genoa. In 1924 the
Public Health Office, in co-operation with the Belgian
Government, the Red Cross, the International Union against
Venereal Diseases, and the International Labour Office,
drew up an agreement, known as the Brussels Agreement,
by which the signatories undertook to grant Iree treatment,
drugs and hospitalisation to seafarers, of whatever country,

who were infected with venereal disease. This agreement
has been ratified and applied by a high proportion of the
leading maritime countries.

The Commission continued to study problems of health
and welfare, and set up a small subcommittee to examine
proposals, made by the International Red Cross and by the
Norwegian shipowners’ members. for improved welfare
facilities ashore. The subcommittee submitted two reports,
which were duly considered by the Commission. The 1929
Session of the Conference reached unanimous conclusions
on a list of points on which Governments could be consulted
with a view to the adoption of an international instrument
at a later session. At the next maritime session, in 1936, a
comprehensive Recommendation on seamen’s welfare in
ports was adopted. Governments have twice been asked
hy the Governing Body to make reports on the extent to
which they have given effect to the Recommendation, and
their replies make it clear that the Recommendation has led
to great improvements in the welfare facilities for seafarers
in many countries. The replies of the Governments were
reviewed by the IMC at its sessions in 1942 and 1947.

In 1945, when the Commission was considering the points
in the International Seafarers’ Charter on which the 1LO
might take action, it suggested consideration of three items
which have a bearing on welfare: medical examination, crew
accommodation, and food and catering on board ship. After
discussion at the Copenhagen and Seattle Conferences, Con-
ventions were adopted on all three subjects. The Conven-
tion on crew accommodation, which prescribes in conside-
rable detail the requirements to be fulfilled as regards
sleeping accommodation, mess and recreation rooms, venti-
lation, heating, lighting and sanitary facilities, has already
been ratified by five countries and has had a considerable
influence on the planning of the crew quarters in new ships.

In 1947 and 1948 the Commission turned its attention
again to the health aspects of seafarers’ welfare and voiced
the hope that the Office would co-operate with the World
Health Organisation in this matter. Soon afterwards, that
Organisation proposed that a joint committee should be set
up with the ILO on hygiene of seafares. This proposal
was accepted by the Commission and by the Governing
Body, a committee was set up and the four ILO represen-
tatives on it are members of the Commission, two from
each group. The committee held its first meeting at the end
of 1949 and explored the ground, selecting as subjects for
earrly study: examination of seafarers for the detection of
tuberculosis; prevention and treatment of venereal disease;
permanent medical records for seafarers; medicine chests
on board ship; medical advice by radio to ships with nc
doctor on board. It would seem that the commitiee has
before it a wide field of work in which it can do much
to promote the health of seafarers. -

Safety Questions

The general question of safety of life at sea is one which
goes beyond the scope of the International Labour Organi-
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sation, since it concerns the passengers as well as the crew.
But from the point of view of the crew, safety is one of the
aspects of their conditions of employment, and as such
it falls within the purview of the IO and has frequently
been discussed by the Joint Maritime Commission. During
its Fourth to Seventh Sessions, the Commission discussed
the desire of various shipowners’ and seafarers’ organizations
to obtain representation at conferences dealing with safety
at sea, but it was unable to reach agreement on an accept-
able procedure for securing this. Similarly, no agreement was
reached in 1928 on representation for these organizations
on the national delegations to the Safety of Life at Sea Con-
ference of 1929. However, when the next such conference
was held in 1948, the ILO was invited to be represented,
and six members of the Commission (three from each
group) were appointed to attend the Conference, in which
they took an active part. That Conference, in addition to
revising the Safety of Life at Sea Convention, adopted a
resolution calling on the 1LO and the Intergovernmental
Maritime Consultative Organisation (when constituted) to
co-operate in studying the question of manning in its
relation to the problem of safety.

The Commission has also at various times made a valu-
able contribution to certain specific aspects of safety. In
its early years it appointed a subcommittee to study the
question of deck cargoes, particularly wood. Lack of prop-
er precautions in the carrying of such cargoes had been a
frequent cause of accidents at sea. The rules eventually
recommended by the Commission on this subject were
transmitted to Governments and have been widely applied.
In the course of its study of the question, the Commission
was struck by the lack of uniformity in national statistics of
shipwrecks and loss of life at sea. It was able to recom-
mend a standard form for statistical returns in this field,
and the form was sent to Governments for their guidance.

Another safety question discussed by the Commission
related to the rules concerning load lines. Many of the
Commission’s suggestions were incorporated in the revised
Load Line Convention drawn up in 1930, which also
included new rules on deck cargoes in accordance with
the Commission’s suggestions, The Commission was also
consulted by the Governing Body on the maritime aspects
of two guestions which were to be discussed by the Ge-
neral Conference: the marking of the weight on packages
to be transported by sea; and safety provisions in the
loading and unloading of ships.

In 1942 the Commission discussed the special question
of the safety of seafarers in wartime. In the light of an
Office summary of certain national rules on life-saving
appliances and of members’ firsthand knowledge of the
problem, the Commission drew up a list of technical life-
saving measures, which were widely applied during the
latter years of the war.

Transfer of Flag.

The implications for seafarers of the transfer of the ship
on which they work to the flag of another country were
first brought to the attention of the Commission in 1933
by the International Transport Workers® Federation and
the International Mercantile Marine Officers’ Association,
which asked for an investigation into ‘attempts to trans-
fer ships to the flag of a country where conditions of
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employment are on a lower level than in the country of
origin’. After a prolonged exchange of views, the Com-
mission agreed that it would be difficult for the Office to
make an enquiry which would distinguish satisfactorily
between genuine sales and sham sales, that is, those made
primarily in order to take advantage of lower wages and
working conditions. The guestion was raised again before
the Commission in 1947, again by the International Trans-
port Workers” Federation. The shipowners felt that the
evidence available was not sufficient to warrant any de-
finite conclusions by the Commission, and that in partic-
ular it was impossible to determine to what extent such
transfers were intended, as the seafarers alleged, for the
purpose of avoiding the application of social legislation
or safety regulations, or to what extent they did in fact
prove detrimental to the safety or the conditions of employ-
ment of seafarers, Where transfers were deliberately made
for the purpose of lowering the standards of safety and
social protection, both groups on the Commission agreed
that they were to be condemmed.

In 1948, the International Transport Workers' Federation
decided to threaten a boycott of certain Panama ships
which, they alleged. had been transferred to the flag of
that country in order to evade taxation, currency regula-
tions, safety standards and social and labour standards.
The Government of Panama rejected this allegation and
appealed to the Governing Body of the International Labour
Office to appoint a tripartite delegation to carry out an
official enquiry into charges made by the Federation against
the Panama merchant marine. The Governing Body agreed
to this proposal, and a committee of enquiry began its work
i May 1949, with a study of the composition of the Pa-
nama merchant fleet and the legislation and practice con-
cerning shipping and the conditions of work of seafarers.
The committee completed its work, which included the
inspection of thirty vessels flying the Panama flag, in No-
vember 1949, and its report, which was approved by the
Governing Body, was published in July 1950, together with
the observations made on it by the Government of Panama
and with some comments by the Governing Body.*

Fishermen

One of the Recommendations adopted by the Conference
in 1920 related to the enactment of legislation to limit the
hours of work of all workers in the fishing industry, such
legislation to be framed in consultation with the employers’
and workers’ organisations concerned. Later that year the
Joint Maritime Commission, at its first meeting, decided
that the Office should obtain from the Governments in-
formation on the measures taken or proposed in the various
countries to give effect to the Recommendation. The ques-
tion was touched on at subsequent sessions of the Commis-
sion, and the Office was requested to collect as complete
data as possible concerning all phases of the conditions of
work and welfare of deep-sea fishermen,

In 1926, the Conference adopted two resolutions con-
cerning fishermen. The first requested the Governing Body
to place on the agenda of a future maritime session the
question of articles of agreement for deep-sea fishermen,

4. International Labour Office, Studies and Reports, New Series,
No. 22: Conditions in Ships Flynig the Panama Flag (Geneva, 1950).




and the second asked the Governments of all maritime
countries which had not already done so to take the me-
asures required to ensure the repatriation of fishermen
left in a foreign port.

In considering these resolutions at its session in January
1927, the Commission again drew attention to the import-
ance of the Office enquiry, and pointed out that the in-
formation collected should be such as to make it possible
to decide on the advisability of asking the Conference to
extend the scope of the Conventions already adopted for
the protection of seamen to cover deep-sea fishermen.
However, at the following session the shipowners’ represen-
tatives stated that not all the members of their group were
qualified to represent the interests of the fishing industry,
and that although the question was one which lay within
the general scope of maritime affairs, and should there-
fore come before the Commission, it would be necessary
for them either to consult the persons concerned before-
hand or to arrange to be accompanied by experts.

No further action was taken on the question until the
Seattle Conference in 1946, when a resolution was adopted
which requested ‘the International Labour Office, in con-
sultation with the interests concerned, to make the necessary
studies and preparations with a view to considering the
possibility of the adoption of an International Fishermen’s
Charter setting out, on the lines of the International Sea-
farers’ Charter, minimum standards of wages and working
conditions, continuity of employment, social legislation,
ete., for the industry.’

As the first step towards considering what international
action was possible, it was essential to collect the most up-
to-date background information, and the Office therefore
sent to forty-four Governments a detailed questionnaire
concerning the organization of the fishing industry and the
conditions of employment of fishermen. The Office report
reproducing the information so obtained on fishermen's
conditions throughout the world is expected to be publis-
hed very shortly.” The Commission was informed of this
action when it met in December 1947, on which occasion
the seafarers’ representatives proposed that the Governing
Body should set up a special committee to make recommen-
dations for international regulations concerning fishermen
with a view to their consideration later by a session of the
Conference. The shipowners again stated that none of their
members represented the fishing industry and that they were
not competent to express an opinion. The seafarers’ resolu-
tion was adopted by 12 votes to nil, the shipowners’ group
abstaining, and in June 1949 the Governing Body author-
ised the Office to undertake a further short consultation
of Governments on the question, without prejudice to the
establishment of a commitiee of experts at some future
time. This consultation will be based on the Office report.

Conclusions

It is hoped that the foregoing account of the composition
and work of the Joint Maritime Commission may have
served 10 indicate the nature and scope of its activities and
the practical results which have followed therefrom for the
benefit of seafarers. An attempt has been made to show

5. For ananalysis of the preliminary results of the enquiry, see In-
ternational Labour Review, Vol. LIX, No. 3, March 1949, pp.
319-326: “Fishermen's Conditions of Employment™.

how this body, although purely advisory in character, has
wielded a considerable influence on the maritime work
of the Organization. It is virtually impossible to assess this
influence in concrete terms, but the fact that Conventions
covering seafarers represent a quarter of the total number
of Conventions adopted by the Conference over a period
of thirty-one years provides some measure of the maritime
activity of the Organization. If these Conventions have on
the average been ratified by exactly the same number of
States as the other Conventions, despite the fact that non-
maritime States refrain from ratifying Conventions concern-
ing seafarers, at least some credit must go to the preparatory
work of the Commission, which provided the Office with
guidance as to what was really practicable and acceptable
to a majority of the organized shipowners and seafarers of
the world, and therefore likely to be ratified by the mari-
time countries. Even when the Commission has had to
report that the views of the two groups could not be
reconciled and that a deadlock had been reached, the full
and frank exchange of views between representatives of
the two sides of the industry from the leading maritime
countries was sufficient to provide the Office, and subse-
quently the Conference, with a basis on which progress
could be made. It may be that procedure followed in mari-
time matters has sometimes been time-consuming, but
it is difficult to deny that careful research, preparation and
discussion of any question are calculated to further the
wider acceptance and application of whatever instrument
is finally adopted by the Conference.

This procedure has slight chance of success, however, un-
less the preliminary discussions are of a high calibre, and are
carried on by qualified persons who can speak with author-
ity for the interests they represent. In this respect, the Joint
Maritime Commission has been extremely fortunate, for
during its thirty years of existence it has counted among
its members some of the most prominent personalities from
both sides of the shipping industry. It is the clash of these
personalities that has always made the Commission one of
the most lively and interesting of all the organs of the ILO
A high degree of continuity in the membership has been
maintained at successive elections of the Commission by the
various maritime sessions of the Conference, and several
members of the present Commission have served in that
capacity for fifteen years and more. Its widely represen-
tative character today and the quality of its membership
would appear to ensure that this body will continue to func-
tion efficiently in giving expert advice to the Governing
Body and the Office on maritime questions. The Organiza-
tion owes a debt of gratitude to all the members of the
Commission for the most valuable help they have given it
in their special field since its very earliest days.

concluded

An incentive for railwaymen to stay on the job

THE NEW ZEALAND RAILWAYS experience difficulties through
their inability to retain the services of many experienced rail-
waymen. Councillor W. A. Wright, a spokesman of the Amal-
gamated Society of Railway Servants, recently dealt with the
problem in the following manner:

‘For years we have been losing staff. In some branches the
stafl turnover has been up to 40 per cent for the year. Many of
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our members who have left are the experienced men, so not
only has the Government Railways Department been left with
a vacancy, but they cannot fill the experience void which these
resignations have caused.

Now our Nationalist friends have won an election with a pol-
icy which includes some talk of incentives being offered to the
workers to produce more. Just another name for time-study
and piece-work systems! The best way to get increased produc-
tion is to make the job attractive enough to retain a decent
labour force.

Would an incentive scheme work on the railways or could it
be operated with fairness to all its staff? Could an incentive
scheme be worked out to cover workshops. maintenance and
traffic branches? NO incentive scheme can ever be inaugurated
which will be superior to having a craftproud stafl’ that feels
itself secure in its employment.

A lot of our stafl shortages are caused by housing problems.
Men who are fast approaching retiring age and who areliving
in railway houses are naturally concerned about their [uture
housing position. The new legislation makes the occupancy of a
railway house dependent upon railway employment; on his re-
tirement the occupier can be asked to leave —a cheering prospect
when a member of the Society has reached the retiring age.

It is the ambition of most railwaymen to own their own ho-
mes, and of late years it has become the practice of many firms
to assist their workers to build their own homes. The Govern-
ment Railways Department should do the same for its servants.
Such an accessory condition of employment could weigh the
scales more than wages when a man must decide between staying.
in the Railway service or leaving it.

On the completion of 10 years’ service every railwayman
should be eligible for an interest-free loan by the Department
to assist him to make his own housing arrangements. That
would be a worthwhile incentive and would, in addition, be one
way of attracting stafT.

Many present occupiers of railway houses, who would qualify
for an interest-free loan, would soon make their own housing
arrangements, releasing the Department in many cases of the
responsibility of providing housing for its employees.

Adeguate housing would help to normalize promotion, which
in the Railway service requires the transfer of men and their
families from place to place.

We have lost so many experienced men that the Government
Railways Department will suffer in efficiency for many years to
come. Assistance in acquiring homes of their own would be an
incentive for New Zealand railwaymen to stay on the job.’

The German Seamen’s Code

By Rudolf Becker, German Transport Workers' Union

A REFORM OF THE GERMAN SEAMEN'S CODE has been under
consideration by a committee in Germany for some time past.
Attempts to bring about such a reform have hitherto failed al-
most completely owing to disagreement over the disciplinary
clauses. But the tendency of political agitators to play upon the
disciplinary aspect for drawing public attention to the social
backwardness of maritime legislation probably also hampered
the practical work in this field.

In the discussions now proceeding, the spokesmen of the
seamen represent an attitude which runs entirely counter to that
which has hitherto inspired the Seamen’s Code.

Disciplinary procedures on board ship serve the double pur-
pose of ensuring a smooth and orderly performance of work,
and the maintenance of law and order. The ordinary penal
code issufficient for the second purpose, but it needs to be sup-
plemented by special regulations applicable on board ship:
drunkenness,which is notan offence against thepenal code,const-
itutes a serious breach of duty under ship’s regulations.

The old disciplinary code bore the marks of a penal system
and dated from the days when the ship’s master had supreme
power of command over his crew. This did not make for har-
monious relationships on board. Experience has amply shown
that such a regime is degrading to the human personality and
destructive of the initiative of the individual.

Present-day conceptions regarding the place and the dignity
of the human being in the State and Society no longer suffer a
seaman to come under a disciplinary code which has all the
features of a penal code and indeed is at times worded as though
the community on board consisted preponderantly of criminal
elements. A reform of the disciplinary code must abolish the
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features which brought the previous one into such disrepute.

A breach of ship’s regulations should be regarded as an offence
against the orderly course of affairs on board and should be
treated accordingly. It should not, however, be regarded prima-
rily, as it was in the past, as an act of insubordination of an
inferior towards a superior. One holding a lower rank on board
should be required to obey his superior, not because the supe-
rior so wills but because it is necessary ta a proper course of
affairs on board. Where a breach against the ship's discipline
has to be punished, it should as far as possible be done through
appropriate institutions ashore.

Prevention is better than cure, and the first step should be to
see that the crew with which a ship commences her voyage is
composed of healthy elements, so that the members of the ship’s
small community may go about their tasks and work together
harmoniously both during fair weather and foul. It should nor-
mally be possible to ensure smooth working on board without
the use of extreme powers. It is no doubt necessary for the master
to possess such powers, for in emergencies he must ensure the
safety of the shipand those on board, but he should be underthe
obligation to answer for the exercise of such powers afterwards.

The best solution of the problem of the powers of the master
cannot be found by relying entirely on laws and regulations.
Rather is it necessary to see that the master of the ship is one
who has a natural power of command over men. And a pre-
requisite for this is that he is a man who has respect for his
fellow -men and is eonscious of his responsibility not only for
their lives but also for their dignity. To see that this condition
is fulfilled is the duty of those responsible for selecting those
placed in command of ships and their crews.
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WHEN ERNEST BEVIN DIED, shortly after his seventieth
birthday and hisresignationas British Foreign Secretary on
14 April last, the entire freeand democratic world, of which
the Labour Movement formsso integrala part paid homage
to him as one of its truly great men. On that occasion much
of Bevin'scareer and work was fittingly recalled. Invariably,
however, the by no means minor role played by him in the

field of international trade unionism, particularly in so far
as his own transport industry was concerned, was comple-
tely ignored. In the article which follows weattemptto give
a picture of his activities in this field, in the hope of being
able to contribute thereby to the knowledge of what went
into the making of that great man, to whom the ITF owes
so much that is little known.




In Memoriam Ernest Bevin

An appreciation of his services to the international trade union movement

WHEN, IN 1945, WITH THE COMING TO POWER of the third
British Labour Government, Ernest Bevin, war-time Minister
of Labour, was appointed as British Foreign Secretary,refer-
ence was made in general terms to his experience abroad as
being but one of the many reasons which led to the choice.
Had one at that time taken the trouble to enquire into what
was meant by this experience, it would have soon transpired
that the new and profoundly working-class Foreign Secretary
of the United Kingdom had done internationally much the
same kind of work for which he was recognized as having
distinguished himself nationally,

As an extremely imaginative organizer, Ernest Bevin could
not have been expected to lose sight of the large field beyond
the boundaries of his own country which, following the first
world war, lay fallow and ready for tilling on lines similar to
those employed so vigorously by him in the national sphere.

Bevin enters the international field

What is believed to have been his second journey abroad (he
had previously attended the San Francisco Conference of the
AF of L, held in 1915, as a fraternal delegate of the British TUC)
took place towards the end of April, 1919 when, together with
H. Gosling and R. Williams of the same organization, he went
to Amsterdam as a delegate of the National Transport Workers’
Federation in order to propose the reconstitution of his Feder-
ation’s international namesake - the International Transport
Workers' Federation.

It was a small gathering, this first meeting to be held by any
of the International Trade Secretariats since the outbreak of
war in 1914, Only eight visitors from abroad attended it, the
Dutch representatives bringing the total up to fifteen. The
initiative in calling the meeting had been taken jointly, shortly
after the cessation of hostilities, by the Dutch Transport Work-
ers’ Union, led by J. Brautigam, and the Swedish Transport
Workers” Union, whose leader - Charles Lindley - was the
founder of the pre-war ITF in London in 1896,

Uniting what was divided

This extremely small number of trade unionists from the trans-
port industry represented only three recently-warring peoples
- the Germans on the one hand, the Belgians and British on
the other. The representative of the Belgian seamen, the late

Jan Chapelle, did not mince words when facing his country’s

former enemies, attacking them for their lack of solidarity with
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foreign merchant seamen who had fallen victims to German
submarine warfare during the conflict just ended.

Was it perhaps on this occasion that Bevin made his first
speech on foreign affairs?

He reminded the Conference that his organization also or-
ganized British seamen. However, he said, they had not come
to Amsterdam in order to apportion responsibility for the war
but to re-establish the ITF. Although he did not blame the
German working class for the way in which their rulers had
conducted the war, he did expect them to have made protests
against the torpedoing of unarmed ships and the murder of
survivors., How clear he made the position, his own as well as
that of others, allowing scope for no evasive excuses, when he
continued: “Should, from the side of the British, something of
the nature of the torpedoing of the Lusirania have occurred,
the British transport workers would not have failed to do all
that was in their power, even by means of a strike, to cause the
downfall of their Government’. Bevin, now in conciliatory
mood, appealed to the Germans to cooperate in condemning
what had happened and to help undo what could be undone, in
order that international trade union relations might be re-
established in the interest of what every one of the fifteen
delegates had at heart - the growth and prosperity of the ITF.

At the cradle of the post-war I'TF

Bevin, man of action that he was, made the actual proposal to
re-establish the I'TF, suggesting its constitution on sectional lines,
an organizational set-up which still holds good today. He
wanted a powerful world-wide federation comprising, amongst
others, organizations from the Colonies. To this end he pledged
the assistance of the British. He also proposed that, in addition
to unions from America, Australia and India, those of Japan
should be invited to become ITF members, lest, as capitalism
began to develop there, the workers of Asia should constitute
a threat to their European brothers.

Such was Bevin’s contribution to the international organiza-
tion of the transport workers, a fundamental one and one
certainly worthy of remembrance and tribute by the present-
day ITF which — again with Bevin’s help — successfully survived
the Second World War,

Helping to guide the I'TF

Bevin was also a4 delegate at the first post-war 1TF Congress
held from 15 to 19 March, 1920 at Christiania, Norway, (the
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two members of his Federation
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tely in front of the platform
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bruary 1928. Ernest Bevin to the
left of Charles Lindley, founder of
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present Oslo) and, in his matter-of-fact manner, played- his
part in making the organization work.

Part of the proceedings of the next Congress, held in Geneva
from 18 to 22 April, 1921, were actually presided over by him.
He also acted as chairman of the Special Conference of Dockers
and Road Transport Workers held in conjunction with it. On
this occasion, Bevin followed up the lead given by him in
Amsterdam regarding the necessity of making the ITF a really
world-wide organization by proposing the convening of an
international conference of dockers on either Yancouver Island,
at San Francisco, Capetown or some other suitable meeting
place. Although this proposal was in fact adopted, the con-
ference itself was never held.

At the Geneva Congress also, Bevin had occasion to demon-
strate how practical a man he was. Before Congress was a
proposal for the creation of a fund of 10,000 Dutch Guilders
for the purpose of combating militarism. Referring to this,
Bevin stated bluntly that: ‘Everybody in Europe will laugh at
the fact that the ITF hopes to smash militarism by creating a
fund of 10,000 Guilders’. He added point to his criticism by
drawing attention to the cost of real anti-militarist activity,
saying, ‘In Great Britain we spent 20,000 Guilders in one day
for the action to prevent the transport of lethal arms to Poland.’

He takes a look at currency problems

It is well known that Bevin took a great interest in finance and
that he studied financial problems seriously as a member of
the Macmillan Committee of 1930, to which he had been
appointed by the then Chancellor of the Exchequer, Philip
Snowden. When, in 1945, the appointment of Bevin as Chan-
cellor of the Exchequer was considered, his known interest in
such problems had much to do with it. When, however, had
this interest in currency problems, i.e. matters of international
finance, first been aroused?

At the Geneva ITF Congress, Bevin had come face to face
with such problems when the question of affiliation fees payable
to the Federation was being discussed. The discrepancies in
the various rates of exchange made him think in terms of the
difference in actual burdens borne, as between one country and
another, when payment had to be made in a particular currency.
Thus he established that ‘the contributions paid by some coun-
tries are in no way proportionate to the value of the various
currencies at home’.

Many factors contribute to the making of a great man. and
it is, therefore, quite conceivable that this early experience in
the international field may have roused Bevin's interest in
problems of a like nature.

Bevin puts economics first

When Bevin attended the next Congress of the ITF held at
Vienna from 2 tos«6 October 1922, he had obviously grown
depression-conscious. Like the real trade union leader that he
was, he realized instinctively that the employers’ tactics are
based on an attempt to make capital out of bad times by
sapping the strength of the trade unions.

The occasion was a discussion regarding an institution set
up in Holland for the purpose of regulating casual dock labour
and to which the employers contributed. Commenting on this,
Bevin said: “When times are bad, attempts are made to bind the
men by means of these funds so that the fighting capacity of the
(trade union) organizations is reduced’. He warned against
‘creating institutions which, while they apparently helped the
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workers, actually weakened the organizations and thereby in
reality harmed the workers'.

He tackles foreign affairs

That a trade unionist has the right to speak on foreign policy
was convincingly demonstrated by Bevin at the same Congress.
Was this perhaps his first big speech on the subject? It is
possible that here again the ITF provided him with a plat-
form which might well be considered as having constituted
a stepping-stone to fame.

The item under consideration was ‘Discussion of the Peace
Treaties’. Ben Tillett, who was still officially the General Secre-
tary of the British Transport Workers™ Federation, opened the
discussion on behall of the British delegation by stating that
‘this is the most important item to be considered at the Con-
gress’. "How correct Tillett” was in his assessment was later
shown by Bevin's contribution to the debate. This, if not the
first speech on foreign policy made by him, may nevertheless
well have been the first in which his views on foreign affairs
were based on and guided by economic considerations. For,
after opening by saying that he was of the opinion that, during
the previous two or three years, trade unionists had left the
question of revision of the Peace Treaties far too much to the
political organizations, he continued: ‘Today we must give
special attention to the economic side of these Peace Treaties
and look at their devastating effects in the economic sphere’.

Again depression-conscious, Bevin declared that ‘the most
terrible results of the Peace Treaties are making themselves
felt, especially among the English workers. They taste the
bitterness of poverty and unemployment, knowing all the time
that it is in reality impossible for France or any other country
to make Germany pay’. His indictment of the authors of that
policy, whom he did not by any means spare in his speech
was: “Thanks to the policy of the ruling classes, therefore, the
economic position is growing steadily worse and worse’.

As to the post-war condition of Europe, Bevin expressed
the opinion that the Peace Treaties had completely destroyed
the European balance of power. The policy whose implemen-
tation he demanded was summed up as follows: "As Socialists,
it is now our task to combat this, and to see that incessant
disturbances of the economic life of the world are prevented’.
To this task, modified by changed conditions, Bevin, a quarter
of a century later, consistently devoted the last half dozen years
of his eventful life.

Laying down directives

The moral which he adduced from this foreign policy speech
delivered from the platform of the transport workers™ Inter-
national was, aswas only natural, primarily addressed to workers
in the transport industry. ‘On us as transport workers’, he said,
‘it is especially incumbent to combat with all the means at
our disposal, the placing of obstacles in the way of free
traffic between one country and another’.

The lesson drawn by Bevin - later architect of as much
international understanding as was then realizable - for the
peoples of the world was: ‘It is, of course, the policy of the
ruling classes to use national feeling for the purpose of inciting
the peoples one against the other in order that their own rule
may the more easily be established. What the peoples need
therefore is the creation of genuine internationalism’.

The application of this fundamental statement to present
world conditions would show that it still holds true, however
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much may have changed in the meantime and whatever new
ruling classes may since have established themselves.

A leader - both national and international

From 15 to 21 September, 1926 Bevin attended the Congress
of the ITF in Paris. On this occasion he was given an oppor-
tunity of demonstrating his great powers of leadership in both
the national and international spheres. A report submitted by
the 1TF's General Secretary, Edo Fimmen, and entited Report
on the Activities of the ITF in connection with the British Mining
Conflict had been presented to Congress. It was not surprising
that Bevin should be chosen to speak for the British delegation.
How clear and how profound were his observations on this
event - in its magnitude without precedent in British industrial
history. “An act of this kind® he said, ‘cannot be mapped out a
long time beforehand and it is, therefore, only natural that
there should be difficulties and shortcomings. It is the last
minute state of mind that turns the scale as to whether the
masses will respond to the call or not’. That Bevin himself had
at all times a sure finger on the pulse of working-class opinion
goes without saying,

On this occasion he used the 1 TF platform for making per-
fectly clear to the international gathering the policy of British
trade unionism. Although it welcomed and indeed appealed
for international solidarity, the British trade union movement
had no intention whatsoever of sacrificing its autonomy or
submitting itself to directives not of its own making. He con-
tinued: “The British workers refuse to take advice and criticism
from countries such as Russia, who believe they have a mono-
poly of wisdom. The British workers say “Hands off Russia™
but they also say “Hands off Britain™ *

What the policy of the British movement — true to its demo-
cratic character — was, Bevin stated categorically in the follo-
wing terms: ‘I would particulary emphasize that despite all
reports to the contrary, the General Strike was an industrial
and not a revolutionary movement. Attempts to give it a
character which it never bore injure. the prestige of our move-
ment. The British Trade Unions will not resort to the strike
for revolutionary ends. For us the strike is an industrial not
a political weapon’. From that day on, at least, the Russians
should have known where Bevin stood.

At International Labour Conferences

At the Paris Congress of 1926, a Dockers’ Advisory Committee
had been set up, charged with the drawing up of a draft Con-
vention for the protection of dock labour against accidents.
Bevin was its chairman and occasionally went abroad to attend
meetings of the Committee. In order to promote the adoption
of the Convention he went, as adviser to the British Workers’
Delegate, to the International Labour Conferences held, during
May and June of both 1928 and 1929, in Geneva. His efforts
were crowned with success in the latter year, when the Con-
vention was adopted. _
His experience of the work of the 1L0O made him critical of
the usefulness of the Joint Maritime Commission for the
workers’ cause. To the 1928 1TF Congress he reported that
firm action had to be taken at Geneya against the International
Shipping Federation, whose representatives aimed at preven-
ting the I TF proposals from being taken into consideration and
at having the whole question of the protection of dockers
against accidents referred to the JMC in order to undermine
the 1TFs campaign. He declared: ‘The ITF must press all it
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can for the disappearance of the I1MC as a body to deal with
special subjects. Consisting as it does of employers’ and wor-
kers' representatives in equal numbers, deadlock is reached
when it comes to voting and it can then always be used as a
machine for delaying matters’.

Practical man and sturdy democrat

At the Stockholm 1TF Congress, held from 9to 15 July, 1928,
Bevin declared himself to be against a resolution which had
been proposed and began his criticism of it by stating bluntly:
“This resolution seems too highflown to me’. He particularly
objected to a paragraph regarding which he made the following
characteristic observations: ‘If the resolution is adopted with
this paragraph, we shall be announcing to the world a decision
regarding the problems of countries without first having dis-
cussed them with the people concerned’. Certainly a profound
democratic principle for foreign ministers to follow, and one
on which Bevin, some twenty years later, had to take many a
decisive stand. Was it vision that made him oppose the offend-
ing paragraph, the text of which we are obliged to omit for
reasons of space? For he justified his criticism of it by making
what was at that time a somewhat new point. He said: ‘Another
reason why 1 am in favour of dropping this paragraph is the
fact that it refers to Imperialism but not to Sovietism’.

As an indication of the pratical man, schooled and guided
by experience, yet another of Bevin’s observations from the
same speech is deserving of quotation: “In practice and at close
quarters’ he said, ‘(these) questions often taken on quite a
different aspect than in the light of theoretical considerations’.

His appreciation of progress

At the close of the proceedings Bevin proposed a vote of thanks
in which he recalled the past and evaluated what had been
achieved to date. His opening remarks read as follows: “At the
end of this interesting and fruitful Congress, I should like to
move a vote of thanks to all those who have contributed to the
succes of our discussions. In particular, I should like to thank
the Swedish authorities for having placed this building at our
disposal, thus making this the first of our Congresses to be held
in 2 home of Parliament. The fact of our meeting in a place like
this is symbolical of our growth. I cannot but recall the Con-
gress in Amsterdam when a small number of organizations met
to reconstitute the ITF. From those modest beginnings, our
present ITF has grown. One of the foremost maritime states has
not only welcomed us but has allowed us to use its House
of Parliament’.

Bevin's courage of conviction

At the last 1TF Congress which he was able to attend, that held
in Prague from 7 to 13 August, 1932, Bevin made use of his right
to disagree with the collectivity of which he was a member -
the General Council of the 1TF. Replying to a suggestion made
by the Czechs that a delegation should be sent tothe USSR in
order to study conditions in that country and establish close re-
lations with its workers, the 1TF General Council, through the
President of the 1TF, the late C. T. Cramp, had opposed the pro-
posal on the grounds that an ITF delegation to Russia would not
be given adequate facilities for investigating the situation there
as it actually was. Bevin thereupon took the platform — and his
remarks are so interesting that we quote them in extenso:

‘I should not have taken part in this discussion but for the
statement just made by the President on behalf of the General




Council. I am a member of that General Council, but unfortu-
nately I was not able to attend the meeting where it took this
decision. The view of the General Council that it is against sen-
ding a delegation to Russia because we should not be allowed
to investigate conditions is one of the most reactionary I can
imagine. I do not believe that Russia would refuse to let us in-
vestigate conditions, just as it has not witheld such permission
from any country. 1 see the matter from another angle: what-
ever our views may be regarding admission of the Russians to
the 17F, the length of their resolutions and their ideas and meth-
ods, there can be no doubt or misunderstanding that the Rus-
sians have an entirely new economic philosophy, a philosophy
which is in direct conflict with the rest of the world. What the
General Council proposes is what in England we call an ostrich
policy, a policy of self-delusion by not studying the situation in
Russia and not trying to understand this new philosophy and
its significance for the world. It is the most reactionary proposal
an Executive can make. The map of the world is being redrawn,
redivided economically. At a conference in Ottawa, the British
Empire sought to find a solution for its capitalistic difficulties.
While that conference was still in session a number of European
countries joined forces and created a new entente, which reaches
up to the frontiers of Russia. That is a new capitalistic frontier.
Whether we like it or not it will transcend all political frontiers.
In the Far East it will bring forth a new policy as far as Japan
and China are concerned, a policy which will cut right across
the ways and methods of building up a socialistic state. I can
quite understand the Russians fighting for the world revolution,
I can understand their difficulties, for they believe it to be in-
cumbent upon them to defend their new economic system. That
we should take up an attitude of not learning to know this new
economic life, and simply assume that we should not be given
opportunity to get to know it and consequently are opposed to
an inve’stigalion, is an attitude which I must oppose. We have
nothing to fear if we go to Russia. Contact between the new and
the old is better than sending the Russians an invitation to join
us, contact with this new development in Russia, which is more
fundamental than appears from the press or the unfortunate
communist propaganda carried on outside Russia. We are here
dealing with an actual, living instance of superhuman effort to
rebuild a state on socialist lines. Whether this is being done in
a satisfactory manner is a matter about which the international
labour movement should be well informed. Therefore, 1 hope
that the view of the General Council will not by supported’.

Leaving aside his unmistakeably critical remarks concerning
the USSR and the communists we do not think much more should
be read into his affirmative attitude towards the Soviet Union
than an eagerness to see the universal introduction of economic
planning to which, under the impact of the depression of the
early "30s he must have been particularly susceptible. In fact we
believe it to be characteristic of Bevin the man that, although
he had, even then, strong doubts regarding Soviet ‘ideas and
methods’ he was, notwithstanding those doubts, willing to give
the Russians the benefit of them.

As for Bevin's later attitude towards the Soviet Union, the
behaviour of its rulers could not fail to make him more and
more critical of their methods, which increasingly nullified that
reorganization of Russia on new lines which he had still felt able
to appreciate. As British Foreign Secretary, he obtained first-
hand experience, in top-level international discussions, of their
stubborn resistance towards genuine mutual understanding and
co-operation. Nevertheless, he still tried to settle issues of prime

May 14th, 1940
Mr J. H. Oldenbroek,
International Transport
Workers® Federation,
Kempston, Bedfordshire.

Dear Oldenbroek,

I sympathize with you very much and also with your col-
leagues from Holland and Belgium. I know what it means to
you to know that your homes are being ravaged by the ag- 1
2Tessor.

I have, as you know, taken office as Minister of Labour and
National Service in the new coalition Government and that
makes it impossible for me to attend the meetings of the ITF.
During the period, therefore, that I occupy this office, Broth-
er Arthur Deakin will act as my substitute.

One of the things that influenced me in coming to the deci-
sion to go into the Government was the fate of my inter-
national colleagues in Scandinavia, Holland, Belgium Lux-
emburg, France, Czechoslovakia, Poland and Austria. They
may all rest assured that every ounce of energy 1 have will
be used to restore a condition which will allow the Interna-
tional to be re-established firmer than ever, with a greater
purpose and a greater opportunity.

In addition to entering the Government to assist in providing
the man power and equipment to resist this brutal aggressor,
I am ever mindful of our comrades in the United States,
South America and other parts of the world that have not
been attacked. If they are not actually in the fight, the blood
that is now being shed on the battlefields of Europe is being
shed for them as much as for us. If you are communicating
with them, ask them, if by any chance they can in any way
render assistance to the Allied cause, to do it in the name of
liberty. humanity and justice for all peoples.

Yours very sincerely,
Signed ERNEST BEVIN

importance for the future of humanity in a spirit of conciliation.

His views on the economic crisis

How acutely aware Bevin was of the seriousness of the turn of
events, both economic and political, during the early *30s, is
evident from his speech on reparations and war debts delivered
at the same Congress. He advised against too much discussion
of these questions since, as he put it, *they would only draw at-
tention from the economic crisis, its significance, origins and
causes’. He enlarged on what he considered to be the correct,
it unpopular, policy followed by the British Labour Party in
which it advocated the cancellation of war debts and reparation
payments, but he said: ‘It appeared that all sorts of national-
isms were antagonistic towards international labour progress’.
Bevin said that the attempts of the Labour Government to se-
cure the abolition of nationalistic economic measures had re-
ceived no support from other Governments. He also complain-
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ed that the efforts made by the British workers had found no
response within the International Federation of Trade Unions.
His eagerness to get things done prompted him to propose the
following course of action: *Since we have a workers' Interna-
tional® he said, ‘it should be set to work whenever the movement
of any country attempts action on a large scale. It should not
be asked: “Who is leading this action, who took the Initiative?”
and so on. The essential thing is whether it is necessary, whether
what it aims at is desirable.’ k

No wonder that a man who - contrary to his whole nature -
must at that time have felt bitterly frustrated in his ceaseless
efforts to change existing conditions, still looked expectantly to
what was happening in that vast realm of what was at one time
considered a revolutionary recasting of social life - the USSR.

With the I'TF in spirit until the end

At this point, Bevin’s appearances on the platform of the ITF
came to an end. He did indeed attend the London Congress
held in September, 1930 but his work there was confined to ac-
ting as chairman of the Conference of the Dockers’ Section.
Later, as adviser to the UK Workers' Delegate, the then Gene-
ral Secretary of the National Union of Seamen, W. R. Spence,
he attended the International Maritime Labour Conference,
held at Geneva in 1936 and the preparatory maritime confe-
rence which preceded it in 1935. At both these Conferences, he
played an important role in helping promote ITF policy on
seafarers’ matters.* As a member of the General Council of the
ITF in the 1930s up to 1935 and thenagain from 1938 onwards,
he continued to participate in the conduct of 1TF afTairs.

When in August, 1939, under the threat of the outbreak of war,
the ITF removed its headquarters from Amsterdam to London,
Bevin was ready to take a seat on the British Management Com-
mittee of the ITF.

In May, 1940, when the war had taken a violent turn, the
ITF received a letter from him addressed to its then Assistant
General Secretary, J. H. Oldenbroek - a letter characteristic of
the writer and requiring no comment (see previous page).

How mindful of his past attachment to the I'TF Bevin remain-
ed up to the very last appears from the fact that the signed pho-
tograph reproduced on our front page was sent to us only one
week prior to his death.

The ITF continues on its course, in the charting of which Bevin
played so outstanding a part. We are proud of our history, to
which he also made such substantial contributions. In his spirit
we shall persevere for the realization of aims which he helped
to clarify, both for us and for the world at large. In his spirit
also we think that we may perhaps be allowed to feel more gra-
titude for what he has given us than mourning at his inevitable
passing. For his life was so great,so rich and so varied that its
fruits will, for many years to come, be enjoyed by communities,
both large and small, throughout the world.

*) The I'TF’s ‘Report on Activities' for-the period 1935-37 contains the follow-
ing paragraph concerning these meetings:

‘A tribute is due to all those who worked so hard to obtain the results achieved,
and a special tribute should be paid to Comrade Bevin of the British Transport
and General Workers" Union, who took a preponderant part in the discussions and
contributed in no small degree to the esteem in which the seamen's group was held
at the conference.’

Looking back - and forward s, cmest sevin

We republish belowamemorable contribution by Ernest Bevin to the
I May 1929 issue of the YTF Journal, in which the reconstitution
of the 1TF in 1919 was conumemorated.

ITPROVIDESONE WITH PLEASANT THOUGHTS to look
back to the foundation, orshall I rather say, the resurrection of
the International Transport Workers' Federation. I well re-
member the feeling expressed that, being engaged in Transport,
it was essential to rise immediately above the bitterness of war
— and be thankful it was over — and to rebuild, recreate and
develop the International Transport Workers' Federation,

In connection with the old National Transport Workers’
Federation, I was one of the most enthusiastic supporters of
the idea, and I looked forward with tremendous interest to the
meeting of those who had been set at each others’ throats for
four and a half years, some of whom had been in the battle
line and who, we were glad to see, had come through without
suffering injury,

A very happy meeting, which will ever live in one’s memory,
was that when, as by an act of Providence, the British and
German delegations met on that little bridge in Amsterdam.
The ready way in which both sides gave a handgrip of comrade-
ship was significant. One could almost feel that, without utte-
ring the words, they were saying “We are glad the awful night-
mare has passed and we can meet again’. Ill-feeling was bound
to run high between some of the nations, and there was in-
evitably some difficulty in getting down to the constitution of
the 1TF. In the building up of such a huge organization, it is
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always a problem to devise means which will prevent it be-
coming a mere conglomerate mass, but we kept this in mind,
and it was with a good deal of pleasure that we set to work to
draft the new constitution. The British delegates approved it
the same day, and the conference adopted it later; and the
result has probably been the most effective International Trade
Secretariat that exists.

The constitution, providing as it does for the international
grouping of big blocks of allied classes of workers, enabling
them to meet to discuss their own policy, supported by the
greater body, has strengthened the solidarity within the Inter-
national Transport Workers’ Federation. During these ten years
we have done much valuable work, but nothing compared with
what is likely to be accomplished in the next ten years.

Twe years earlier, at the Edinburgh conference of the British
Trades Union Congress, Bevin had referred to the Amsterdam
I'TF meeting in the following terms:

‘I attended the first meeting with the Germans, Belgians,
French®* and others that followed the war. We went over
to Amsterdam with all the bitter antagonisms of the war in
January, 1919, and united the transport trades, and we set out
to build our International. If we had gone into those meetings
calling the men who had their feelings embittered during the
agony of four years, liars and traitors, there would have been
no International of the transport workers of the world’.

*) Ernest Bevin's memory was at fault here. In fact, no French delegates
attended the conference— Ed.




Preface to a conference agenda

Some topical problems to be considered by the Utrecht Railwaymen's Conference

By P. Tofahrn, Assistant General Secretary of the ITF

THE RAILWAYMEN'S SECTION of the 1TF will be holding
a Conference from 13 to 18 August in Utrecht. The Section
Committee, at a meeting held in London on 3 and 4 April, placed
on the agenda problems which are foremost on the working
programmes of many railway unions.

Peace in the industry

In recent months the international press has reported on rail-
way strikes or threats of railway strikes in practically every part
of the world. Democratic railway trade unions have resorted to
strike action in order to secure a settlement of industrial dis-
putes in the USA, Canada, France, Luxembourg, Finland, New
Zealand and Australia. In Belgium, Sweden, India and Japan,
they have on various occasions had to threaten the calling-out
of their members. In Great Britain, where the wartime order in-
stituting compulsory arbitration and thus depriving railway
trade unions of the right to"strike is still in force, there have,
nevertheless, been scattered unofficial strikes, i.e. cases in which
railwaymen have struck work without the sanction of their un-
ion. In the US A we have even witnessed a new form of unofficial
strike, namely mass withdrawal of labour under the pretence of
sickness. Or ,as one writer has put it, it was not really a pretence,
for the men were sick at heart at the raw deal meted out to them.

Such widespread unrest on the railways is unusual. It has, as
its result, the application of measures designed to make railway
strikes unlawful. Railwaymen are, as a rule, law-abiding citizens
but they are put in an awful predicament when the law is turned
into what appears to them an instrument of injustice. The re-
straint railwaymen have shown in the use of the strike weapon
throughout one half to three-quarters of a century of their trade
union history is proof that they have recourse to it only when
they are abundantly convinced that strike action is the only way
of obtaining justice left to them.

Among the Government measures for preventing or ending
railway strikes are: the operation of railways under army con-
trol; the subjection of railwaymen to military law; the institu-
tion of court proceedings in order that judges may say what
Parliament does not dare say, namely that railwaymen have no
legal right to strike: and the coupling with compulsory arbitra-
tion of the virtual prohibition of strikes. Such measures create
a dilemma. The railway trade unions must either abide by the
law, even if its operation results in social injustice, or they must
fight for justice under conditions that bring every railwayman
into conflict with the law and expose him to dangers unknown
to wage earners in other industries.

Admittedly there were, in some cases, strong social, econo-
mic and state reasons for either forcibly preventing or ending
railway strikes. But the fact remains that railwaymen were kept
at work or driven back to it under conditions which made them
feel they were the victims of injustice. That is a sure way of tur-
ning railway staff into disgruntled and consequently inefficient
workers and of storing up trouble for the future. If, in the higher

An informal study of Paul Tofahrn at work

interests of society and the State, the’strike weapon is taken
away from railwaymen and their trade unions, they must be
given adequate compensation. Does this compensation exist?

Workers® participation in the control of their industry

There are railway trade unionists who think that part of the
answer lies in the reform of the control and management of rail-
way undertakings. As a rule, railwaymen have no share in the
selection and appointment of railway controllers and managers.
As a rule also, railway workers are not convinced that social
justice in the industry is a predominant preoccupation of either
the higher managerial staff or the authorities who appoint
them. In fact, they are rather inclined to believe that, in the list
of interests to be served by railway controllers, social justice in
the industry comes at the bottom and that this is the reason
why some of their disputes with the employers appear insoluble
other than by a trial of strength.

Hence the ever-recurring topic of the right of railwaymen to
a share in the control and administration of the industry in
which they have ‘invested their lives'. The most resounding con-
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troversy concerning the right to co-determination — in this case
in respect of privately owned key industries — has recently en-
ded in Germany. One half of the Boards of Directors of metal-
lurgical and engineering undertakings and of the mines will hen-
ceforth be elected spokesmen of the workers. What share of
control German railwaymen are to have and what form such
control will take is still under discussion.

Coordination of transport

A
Logic compels one to look not only at the control of railways
but also at the control of the whole of the transport industry.
The railways are only one — although in most countries. the
most important — component of the transport service. Railway
directors and managers are not entirely free agents; Govern-
ments can and do both restrain and command them. Govern-
ments of an adequately empowered authority have — or should
have — a transport policy based on assessment of the economic
social, cultural and defence requirements of the country or group
of countries concerned and also on the economic and technical
qualities of the various branches of the transport industry. Such
a policy can be rational or otherwise. I know at least one trade
union which airs views on Government transport policy which
amount to an accusation that the Minister of Transport favours
vested interests in theroad transport industry to the detriment of
the railways, Must we, therefore, not also seck a new form of
contro} for the whole of inland transport — on the British
pattern for instance — and try to obtain the means of ensuring
that in @/l branches of the transport industry social justice has
priority over lesser interests?

Good as well as bad transport policies cannot, however, pre-
vent difficult situations calling for painful adjustments, such as
the need for railway undertakings to close down certain lines,
either wholly or partially. Under what conditions should this
be done? And what provisions should be made for the men
whose livelihood is thus affected?

Railwaymen’s pensions

The best railwayman is the one who makes railway work his life
job. Many railway managers of the ninteenth century under-
stood this truism and sought to bind railwaymen to their indus-
try by superannuation schemes. As social insurance and parti-
cularly old age pension schemes developed, they were forced to
enhance the value of railway superannuation schemes. Later,
the railway trade unions also took a hand in the business and
in many countries fought succesfully to have such schemes im-
proved beyond all recognition, thus setting the pattern and the
pace of development for retirement pension schemes in many
other industries. The stragglers in this movement were America
and Great Britain, the two countries in which private owner-
ship of the railways held out longest. American railwaymen
made a bold and succesful start in 1936, but most British rail-
waymen are still waiting.

However, even those railwaymen who benefit from good pen-
sion schemes have their worries. Pension funds are based on
two major assumptions:

1 That income and expenditure can be calculated for thirty to
sixty years in advance on the basis of longevity statistics:
2 That money will buy the same things in thirty years' time as
it would if spent on the day of its payment into the fund.
Experience has shown that the errors in calculations of probable

- income and expenditure are far more substantial than have been

anticipated. The average span of human life has been fast in-
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creasing during the last fifty and even the last thirty years and
with it the number of pensioners. Heated discusions are now
going on about the raising of the retirement age. Devaluations,
some technical and official, others economic and unofficial, have
given the lie to the assumption that, if actuarially sound, pen-
sion funds would always be able to pay elderly railwaymen with
thirty years' service a pension amounting toabout three-quarters
of the wages being earned by their colleagues in active railway
service. Some pension funds which have been hit by devaluation
can now keep a pensioner alive for only a few days every month.
Money has, therefore, to be found elsewhere in order to keep
him alive during the remainder of the month, and that posesan
extremely knotty problem.

One or two countries are trying to solve it by making pen-
sions non-contributory, treating them as a direct charge on the
industry. They put pensions on a par with wages and actually
call them deferred wages. That system, which makes pensions
and wages compete for the same money, has its own problems
and, in particular, the two which follow: What is a proper re-
lationship between the number of active railwaymen and the
number of pensioners: retired railwaymen, widows and orphans
of railwaymen? What is to be done when this relationship
changes, owing to reductions in the number of active railway-
men as a consequence of technical progress or contraction of
the industry under the impact of competition from other forms
of transport, coordination or economic regression?

Other topics

Previous Railwayvmen’s Conferences and the 17F Congress have
adopted resolutions on various questions, and the Utrecht Con-
ference will want to know what happened after their adoption.

The 1950 Congress adopted a resolution condemning the dic-
tatorships and expressing solidarity with the victims of oppres-
sion. The dictators are tireless in their endeavours to make the
world believe that they are paragons of social justice. Peron and
Franco, in this respect, have had bad luck. They have had to
quell rebellious strikes on the Argentine railways and in Barce-
lona, and their propagandists have become a little subdued.
Stalin and his various gauleiters are more efficient oppressors
and exploiters and have tougher propagandists, among them
two sham internationals of transport workers which set them-
selves up as rivals of the I TF.

The 1950 Congress also adopted a resolution calling for an
official international enquiry into the working hours of trans-
port workers in the under-developed countries. The aim is to
lay bare the conditions under which railwaymenand road trans-
port workers in both Africa and Asia live and labour. The
Utrecht Conference will want to know what the ILO is doing
about it. Tt will also want to know how the Greek Government
has reacted to the resolution asking for the application of the
Eight Hour Day Convention on Greek railways.

At Innsbruck, the Railwaymen’s Section adopted a report
and a resolution advocating the creation of a European Trans-
port Authority. Is there any progress to be reported? And what
point has now been reached in the discussions regarding the
general introduction of automatic coupling on the railways
of the European Continent?

There is no shortage of questions on which the spokesmen of
over 3,000,000 railwaymen affiliated to the ITFcan have mutually
instructive exchanges of views and endeavour to hammer out
common policies. There are good prospects that the Utrecht
Conference will be both interesting and fruitful.
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Eurcpe’s railwaymen are doing a fine job

Productivity is rising in spite of the reductions in the railway labour force

ACCORDING TO STATISTICS published monthly by the
International Union of Railways (U1C), there was, during the
year 1950, a general tendency throughout democratic
Europe towards a reduction in the number of stafl’ employed
on the railways. The table above shows that, the aggregate
railway labour force employed in Western Europe last year
decreased by almost 77,000.

Other figures issued by the International Union of Railways
and relating to work performed on the railways in 1949 and 1950
clearly show that, in spite of the fact of their numbers having
been reduced.railwaymen last year did a bigger job than in1949.

In a recent report on “The Position of the European Railways’
the UIC comments on the reasons for railway staff reductions.
It is pointed out that the greater proportion of fixed charges in-
curred by the railways are accounted for by staff expenditure
(wages and salaries, etc.) This has led to an attempt on the part
of railway managements to reduce the number of railwaymen
employed, both by reorganization and by more efficient use of
existing staff. Among the measures taken to achieve this goal
are the introduction of one-man driving on electric trains, re-
ductions in the composition of train crews, attempts to reduce
lost time (an important point for common carriers, who must

make provision for considerable peak traffic), rationalization
in the layout and equipment of work places, and the study of
train movements onlines and instations. Attention is also drawn
to the introduction of technical improvements, e.g. the more
general use of continuous braking and the development of au-
tomatic block signalling, as well as to radical improvements
in track upkeep methods etc.

The International Union of Railways also points to progress
made towards rationalizing work performed in main line rail-
way stations and railway workshops, the increasing mechaniza-
tion of numerous accountancy and administrative operations
relating to receipts, salaries, statistics, ete. as well to improve-
ments in the selection and vocational training of railway person-
nel. Another extremely important feature which should not be
lost sight of, according to the UIC, is the extension on a number
of railways of output bonus systems. ;

In trying to make more efficient use of available staff, how-
ever, the railways have not forgotten the humanfactor. Railway
employees have retained an excellent esprit de corps and are pro-
foundly devoted to their work. This psychological element is
of great value to the future of Europe’s railways, which have
so vital a role to play in the European economy. .
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Health and Welfare of Seafarers

An international problem to be solved by international action (II)

By Karl Evang MD Director-General, Norwegian Health Service; Chairman, Social Welfare Council for Norwegian Seamen

Local Welfare Committees and Personnel

In all ports where there are welfare institutions, it is considered
important to have local welfare committees. These are appoin-
ted by the Council and include, wherever possible, representa-
tives of the Council, shipowners, scafarers’ organizations, the
Seamen’s Church and the local Norwegian colony. These com-
mittees do excellent work and may often be able to raise funds
locally, in addition to those placed at their disposal by the Coun-
cil. Where welfare activity has developed to a sufficient extent, a
welfare secretary is appointed as a permanent official of the
Council and acts as secretary for the local committee. He is re-
sponsible for organizing sports, entertainments, sightseeing trips
and educational activities and should, when possible, visit Nor-
wegian ships arriving in port. The Council at present employs
fourteen welfare secretaries in various ports,

Sports and Athletic Activities

During four years’ experience in this field, we have found that

sports and athletic activities have come to play a much greater
part in welfare than many people at first expected. The practice
of sports helps to bring members of crews together and to deve-
lop an interest in physical fitness which is reflected in improved
health. It has also been found that it provides a useful opening
for educational work.

The Welfare Council has set up a central board to develop
sports among seafarers. The Board sends out to ships program-
mes for games and gymnastics and organizes matches in as many
ports as possible, with the assistance of local wellare committees
where these exist. Efforts are also made to encourage interna-
tional games and matches. The board promotes the appointment
on each ship of a sports committee consisting of representatives
of both officers and ratings. These committees try to secure the
participation of every member of the crew in some form of
sport, to arrange for training and matches while the ship is in
port, to organize physical exercises for everyone on board at
Jeast once a day, to arrange for the storing of athletic equipment
on board and to make periodical reports on sports activities.

Association football is the sport which has become outstand-
ingly popular in the Norwegian merchant marine, and a sys-
tem of league matches and [ocal divisions has been worked out.
At the outset the provision of equipment caused certain diffi-
culties, but many shipowners have generously helped to provide
equipment and in some instances the local welfare offices have
built up supplies. During 1949 the Welfare Council received re-
ports on 735 soccer matches played by Norwegian ships’ teams
in thirty-two different countries, and the total number is un-
doubtedly much higher.

One problem which arose at an early stage was that of physi-
cal fitness. Seafarers did not always realize that playing soccer
could be harmful for those who had not trained and reached a
certain standard of physical condition. Efforts were therefore
made, through the distribution of printed material, films, short-
wave radio broadcasts, etc, to encourage athletic activities on
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board. The result has been a greatly increased interest in all
forms of athletics. During 1949 there were 132 seafarers who
took part in jumping championships. At an athletic meeting in
New York organized on four Sundays in August 1949 there
were 160 participants. In addition to jumping, tug-of-war com-
petitions and the other usual forms of athletics, attention is
devoted to rowing and swimming. In the case of swimming, less
attention is paid to the competitive aspect than to reaching a
certain minimum standard.

Even the best written material cannot take the place of per-
sonal instruction in athletics, but this is extremely difficult to
organize. One attempt consisted in sending a prominent in-
structor to ten different ports in Europe and the United States.
Gramophone records of instructions were sent in advance, and
the instructor’s aim was to supplement these and to train persons
on board ship to use the records to the fullest advantage.

The general objective is that all persons on board should take
part in sports and athletics and that striving after prizes or
records for their own sake should be discouraged. Where this
has been achieved, sports have proved a levelling factor of great
importance in the daily life and work of the crews. In order to
provide a certain amount of encouragement, badges are granted
for those reaching a certain minimum standard in different
forms of athletics, and ship’s officers are entrusted with the task
of checking the claims for such badges. Shields and challenge
cups to be held by ships’ teams have also been provided.

The greatest problem is to find good and conveniently situated
sports grounds in the different ports. The local field will very
often not be available at the time the seafarers could use it, and
it has therefore been found necessary to obtain permission to
use those belonging to other countries. There are Norwegian
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sports grounds at present at Rotterdam, San Pedro (California)
and Baltimore. Through the generosity of the City of Antwerp,
land has been placed at the disposal of Norwegian seafarers
free of charge and the field will be completed in the near future.
In New York also a field has been given free of charge, and
satisfactory working arrangements have been made in Cardiff
and Oslo. This is one direction in which there is room for prac-
tical international co-operation: the aim should be to have
sports grounds available for seafarers in every large port.

Educational Activities

Educational work is perhaps the most difficult and demanding
aspect of welfare work for sealarers. As was mentioned earlier,
the seafarer is to a great extent cut off from opportunities for
cultural development available to people on shore. It is impos-
sible in foreign ports to make up fully for the lack of the cul-
tural opportunities available at home, but efforts should be
made to exploit such possibilities as exist. This can best be done
when there is a permanent welfare staff in the port. Experience
has shown that seafarers may have visited a certain port regu-
larly for many years without acquiring any knowledge of the
life of the country. They therefore greatly appreciate well-
organized sightseeing trips combined with information on local
conditions. They may also be glad to visit theatres, concerts,
cinema, exhibitions, museums, etc. Some may be interested in
local political and social questions and may wish to attend
meetings or conferences dealing with such subjects. Great im-
portance should be attached to well-planned evenings of varied
entertainment, preferably finishing up with a dance. This again
is difficult to organize without the assistance of a local welfare
committee and the local colony of the nationals in question.

If the seafarer is to benefit to any great extent from educa-
tional facilities in foreign ports, he must have some knowledge
of foreign languages, particularly English. Language instruc-
© tion therefore occupies a prominent place in educational work
for Norwegian seafarers. It has been found that athletic acti-
vities ashore form a good starting point for learning a language,
since they often call for a knowledge of English or other lan-
guages. The teaching of languages has therefore been organized
by means of correspondence courses, gramophone records, films
and personal instruction. A certain number of university stu-
dents have been sent out as language teachers, staying on board
for periods ranging from four to twelve weeks. Their work has
been followed up by the organization of study circles. It has
been found that instruction by gramophone records fails to give
a command of the written language, while correspondence
courses are difficult to organize because the address of a ship is
always changing and members of the crew frequently transfer
from one vessel to another.

It has also been found useful to stimulate an interest in hob-
bies. There are always a certain number of men on board with
artistic talents of one kind or another, and these should be cul-
tivated. The organization of entertainments on board, either
by members of the crew or in the form of films, is also of great
importance. By arrangement with a Norwegian film company,
a monthly edition of the Norwegian weekly news film has been
made available for distribution to ships. Admittedly, there are
still practical difficulties in transmitting the film from country to
country, and consequently many ships have preferred to rent
or borrow foreign films at various ports. More and more ships
now carry film projectors, and there are great possibilities for
international co-operation in this field.

A homely view in San Francisco's Norwegian Seamen’s Centre

Any educational work is meaningless without books. It is
therefore of fundamental importance for every ship to have a
fairly representative library which can be changed from time to
time. More and more Norwegian shipowners are now providing
libraries for their ships, and, inaddition, the Welfare Council has
received gifts of a large numbter of volumes, which are distri-
buted to individual ships or placed as permanent libraries in
seamen’s hotels. Experience has shown, however, that many
people take little interest in continuous reading if left to them-
selves. It has therefore proved useful to organize study groups
of four to ten members, which can discuss the books that have
been read. These groups may also discuss such subjects as com-
munity and family problems, psychology, world politics, health
questions, languages and navigation. For the last-named subject,
the ship’s officers can give valuable help. The Council has sent
suggestions for the organization of study groups to all ships.

Medical Care for Norwegian Seafarers Abroad

In an attempt to improve the unsatisfactory conditions des-
cribed earlier in this article, the Norwegian Public Health Ser-
vice has established medical offices in a few ports visited regu-
larly by large numbers of Norwegian scafarers (New York,
London, Liverpool). The size of the office depends on the num-
ber of seafarers visiting the port. There are usually one or more
doctors, together with nurses, laboratory personnel and office
staff, all of whom are permanently employed on fixed salaries,
paid out of the health budget of the Norwegian State.

The main task of these medical offices is to treat sick Nor-
wegian seafarers or arrange for their treatment by approved
specialists or in approved hospitals. The staff of the office can
quickly determine which Joctors and hospitals in a port meet
the required standards of treatment. Wherever possible, the
members of the stafl are prepared to go on board ship, to give
vaccinations and health instruction. They also advise on' prob-
lems of rehabilitation and repatriation, and they can be consul-
ted by seafarers on their mental problems. The offices act in an
advisory capacity to the consulate, the representatives of ship-
owners, the seafarers’ organizations, the Seamen’s Church and
any local welfare institutions. In addition, they provide dental
treatment by permanently employed dentists, This has proved

© 65




very popular because seafarers spending only a short time in
port can rarely make appointments with a private dentist. This
branch of the service is important because, in general, the dental
condition of Norwegian seafarers is poor. In some cases, ar-
rangements have been made for a dentist to remain on board
ship until the necessary work for all members of the crew has
been completed. Seafarers pay for this work at fixed rates; the
money goes to the medical office, which pays the dentist a fixed
salary out of it.

Norwegian experience suggests that medical offices of this
type in foreign ports are very effective and save a large amount
of money for those responsible for the payment of medical bills.
Moreover, their experience provides for the first time a reliable
picture of the special medical conditions of seafarers as a class.

All medical treatment is covered by the compulsory contri-
butory sickness insurance scheme for Norwegian seafarers esta-
blished by the Act of 13 December 1946, as amended by the Act

of 18 June 1948. These regulations are a development of the ar-
rangements which were made for the sickness insurance of
Norwegian seafarers outside Norway during the second world
war. In addition to refunding necessary medical expenses and
the cost of drugs, the Sickness Fund pays sickness benefit, sup-
plemented by an allowance for dependants. A special rate of
allowance applies if the seafarer is ill in a foreign port. Benefit is
payable so long as a member of the Fund is unfit for work at
sea, even if he cannot be considered completely unfit for work
in general. Benefits are also paid in respect of seafarers’ depen-
dants. Under this scheme, the seafarer will not incur any expense
on account of sickness if he applies to the Norwegian medical
officer or attends the doctor, dentist or hospital to which he is
referred by the consulate. If, for personal reasons, he consults
another doctor, who charges a higher fee, he must himself
meet the additional cost. This does not apply in an emergency
where the seafarer has no chance of consulting the consulate.

(to be concluded)

Staff education on British railways

As a result of nationalization and a review of the staff
educational and ftraining arrangements in operation on
British Railways, the Railway Executive has decided to
specialize to some extent in certain subjects in its various
residential schools. In addition, it has been decided to
amalgamate the two existing schools at Darlington under
one Principal and to use it for the training of teachers.
The inaugural class now in session there will form a nu-
cleus of fully trained instructors able not only to teach
but also to instruct other members of the staff in the
technique of teaching. At present, eighteen railwaymen,
each of whom is a specialist in his own particular branch
of railway work, are being coached for this purpose.

Still other residential schools are located at Derby,
Hadley Wood (near London), Scarborough, Edinburgh and
Woking. These specialize in instructing prospective or
newly appointed station masters, assistant controllers and
permanent way supervisors; clerical training; telecommu-
nications operating; and induction courses of a special
character designed for small groups of students.

Classes for Station Masters

The training programmes and number of students natur-
ally vary according to needs and accommodation, but at
Derby, for example, 30 men from the West of England and
the Midlands are now taking a six weeks station masters’
course, which includes such subjects as Organization, Per-
sonnel Management, Station Housekeeping, Operating and
Relations with Staff and Public.

The telecommunications class, which is located at Had-
ley Wood, enables members of the railway staff to receive
practical instruction in the use of telephone switchboards,
teleprinter apparatus, etc.

Evening Classes

‘Domestic’ evening classes on railway subjects are held

regularly during the winter on all Regions of British Railways
They include courses on:

Passenger Station Accounts, Permanent Way Maintenance,
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Signalling Rules and Regulations, Goods Station Accounts,
Signal Engineering, Railway Salesmanship.

The 450 instructors in charge of these classes are railway
experts and it is hoped that all will eventually pass
through the teachers’ training school at Darlington.

University Lectures

Lectures for railway staff at certain centres on subjects
such as Economic Geography, Railway Law, Economics
and Railway Operating have been arranged this winter in
London, Nottingham, Sheffield, Hull, Leeds, Manchester,
Durham, Aberdeen, Dundee, Edinburgh and Glasgow in
conjunction with the Universities. These are of value to
railway students preparing to sit for the examinations of
the Institute of Transport:

In general, free travel facilities are given to railway
students to enable them to attend classes and any fees
payable in respect of attendance at approved courses off-
ered by local education authorities are refunded provided
a reasonable standard of attendance is maintained. For
students at remote stations or those who for some reason
cannot attend classes, correspondence courses are arranged.

Mobile Schools

In some cases schools are taken to the staff instead of the
staff going to the schools. Three ‘schools-on-wheels’, each
consisting of two railway coaches equipped with film pro-
jectors and working models, are touring motive power
depots to instruct locomotive staff in the working and
maintenance of engines. A similar instruction car fitted with
working models of the vacuum brake, electrical equipment,
etc., is touring the country for the benefit of the staff of
the Carriage and Wagon Department.

The training and instruction of railway staff is provided
for in the British Transport Act of 1947. Wherever poss-
ible, the railway education programme is developed in
close collaboration with local educational authorities, who
are, in many cases, able to offer classes suitable for railway-
men at their evening institutes.




Increase in world merchant shipping tonnage

UNITED NATIONS STATISTICS issued recently show that
the world had a greater volume of merchant shipping tonnage in
1949 than in 1930.

Figures of registered tonnage showeda 21 per cent increase,
accounted for almost entirely by the United States, whose
aggregate tonnage rose by 14.711,000. This increase was grea-
ter than that for the whole world (14,547,000), thus indicating
that some maritime nations were actually worse off than they
were in 1930.

The tonnage figures issued by the United Kingdom, France
and the Netherlands were 11 per cent, 12 per cent and 3 per cent
below their 1930 levels, although they were, nevertheless, in a
better position than in 1937.

The ex-enemy countries lost heavily. Germany in 1949 had
only 7 cent per of its 1930 tonnage, and Japan only 36 per cent.
Italy, on the other hand, had, by 1949, climbed up to 75 per
cent of its 1930 total.

The United Nations also points out that during the period
under review a tremendous increase in shipping registered in
Panama occured.

Actual tonnage rose from 75,000 tons in 1930 to a little over
three million tons in 1949.

Merchant shipping pool if war comes

IN THE EVENT OF WAR, the creation of a gigantic pool of
merchant shipping — made up of the entire merchant fleets
of the North Atlantic Treaty countries ~ is projected. The total
volume of shipping involved in such a pool would be in the
region of 61,000,000 gross registered tons.

The actual details of the pooling plan are being worked out
by a small commission, consisting of representatives of the
United States, Great Britain and the Netherlands.

It is reported that the committee’s labours are already so
advanced that, if its proposals are adopted by the conference
of Atlantic Treaty countries which is to be held during the
course of this month in Washington, the scheme could be put
into operation whenever this appeared desirable.

National Shipping Authority for United States
established

IN A STATEMENT ISSUED 1IN WASHINGTON towards theend of
March, the United States Secretary of Commerce, Mr Charles
Sawyer, announced the setting-up of a National Shipping Au-
thority within the US Federal Maritime Administration.

The Commerce Secretary said that the new authority would
be designed to ‘provide for the most effective use of the Ameri-
can merchant marine during the present emergency’ and that
it would be headed by a director who would be responsible to
the chief of the Federal Maritime Administration.

“The National Shipping Authority (NSA) will be prepared to
direct the use of the American merchant marine, one of our
most vital assets, in order to meet the demands of mobilization
and foreign policy.” continued Mr Sawyer. ‘Its establishment
now will enable us to profit from the experience of the second
World War through the immediate administration of shipping
programmes in the national interest.

The NS A will perform such functions and duties with respect
to the purchase, charter, requisition, use and allocation of ocean-

going vessels as are required in the interest of national security.
It will also co-ordinate the shipping activities of the Govern-
ment with the shipping agency activities of other Governments.

Following the formal announcement that the new authority
would be established, the chief of the Maritime Administration
stated that it would seek the re-enactment by Congress of the
Ship Warranty Act of World War II as a stand-by law, to give
it control of ship utilization and shipping rates in an emergency.

This Act, which expired shortly after the end of the late war,
gave the then War Shipping Administration broad powers over
all shipping, under American and foreign flags, which touched
on United States commerce.

ECA 50/50 clause still being observed

MORE THAN 52 PER CENT of all ECA-financed commodities
shipped abroad from the United States during the eighteen
months ended 30 September, 1950, were moved in American-
flag vessels, according to a report issued by the Economic Co-
operation Administration.

The 50 per cent American-flag tonnage requirgment covered
each of the three cargo categories — dry bulk, liner and tanker
cargoes. Of dry bulk and liner cargoes, American vessels car-
ried 52 per cent, and nearly 54 per cent of the relatively small
volume of tanker cargoeswere alsomoved in American bottoms.

As for inbound cargoes — mostly strategic materials pur-
chased with EC A counterpart funds under contracts made after
2 April, 1949 — 69 per cent of bulk cargoes and 65 per cent of
liner cargoes arrived in the United States aboard American-flag
vessels. There were no inbound tanker shipments of strategic
materials during the period under review.

ECA foresees difficult shipping position

INASTATEMENT ISSUED EARLY IN APRIL, the head of
the Economic Co-operation Administration’s transportation
division, Col. Arthur G. Syran, warned that a critical situation
existing in the field of ocean shipping was threatening the flow
of goods to Marshall Plan countries.

He pointed out that the existing shortage of cargo space had
its origins in increased cargo movements consequent upon the
Korean conflict, but had been further aggravated by other fac-
tors, such as increased exports from Western Europe, European
orders for American coal and grain, and increased US stockpil-
ing of strategic materials.

Turning to actual needs in respect of shipping space, Col.
Syransaid that the combined EC A and non-ECA grain, coal and
other programmes would require some 1,740 cargoes during the
first six months of this year.

Although requirements for the February coal and grain pro-
grammes had not been met in full, arrangements since made
with the Maritime Administration for the withdrawal of vessels
from the US reserve fleet should suffice to meet demands for the
next few months.

However, he said, should the situation become even more cri-
tical the EC A would have to rely on the possibility of stillmore
vessels from the reserve fleet being made available.

He said that the shipping sitvation today was’just the oppo-
site of what it was a year ago, when the era of abundant cargo
space seemed ended and the number of Government vessels
under bareboat charter to private operators fell from 122 in
January te sixty by 1 July, 1950.

#
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Failure of Czech transport planning

THAT ALL IS NOT GOING ACCORDING TO PLAN in the
Czech transport industry has been shown by seme recent pro-
nouncements by Communist officials in that country.

On 14 March last, for instance, the Economic Committee and
the Commiittee for Economic Planning discussed the Budget ap-
propriations for the Ministry of Transport.

At the meeting, one speaker stressed President Gottwald’s
remarks to the effect that the Czech transport industry had so
far failed to fulfil its task. In addition, he referred to frequent
delays in passenger and goods services and accidents which,
he said, undermined confidence in the transport authorities.

Such deficiencies had been caused ‘mainly by uneven plan
fulfilment. and strict order must be introduced into the trans-
port system as soon as possible’. The number of women
employed in the industry was continually growing, he said, but
the total number of persons employed in transport had fallen
by 58 per cent as compared with last year.

Further light is thrown on Czech transport shortcomings by
the fact that a conference of Slovak Communist transport
workers was held in Bratislava on 2 April ‘in order to discuss
their problems in the light of criticisms made at the February
session of the Communist Party Central Commitiee’. '

The conference was attended by the Commissioner for
Transport who stressed the need for a vigorous campaign

against ‘the slackness and carelessness which was responsible
for the alarming number of ‘accidents and for train delays’.

From apprentice to engineer

THE RAILWAYS OF WESTERN AUSTRALIA suffer acutely from
ashortage of professional engineers. In fact, it may be said that
this shortage is one of the major problems now facing the Rail-
way Commission in the implementation of its rehabilitation
programme. A solution to the problem is, therefore, being
sought in the introduction of a training scheme - with the em-
phasis on mechanical engineering — which should be capable of
producing sufficient engineers and engineering assistants to
meet the State needs and of providing local youths with the fa-
cilities which will enable them to become eligible for the highest
positions in the railway service.

Four scholarships, called ‘cadetships’, will be offered annu-
ally to selected apprentices to enable them to undertake a five-
year course of full-time training at the university for the degree
of Bachelor of Engineering (Mechanical or Electrical). Two ca-
dets will be selected by competitive examination from among
apprentices under twenty vears of age possessing the requisite
qualifications, and two others from among candidates with sim-
milar qualifications. Apprentice cadets will be paid apprentice-
ship wages and, on obtaining a degree, will be appointed as
pupil engineers, with pay at the rate of assistant engineer. As
pupil engineers, they will do up to two years’ practical training.

Passenger motor vehicles on the increase

THE UNITED NATIONS STATISTICAL YEARBOOK for the
period 1949-50 contains some interesting figures which are in-
dicative of the tremendous advances which have been made in
recent years both in the production and utilization of passenger
motor vehicles.

The United Nations statistics reveal, for instance. that in the
United States — most motorized country in the world — there
were more than 36,000,000 passenger cars in 1949 — an increase

of 70 per cent in the two decades since 1928. Next to the United
States came the United Kingdom, with 2,000,000 passenger cars;
Canada, with its much smaller population, approached the per
capita figure of the United States, taking third place with a total
of 1,700,000 cars.

Another large increase between 1928 and 1947 was registered
by the Union of South Africa which, with 352,000 cars, nearly
doubled its 1928 figure. (See table below)

* 48 States.
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Country 1928 1937
United States* 21,308 25,391 36,293
U. of South Africa 113 282 352%
Canada 929 1,103 1,672
Mexico 49 78 134+
Passenger Belgium 79 144 227
cars in use Western Germany — 439
Netherlands 2 91 114
Thousands Spai o K 36
Sweden 94 134 194
Switzerland 50 72 123
United Kingdom 934 1,833 2,191
Australia 419 499 655
New Zealand 108 175 231

+ 1947




Farewell to Johann Déring

An international trade unionist whose work will live

WHEN JOHANN DORING PASSED AWAY at the age of
eighty-seven on 7 May, the last remaininglink witha period of ITF
history —the ten years during which the Federation was estab-
lished in Germany under German leadership — was broken.
With but few exceptions, the leading figures of the pre-1914
epoch have now become legendary. Save for that ‘Grand Old
Man’, Charles Lindley —co-founder of the I'TF in the year 1896
Johann Déring was the senior surviving ITF leader.

As to the exceptions referred to above, it is both fitting and
a pleasure to recall here that Johan Brautigam of Rotterdam
and Karl Weigl of Vienna are still among us. Both of them at-
tended pre-World War I Congresses of the ITF, Brautigam, four-
teen years the junior of Johann Ddring, visited his first ITF Con-
gress, that held in Copenhagen in 1910, ten years after Déring;
whilst Karl Weigl was a delegate to the last ITF gathering to be
held before the outbreak of the 1914-18 war — the London Con-
gress of 26 to 30 August, 1913.

The task of evaluating Johann Ddring’s great services to our
Federation in a fitting manner must, of necessity, be reserved
for the writer of the history of the ITF itself. Doring’s activities
inthe interests of the 1'TF were both multifarious and significant,
particularly during the period when the ITF Secretariat was lo-
cated in Germany, viz. from 1904 until the Federation’s virtual
destruction by the First World War. The outstanding réle which
Ddéring then played formed so inseparable a part of the whole
pattern of the Federation's existence that it simply canmot be
adequately dealt with unless one simultaneously undertakes the
task of writing the complete history of the ITF during that period.

Moreover, Diring was, from the re-establishment of the ITF in
1919 until 1932 (when he finally retired from active participation
in the Labour Movement), a member — and a most active one
at that — of the ITF Executive Committee as well as being ITF

Vice-President for some years. It is, therefore, virtually impos-
sible to sum up an almost continual activity, extending over
three decades, if this be divorced from the colourful backcloth
against which itwas played out -the ascendance of the I'TF, after
a quarter of a century’s struggle for existence, to its present pre-
dominant position in its own field.

Doring, like his great British colleague Ernest Bevin, who
preceded him to the last resting place by only three weeks, at-
tained prominence in the Labour Movement largely as a result
of his successful attempts to organize the dockworkers.

At the age of twenty-three, he joined the Stevedores’ Union
in his native town, the port of Hamburg. It was to a great extent
due to his efforts that, only three years later, the various local
German dockers’ unions amalgamated to form a national or-
ganization. As a national trade union leader, Doring had ex-
perience of the indivisibility of the cause of labour, transcending
national boundaries, when the great German dock strike of
1896-7 resulted in solidarity actions in countries as far away as
Australia, North and South America, the Transvaal, etc. This
great experience must have been an important contributory fac-
tor when he decided to enter the then still unexplored field of
international trade union action.

In 1899, Déring was called upon to join the ranks of the
growing number of full-time trade union officials. After having
served the movement in an honorary capacity, he was, in that
year, appointed as salaried President of the German Dockers’
Union. He collaborated in the creation of an all-embracing u-
nion of transport workers, which was set up in 1910 as a result
of the amalgamation of the German transport workers’, dock-
ers’, seamen’s, railwaymen’s and tramwaymen’s unions, and be-

- came its first Vice-President. When, in 1929, this organization

in its turn amalgamated with otherst o form the German Nation-
al Association of Employees of Public Concerns and the Pas-
senger and Goods Transport Industries, he became Vice-Presi-
dent of the Association, occupying this post until his retirement
on pension in 1930. In spite of his withdrawal from the national
movement, however, he was to remain a member of the ITF Ex-
ecutive Committee for a further two years,

The first 1TF Congress attended by Doring was that held in
Paris in September 1900. From that date on he was a familiar
figure at all such gatherings and occupied a central position on
the I'TF platform. In 1904, he did much to give the Federation a
new lease of life by facilitating the transfer of its Secretariat
from England, where Tom Chambers had acted as Secretary, to
Germany, where Hermann Jochade began his period of devoted
secretaryship. From among the five members of the German
management committee, Johann Doring may easily be singled
out as the man who, next to Jochade, did most to weld the 1TF
into a living International,

After Doring’s resignation as a member of the Execitive
Committee at the Prague Congress of 1932, the ITF Journal
wrote of him: ‘What characterized Doring was his ability to
understand and allow for conditions and views prevalent out-
side his own country, and the fact that what mattered to him
was not the form of organization but its efficacy for achieving
the purpose for which it existed’. No greater compliment than
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Diiring and the ITF

1 At the General Council meeting,
March 1924 (second from left)

2 Presiding over ameeting of 1'TF leaders
on the occasion of the Geneva Congress,
April 1921

3 Three ITF stalwarts at the Stockholm
Congress of 1928 (Charles Lindley, Ben
Tillett and Johann Doring)

4 With the delegates to the Tramway-
men’s Conference, Berlin 1931, (frontrow,
second from right)

5 Group of I'TF leaders, taken in
Amsterdam, June, 1932, in the room of
the late General Secretary, Edo Fimmen
6 At Congress of Swedish Transport
Workers™ Union, Stockholm 1910 (front
row wearing cap)




this could have been paid to Doring as an international leader,
the man who, at the Copenhagen Congress of 1910, tried to
give guidance to the national movements by delivering an ad-
dress on ‘The Form of the National Organizations’ in which he
pleaded for the promotion of a form of organization which was,
at that time, not yet recognized as being the most effective.
For the only true leaders are those who see beyond immediate

issues, those who know how to connect present tasks with the
wider problems set by future conditions, the development of
which they alone are as yet able to discern. Such a man was
Johann Déring, from whose leadership the 1TF benefited for so
many years, Our Federation is and will remain immensely grate-
ful for its good fortune in having been able to count, among its
many eminent counsellors, one so outstanding as he.

In Splte of it a"! by Johann Déring

In our May issue, dedicated to the memory of the late Ernest
Bevin, we reproduced a short contribution by him to the 1 May
1929 pumber of the 17F Journal, in which he recorded some of his
impressions of the Reconstitution Congress of the U'TF in 1919, In
the course of this, Brother Bevin described thatr memorable meer-
ing ‘on a little bridge in Amsterdam’ between the British and Ger-
man delegates to the conference.

‘ALL RIGHT? *VERY WELL!" A firmhandshake, and the bridge
which had been wrecked by the war was rebuilt, and on sound
foundations, or it could not have borne the enormous strain of
the years immediately following the reconstruction of the Inter-
national Transportworkers’ Federation. A briefer and simpler
formula never sealed an act of such paramount importance to
the international labour movement.

Four years previously our proud Federation had been rent
asunder by a disastrous war, and by the evil nationalist passions
which it awakened. Forced into complete inactivity, the leader-
ship of the ITF, which for the past ten years had been in the
hands of the German unions, could only hope that the common
sense and strongsolidarity which had always been characteristic
of the unions belonging to the ITF would prevail in the end.
And this hope was [ulfilled. Fellow-feeling, and a realization
of the fact that the capitalist class is and always will be the

We feel it may be of interest to readers of that article to hear
another account of the Amsterdam meeting, as told by one of the
German delegates, the late Johann Ddéring, to whose pioneer
work for the 1TF we have paid tribute elsewhere in this issue.
The article was first published in the 1TF Journal for | May 1929,
when Doring was still Vice-President of the German Transport
Workers® Union.

common enemy, have swept aside for ever the obstacles that
hindered the revival of the ITF.

*All right? *Very well!” It was a fine morning in April 1919,
The provisional leadership of the 1TF which in the meantime had
been transferred to the Dutch unions, had asked the unions
formerly affiliated to send representatives to Amsterdam, to
discuss the possibility of reconstituting the ITF. The German
unions (railwaymen and transport workers) responded and sent
three representatives, Brunner, Doring and Jochade. Represent-
atives of the Belgian transport workers and seamen also came,
while the Dutch unions, who with their usual faithfulness had
remained true to the ITF, were of course also répresented. Most
important of all, however, the National Transport Workers’
Federation of Great Britain had also responded to the invita-
tion. The previous day an attempt made to bring about a meet-
ing between the Belgian comrades and ourselves had failed. It
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was with very mixed feelings that on the April morning in ques-
tion we set out for the hotel at which the British comrades were
staying, intending to have a talk with them before the official
conference. When we reached the bridge near the tower of the
old Amsterdam mint we saw the British comrades Robert Wil-
liams, Harry Gosling and Ernest Bevin approaching from the
other side. When comrade Williams, who was then General
Secretary of the National Transport Workers™ Federation, saw

us, he took three or four great strides, and stretched out his
hand, calling out: *All right?" With beating heart I clasped the
proffered hand and replied: ‘Very well!" Not a word more! And
S0 peace was sealed between the principal unions in the tTE. [
can honestly say that it was the most significant moment of all
my life, and never before or since have I experienced such a
strong feeling of joy as that moment, which was decisive for the
international transport workers and their position in the world.

Reflections on the recent Barcelona strike

By Trifén Gémez

Trifon Gomez

Trifén Gémez, President of the Spanish General Workers
Union in exile, began his trade union career in 1915 when he
became Secretary of the Northern Railwaymen’s Union. He
directed the part played by this latter organization in the gener-
al strike of 1917 and, as a result, lost his job on the railways
and was forced to take refuge in France until an amnesty was

declared in 1918. In 1920 he was elected General Secretary of

the Spanish National Union of Railwaymen, a position which
he held without interruption until July, 1934.

He becanie Assistant Secretary of the Spanish General Federa-
tion of Trade Unions in 1932. During the Civil War, he was
appointed Director General of Supplies and Quartermaster

General of the Republican Army. He has been a member of

the General Council of the 1TF without interruption since 1921
and a member of the Executive Comniittee since 1935.
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THE RECENT ORDERLY STRIKE of the people of Barcelona
was extensively reported in the world press, which clearly
regarded it as highly significant. The movement is therefore
worthy of close study as a manifestation of the real character
of the Spanish people and its present state of mind.

The first reaction of the Spanish authorities, a typically
foolish one which was later rectified, was to attribute this mag-
nificent movement, in which the greater part of the population
of Barcelona took part, to the instigation of imaginary agents
of Moscow. They soon realized, however, that while this might
have the desired effect in the more conservative and timorous
circles in the Spanish provinces, its very absurdity was calcu-
lated to produce the opposite impression internationally. The
world press drew the obvious conclusion that if’ Stalin’s agents
were sufficiently able and influential to provoke a movement so
general as that in Barcelona, where the Communist Party had
no influence whatsoever in the past, Franco must have been
lying when he declared repeatedly, that he had cleaned Spain
of Communism and eliminated the supporters of Moscow.

Later the same authorities put into circulation the story that
the movement had been born of the discontent which the more
active elements of the Falange felt at the unwillingness of the
local authorities to take measures against the Tramway Com-
pany and against speculators who traded on the hunger and
misery of the workers of Barcelona. It is less important to trace
the immediate causes of the movement, however, than to show
its inner significance and draw the appropriate conclusions.

Recalling the events of 14 April 1931, when the Spanish
people overthrew with its ballot papers a thousand year old
monarchy and established the second Spanish Republic, with-
out spilling a drop of blood and without committing any ex-
cesses worth mentioning; and considering this new civic act by
the people of Barcelona, performed in circumstances which
might have been expected to lead to acts of desperation; we are
glad to find that Spanish people, with whom the ITF has always
been proud to identify itsell, is continuing to give unequivocal
proof of its love of ordered liberty, of its adherence to democracy
as a system of government, and of political fitness to take its
rightful part in guiding the destinies of the country.

A people that can stage movements of this kind is a worthy
ally of the free world, offering every guarantee that it will play
its part in the battles that have still to be fought against the
forces of oppression; and a people worthy also of being helped
to shake off the yoke of tyranny which it bears at present.
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Whatever the interested motives that many will attribute to
it, there is no doubt that the Barcelona strike was a unanimous
vote of censure on a regime that, though it has absolute power
in its hands, has been unable to offer the Spanish people bread,
peace or freedom. None of the leaflets distributed among the
demonstrators, none of the satirical posters affixed to walls and
trees, and none of the slogans shouted by the people who peace-
fully thronged the streets, were in any way favourable to Franco
or his regime. In the circumstances of terror and persecution in
which the Spanish people live this fact is eloguent.

The Barcelona strike was an act of protest by a whole people
against the inept and bloody regime under which it suffers. The
authorities themselves foolishly recognized the fact by declaring
the strike to be illegal and by calling upon both employers and
workers to get the factories running again and threatening both
with penalties in case of disobedience — deductions from their
wages in the case of the workers and closing of their establish-
ments for employers who neglected to make such deductions;
though both measures were cancelled almost immediately.

We have known the Spanish workers for many years, and we
know they were, and still are, enemies of Franco and his regime.
It is evident that many different circles in Spain are now also
hostile. Tomorrow the whole of the people will rise against him.

We should be making a great mistake were we to abandon
the Spanish workers in their struggle, which is also ours. At this
juncture the democratic world cannot afford to leave the Span-
ish democrats in the lurch, nor help Franco, even though it be
by acts of omission. It is in the best interest of the workers of
the free world, and all who believe in democracy, that they
should see the face of Spain as it really is, and that they should
realize that notwithstanding hesitations and desertions on the
part of outside forces that should have been the champions of
freedom and democracy, the Spanish people are still faithful
to these principles and advance steadily towards their fulfilment.

A scene of appalling
squalor so frequently met in Franco's Barcelona

A street scene in Barcelona
during the strike — Franco's soldiers ‘keeping order’




Dutch
Rhine shipping

in its

international

context

By R.Laan Sr. Chairman® Dutch Transport Workers'
Federation

AT THE REQUEST OF OUR UNION, a Commission of Experts
has recently made a report on the position of Dutch Rhine
shipping in its international aspects. A limited edition of this
report has now been printed and a summary of its main points
is given below.

At the beginning of its report, the Commission points out
that the Netherlands now probably possesses a Rhine shipping
fleet which is somewhat larger than the fleets of all other Rhine
countries put together. Owing to the increased utilization of
motor vessels, the carrying capacity of which — on account of
their greater speed - is double that of dumb barges of the same
size, the tonnage space available on the Rhine since the end of
the second world war has tended to exceed demand.

Serious dangers for Dutch Rhine shipping

Post-war experience has shown that when a too large amount
of shipping space is available, serious dangers confront Dutch
Rhine shipping. As a general rule, Switzerland and France have
taken the view that cargoes to and from their own countries
should primarily be moved in their own flag vessels and that
Dutch shipping comes into the picture only when their own
Rhine fleets are unable to deal with the available traffic. This
preference for the national flag has, to an important degree, also
been shown by Germany. In addition ,the West German Gov-
ernment is still maintaining its almost complete prohibition of
foreign participation in German Rhine shipping operations. As
a consequence of all these factors, the Dutch Rhine ficet is being
forced into a reserve position. Belgium, also, is faced with simi-
lar difficulties, but in her case Rhine shipping is not such an
important source of revenue as it is for Holland, nor is she as
dependent on foreign loadings as is the latter.

German and Belgian policy regarding seaports

From the very beginning of the Allied Occupation of Germany
preferential treatment has been accorded to the ports of Bremen
and Antwerp in so far as the supplying of West Germany with
goods is concerned. In addition, the West German Authorities
have taken further discriminatory measures, aimed at providing

the port of Hamburg, in particular, with traffic which otherwise

would have been dealt with by the Dutch seaports and Antwerp.

*)Mr. Laan retired at the beginning of this month.
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In the case of Belgium, the report draws attention to the fact
that special Rhine shipping primages are paid by the Govern-
ment of that country to the owners of vessels moving some of
the more important types of cargo to and from the port of Ant-
werp. This practice involves preferential treatment, not only for
Antwerp, but also for Belgian-owned Rhine shipping.

International consultation and cooperation

As a result of the worsening of international relations, an im-
provement in the position of Rhine shipping was registered
during the second half of 1950. According to the Commission,
however, this improvement has not in any way diminished the
urgent need for energetic measures aimed at avoiding existing
dangers and preventing the undermining of our Rhine shipping
industry’s viability. The struggle between the ports, based on an
attempt to obtain the largest share of available traffic by means
of aggressive discrimination, can only lead to a sharpening of
existing differences and will, in the end, doom the activities of
all concerned to frustration.

Such a situation calls for international consultation and co-
operation in order to ensure, as far as possible, that each port
receives its fair share of the aggregate traffic available.

A freight tariff scheme should form an integral part of any
eventual agreement on Rhine shipping concluded with Ger-
many and both countries should bind themselves to respect it.
At the same time, and in order to restrict tonnage capacity, a
quota system, flexible enough to allow adjustments in the size
of individual quotas according as conditions in the Rhine ship-
ping industry fluctuate. should be adopted.

The need for national regulation

Some regulation of Dutch R hine shipping is absolutely essential
if the Government is to possesses the necessary powers to en-
sure that Dutch shipowners honour the stipulations of an agree-
ment similar to that mentioned above. Such regulation should
put an end to the differences between the various groups of em-
ployers, differences which until a“short while ago were acute
and which still exist in some degree.

In this connection, the report draws attention to the conflict
of interests existing between the independent owners of Rhine
vessels on the one hand and the shipping companies on the oth-
er, as well as to the lack of agreement and regulation amongst
the independent owners.

Laying up - the desirability of international regulation

We have already drawn attention to the fact that the authors
of the report point to the need for a quota system. Closely re-
lated to this aspect is the necessity for some international agree-
ment regarding the laying up of"Rhine shipping. The resultant
reserve fleet could then be drawn upon as demanded by fluctu-
ating conditions in the industry.

The report concludes with the following observations:
Rhine shipping is undoubtedly one of those branches of indus-
try which could play a part in bringing about West European
integration. One is, therefore, fully justified in urging the Dutch
Government to take the initiative in helping to achieve the a-
bove-mentioned aims. Indeed, such action is necessary in order
to stave off the dangers with which the Dutch Rhine shipping
industry is continually faced.

Up to now, the Government has been content to play the role
of an interested observer, occasionally lending a helping hand
where necessary in efforts made by the industry to achieve




internal agreement between the various groupsconcerned and to
reach a satisfactory basis of cooperation with the German Rhine
shipping industry. So far, these efforts have had no results of
any importance and, in the meantime, much valuable time has
been lost. Meanwhile, new constructions and the expansion of
the Rhine fleets of various countries have both accentuated and
brought closer the perils with which the Dutch industry is faced.
The failure of such deliberations as have taken place within the

framework of private industry should be a further incentive for
the Dutch Government to abandon its réle of an interested on-
looker and to take speedy steps to bring about such consulta-
tion at international level as must lead to cooperation in the
sphere of Rhine shipping. In order to ensure the success of this,
however, the Government will, at the same time, have to decide
on further elaboration of the internal regulation of the Dutch
Rhine shipping industry.

Cooperation between three Mediterranean ports

DURING THE MONTH OF MARCH an important meeting of
the Coordinating Committee of the three Mediterranean ports of
Marseilles, Genoa and Savona was held in Genoa. In addition
to representatives of those with direct interests in the three
ports, the meeting was also attended by the Ministers of Mer-
chant Marine of both France and Italy.

The British shipping journal Fairplay, commenting on the
meeting, states that the main feature throughout the talks was a
recognition of the fact that the only choice lies between local plan-
ning at each port in utter disregard of, and in competition with,
the plans and interests of the other two ports and enlightened
action and loyal cooperation between the three ports for the
promotion of their common interests.

The general feeling among those at the meeting was that the
days of a barren rivalry have passed away and that only a
thorough and efficient reorganization of the relationships of the
ports one to another, and the framing of a coordinated and
constructive policy will enable them to meet the inescapable
and complex problems that are being posed by such momen-
tous developments as the rerouteing of large sections of transit
traffic — especially to Switzerland — and the disquieting growth
of severe competition from North European ports.

Cooperation between the Adriatic ports ?

THE ATTEMPTS NOW BEING MADE by the North Sea
ports to obtain a greater measure of cooperation one with
another has given rise to discussions in the press of both Trieste
and Venice as to whether the time has not now arrived to con-
sider the formation of an Adriatic ‘Hansa Union’. The opinion
is being voiced that the ports of Venice, Trieste and perhaps
also Rijeka (the former Fiume) should organize a defence
campaign againstthe North. Thisin spite of the fact that each of
the threeisat presentengaged in competition with the other two.

Port circles in Venice are demanding that, as a first step, the
spheres of of influence of the two great Adriatic ports should
be scrapped and that instead joint efforts should be made to
extend line services, particularly tothe East, in order to stimulate
traffic from Poland, Czechoslovakia, Austria and Bavaria and
generally combat competition from the North Sea ports, which,
in certain cases, offer tariff concessions and are expanding their
line traffic to countries on the other side of the Suez Canal.

Running the railways a team job - A message
to the staff of British Railways

THE CHAIRMAN OF THE BRITISH RAILWAYS EXECUTIVE
in a message to the staff in the April issue of the British Rail-
ways Magazine says:

‘Running the railways is, of course, a team job. If we're all
pulling in different directions we'll get nowhere. If we all pull
together — and there are over 600,000 of us — we’ll do a better
job and be happier men and women.®

‘A new Special Joint Committee of representatives of the
Railway Executive and the trade unions, whose job it is to fur-
ther increased efficiency and economy, had its first meeting
only ten days after the date of the wage settlement.’

‘We've got to take advantage of the opportunities which this
new co-operative effort gives us. Executive officers and trade
union officials will, I can assure you, do their part. Success can
only come if every man Jack (and Jill) in the railway service be-
comes imbued with a real sense of co-operation, and with an
honest desire to get on with the job.

*May I suggest that we can best help ourselves and our indus-
try if we define our purpose clearly so that we can keep it ever
in mind. It is to provide the public with an efficient railway
service at a reasonable price, to give good, honest employ-
ment, at fair wages, in return for a day’s work well done. There
is our objective stated simply. 1 promise you this: I will do my
best, with the advice of my experienced colleagues on the Exe-
cutive, to serve both public and staff. I will not knowingly per-
mit or support either injustice or inefficiency.’

‘In this, one of Britain’s biggest industries, and certainly the
greatest single railway unit in the world, we have much to do.’

‘I have the right to ask for your support and trust; I shall
freely give you mine.’

Tremendous increase in air line operations
since 1937

ACCORDING TO FIGURES issued by the International Civil
Aviation Organization, passenger mileage of the world’s civil
air lines in 1950, at 16,404 million, was more than eighteen
times as great as in 1937. Passengers carried in 1950 totalled
more than seven times the 1937 figure. During the period 1947
to 1950, cargo transport by air increased by more than 150 per
cent, while passengers carried increased by 44 per cent.

Jugoslav youth helps construct new railway

TANJUG, the Jugoslav official news agency, announces that the
first 2,000 young people from various parts of Jugoslavia have
arrived at construction sites of the Banja Luka — Doboj rail-
way, to prepare for the construction of the new 22 kilometres-
long railway line in Bosnia.

So far this year, reports Tanjug, over 80,000 young people
have applied to take part in the construction of this, the third
new railway to be built in Jugoslavia since the end of the war.
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Health and Welfare of Seafarers I

By Karl Evang MD Director-General, Norwegian Health Service; Chairman, Social Welfare Council for Norwegian Seamen

Suggestions for further international action

As a result of some ten vears’ experience, the Norwegian sea-
farers and shipowners, and also the Sickness Fund and the
health services, are strongly of the opinion that it would be de-
sirable to establish more Norwegian medical offices in foreign
ports so as to guarantee satisfactory medical treatment at the
most reasonable cost. It will, however, be obvious that it is not
financially possible to maintain a medical office if the number
of Norwegian seafarers passing through a particular port is
comparatively small. This fact greatly limits the possible exten-
sion of the system, and thus the only course open for further de-
velopment is that of co-operation with other maritime countries,
some of which have already had satisfactory experience of a
system similar to the Norwegian. Personally, I am convinced
that the time has come for considering seriously the creation of
an international health service for seafarers in all major ports.

There would seem to be three methods in particular by which
this might be done:

1 by extending the Brussels Agreement of 1924 to cover the
treatment of diseases other than veneral disease;

2 by establishing international medical offices through co-oper-
ation between the Governments of the maritime countries con-
cerned, under the auspices of the wHO and the 1.0

3 by establishing international medical offices through co-
operation between shipping interests in maritime countries.

Each of these methods — and possibly others — should be
carefully examined and tried out in some typical port. My own
opinion is that the second of the three alternatives offers the
best and most natural solution.

The scheme would have to be planned so as to be financially
self-supporting and thus without cost to the wHo and the 1L0.
It would involve the setting up of a network of international
health service stations for seafarers, administered by the wHO
through some body created for this purpose. These stations
would be staffed by well-qualified physicians, dentists, nurses,
laboratory personnel, etc, from many countries, receiving fixed
salaries in the same way as other international staff. Norwegian
experience suggests that it would not be difficult to obtain qual-
ified medical staff for most of these positions, Service at a smaller
station would qualify for promotion to a larger and more diffi-
cult station, and in time an international staff of medical experts
would grow up with a special knowledge of seafarers’ health
problems. It is true that such a system would not meet the justi-
fiable demand of seafarers to be treated by persons of their own
nationality. This is a very real point, and to my mind there
would be every reason for retaining national medical offices
where the demand was so great that their existence was finan-
cially justified. It should, however, be possible to fit these national
offices into the framework of the international scheme. In order
to overcome language difficulties, the international offices would
have to have good interpreters permanently attached to them.

The proposed new offices could easily co-operate with the
sickness insurance institutions for seafarers in countries where
such insurance has been introduced. Charges could be fixed by
agreement for the various types of medical services, and it may
confidently be expected that expenses would be less than they
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are at present. Seafarers from countries which do not have
sickness insurance should have an equal right to be treated at
the medical offices on an agreed financial basis.

There is also room for international co-operation in preven-
tive and control work : but most of such work, as well as rehabi-
litation and ordinary welfare activities, should continue to be
primarily a national responsibility.

Before conditions can be considered satisfactory, I would sug-
gest that at least basic requirements must be met, which can be
summarized in the following terms:

With regard to health, there should be some recognized stand-
ards of fitness for seafarers, on the basis of which they should be
examined when entering the occupation, when signing on, and
periodically thereafter. There should be special examinations
for tuberculosis, venereal disease and possibly other diseases.

On board ship, there must be satisfactory crew accommoda-
tion, including hospital accommodation, baths and sanitary
installations. A suitable medicine chest, including prophylactic
kits, should be carried, and certain members of the crew should
be trained to give first aid, some medical care and up-to-date
treatment for venereal disease. Arrangements for the provision
of medical advice to ships by wireless should be developed. A
proper standard of food and catering should be maintained, and
ship’s cooks should be required to obtain certificates. In ports,
medical and hospital treatment of a recognized standard should
be available for all seafarers, as well as ambulatory treatment.
Hygienic and sanitary conditions on board should be regularly
inspected, and provision made for the transport of sick and
injured seamen.

In general, it is essential to develop a sound system of finan-
cing health services for seafarers and to provide medical care
for their dependants. The responsibility of national public health
services for providing medical care for their own and foreign
seafarers must be clearly defined. There is also much to be done
in educating the individual seafarer in respect of health matters
and personal hygiene.

The essential welfare requirements on board ship would seem
to be the organization of libraries, educational courses, study
groups, hobbies, sports and gymnastics, a newspaper service
and a radio news service. In port, there should be good accom-
modation like seafarers’ hotels, reading rooms, clubs, welfare
staff in major ports, sightseeing trips, sports and competitions
with suitable fields available, social events and dances. Arrange-
ments for transport and services for the transmission of savings
are also necessary. -

It is true that many countries have taken steps to meet all the
above requirements and more. But what is needed now is to in-
tegrate these national systems into an international system wher-
ever organization on an international basis seems preferable and
practicable. This can be done only step by step, and care must be
taken that it does not lead to a further weakening of the ties
between seafarers and their own countries.

To my mind, there are five items which should be organized
without delay on an international basis in order to attain the
desired development:
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1 ambulatory treatment of disease (establishment of seamen’s
international health services);

2 hospital accommodation ashore;

3 acceptance of minimum requirements for medicine chests on
board;

4 accommodation like hotels in ports;

5 welfare services ashore, sightseeing, social activities, admit-
tance to training fields, arrangement of international sports
competitions.

There are two ways in which an international solution to these
problems might be found. The first is the old and tried method
which has already been fruitfully employed by the international
governmental organizations — the adoption of resolutions, Rec-
ommendations and Conventions. As is well Known, the1L 0 has
already acted along those lines on a number of the subjects
mentioned above. There are, however, many difficulties in this
approach, particulary the slowness and hesitation with which
many Governments ratify Conventions and accept Recommen-
dations, even if they have voted for them in the first instance.
While waiting for ratifications to come in, one is more or less
paralyzed since there seems to be nothing that can be done in
the interval to secure more rapid progress.

It is of interest in this connection to note that the Constitution
of the WHO on this point represents an attempt to secure more
rapid progress from Governments in international work. Article
twenty-one of the Constitution reads as follows:

The Health Assembly shall have authority to adopt regula-
tions concerning:

1 sanitary and guarantine requirements and other procedures
designed to prevent the international spread of disease;

2 nomenclatures with respect to diseases, causes of death and
public health practices:

3 standards with respect to diagnostic procedures for interna-
tional use;

4 standards with respect to the safety, purity and potency of
biological, pharmaceutical and similar products moving in in-
ternational commerce;

5 advertising and labelling of biological, pharmaceutical and

-similar products moving in international commerce.

Article twenty-two, however, contains the following quali-
fying provision:

Regulations adopted pursuant to Article twenty-one shall
come into force for all Members after due notice has been given
of their adoption by the Health Assembly except for such Mem-
bers as may notify the Director-General of rejection or reser-
vations within the period stated in the notice.

As will be seen, the difference between the above provisions
and those of the constitutions of other international organiza-

tions of a similar type is that regulations adopted by the Health
Assembly are not mere recommendations but become binding
on all Member States unless they give notice of rejection or make
specific reservations within a certain time limit. This represents
some, even if only modest progress. The WHO has already suc-
cessfully adopted its first regulations under this arrangement.

The mere ratification of a Convention laying down general
principles is not enough; it must be supplemented by practical
action to give effect to the principles, and experience shows thata
long time often elapses before Governments feel obliged to take
such practical action. To my mind, the main reason for this is
that although a great deal of careful work has been put into the
drawing up of international principles and regulations, too little
attention has been paid to the setting up of the material insti-
tutions and the training of the qualified personnel needed to
ensure the effective application of Conventions or Recommen-
dations. Quite rightly, regulations have been drawn up guaran-
teeing to patients the right to enter a hospital, but it is left more
or less to chance to ensure that enough hospitals are available;
the right to medical care is guaranteed, but there is no assurance
that this medical care is of a sufficiently high standard: and so
forth. The chief difficulty in the social and health work of the
various international organizations is that they have developed
too much as administrative and fact-finding organizations and
far too little as operating organizations. Some of the specialized
agencies, including the WHO, are at present at a crossroads
where they must choose between the old administrative ap-
proach and an attempt to retain greater freedom of action in
the field which will enable them to be of real practical use.

It seem that useful work for the health and welfare of sea-
farers could be carried out in the future under the joint auspices
ofthe1L o and the WHO, with the necessary co-operation of the
organizations of shipowners and seafarers. If this form of inter-
national machinery is found too slow and too cumbersome,
there is the alternative method of securing international pro-
gress in this field: representatives of the shipowners and the
seafarers take matters into their own hands for the benefit of
the industry which they represent.

Whatever form of international action may prove most suit-
able, it should be clear from what has been said in this article
that there are still many defects to be remedied and many abuses
to be removed before the situation can be considered satisfac-
tory. It is to be hoped that all the interested parties — the 1LO,
national Governments, the shipowners and the seafarers — will
fully appreciate the need for rapid action and will co-operate
willingly in an attempt to secure the fullest possible protection
for the health of seafarers and to ensure their wellbeing, both
ashore and afloat. (concluded)

New competitors threaten Narwegian whaling industry

THE INCREASED INTEREST which is being shown by many
countries in the whaling industry — Germany, Japan and Italy,
for instance, have recently appeared on the whaling scene once
again — is causing some anxiety in one of the oldest whaling
countries in the world - Norway.

At a conference held earlier this year at Sandefjord — the
Norwegian whaling centre — it was stated that the expansion of
the whaling activities of other lands constitutes a serious threat
to the Norwegian industry.

The four new floating whale factories which are to be

acquired by an Italian company will result not only in a
decrease in the production and earnings of Norwegian
expeditions, but also in unemployment among Norwegian
seafarers. x

The situation is said to be so serious that strong counter-
measures are being considered by Norway. At the conference
already referred to, it was, for instance, proposed that the Inter-
national Whaling Council should be asked to call its members
together for an extraordinary conference at which the situation
could be discussed.

77




The
transport
workers

right to strike

During the last few years, the \TF Press Report has made
mention of numerous strikes by transport workers, many of
which have ended in success for the strikers.

Transport strikes cause much harm and inconvenience ; often
they cause considerable economic losses. It is, therefore, only
natural thar the problem of their prevention should exercise the
minds of statesmen and others concerned with the public weal.
Some amongst them have hit upon the very simple idea of for-
bidding transport strikes by law.

That idea would be feasible if the relevant legislation at the
same time provided the workers concerned with an alternative
means of securing justice when they believe themselves to be
the victims of inequiry. Up to now, however, no-one has yet
been able to frame such a law. For that reason, the transport
workers insist on retaining their right to strike. They do not
object to reasonable regulation of the use of this right, but they
do aobject to legislation which amounts to its denial.

The question is at present being discussed in Italy. Ialian
laws on industrial relations dating from the Fascist period must
be, and are being, repealed and other legislation must iake
their place. What, however, should the new law stipulate?

Here is one opinion, that of the Italian Federation of Tram-
waymen and Busworkers, as set forth in a recent issue of the
Federation’s journal ‘Libera Voce'.

LAST YEAR the Minister of Labour and Social Welfare sentout
a questionnaire to all national trade union confederations for
the purpose of eliciting their views on the future Trade Union
Act and on the regulation of the right to strike. Item fourteen
of the questionnaire asked whether there should be a special
rule about striking by public employees.

The replies received by the Minister were naturally very dif-
ferent and conflicting, though most were in favour of special
rules for this group of workers. Opposed views were expressed
by the three main national trade union federations,

As far as we are concerned, from the knowledge we have of
the problems of the public employees we can declare without
question that no distinction can be made between public and
private employees and that no restrictions should be placed
on either of the two groups, except, of course, as regards the
nature of the strike, that is to say in the case of political, revo-
lutionary or illegal strikes.

Some people maintain that if the group is assured of an effi-
cient system of compulsory arbitration all disputes could in
practice be resolved without resort to makeshift measures; and
they are therefore opposed to recognition of the right to strike
for this group. But if one is honest and sincere one must allow
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that no system of conciliation and arbitration can give the group
the guarantees it requires. Who would be the conciliator and
arbitrator? A Minister? Would a trade-unionist of even a mixed
board of arbitration really be capable of ignoring economic or
political interests?

Then it should be noted that the Constitution, in referring
the exercising of the right to strike to the laws which regulate or
may regulate it, enunciates a right which cannot be susceptible
of modification or restriction; a right which appertains to every
citizen in his capacity as a worker in so far as there are problems
which cannot be solved in any other way, and not only in so
far as he may be working for a private employer.

Those who would deny public employees the right to strike
do not realize that they are opposing the aspirations and rights
of these workers; that in practice they would be preventing
them from obtaining those improvements which we may be
sure that they would never obtain in any other way if they left
the matter to boards of management or the ministries to which
they are subject.

Nor are our affirmations invalidated by the fears expressed
by those good theoreticians who are anxious to ensure the con-
tinued operation of services which are essential to the com-
munity. Let them leave matters to the conscience of the public
employees and they will find that they have not misplaced their
trust. If it should be necessary to make the public suffer the
consequences of a strike, it will be carried out in such a manner
as to cause the least possible inconvenience. The fear of such
consequences should not be made a cheap excuse for saying, as
the General Confederation of Agriculture has done, that it
would be ‘logical’ to prohibit striking by public employees.

Let them instead try to improve the working conditions of
this group of workers, and they will find that any discussion of
its right to strike is superfluous. Let them take up a different
attitude in the matter of wages policy and the relations between
public employees and the public departments, and give up cer-

. tain offensive principles based on a supposed superior discre-

tionary ability in relation to the problem of the personnel and
the claims of the workers.

If another policy is followed. then, just as it is absurd to try
to prevent the waters of a river reaching the sea by building
dams and dykes, so it will be found that it is a mistake to try to
bridle the public employees and make them quietand submissive,
since if this is done they will inevitably try to find an outlet for
their exasperation in those political theories which have been
framed to fit the exasperated.

The position of State transport in the Indian
United Provinces

SPEAKING IN THE UNITED PROVINCES legislative
assembly towards the end of March, the Minister of Trans-
port said that the problem of the future set-up of the nationa-
lized road transport in the State was under active consideration
by the Government. He disclosed that the Government had
offered the railways a partnership in the State road transport
industry and that they appeared to be agreeable to the proposal.
He said that the possibility of private operators being taken in
was also being considered, since the State Transport Act autho-
rized the operation of road transport ‘in conjunction with the
railways or others’.
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Safety on the Roads

The Connecticut Department of Motor Vehicles experiment

THE ADMINISTRATION of the State of Connecticut, USA, is
proud of the high measure of safety achieved on the State’s
highways. In their endeavours to make their roads safer still,
the officials of the Department of Motor Vehicles have hit upon
the idea of a ‘Driver Clinic’. The treatment dispensed by this
clinic consists of appealing to the driver’s conscience and of
making him aware of his own interests before it becomes ne-
cessary to suspend his licence or right to operate on the high-
ways of the State.

In order to determine who is in need of treatment and when,
the Department of Motor Vehicles keeps a record of each driver
in the State. Each accident, arrest, conviction and official warn-
ing is entered, and each item is weighted, in points, according
to the following scale:

This scale has been and will be further revised as experience
requires, and any item which mounts more rapidly will be given
added weight. The point value of items may rise or fall accor-
ding to the respective effect on highway safety.

As each new item is added to a driver’s record, the clerk
‘scores’ the record for the last five years and enters the total
score on the face card of the driver’s file. When this score totals
three or more, the entire record is sent to the Driver Clinic,
where it is reviewed.

Three points amassed in any way, or combination of ways,
is the signal for a warning letter. A total of five points calls the
driver for a conference and six points is the signal for a hearing,.
At six points a driver’s licence is generally suspended. The mi-
nimum suspension is five days. Failure to appear for a hearing
means suspension of licence. A second notice is given for failure

to appear for a conference. If this second notice is ignored the
licence is suspended.

Since its establishment, the clinic has reviewed over 30,000
records and sent warning letters to 21,300 persons informing
them that they have started to accumulate a driving record.
About 3,700 have been called for conferences and have had
their records reviewed with a Hearing Officer. Nearly 5,500
have been summoned for a hearing.

Not all those summoned for a hearing have been suspended.
Some have been placed on probation, some have been warned
because their point scores were past the warning stage when the
system went into operation. In the latter case, the hearing is in
effect a conference, About 50 per cent of all records screened
were held by drivers in the twenty to twenty-nine age group.

Reckless driving, if no evidence of liquor, accident or speed

Accident involvement responsibility, no conviction

A 10 points \ Fatal accident involvement if held responsible
. 10 points | Operating under the influence of liquor, etc.
s 8 points = Evading responsibility

. 8 points ‘ Racing

. 7 points | Operating under suspension

= 6 points | Reckless driving

. 4 points 4

. 3 points | Speeding

: 2 points | Pass standing school bus

. 2 points | Violation rules of road

* 2 points | Failure to stop at stop sign

: 2 points | All other convictions for moving violations
. 1 point Police or Inspector’s warning

i -1 point On proven complaint of moving violation

B I point

Less than 4 per cent were under twenty and 6.6 per cent were
over fifty-five.

How do the drivers react? The Connecticut Department of
Motor Vehicles replies to this question as follows:

*We believe that this new way of handling erring drivers is
proving very satisfactory. Nearly all the people called for con-
ferences leave with a promise — at least an inferred pledge - to
drive more carefully.

So far we have had little complaint from anyone called in.
Very few feel that they have been imposed upon, except perhaps
those few with the longest or more serious reeords. Some of the
people having a drunken driving notation on their records
have complained that this should not be held against them for
even the five year period.

The successful operation of this plan, we believe, is proved
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by the fact that during last year less than 350 drivers failed to
heed our warnings and were suspended because of their accu-
mulated records. We feel safe in saying that this plan has gained
the cooperation of those drivers we have been trying to reach.

Each mail brings a few requests for a voluntary review of a
record. People are becoming interested in what we have charged

against them. The fact that, for purposes of the Point System,
each violation is removed after five years gives them something
to strive, or work for. Time will more fully test this plan, but
it is heartening to all of us interested in highway safety to note
the cooperative way in which Connecticut drivers have accep-
ted our Driver Clinic and Point System.’

Average lifetime of US railway pensioners

A BELIEF THAT HAS CONSIDERABLE CURRENCY amongst
Us railworkers, namely that the average railwayman does not
live long enough to enjoy his pension, has recently been ex-
ploded by a special study issued by the Railroad Retirement
Board.

The report finds that, contrary to this widespread belief, the
most recent figures indicate that the average rail employee who
retires now at the age of sixty-five can expect to live thirteen
more years. Even the average railwayman who retires at seventy
has still some ten years of life ahead of him.

Of all railwaymen who have retired under the rail pension
scheme, four out of five were still alive five years after their
retirement and three out of five were still on the rolls ten years
after their annuity began.

The annual report of the Railroad Retirement Board, also
issued recently and covering the twelve-month period ended
30 June 1950, shows that, compared with the previous year,
what are termed ‘total benefit payments’ increased from $ 359.6
million to $444.8 million, a substantial increase of 24 per cent.

Retirement benefit payments increased by 6 per cent, depen-
dants’ benefits by 8 per cent whilst unemployment benefits went
up by as much as 144 per cent, from $ 46.7 million to $ 113.8
million. The Board states that this latier increase is mainly
accounted for by railway unemployment resulting from the
large-scale strikes in the steel and coal industries.

In the year covered by the report, railway retirement an-
nuities averaged $ 83 a month. In the same year, Social Security
benefits averaged about $26 a month for retired employees.
Including the additional payment for wives, over the age of
sixty-five, the average Social Security ‘family’ pension was in
the region of $ 30 a month.

In the same year, the maximum railway pension was $ 144
a month, compared with the $ 45 maximum Social Security
individual pension and the maximum $ 85 ‘family’ pension,

Transport unification in Israel

THREE ISRAELI TRANSPORT COOPERATIVES — Drom
Yehuda, Shahar and Egged — have informed the Executive
Committee of the Histadrut (the Israeli trade union centre) that
they accept the Committee’s decision to unify the country’s
inter-urban passenger transport.

Cooperative bus companies run all the passenger services in
Israel. Drom Yehuda is responsible for all bus services from
Tel Aviv southward, while Egged buses run to the North;
Shahar operates services in Haifa and its immediate vicinity.
At the end of 1950, the three cooperatives had a total member-
ship of 1,532 and operated a fleet of 825 buses.

In order to facilitate the full use of vehicles in meeting in-
creased pressure on transport, to plan lines rationally, and to
control finances, the Histadrut Executive Committee decided
last December that the three cooperatives should unite as a
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first step in the direction of a complete unification of all five
of the existing bus cooperatives.

Establishment of European pool of railway
goods wagons

AS A RESULT OF AN AGREEMENT signed between the French
National Railways and the German Federal Railways, the
establishment of the first European freight car pool, made up
of 100,000 railway goods wagons for common use by the rail-
ways of France and Germany, will shortly be effected.

Designed to reduce the hauling of empty rolling stock and to
permit of a more rational utilization of the freight car park of
the two countries, the pooling scheme is an adaptation of a
similar scheme used by the French National Railway system
when it was formed as the result of a merger of several
companies in the 1930s. It is seen by the EC A, which announced
the successful conclusion of negotiations, as an important step
in the direction of standardization of European rolling stock.

So far the agreement covers only certain types of goods
wagons. Included in it will be 30,000 box cars and gondolas
from France and 10,000 box cars and 40,000 gondolas from
Germany. The pool will ease the difficuit freight car situations
of both countries by minimizing shortages and surpluses across
the frontier and restoring equilibrium to the freight car hol-
dings in each of them.

All wagons in the pool will bear the designation EUROP
stencilled above their respective undertaking’s initials and
French rolling stock in it will be. utilized in Germany as if it
were German and vice versa. Cars will not be individually
returned to their country of origin empty, as at present. Exact
equilibrium in the scheme will, however, be impossible of at-
tainment and under the arrangement made, wagon-days used
in excess by either rail system will be paid for at current agreed
rates. From time to time, rolling stock will be exchanged at the
Franco-German frontier, thus reducing empty hauling to a
minimum.

The ‘per diem’ rental cost paid by European railways per car
per day for wagons used away from their home system is being
retained because of recognition in the agreement that certain
types of cars originating across the frontier may be utilized in
either country for an extended period.

The agreement also covers pool cars which may be sent
loaded to non-participating railway systems and the accounting
for rolling stock while in such use. Other clauses define the
conditions for repair while wagons are away from their system
of origin.

An outstanding feature of the scheme is the stipulation that
rolling stock admitted to the pool must conform to fixed re-
guirements adapted to the commercial needs of the two coun-
tries. This stipulation for the first time in Europe implies an
important degree of rolling stock standardization.




The Sixteenth Session of the JMC

An evaluation of its achievements and shortcomings

By Omer Becu, General Secretary of the ITF

THE JOINT MARITIME COMMISSION of the 1Lo held its six-
teenth session at Geneva from 22 to 24 May last. The following
questions were down for discussion:

1) Conditions of employment of Asian seafarers;

2) Conditions of employment in the short-sea trades of North
and North-West Europe;

3) Review of the progress in ratification of the Seattle Conven-
tions and consideration of the desirability of revising Conven-
tion No. 93;

4) Joint 1Lo-wHO Committee on Hygiene ol Seafarers;

5) Report of the Director-General of the 1L0.

Of these, the proposal to hold a maritime conference for Asian
seafarers, the competition in the North Sea and Baltic short sea
trades, and the progress made with ratification of the Seattle

Omer Becu making a point at the recent session of the JMC

Conventions were probably the most important. Without over-
looking the importance of the other matters which were discus-
sed, we shall, in this article, consider more closely the results
obtained with regard to the three specially mentioned.

Special Conference on Asian seafarers’ conditions

This question originated in resolutions adopted at the Asian
Regional Conferences of the 1Lo held at New Delhi (October-
November [947) and Nuwara Elija (January 1951), which ur-
ged the holding of a special maritime conference for discussing
the living and working conditions of Asian seaflarers.

The Seafarers’ Section of the 1TF had associated itself with
the proposal, being as it was very strongly in favour of such a
conference, always provided that it dealt with problems of a
regional character and did not lead to any segregation of the
Asian seafarers so far as their common interests with other sea-
farers were concerned. 1n other words, the international charac-
ter of the wages and working conditions of seafarers in the in-
ternational shipping trade was not to be lost sight of.

International maritime conventions have always been made
applicable to all seafarers irrespective of race, and seafarers are
concerned that this principle shall be upheld in all matters of
common concern to the seafaring community of the world. The
condition they made regarding the holding of a regional confer-
ence for Asian seafarers was therefore, though self-evident, a
very important one.

The reason for this strong support for such a special confer-
ence is that we know only too well the sub-standard conditions
under which the vast majority of the seafarers of the Asian
countries must live and work. In the advanced maritime coun-
tries those conditions are fortunately a thing of the past, but it
has always been one of the first principles of the trade union
movement for the strong to help the weak in the struggle for
social improvement. The slogan “poverty anywhere is a danger
to prosperity everywhere’ is particularly appropriate to this case.
It is high time that an earnest attempt be made to raise the social
conditions of Asian seaflarers as far as practicable to the level
secured by their fellows in other parts of the world. This is not
only a demand of social justice, it is imperative also if the social
standards of the more advanced regions are not to be jeopard-
ized by the poverty and misery prevalent in the backward areas.

In giving our support to the proposal for this Asian seafarers’
conference, we had particularly in mind the almost complete
absence of any provision for Asian seafarers in the field of wel-
fare in Asian ports, the shocking conditions which still persist
in the recruitment and engagement of seafarers in that part of
the world, the lack of even a minimum of provision in_case of
unemployment, sickness or injury, — in short, the miserable
conditions which generally speaking are the_lot of the unfort-
unate Asian seafarers.

The need for serious action to alleviate this misery is there-
fore more than obvious, at least to those who are not blind to
what is going on in the Far East. Yet, as so often, we had to
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The Seafarers’ Group against the background of the 1L O building

contend with the conservatism of the shipowners, who thought
that the time was not ripe for such action and that it was first
necessary to carry out a very careful preliminary investigation
before deciding definitely in favour of a conference for Asian
seafarers. On the ymc we had to contend not only with this
conservatism on the part of the shipowners generally, but what
was worse, the spokesman ol the Asian shipowners wanted to
keep the problems of the Asian region at the general level and,
forgetful of the maxim that ‘charity begins at home’, to avoid
any regional solution of these matters. Even when the vote was
taken on a compromise resolution and the other shipowners
supported it, the Asian representative abstained. That resolu-
tion only asked the tLo to make an on-the-spot investigation
into the conditions of Asian seafarers, after which the imMc
will, at a later session — to be held asearly as possiblein 1952
decide whether or not the regional conference should be held.
In this investigation particular attention is to be devoted to the
methods of recruiting and engaging seamen, seafarers’ welfare
in Asian ports, and conditions of employment in the Asian
coastal shipping trades.

The Seafarers’ Group on the yMc had urged that the confer-
ence should be convened forthwith, withoutany further prelim-
inary investigation, inasmuch as they considered that enough
~was known about the backward conditions of Asian seafarers.
When the Shipowners' Group would notsupport such a prapos-
al, we wanted them at least to participate in the preliminary
fact-finding work, in order that there should be agreement on
the basis from which conclusions would have to be drawn. The
shipowners, however, also declined to accept any responsibility
in this respect. It is not that the Seafarers’ Group have any
doubts about the impartiality of the 1Lo, but we should have
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liked to play our part in the investigation in order to be sure of
having an agreed basis of discussion at the proposed conference.

Though we were not successful on these points, we are glad
that a real step forward has been made towards more enlighten-
ment about Asian seafarers’ problems. We have no doubt that
the investigation to be made by the 1Lo will reveal the great
need to hold a regional ¢conference lor Asian seafarers. [t will,
we are sure, disclose conditions which are a disgrace to twen-
tieth century standards. That being so, there will be no reason
for further delay, and we may hope that the canference will
materialize before the end of 1952. Having regard to the high
principles which have been proclaimed through the internation-
al institutions of the democratic world, this is the least we can
do for the Asian seafarers.

Short sea trades of North-West Europe

With the passing of time, the seafarers of the countries of North-
West Europe have come to wonder more and more whether
international conventions are the best means of solving ques-
tions affecting their wages and working conditions. From a
practical and realistic point of view, it must now be questioned
whether, even in an industry as world wide in character as ship-
ping, it is possible to apply one single formula to the solution
of social problems. Indeed, in various trades of the world pro-
blems have arisen which are so regional in character that it
would be little else than utopian to hope to solve them in one
and the same manner.

A whole series of international conventions are in existence
today of which the principles and spirit are perhaps universally
accepted, even widely applied in practice, but which have not
been ratified to the extent which might be expected. Often it is




found that there are provisions of a secondary character which
clash with some local or regional practice or custom or with
some generally recognized and accepted law, with the result
that an international convention is not ratified and is not in-
cluded in the body of social legislation.

That is something very much to be regretted, for it does great
damage to the prestige and value of international conventions
and international conferences and presents the enemies of inter-
national understanding with a point of attack.

If there is truth and point in what has been said here — and
we are satisfied there is — then the conclusion is not difficult to
draw: international conventions should be conceived as a kind
of basic agreement confined to the most important and essential
principles. The translation of these principles into practice could
then be a matter for national or regional regulation in the light
of the circumstances of the different cases.

We realize that this kind of approach also has its difficulties,
particularly if we are to preserve what is one of our main objec-
tives, the prevention of unfair competition at the expense of
wages and working conditions. )

Without entering on a discussion of existing international
maritime conventions which remain unfulfilled or of the defects
from which they perhaps suffer, it may be stated that most of
the maritime countries of West and North-West Europe have
established, by collective bargaining, wages and working con-
ditions for seafarers which represent a real piece of social
achievement. At the same time it is a fact that among those
countries there are still exceptions which are a danger to the
socially more advanced. These weak spots are a potential dan-
ger to the whole structure, especially in times of economic de-
pression and fierce competition.

The possibility of such a development is certainly not imagin-
ary as far as the short sea and coastal trades are concerned,
responsive as these are to the slightest economic fluctuations.
It is intolerable, however, that the least progressive shipowners
should be able to carry on unfair competition and thereby in-
flict damage on the more progressive ones and condemn sea-
farers to insecurity. Even if the shipowners are content
with such a situation, the seafarers, who have built up their
present social position by hard endeavour over the years, are
not, and they would not passively accept a return to the inhu-
man conditions which at one time were their lot,

The only possible solution is for those who have the welfare
of the industry and the seafarers at heart to stand together
against those who by their attitude retard social progress. If
they do not, we will eventually find ourselves in the midst of an
economic war, with disastrous consequences for all who depend
on the sea for a livelihood.

The problem of an established freight structure

Closely connected with the whole problem is the establishment
of a freight structure, for without it there can be no permanent
solution of the social question. We are thus confronted with an
interesting and important problem which has aspects of an
economic as well as a social character.

The discussion which took place on the sMc and the decision
which was come to in this matter did not fulfil the expectations
of the seafarers. On this question also the shipowners, in our
opinion,show a lack of vision. They cannot doubt that the estab-
lishment and maintenance of adequate freights is indispensable
if they themselves do not want to be the victims of ruinous com-
petition, and that this economic question cannot be seen in

isolation from the social question. Yet when the obvious con-
clusion has to be drawn from this interdependence, they stub-
bornly persist in a negative attitude. We can only hope that the
course of events will teach them to see reason before irrepa-
rable harm is done to the shipping industry.

An opportunity presents itself to them in the resolution in
which the 1M c asks for a joint committee to be set up, composed
of five representatives of each side, with the task of studying
the regional problem further.

We do not want to anticipate the further development of this
vital question, or to labour unduly the views we have as to its
solution, but we feel that the step which has been taken is in the
right direction and may lead to the regional action which is
necessary. The subsequent discussions and experiences in this
field will provide an interesting comment on the view expressed
above regarding the need to break down certain problems into
their regional parts.

The position as to the Seattle Conventions

Reviewing the progress made in ratification of the Seattle Con-
ventions was perhaps the main item of discussion at the session
of the smc. Though the title suggests that all the Seattle Con-
ventions known by that name were under review, the discus-
sion centred on that concerning Wages, Hours and Manning.

IT it may be said of these conventions generally that the posi-
tion as regards ratification is not unsatisfactory, this does not
apply to the one specially mentioned. So far there is only one
country, Australia, which has ratified it. Since the Convention
was adopted at Seattle in June 1946 the seafarers have tried by
all possible means to induce Governments to implement it.
After the revision of the Convention in 1949, one might have
expected that the Governments which had voted both for the
original convention and the revised one would finally ratify.
But this was not so, inconsistent though it may seem.

In passing, let us recall that seafarers have been fighting ever
since 1920 for an international regulation of working hours on
board ship on the basis of an eight hour day and forty-eight
hour week. But innumerable difficulties and obstacles have been
placed in the way of the attainment of this goal.

It is perhaps unnecessary, but we would emphasize once
again that for sealarers the question of working hours is the
most important of all. After the second world war, after all the
services they rendered, they felt entitled to hope that this long-
standing wish would be fulfilled. At the same time they showed
a great spirit of compromise and were prepared to cooperate
in every way in bringing about a practicable convention.

It was for this reason that they yielded to the view of the
shipowners that an international convention on working hours
should be linked with the establishment of an international
minimum wage. They could not foresee that thereby they were
blocking the way of the international regulation of working
hours. 1t is no disgrace to admit that we acted in good faith,
and if it could be proved that the seafarers were led by the
nose, we should have more to say about it. As it is, we must give
the shipowners the benefit of the doubt and leave it at that.

If, perhaps, it was a mistake to link the questions of hours
and wages together, it does not mean that the idea of an inter-
national minimum wage for the shipping ipdustry is unsound
in itself. But in a world of unstable national currencies and
other uncertainties it is an idea the realization of which cannot
be expected until there have been great changes in the inter-
national situation. Consequently the idea of an international
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Part of the Seafarers’ Group in session
Front row, from left to right: Omer Becu, T. Yates (UK), D.S.Tennant (UK), 1. Haugen (Norway), J. Hawk (USA)

minimum wage for seafarers has in practice proved a stumbling-
block to the attempt to secure an international regulation of
hours, which in the opinion of the seafarers is a perfectly prac-
ticable proposition today.

From this the seafarers drew the logical conclusion by sub-
mitting to the smMc a proposal that the present Convention on
Wages, Hours and Manning should be modified so as to be
ratifiable in parts. This meant that, without relinquishing the
principle of an international minimum wage for sealarers, the
part of the Convention aiming at an international regulation
of seafarers’ hours could be put into effect without being held
up by the obstacles in the way of complete implementation.

Considering that the continuance of the present unsatisfac-
tory situation would be a threat to the prosperity of the indus-
try, the seafarers hoped that their proposal would meet with a
constructive response, but the shipowners refused to enter into
a discussion and a deadlock was reached. Only the Seafarers’
Group voted for the resolution which asked the Governing
Body of the 1L0 to re-examine the matter and aimed at revising
the Convention on the above lines. Though the Shipowners’
Group opposed the resolution, we hope that our proposal will
receive favourable consideration elsewhere and that the question
of a further revision of this vitally important Convention will
be put down for discussion at an early session of the Inter-
national Labour Conference.

The shipowners’ attitude and our position

As far as we are concerned, we feel that the shipowners have
once again shown that they are opposed to any international
regulation of seafarers” conditions of employment, and that
their opposition is probably directed not so much against the
international minimum wage as against the idea of internation-
ally regulated hours, If that be the case, then we can only state
that their position is irreconcilable with ours, as the sealarers
will never relinquish the principle of a forty-eight hour week.

We shall now be interested to see the attitude taken up by
Governments, for upon that will largely depend the line to be
followed by the seafarers. We can for the present only hope that
the solution the seafarers have offered to the problem will re-
ceive a more sympathetic hearing among Governments than
among the shipowners.

In spite of our keen disappointment about the Convention
on Wages, Hours and Manning, we are on the whole satisfied
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with the results secured at the latest session of the sMmc. We
have, on previous occasions, declared that the imc is a valuable
instrument for the seafarers and gives them a platform for
raising the most important international and regional problems,
That the results obtained do not always meet all our expecta-
tions is only to be expected and should be a spur to us to per-
severe in our efforts. We are faced with a tough opponent who
is very difficult to convince, but with whom, and this is a big
asset, we can speak openly. This leads us to hope that in the
long run we shall succeed in solving our common problems.

Cargo handling
by seamen in Turkey

IN A RECENT PUBLICATION entitled Labour Problems in Turkey
issued by the International Labour Office, attention is drawn to
the present unsatisfactory position as regards labour legislation
covering seamen engaged in the handling of ships’ cargoes.

The 1LO points out that while the Turkish Labour Codespe-
cifically applies to ‘the loading, unloading and handling of
goods at railway stations, warehouses, quays and harbours’,
some doubt seems to have arisen as to whether seamen are
covered by the Act in cases where they happen to be employed
on work of this kind. It is stressed that this question is of special
importance inasmuch as no legislation at present exists for the
regulation of work at sea.

The 1LO draws attention in its study to the fact that in most
maritime countries the work of seamen is the subject of special
and detailed regulations, with the result that the seaman is pro-
tected whatever work he may happen to be performing at a
given moment. In fact, says the 1L0, seamen are usually covered
by maritime legislation rather than by industriallabour law even
where they are working in port. The 1L0 concludes, therefore,
that pending the adoption of special legislation for the protec-
tion of seamen (which, it is to be hoped, will not long be de-
layed), it would seem entirely reasonable to interpret the above-
quoted provisions of the Labour Code as covering seamen when
they happen to beemployed on the loading or unloading of ships.




Short shrift for Panamian coffin ship

The story of a succestul action by Swedish workers

against the sub-standard s.s. Filadelfos

By Verner Ulvstig, editor of the Swedish Seamen’s Union's journal ‘Sjémannen’

DURING THE EARLY SUMMER of this year, something of a
sensation was caused in the Swedish port of Gothenburg by
the arrival there of the s.s. Filadelfos, sailing under the ill-famed
merchant flag of Panama. Those of the Swedish general public
who had previously had a chance of admiring the fine modern
vessels recently acquired by their country’s merchant fleet were
now given a first-class opportunity of comparing them with
that sorry hulk from the slums of the seven seas known as the
Filadelfos. At the same time they were treated to an uncensored
glimpse of just how badly seafarers can be dealt with by greedy
and unscrupulous shipowners when there exists no trade union
organization to protect them or social legislation to safeguard
their working conditions and living standards.

The Filadelfos — a vessel of 6,800 deadweight tons belonging
to the Cia Panamena de Navegacion Aisne — was built in Ger-
many in the year 1914. Since that time she has traded under the
flags of various countries, finally seeking refuge on that last
resort of owners of sub-standard vessels — the shipping register
of the Republic of Panama. The officers of the Filadelfos — all
of Greek nationality and related to one another — operate this
floating coffin as a kind of family concern, under the auspices
of Messrs. N. J. Pateras and Sons Ltd. of London. A part of the
crew is also made up of Greek nationals, the remainder being
Egyptians, Sudanese, Senegalese and other coloured seafarers.

A floating pig-sty

When representatives of the Swedish Seamen’s Union visited
the Filadelfos, they found conditions on board so appalling
that immediate boycott action — on lines laid down by the 1TF -
was deemed necessary.

As soon as we stepped on to the deck our attention was at-
tracted by the ancient and well-nigh useless cargo-handling
gear, an examination of which had already decided Gothen-
burg’s dockers to refuse to unload the vessel with its own equip-
ment and to use quay cranes instead.

The [o'c's’le of the Filadelfos, consisting of an upper and a
lower section, was found to be in such a filthy and neglected
state as completely to defy description in mere words. In the
top section lived the Greeks, whilst the coloured seamen were
‘accommodated’ below. To reach the latter’s quarters, one had
to climb through a narrow opening, similar to the hatchway
on board a small fishing vessel. Down below, rats scurried about
in the gloomy, cellarlike compartment in which men were ex-
pected to live. The skylights in most of the ‘cabins’ were badly
cracked, while the bulkheads consisted of bare iron plates, thick
with rust and devoid of any trace of either woodwork or in-
sulation, a fact which accounted for the only point in favour of
this black hole of Calcutta — the absence of lice!

The bunks in which the unfortunate crew of the Filadelfos
were expected to sleep were nothing more than wooden chests,
whilst bedding — except for mattresses supplies by the men them-
selves —was conspicuous by its absence. Water leaked in through

the sides of the fo'c’s’le and the food served — like everything
else on board — was of extremely poor quality.

Wages varied between £ 18 per month for a coloured seaman
and £ 28 for a Greek crew member and payment was, in any
case, irregular. There was no agreement regarding paid holi-
days, time off, sick pay or, for that matter, any other social
benefits whatsoever.

A death trap manned with cheap labour

The vessel as a whole showed unmistakable signs of irrespon-
sible neglect by its operators. The life-boats were rotten and
contained neither equipment nor stores. They were, in any case,
completely useless since there were neither davits nor falls with
which to lift them in an emergency. In fact the whole of the
so-called lifesaving equipment seemed to be at least a hundred
years out of date and, in addition, showed every sign of having
lain on the sea bottom for a considerable length of time.

Prompt action by the union

Following the inspection, our union immediately asked the
Swedish Transport Workers™ Union to put an embargo on the
ship. This organization, to which most Swedish dockers belong,
later declared its complete willingness to cooperate — in accor-
dance with procedure agreed upon within the 1TF - in total boy-
cotts of all sub-standard Panamanian vessels arriving in Swe-
dish ports until such time as proper collective agreements were
concluded on behalf of their crews.

In addition, the Port Shipping Inspector was sent for without
delay. He at once refused the Filadelfos permission to leave
port until repairs, particularly to the life-boats and other safety
equipment, had been carried out. The Panamanian Consul,
Mr. Claesson (of Swedish nationality), also carried out an in-
spection of the vessel and, as a result, decided to take away its
classification certificate pending the outcome of the action al-
ready taken by the Swedish maritime authoritics.

A telegram was then sent by the Swedish Seamen's Union to
the owner in London, requesting that he sign an agreement
based on current conditions in the Swedish merchant marine
and conforming to accepted international maritime standards.

If at this juncture the Filadelfos had tried to make good her
escape from Gothenburg that would not have been the end of
the story. Our own boycott action would automatically have
been followed up by rrr-affiliated unions in other countries,
acting on warnings received from 1TF headquarters in London.
The Filadelfos would thus have been followed from port to
port with as its only hope of escape the possibility of reaching
some port outside the reach of our international trade union
federation. It is, therefore, quite clear that this pitiful ghost
from a bygone age made a serious mistake when it decided to
challenge the Swedish seamen’s organization and Swedish legis-
lation by entering our territorial waters.

However, no further action was needed. As a result of our de-
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Union representatives (third and sixth from left) discuss the situation with Swedish policemen whilst the captain looks on despondently

termined attitude, a settlement was quickly reached and on
18 May — three days after the Filadelfos arrived in Gothenburg
— the following new monthly wage scales were agreed upon be-
tween representatives of the shipowner and our union, acting
on behalf of the 1T¥:

-
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Chief Steward
Chief Cook 42
Electrician 35

Boatswain 35

Carpenter, donkeyman [ 34
Greaser 33

Fireman, able seaman, 2nd cook 33
Ordinary seaman 22
Trimmer 20
Asst. steward, messroom boy 15
Deck boy, engine room

apprentice 14
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In addition, a number of improvements in working conditions
were succesfully negotiated. Hours of work are now limited to
eight per day and forty-eight per week for both day and watch-
keeping personnel employed in the deck and engine room de-
partments. Maximum hours for members of the catering
department have been fixed at nine per day whilst at sea
and eight whilst in port. All personnel are now entitled to
eighteen days’ lzave per annum, during which period a subsi-
stence allowance of 10s. per day is payable. In addition, all crew
members working as daymen are to be granted one full day
off duty per month and one and a half days off after six months
continuous service with the owner. Watch-keeping personnel
who are called upon to work in excess of forty-eight hours
per week are to receive compensation in the form of time off.
Overtime pay has been fixed at the rate of 1/150 of the monthly’
wage per hour on weekdays and 1/75 of the monthly wage per
hour on Sundays and public holidays.

The agreement also lays it down that sheets, pillows and
other bedding shall be supplied by the owner and that it shall
be changed every fortnight. Boots and overalls are to be pro-
vided for those members of the crew emploved on dirty work.
Provision is alsp made for free medical care and sick pay and
reimbursement for the loss of personal effects as a result of
shipwreck or fire on board etc. In addition, all ratings are enti-
tled to a temporary bonus for the period during which the vessel
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The filthy and chaotic condition of the Filadelfos® deck

is engaged in a voyage to or {rom a port in the United States,
amounting to £ 12 per month.

A more seaworthy Filadelfos leaves port

When, on 7 June, this ragamuffin of the seas was finally allowed
to escape from the vice-like grip in which it was held, it had
been through an ordeal which neither the master nor the ship-
owner is likely to forget in a hurry. Not only had the owner
been forced to sign what to him must have seemed a terrifying
new agreement —incidentally no more than an ordinary stand-
ard contract among bona fide seafaring nations — but, day and
night, there had been repair work to carry out at the double.
The life-boats were completely overhauled and rotten timbers
replaced, whilst the entire tackle — including pulley-blocks and
steel wire — had to be scrapped and new equipment substituted
for it. Various parts of the woodwork, both on deck and below,
had to be repaired and re-inforced; skylights changed and new
glass fitted ; whilst the crew quarters were repainted and com-
pletely renovated from top to bottom.

Even when this work had been completed the master’s trou-
bles were still not over. Before he could even think of leaving
port there was a small matter of a writ from the consignee,
claiming damages amounting to no less than 104,600 Swedish
crowns (Just over £ 27,000), and alleging that the cargo deliv-
ered was not only filthy and badly damaged but did not even

correspond with the bill of lading. A court order for the ship’s
seizure was executed and the Filadelfos was able to leave
Gothenburg only after the owner had agreed to put up security
for the amount claimed, pending the outcome of the legal action
taken by the consignee. 5

Accomplices branded

The Filadelfos incident has also had most unpleasant conse-
quences for the classification society Germanischer Lloyd. As
late as April, 1950, the society’s Amsterdam representative had
inspected the vessel and given it a certificate of classification
in the top category, valid for four years. When the ship was in-
spected in Gothenburg, however, the Germanischer Lloyd rep-
resentative there agreed that it was sub-standard and that a
close investigation of the case was well warranted. There can

- be no doubt that the disclosure of these facts will both diminish

the prestige of this German classification society and adversely
affect its future activities.

There can also be no doubt that recent developments in the
ITF’s boycott action against sub-standard shipping have caused
surprise and alarm within the Overseas Tanker Corporation,
one of the giant shipping companies operating under cover of
the Panamanian flag. Important financial interests are becoming
disturbed at the increased activity on the part of 1Tr-affiliated
unions and sooner or later there may come a real clash. The
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A close-up of one of the rotten and ill-equipped life-boats

11¥, for its part, is watching the position very carefully and is
ready for the struggle which may well be the outcome of the
formal declaration of war on profiteering shipowners adopted
last year by the Amsterdam International Seafarers’ Confer-
ence. However small its material resources may be when com-
pared with those of the financial interests behind this internati-
onal scandal, the 1TF is determined to fight against any ship-
owner who refuses to introduce decent social standards and
working conditions on board his vessels. The completely im-
moral attitude towards their employees adopted by certain
operators — as exemplified by the Filadelfos and other sub-
standard vessels sailing under the Panamanian and similar flags
— constitutes a deadly threat both to the seafarers themselves
and to the bona fide maritime nations.

The Filadelfos and the future

Our action against such shipping will be carried on more relent-
lessly than ever. Other Panamanian vessels, including the s.s.
Hermes and s.s. Arion, have been boycotted since the Filadelfos
incident and their owners forced to sign proper agreements.
Similar treatment will be meted out to any other sub-standard
ship which may enter our ports — either now or in the future.
The dockers” and seafarers’ unions in this and most other civil-
ized countries are standing by for further action.

The case of the Filadelfos should act as an incentive to our
members to back up our own organization and the international
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free trade union movement in solidarity action against exploit-
ers who are trying to undermine — for their own gain - what
has been built up by patient negotiation and hard and ceaseless
struggle by our brothers at sea and in the ports. The initial
victories scored by us seem to indicate that we are at last on the
way towards bettering the conditions on board the far too many
sub-standard vessels which are today allowed to move freely
about the high seas and amass profits — at the expense of their
unfortunate crews — for grasping shipowners.

Manpower shortage hits Norway’s merchant fleet

THE NORWEGIAN MERCHANT MARINE is mecting increasing
difficulties in manning its vessels, and this summer — with large
new ships being put into service — the problem seems to have
reached a critical stage.

There is, in particular, a great dearth of engineering and
navigating officers, but the lack of experienced seamen is also
creating difficulties when it comes to completing crews.

Many foreign seafarers are, therefore, now serving on board
Norwegian vessels.

The majority of these are Danish nationals, but it is repor-
ted that some German engineers are now also being employed.



Spies and informers on Polish ships

New facts on the Cominform’s maritime espionage service

REPORTS REACHING ICFTU (International Confederation of
Free Trade Unions) headquarters indicate that the Polish mer-
chant navy, the most considerable of any of the satellite states,
has in recent months been equipped with a complete system of
spies and agents, not only to keep a watch on the activities of
members of the crew, but also to maintain liaison on behalf of
the Cominform with Communist groups of seamen and dockers
throughout the world.

These. two functions seem to be fairly clearly divided between
the representative of the Secret Police (UB) and of a special
branch of the Cominform, known under the cryptonym of JUG
The UB agent has since the beginning of this year occupied a
regular place in the crew of every sea-going Polish ship.

His official title is Educational-Cultural Officer, and he ranks
second only to the captain. Information on the working of this
system was recently given to the ICFTU by a Polish seamen
who left his ship in a Western European port in the hope of
joining his wife and family in Australia.

This officer — the political commissar, as he is generally called
by the crew — has various functions. Those implied in his official
title include lecturing on Communism, labour competition and
technical training; this in spite of the fact that he is usually a
landsman with little or no knowledge of seafaring. He is also
responsible for the labour competition system, which was intro-
duced about the same time as the ‘cultural’ officers. This in-
volves a “points’ system for good work with the award of bonus-
es and certificates.

At the other end of the scale, for starting work late there
are reprimands on the first occasion, up to 109 loss of wages
on the second, and prosecution with possibly three months’
imprisonment on the third. The whole system is, of course,
intensely disliked by the majority of the seaman.

Another important duty of this officer is to organise spying
on the crew when on shore leave in foreign ports. Seamen are
allowed ashore only in groups of three, one of whom is assumed
to be the “cultural’ officer’s informer.

Finally, he is responsible for security: i.e. to ensure that the
crew keeps silent about the nature of cargoes and destinations,
particularly in respect of voyages to Albania, where Polish
ships have been calling regularly with munitions, lorries and
other military equipment.

Strange Cargoes

Information about the Cominform agents is harder to come by,
since they hold no official position on board. It is known, how-
ever, that their operations are directed from an office in
Wrzeszcz near Danzig, which is connected with three Comin-
form departments: the 4th (intelligence), the 5th {military) and
the 6th (communications and transport).

It is also known that on one Polish ship, the General Walter,
this job was held by a certain Stanislaw Jablonski. Long resi-
dent in France, this man fought with the International Brigade
in Spain, and during the world war was on liaison work be-
tween Communist groups in France and Belgium. Deported

from France with other Polish Communists after the war for
subversive activities, he returned to Poland and joined the Se-
cret Police (UB). On account of his contacts with French and
Belgian Communists he was soon transfererd to the J UG base
at Wrzeszcz, and then assigned to the General Walter. Early in
February this year he was summoned to Warsaw, but failed to
arrive. His dead body was found in the train before it reached
the capital. The circumstances surrounding his death are still
obscure. His place on board the General Walter was taken by
his former assistant, who went under the pseudonym of Maly
(Titch). The real identity of the latter is not known, but he was
believed to be on board during the vessels’ recent voyage to
Colombo (April-May 1951).

The JUG organisation is headed by two German Communists:
Ernst Wollweber and Karl Hoffman. Their original instruc-
tions were to get agents into various South American countries,
but these activitics have now been considerably expanded.
There are now two sub-centres in Rostock and Antwerp. In
Danzig, agents, radio equipment and propaganda literature are
loaded on board ships, mostly Polish or Soviet, but occasion-
ally East German or Panamanian. Other agents are sometimes
taken on in Rostock, as well as Communist literature printed
in Czechoslovakia. Finally, in Antwerp, all this strange ‘cargo’
is transhipped, if necessary to vessels proceeding further, in
close collaboration with the Communsist so-called maritime
peace committee. Polish ships which are known to have JUG
agents on board are: s.s.Rataj, Warmia, Czech, Puck, Lublin,
Tobruk, Levant, Elblag, Kutno and Curie-Sklodowsda.

Sicily - a potential Italian ‘Panama’

THE SWISS TRANSPORT REVIEW Internationale Transport
Zeitschrift, in its issue of 15 June, draws attention to certain
similarities between the Republic of Panama and the Italian
island of Sicily in their attitude towards shipping companies.

The journal points out that, by virtue of a law adopted by the
autonomous regional government of Sicily, shipping companies
with headquarters there are not obliged to issue registered
shares and, in addition, benefit from a number of advantages
of a fiscal nature. These concessions have given a strong im-
petus to the Sicilian shipping industry and have resulted in the
establishment there of a number of new undertakings. In all,
fourteen shipping companies have established themselves on
the island since the law’s promulgation. Of these, some are
completely new undertakings, whilst others were formerly estab-
lished on the Italian mainland.

Internationale Transport Zeitschrift comments that the attrac-
tion which the island has for Italian shipping has already re-
sulted in its being described as a new Panama. It is pointed out,
however, that in view of differing conditions such a comparison
is not fully justified.
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Communists
waning influence
at Hamburg

Dockers of Germany's biggest seaport
support free trade unionism

THE WORKS COUNCILS ELECTIONS at Hamburg, particularly
those held in the docks, have been showing a steady decline in
the influence of the German Communist Party (KpD). The ten-
dency was confirmed once more in political elections which
took place there recently.

The constant changes in the leadership of the KPD are ap-
parently of little avail in halting the process. The repeated pur-
ges and the voluntary withdrawals of the oldest, most expe-
rienced and most courageous of those who stand for a policy
which takes account of the special circumstances and the actual
distribution of strength reval the inhability of this Party to pursue
a genuine working class policy.

The more it loses ground, the less capable is it of making an
appeal to the mass of the workers and the more it has to resort
to all sorts of tricks, setting up of Action Committees, conven-
ing of Peace Conferences, and the like, in order to be be able
to carry on any political activity at all.

One of its last supports is among the section of the Hamburg
dockers which is comparatively worst off, namely the casual
men on a five-day guarantee. Whereas permanent men average
seven to eight shifts a week, men on the five-day guarantee
average only 6.1 to 6.9 shifts. Though the men make extra
money on overtime, on the other hand it is a fact that generally
speaking their earnings have been pegged since the last wage
increase in March of this year.

Up to then the shift wage amounted to DM 11.20% or 12.35,
the hourly wage to DM 1.43 or 1.54. In March the rates were
increased to DM 12.24-13.39 and DM 1.53-1.67 respectively.
These basic rates are applicable to about 80 per cent of the
Hamburg dockers. For a few categories of dockers they are
considerably higher.

It was to be expected that the economic policy of the Govern-
ment would cause a certain amount of unrest, especially among
casual labour. The collective agreement which was concluded
by the Wages Commission in March for the whole of the North
Sea and Baltic ports is to run until September 1951, but parties
to the agreement may re-open the wages question if by 1st July
there is a material change in the economic situation, that is to

* £1] equals DM 11.76
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The crane-driver takes a look below

say, if the official cost of living index number for Hamburg
shows a rise of 10 per cent compared with March 1951.

The Wages Commission was not happy about the agreement
which was concluded, but it was governed by the fact that the
wage increase would come into force four weeks earlier than
expected and that the increase of DM 0.13 an hour provided
for was substantially more than had been obtained in other in-
dustries and could therefore be regarded as a comparative suc-
cess. No one could have foreseen that prices would rise as
steeply as they did.

This should be a lesson for the future.

The KPD agents thought to use the fact that the official index
figure has risen 5.6 per cent to provoke the dockers into a
desperate struggle for cost of living increases. They just ignore
the Collective Bargaining Act under which parties to collective
agreements must honour their undertakings. For Communists
a wage increase is something you just go after.

Recently the Communists have been intensifying their attacks
on the trade union and its officials, and at the last delegate
meeting of 17 April they started systematically to prepare the
ground for a series of unofficial strikes which were to break out
on 7 May 1951. Attempts to push through proposals addressed
to action committees and works councils were abortive, and the
Communists had to be content with sponsoring a proposal
which was only addressed to major trade union bodies, such
as the above-mentioned Wages Commission, but it definitely
named 7 May 1951 as the date on which discussions on the
wages issue were to be re-opened.



A winchman at the ready

As the trade union machinery worked too slowly for their
liking, the Communists planned to stage the start of the unof-
ficial strikes at the hiring halls on 7 May 1951. They tried to
rush matters by making the Union convene a meeting at the
hiring halls on Friday, 4 May. When the move failed, they de-
manded the holding of a branch meeting on Sunday, 6 May.

_This was agreed to, and the meeting took place in the union hall,

Here the officials of the Union made a statement in which they
discussed the economic situation and recognized the justifica-
tion for demands for cost of living increases, but also empha-
sized that it was necessary to do this by legal trade union means
and in accordance with the existing collective agreements. The
meeting was fairly well attended, and after hearing the warnings
of their officials and considering the implications of illegal ac-
tion, the mood of the men became much more reasonable. The
KPD agentsand their fellow travellers tried very hard to get the
meeting to agree to a resolution announcing a 24 hour token
strike for 7 May. But after four veteran trade unionists had
courageously backed the Union leaders and after the legal po-
sition and the ulterior motives of the sponsors of the resolution
had been exposed, it was defeated by a drawn vote, whereupon
the disappointed mover declared his proposal to be invalid and
wanted to withdraw it.

The vote on the opposite motion, calling for vigorous steps
to secure a cost of living increase but discountenancing all
unconstitutional action, was adopted by a big majority.

This outcome of the meeting was not what the KpPD elements
had bargained for. Common sense had won over their scheming,

The foreman makes his notes

and the KPD had suffered its fourth rebufl. The first was at a
works council meeting where the Communists’ manoeuvre to
elect these bodies through single lists of candidates instead of
through separate occupational lists was stopped. But for this
the Communists would have 100 per cent control of the works
councils. Secondly, the thirteen trade groups of the Union suc-
ceeded in partly purging themselves of Communist elements,
so that the Executive of the Union could be manned with trade
unionists of the constructive type. Thirdly, as a result, the Com-
munist representation on the district committee of the Union
was reduced to one member out of eleven. The fourth rebuff
was, as already stated, the failure to utilize the branch meeting
to start off a series of unofficial strikes in the docks.

The defeat of the Communists was complete when on 7 May
work in the docks was carried on as usual. If sensible trade
unionists on future occasions show the same resistance to the
handful of Communists among them, the day is not distant
when the influence of these irresponsible elements will be finally
broken.

The other task still facing the Union will then be to attract
the unorganized dockers into its ranks. Sooner or later there
must be a show-down between the organized and the unorga-
nized dockers. Then every man will have to take sides for or
against the Union. -

The last position of the Communist Party of Germany on
the Hamburg waterfront is threatened. For this they must
blame their policy of sacrificing the interests of their own
people to the objectives of a foreign power.
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Transport in Africa

A continent waiting for transport unification

A recent U N survey of progress made during the post-war years

THE FOLLOWING SURVEY OF THE POSITION on the
African Continent with regard to transport is based upon a
mass of information recently issued by the United Nations
Economic and Social Council and embodied in its publication
Review of Economic Conditions in Africa. This latter publica-
tion is intended to form part of the preliminary version of The
World Economic Report 194950,

In the sections which follow, salient aspects of the developing
transport situation in Africa are considered, the main exception
being inland waterways on which! there is little information on
a continental basis regarding volume of traffic and capital in-
vestment. Inland waterways are important in respect of the
Congo in Central Africa, the Niger, Gambia, Senegal and Volta
systems in Western Africa, the Nile and the Great Lakes of East
and Central Africa, but not elsewhere on the Continent. The
need for improvement of inland waterways has been recognized
by the Governments concerned as being essential to the crea-
tion of well-developed transport systems.

It is necessary to emphasize that in a large part of Africa
south of the Sahara, the least advanced technique of transport
— human porterage — still plays a considerable réle in short-
distance movements of small quantities of goods and that in
some areas, such as Basutoland and certain desert countries,
pack animals are employed. The balance between the more and
the less advanced carriers varies widely among the different
countries of the African Continent.

Emphasis must also be given to the very substantial develop-
ment of transport which is in prospect. Extension of transport
facilities in European overseas territories in Africa, south of the
Sahara, fairly evenly divided among railways, roads, water trans-
port and airways would, according to the second report of the
Organization for European Economic Cooperation (February,
1950) involve ‘very large sums totalling almost one and a half
thousand million dollars, spread over periods ranging from four
to eight years or even longer’. In addition, the projected invest-
ment in French North Africa in railway modernization alone is
in excess of five hundred million dollars.

Railway Transport

Railway construction in Africa has been closely related to, and
in many cases determined by, development of mineral and agri-
cultural exports. In some areas also rate structures have been
designed to favour development of export traffic. External fin-
ance has been required for most railway development in Africa,
and further extensions of railway facilities will continue to de-
pend largely on such assistance. According to Professor S. H.
Frankel,2 £ 384 million of foreign capital, amounting to nearly
one-third of the aggregate external investment in most of

1. excluding Egypt
2, ‘Investment in Africa’, London, 1938
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Africa, south of the Sahara, before 1934, went into railway de-
velopment and by far the larger portion of this capital was en-
gaged under public auspices.

The largest expansion of construction occured between 1900
and 1932, In 1880 there were in operation slightly less than
1,000 kilometres of railway lines; by 1900 about 8,600 kilome-
tres. Between 1910 and 1932, this length more than doubled.
The economic depression of the 1930°s checked further con-
struction. Although the available data do not permit an accu-
rate comparison of the pre-war and post-war situations, the
aggregate length of railways in operation is reported to have
contracted somewhat during the course of the second world war.

After the end of the war, however, railway construction was
again undertaken on a modest scale,in response to the height-
ened level of economic activities in many parts of Africa and
emerging development needs. Furthermore, the necessary repair
of damaged railway stations and bridges has been carried out
in North Africa.

In much ofinter-tropical Africa, railway lines were constructed
without regard to any subsequent need for linkingthem inorder
to assure a coordinated flow of traffic. As one result, the differ-
ent gauges found currently constitute a problem within some
territories and between different railway systems. During the
post-war period, coordinated planning has been undertaken a-
mong the several Governments of Central and South Africa,
with a view to eventual remedying of these deficiencies.

Atthe present time, Africa (excluding Egypt) has about 63,000
kilometres of main and branch lines, i.e., almost one-half of the
total length of the Latin American network. Railway lines are
heavily concentrated in the area covered by the Union of South
Africa’s system and French North Africa. The former has 21,454
kilometres of railway lines, or almost 34 per cent of the total
African length, whilst French North Africa has 8,071, or almost
13 per cent of the total. Thus, the two regions account for near-
ly half of all the railway lines in Africa (excluding Egypt). The
third largest network is in the Belgian Congo, where there
are 4,749 kilometres of railway lines, or 7.5 per cent of the total.

The density of the network in relation to population in 1949
is set out on page 93.

Since the end of the war, railway freight traffic in the region
has risen considerably above pre-war levels. Railway freight
carried rose from 18,000,000,000 ton-kilometres in 1937 to
30,200,000,000 in 1949. Africa’s increase of about 68 per cent
in this period surpassed the relative increase in every other ma-
jor area in the world; even so, the region’'s traffic constituted
less than two per cent of the world’s railway freight traffic.

In several countries there have been recent extensions of rail-
way lines. On the whole, however, the principal effort made
during the post-war years has been devoted to re-equipment of
existing lines with locomotives and rolling stock. Through 1948,
renewals lacked in a number of areas: receipts of locomotives
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Population per kilometre
of railway line

Area In US A 400
Anglo-Egyptian Sudan 2,444
Belgian Congo 2,264
Eritrea 2,789
Ethiopia and French Somaliland 19,190
Libya 3,153
Spanish Morocco 36,129
Union of South Africa 558
UK TERRITORIES: Gold Coast 4,708
Kenya, Uganda and Tanganyika 2,815
Mauritius 2,387
Nigeria 7,752
Nyasaland 4,179
Sierra Leone 4,008

digscessil e aieteld D W Mo E MRS R SR,
R e Population per kilometre Population per kilometre
i et Sl e of road of road
InUSA 3 Area InUSA3
Length of , — - —
African Roads Anglo-Egyptian Sudan 351 Sierra Leone 752
in relation to Liberia 1,380 Southern Rhodesia 120
Population lem)n of So_uth Africa 68 | Swazlianq 105
BELGIAN TERRITORIES: Tanganyika 144
Belgian Congo 108 Uganda 293
In some respects the figur- Ruando Urendi 465 | Zanzibar and Pemba 542
es are not comparable BRITISH TERRITORIES: FRENCH TERRITORIES:
from territory to territory, Basutoland 441 Algeria 96
for some include and Bechuanaland 66 French Equatorial Africa 103
others exclude tertiary British Somaliland 248 French Somaliland 789
roads of poor quality; ac- Gambia 258 French West Africa 158
cordingly, it has been con- Gold Coast 284 Madagascar 858
sidered advisable not to Kenya 348 Morocco 200
attempt a detailed break- Mauritius 388 | Tunisia 237
down to show the extent of Nigeria 562 PORTUGUESE TERRITORIES:
durable‘all-weather’roads. Northern Rhodesia 107 Angola 128
Nyasaland 414 Mozambique

Number of persons Number of persons
Area per vehicle Area per velale: (o N & =S S s s < =
Algeria 138 | Madagascar 1946 4,772 Africa
Anglo-Egyptian Sudan 1,237 1 Mauritius 7948 123 Motor Vehicles
Angola 848 Mozambique /946 794 in relation to
Belgian Congo 797 Nigeria 1,841 Population of
French Equatorial Africa 71945 1,291 Sierra Leone 2,500 ¥ .
French N?orocco 102 Southern Rhodesia 57 FREIL CoNxics
French West Africa /1945 1,616 ‘ Tunisia /949 150
Gambia Gold Coast 417:432 Uganda 752 Except where otherwise
Kenya 228 Union of South Africa 26 stated figures refer to
Liberia 1948 2,285 Zanzibar and Pemba 7948 437 the year 1947
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Population per kilometre
of railway line

Area In US A 400
Northern Rhodesia and 1,052
Southern Rhodesia

| FRENCH TERRITORIES:
Algeria 1,969
Cameroons 5,595

| French Equatorial Africa 8.100
French West Africa 4,244
Réunion 1,921
Togoland 2,145
Tunisia 1,577
PORTUGUESE TERRITORIES:
Angola 2,258
Mozambique 2,938
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Length of
African Railways
in relation to
Population, 1949

The omission of certain
countries is explained by
the absence of railways. In
one such country, Liberia,
external capital has been
madeavailable toconstruct
a railway connecting the
Bomi Hill iron ore deposits
with Monrovia, a distance
by air of 63 kilometres.




One of the new rail-cars now in service on the Dakar-St. Louis line

and freight cars have subsequently been accelerated with advan-
tageous effects on the flow of traffic.

The volume of freight traffic in all French Territories, except
Réunion, in 1948 was substantially above pre-war levels, the
increases ranging from 23 to 125 per cent. The systems of the
Union of South Africa, UK Territories, the Belgian Congo and
the Anglo Egyptian Sudan have consistently carried larger than
pre-war volumes of freight traffic.

These heightened levels of traffic have subjected the railways
to strain. Consequently there has been recurrent congestion at
a number of centres south of the Sahara, making necessary
measures to increase the short and long run capacity.

Road Transport

It has long been recognized by the administration in intertropi-
cal Africa that the development of road transport as an element
in a satisfactory transport system would contribute particularly
to an expansion of internal exchange and to the relief of human
porterage. However, the early construction of roads was hin-
dered by such difficulties as the scarcity of labour, low levels of
traffic and natural conditions. Lord Hailey noted that *As com-
merce and intercourse expanded . . . the need to provide more
durable roads for motor traffic has involved the formation of
technical departments and a greatly increased scale of expendi-
ture’.? Furthermore, there has been a tendency to substitute
capital for labour in the construction and repair of roads, al-
though extensive mechanization of techniques in most areas
has not yet been carried out.

Before the second world war, the level of development of ar-
terial, secondary and local roads varied considerably from ter-
ritory to territory, so that overall generalization cannot readily
be made. In the 1930s efforts were made to overcome lags in the
French Territories in West Africa and much construction was
also undertaken under Italian auspices in some parts of East
Africa. Elsewhere expansion occurred. For example, in the Bel-
gian Congo the public network expanded from 31,000 to 67,000
kilometres between 1931 and 1939 in the Union of South Africa,
under the National Roads Act, new roads were constructed and
existing roads improved ; in Southern Rhodesia expenditures on
road construction and maintenance were greatly increased after
1935. The problem of coordination of motor with rail transport-
ation was serious in some territories: the heavy post-war traffic
carried by the railways, however, subsequently alleviated this.
There were also some increases in private road motor services.

3. ‘An African Survey,” Second Edition London, 1945 page, 1549
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During the war the roads deteriorated or suffered war damage
in parts of North Africa and Ethiopia. Some territories —for
example, Southern Rhodesia—reduced expenditures on con-
struction and maintenance. On the other hand, an expansion
occurred in otherareas important to military supply, including
the Belgian Congo and, in West Africa, several of the non-self-
governing territories and Liberia.

Since the close of the war, external finance has been available
to French North Africa and Ethiopia for the rehabilitation of
their roads. In Libya, which has received financial aid from the
UK and France, the network had deteriorated in parts, but vital
arteries have been well maintained and some new work has been
undertaken by the French Administration in the Fezzan. In
tropical Africa, many road construction schemes have been ela-
borated as part of the development plans of the different terri-
tories and, at varying rates, new construction has been under-
taken. A major scheme on which work has been progressing in-
volves the improvement and extension of the principal inter-
territorial road linking the UK Territories in East Africa. A
comprehensive review of the inadequacies of the road network,
south of the Sahara, was made by the Conference on African
Transport and the Organpization for European Economic
Cooperation in Paris in February, 1950. Subsequently, the
United States Economic Cooperation Administration allowed
about three and a half million dollars as marginal assistance

Dusky beauties on the train between Abijan (Ivory Coast) and
Bobo Diulasso



to accelerate the work being undertaken in the Belgian, British
and French Territories in West Africa and smaller sums for
certain territories south of that region. Another International
Conference was held in French Equatorial Africa in Novem-
ber, 1950. This formulated recommendations for improvement
of roads, waterways and railways in the Belgian Congo and in
the British and French Territories in West Africa.

The available information does not permit an accurate and
comprehensive assessment of the pre-war and post-war situa-
tions. Some idea of the density of roads in relation to popula-
tion may,h owever, be obtained from the relevant table on p. 93.

To a limited extent, the level of development of the use of
motor vehicles in Africa is reflected in an index showing the
number of persons per vehicle in certain countries. However,
this index, based on both passenger and commercial vehicles
does not afford an accurate basis for determining the extent of
goods traffic or of long-haul in relation to short-haul and local
traffic. As an approximate basis for evaluating the following
figures it is pointed out that in 1948 the number of persons per
vehicle in certain countries was: USA 4; Canada 7; France 24;
Spain 220; Egypt 368 Turkey 1,300; India 1,720; China 8,745.

The indices (disregarding formal changes over time) show
relatively high concentrations of motor vehicles relative to po-
pulation in the Union of South Africa, in Southern Rhodesia
and also in French North Africa and Mauritius. Except for
Southern Rhodesia, Kenya has the highest concentration (less
than 300 persons per vehicles in inter-tropical Africa) and there
were less than 500 persons per vehicle in Gambia, Gold Coast
and Zanzibar. On the other hand, the lowest concentrations
were found in Madagascar, Nigeria, Liberia, Sierra Leone,
French West Africa and French Equatorial Africa. This distri-
bution of vehicles relative to population reflects not only the
levels of motor traffic in the various countries but also the lo-
cation of the European population in Africa and the compara-
tively high incomes of this section of the population.

The more detailed figures which have been available for this
study show that, ascompared with pre-war, the number of com-
mercial vehicles has increased considerably in French North
Africa, even in those parts where the index based on the total
number of vehicles declined. New registrations, which in most
cases have recently been above pre-war levels, have varied in
accordance with the amount of foreign exchange available for
this purpose and the degree of stringency of import controls.
Facilities for the assembly of motor cars have expanded in the
Union of South Africa.

Maritime Transport

Since the end of the war, maritime shipping space has been in-
creasingly available to Africa. The index, based on total net re-
gistration tonnage of vessels entered and cleared in external
trade at African ports (base 1937 equals 100), was 86 in 1946
and rose in each succeeding year to reach 100 in 1949,

The post-war trend in Africa as regards the volume of freight
handled has been upward and in most countries for which data
are available it has exceeded pre-war levels. The upward trend
shown for Tunisia is of special interest in view of the heavy da-
mage to ports during the war. This reflects the rapid reconstruc-
tion of port facilities which has taken place.

The service of this augmented traffic since the end of the war
has involved a heavy and persistent strain on the principal
ports south of the Sahara and has resulted in costly delays in
movements of goods and ships. As a result of these and other

transport difficulties, serious congestion developed in a number
of ports and production centres with limited effects on the ex-
pansion of commerce and utilization of production capacity in
some areas. With a view to overcoming these difficulties and
also to meeting requirements of anticipated development, ener-
getic measures have been taken to expand port capacity and
facilities and to undertake war damage arrears in the renewal
of port equipment.

Other significant post-war changes have included a new de-
velopment of direct shipping services between North America
and parts of Africa south of the Sahara. This development has
reflected the increased participation of the United States and
Canada in African trade. There has also been a rapid develop-
ment of foreign-going ships registered in the Union of South
Africa, but the tonnage involved is small (in 1948 not much more
than 100,000 gross tons) and the whole of Africa is still heavily
dependent on overseas firms for maritime shipping services:

Air Transport

The penetration of Africa by civil aviation commenced shortly
after the close of the first war world. Before the outbreak of the

Railwaymen's houses in Thies ( Senegal)

second world war, Africa was connected by air with the other
Continents, and long distance routes transversed it as far as the
Union of South Africa. The development of regional air traffic
in Africa had also begun. However, the air network was not
elaborate and, in general, service was infrequent.

A very considerable development of passenger and freight
traffic has taken place since the pre-war period. In most cases
for which data are available, this expansion of traffic has con-
tinued at a high rate since 1947. The relative increase in freight
traffic has, in some cases, exceeded the rate of growth in pas-
senger travel. However, as a rule, the movement of goods has
tended to be confined to high value commodities, comprising a
small part of the African tonnage. The aeroplane has assumed
its largest significance in moving persons and mails.

The post-war development owes much to the impetus re-
ceived during thewarfor,whilethe principal routestoandthrough
Africa via the Mediterranean Sea were broken up or disrupted
early in the war, military requirements stimulated a vast expan-
sion in the scope of air operations on the Continent, an opening
of new routes and a growth of facilities and experience.

Post-war development of civil aviation has been marked by
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an appreciable increase in the number of international trunk
lines penetrating Africa and the frequency of service on them.
Major world air lines have connected important centres in all
parts of the Continent, extending as far asJohannesburgand Ta-
nanarive, Madagascar, making connections with one another
and with other Continents. The post-war development of trans-
Sahara routes has been significant.

The growth of medium length regional air networks in Africa
has been even more striking, This development has been en-
couraged by the various sovereign nations of Africa and by a
number of territorial Governments. Since the end of the war,
Central African Airways, East African Airways and West
African Airways have been established under British auspices.
As an example of development of regional connections, it might
be mentioned that South African Airways now connects with

Central African Airways and the latter operates planes to the re-
gion covered by East African Airways and the Portuguese Air-
line DETA. Ethiopia, the Anglo-Egyptian Sudan and Liberia
have chartered air transport companies to service their respec-
tive areas and also, in the case of Ethiopian Airlines, several in-
ternational routes. Internal traffic has been encouraged in the
Belgian Congo, which in 1948 had 175 public and 7 private
aerodromes. The curtailment of services in a few cases, owing
to financial difficulties, has not interrupted the general trend to-
wards expansion,

Projects in practically every other part of Africa are under
way or are planned with a view to further development of the
air network and construction of aerodromes, and improvement
of ground services and meteorological and technical aids to fly-
ing. A number of significant projects have been completed.

Progress made by ECE Inland Transport
Committee

DURING THE MONTH OF JUNE, the United Nations Econo-
mic Commission for Europe (ECE) agreed by eleven votes to
five to take note of the report submitted to it by its Inland
Transport Committee.

Introducing the report, the Director of the Secretariat Trans-
port Division stated that the results of various recent technical
meetings included two draft conventions designed to make it
easier for goods and passengers to cross frontiers by rail; a
set of draft recommendations on standard packaging of perish-
able goods; and action on international monetary and tariff
questions affecting rail transport.

Members of the EcE praised the work of the Inland Trans-
port Committee towards the coordination and rationalization
of European transport, They then stressed that the Committee
aimed at developing efficient and cheap transport systems,
which are an essential basis for a large and unified market in
Europe.

Almost the only discordant note was struck by one of the
representatives of the Soviet Union who claimed that the Com-
mittee “had been transformed into a special section of the gen-
eral stafl assisting the military plans of the Western countries’.
He claimed that this was evidenced by the urgency with which
governments in the Committee were trying to draw up inter-
national rules on the handling and transport of dangerous
goods (explosives) by road, rail and water.

Replying to this accusation, the Director of the Transport
Division declared it to be completely unfounded.

He explained that in seeking to promote safety in the trans-
port of dangerous goods (including certain chemicals, mining
charges and hunting cartridges) the Committee was merely
bringing up to date a classification system for dangerous goods
adopted by the railways some fifty years ago.

He pointed out that the draft international regulations speci-
fically exclude all transport of military goods.

ECE Transport Commission discusses

coordination of inland transport

AT ITS FIFTH SESSION (MARCH 1951) the Transport and
Communications Commission of the Ecg Inland Transport
Committee discussed at length the question of coordination of
inland transport.
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One of the main points considered was whether, in its inter-
national aspects, the problem of coordination was one requir-
ing worldwide treatment, or one which could be dealt with
adequately on a regional basis. In general, the Commission was
of the view that the subject was primarily for regional consider-
ation where the relevant machinery is available, although there
might be some general aspects to which the Commission would
need to give its attention.

It was recognized, however, that maritime shipping and avi-
ation were means of transport whose coordination was a matter
which should be dealt with on a world-wide basis.

The members for the USSR, the Byelorussian Soviet Socialist
Republic and Poland gave as their opinion that questions of
coordination of inland transport within the frontiers of a coun-
try are within the competence of that country, and the coordi-
nation of inland transport between countries of the some con-
tinent must be regulated by agreement between the countries
who are interested.

Following the conclusion of its discussion, the Commission
adopted, by a vote of ten to three, the following resolution:

The Transport and Communications Division

Being of the opinion

1) That the problem of coordination of inland transport in its
international aspects is a subject to be dealt with primarily on
a regional basis wherever adequate regional machinery exists,
2) That, however, there may be regions where such adequate
machinery does not exist, and there may also be general aspects
which could usefully be dealt with by the Transport and Com-
munications Division, and that for this reason the Commission
should continue to follow developments in this respect in the
various regions and countries,

3) That Governments should make an effort onan internation-
al basis to remove friction arising from existing legislation on
inland transport and avoid measures which will hamper the
development of international transport by the various means.
Requests the Secretary-General: ;

1) To make available to all the regional bodies concerned the
results of studies of the problem of coordination undertaken by
any of the regional bodies or initiated by the Transport and
Communications Division where necessary; and

2) To keep the Commission informed of developments in this
field which, within the framework of paragraphs 1, 2 and 3
above, may require the Commission’s attention.
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French to overhaul training of merchant
marine officers

AN INVESTIGATION RECENTLY CARRIED OUT by the
French Government and the shipping industry into the reasons
for the current shortage of navigating and engineering officers
in both the merchant marine and the fishing industry has resul-
ted in the condemnation as out-of-date of present examination
requirements for these groups. The present examination system
— based on decrees issued in 1938 — is alleged to lay too much
stress on theory-and far too little on practical navigation.

The main conclusions reached as a result of the joint inquiry
can be briefly summarized as follows:
1) Sea-going service as a career should be made sufficiently
attractive to prevent officers from leaving it for the amenities
of a job ashore. Officers should, in the main, be recruited from
among the population inhabiting the littoral, and existing theo-
retical training schools should be combined into one where the
prime emphasis is laid on the study of practical navigation.
2) The practice of training officers, who have modern scientific
instruments to help them in nautical calculations, in the theory
of astronomy is considered to be unnecessary. Courses of study
should omit all theoretical work which goes beyond the actual
needs of their training and future career.
3) The necessity of using modern methods to facilitate the
study of navigation and application of knowledge of ship pro-
pulsion in order to warrant changes in the duties imposed upon
deck and engine-room officers is stressed.

One result of the investigation has been the drawing-up of a
new schedule of studies. In addition, regulations have been
issued modifying the rota of duties based on the 1938 decrees.

They are based on the gross tonnage of the vessel and affect per-
sonnel from the master down to the engineer officer on watch.

The possibility of establishing a single training school is also
under active consideration. Although the situation of such a
school has not yet been determined, it is considered that both
Marseilles and Le Havre have good claims. Cherbourg has also
been visited as a potential site.

Government training schemes for
Indonesian seafarers

IN A RECENT STATEMENT regarding progress made in the
development of a national merchant marine, the director of the
Indonesian Department of Shipping disclosed that his depart-
ment was now able to draw upon some 8,000 seafarers. Of this
figure, 300 men belonged to the higher categories but, at present,
only ten were Indonesian nationals.

The director pointed out that seafarers, particularly those
needed to take up positions of responsibility on board, did not
grow on trees, For that reason, his department was devoting
all its energies to the task of providing adequate training facili-
ties for Indonesians wishing to make a career in the merchant
marine. Training schemes for both officers and ratings were al-
ready in operation at Jakarta, Semarang and Macassar and the
interest shown in these by Indonesian youth was very gratifying.

No sweating plates in new British vessel’s crew
accommodation

EVER SINCE THE GENERAL INTRODUCTION of iron vessels,
ship designers have been faced with the problem of preventing
the sweating of plates in crew quarters. In fact, it is no exaggera-
tion to say that, in the early days of iron ships at least, plate swea-
ting was responsible for more premature deaths among seafarers
than any other factor for which they themselves were not in
some way responsible, either directly or indirectly. ’

The first attemps to solve the problem resulted in the practice
of fixing the bunks so that there was a clear space between them
and the ship’s side. Although this took up a good deal of space
in the forecastle, it was nevertheless a great improvement on the
old system whereby bunks were placed right against the sides
of the forecastles, which continually streamed with water.

Now, a British shipping company has put into service a new
type of motor vessel, on board which the crew accommodation
is constructed in such a way as to provide what is claimed to
be the best solution so far to the problem. Crew quarters are
situated inboard, with galleries between them and the sides of
the ship. It is stated that by making these outside galleries,
which are used for recreation and other purposes by the crew,
into ventilation ducts and giving the crew cabins inside them
large windows, the old trouble of sweating appears to have
been entirely overcome.

First Japanese post-war air service

A REPORT FROM TOKIO states that a Japanese industrialist
has just been granted a licence to operate the first domestic air
line service since the end of the war.

The proposed Japanese air company plans to buy two Sky-
masters and two DC-3s from foreign air lines operating into
Japan. It also proposes to contract with foreign air lines for
the supply of spares, hangars, pilots and maintenance facilities.

o



Road ang vehicle
density statistics ip 1948

Between the countries covered by this Table there are wide disparities in physical and gcographical features g
well as in agricultural, economic, industrial and social development, These factors are to be taken into account
in forming conclusions based upon Road and Vehijcle Density statistics.

Vehicles Roads in Vehicles per Miles of Road per

Country in Goo 000 miles 1,000 Square Miles 1,000 Miles Road 1,000 Square Miles
Europe

Austria 21.6 1,808 2,704 669
Beigium 241.5 28.8 20,466 8,385 2,44]
Czechoslovakia 93.0 4.2 1,860 2.104 884
Denmark 152.8 35.0 9,205 4.366 2,108
Finland 42.4 36.8 326 1,152 283
France 1,466.0 394.4 6,883 3,717 1,852
Great Britain 2,727.8 183.4 28,988 14,874 1,949
Greece 21.0 9.6 410 2,188 187
Iceland 7.9 2.8 195 2,821 69
Ireland 77.2 49.6 2,902 1,556 1,865
Italy 404.6 109.4 3,089 3,698 835
Luxcmbourg 9.2 27 9,200 3,407 2,700
Netherlands 126.5 25.9 9,370 4.884 1,919
Norway 108.0 27.6 867 3,913 222
Portugal 72.5 16.0 2,101 4,531 464
Spain 124.5 80.1 633 1,554 407
Sweden 238.1 106.0 1.374 2.246 612
Switzerland 113.9 28.8 7,119 3,955 1,800
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Vehicles Roads in Vehicles per Miles of Read per

Country in 000 000 miles 1,000 Square Miles 1,000 Miles Road 1,000 Square Miles
Asia
Ceylon 33.3 175 1,332 1,903 700
Cyprus 4.8 2.6 1,333 1,846 722
India 198.3 239.1 170 829 205
Indo-China 18.4 23.0 66 826 80
Indonesia 274 42.6 37 643 58
Iran 22.2 16.3 35 1,362 26
Iraq 12.8 6.8 110 1,882 59
Lebanon 10.4 1.5 2,600 6,933 375
Malayan Union and

Singapore 43.7 6.2 849 7,048 120
Pakistan 237 56.9 66 417 158
Philippines 75.2 15.1 654 4,980 131
Syria 7.4 4.0 103 1,850 56
Thailand 9.5 4.2 47 2,262 21
Turkey 14.6 28.5 49 512 96
Africa
Algeria French 54,1 328 64 1,649 39
Angola 5.6 21.8 12 257 45
Belgian Congo 13.1 61.6 14 213 67
Central Africa British
N. Rhodesia 8.8 10.1 31 871 35
Nyasaland 1.8 4.0 48 450 110
S. Rhodesia 29.5 15.6 196 1,891 104
East Africa British
Kenya 18.4 17.0 82 1,082 76
Tanganyika 6.8 244 19 279 68
Uganda 5.5 8.5 59 647 90
Zanzibar 0.7 0.3 1,167 2,333 500
Egypt 472 10.8 122 4,370 28
Equatorial Africa French 32 13.6 3 235 14
Ethiopia 6.3 4.3 18 1,465 12
Madagascar French i3 157 14 210 67
Morocco French 11.7 24.5 72 478 151
Somaliland French 0.2 0.3 22 667 33
Tunisia French 16.9 54 376 3,130 120
Union of South Africa 455.1 171.7 962 2,651 363
West Africa British
Gambia 0.6 0.6 146 1,000 146
Gold Coast 8.6 7.9 94 1,089 86
Nigeria 12.2 25.2 33 484 68
Sierra Leone 0.3 1.7 3 471 61
West Africa French 14.4 56.4 8 255 31
America
Argentina 319.1 259.0 295 1,232 240
Bolivia 11.3 8.9 23 1,270 18
Brazil 256.2 161.3 78 1,588 49
Canada 1,786.2 552.0 494 3,236 153
Chile 64.0 29.9 221 2,140 103
Colombia 37.8 11.2 86 3,375 25
Ecuador 8.4 4.4 30 1,909 16
Mexico 235.1 43.6 306 5,392 ST
Peru 37.6 20.4 78 1,843 42
U.S.A. 37,360, 3,009.0 12,361 12,416 996
Uruguay 41.4 25.1 573 1,649 348
Venezuela 60.9 1S 167 5,296 . 32
Oceania
Australia 926.0 528.2 311 1.753 178
New Zealand 281.3 77.1 2,687 3,649 736

A8 * 2
S~%

From ¢ World Road Statistics’, published by the International Road Federation
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Transport problems in Germany

How they arose and proposals for their solution

By Hans Jahn, President of the German Railwaymen’'s Union

The immediate post-war position

IN THE IMMEDIATE POST-WAR YEARS the German transport
system was faced with a difficult task of reconstruction. The
rebuilding of railway lines, bridges and roads, and the repair or
replacement of all types of vehicles represented one of the es-
sential conditions for the restoration of normal life.

Thanks to the outstanding performances by the German rail-
waymen, who built their industry up again in the teeth of in-
describable difficulties, it proved possible to cope successfully
with the enormous traffic which the industry was called upon
to face immediately after the war.

Following on the currency reform, the German transport
system was subjected to a profound strain. Many people are
inclined to think that too much fuss is being made about Ger-
many’s transport difficulties. After all, they say, transport has
only a subsidiary role to play in the country’s economic life.
However, let us look at a few figures:

Transport’s role in the German national economy

On the basis of its share of the national revenue, transport re-
presents about 10 per cent of the German national economy.
Comparable figures are 10 per cent for agriculture, the same
percentage for the mining industry, and 35 per cent for the re-
maining sectors of industry, Thus the role played by transport
in the national economy as a whole is considerable. In addition,
whilst most other branches of the economic system are linked
with only one section of the national economy, transport is in-
timately interconnected with them all.

As a result, transport is subject to a greater variety of obli-
gations in respect of freight rates and working and safety regu-
lations. By its very nature, transport cannot be so independent
as other branches of the national economy.

Difficult position of the Federal Railways

If one glances through the columns of the daily press or at the
trade journals, one is struck by the fact that difficulties in the
field of transport are continually being ventilated. The Federal
Railways are particularly involved.

According to the budget for 1951, their deficit is in the region
of 113 million D-marks. At the end of 1949 they had a deficit
of 1.3 milliard D-marks, including both long and short term
liabilities. It is true that the situation has somewhat improved
but it is still impossible to satisfy the urgent demand for renew-
als, owing to lack of capital.

A few observations on this point will help to explain the situ-
ation, In Italy, France and Belgium responsibility for the repair
of railway war damage has been assumed in full by the govern-
ments of those countries. If this had been so in the case of the
German Federal Railways, their material position would have
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been considerably better. Since the currency reform and up to
the end of 1949, the Federal Railways have by their own efforts
raised 600 million D-marks for the repair of war damage. Prior
to the reform a sum of | milliard D-marks had been raised for
the same purpose. War damage which still remains to be made
good in constructional work alone will necessitate the expen-
diture of 1 milliard D-marks. A similar sum is needed for ma-
king up arrears in maintenance and renewals.

During the coming year, the Federal Railways will require 540
million D-marks in order to make good the most urgently
needed repairs to war damaged railway installations and rol-
ling stock.

Theposition of theroad haulage and inland waterway industries

The position of the road haulage industry also leaves much to
be desired. Many road transport undertakings, particularly the
smaller ones and those operated by owner drivers, cannot make
ends meet. The costs of amortization cannot be met and when
a vehicle has reached the end of its useful life it cannot be re-
placed. In other words, the road haulage industry is no longer
able to operate in a normal fashion.

The inland waterway industry also has its troubles. For years
hundreds of vessels lay idle at the wharves in Duisburg and
Verding and the families living on them were without a regular
source of income. In addition, Germany's inland shipping is
now technically obsolescent and, in consequence, foreign inland
waterway undertakings with their more modern vessels have
been enabled to obtain a considerably larger share of traffic
than was formerly the case.

The impact of the technical revolution on transport

What is the reason for this truly menacing position throughout
the whole of the German transport industry, a position whose
gravity cannot adequately be described in a few words as here?

The difficulties are, to a very large extent, the result of the
tremendous technical revolution which has taken place and the
fact that the vitally necessary conclusions which should have
been drawn from this technical revolution have been neglected.
This may in part be due to the fact that it is not easy to obtain
a general view of the whole transport complex and also perhaps
because many people in positions of responsibility are afraid to
draw the far-reaching conclusions that must be drawn and that
will affect the lives of many people.

How did this technical revolution in the field of transport
come about? Motor cars, buses and lorries began to appear on
the roads only in the present century but in the years which
followed the first world war the resultant modernization of
road transport made tremendous strides. The number of lorries
in the German federal territory already amounts to 358,000
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compared with 238,600 goods wagons in effective operation on
the German railways. There are 41,000 lorries of over four tons
capacity in federal territory compared with 22,000 in 1938 for
the whole territory of the then German Reich. These figures
are in themselves sufficient to indicate that the monopoly of the
railways has been effectively broken. The following few figures
will give readers some idea of the consequences of these changes.
The share of the railways in the national income, a figure which
includes only wages, salaries, interest and profits and does not
include investments and sums written off, amounts to 3 milliard
D-marks of which about 2 milliard are accounted for by goods
traffic. The corresponding figure for the road haulage industry
is between 750 million and 790 million D-marks.

The goods traffic mileage of the railways in 1950 is estimated
to have been in the region of 40 milliard kilometres, or about
25 milliard miles. Comparable figures for the road haulage in-
dustry are 9.4 milliard kilometres, or 5.9 milliard miles.

Railway freight charges the focal point

From this it can be seen that the railways on the average carry
goods that, by reason of the long distances or the low values
involved, bring in about five pfennigs per kilometre, whilst road
haulage carries goods bringing in an average of nine pfennigs
per kilometre. The question which immediately arises is: why
the appropriate conclusions with regard to transport and freight
charges have not been drawn from a technical development
which produces such illogical relationships between the various
means of transport?

In 1920, at a time when the railways still enjoyed an effective
monopoly position in the transport field, a system of freight
charges was drawn up which was of very great importance for
the economic system as a whole in that it ensured a suitable
balance in the German population distribution as between the
industrial and agricultural areas. At the same time, this system
made it possible to provide all parts of the country with the
requisite quantities of bulk goods, such as coal, timber and ores,
at reasonable prices. Naturally the cost per ton/mile for a short
distance is considerably higher than for a longer distance and
for politio-=conomic reasons freight rates for long distances
were therefore reduced in order to link the outlying areas, then
East Prussia and now Schleswig-Holstein and parts of Bavaria,
with the industrial heart of Central Germany.

The scaled tariff was introduced on the railways for reasons
of general economics. In addition, the amount of the commo-
dity to be carried and its value were both taken into considera-
tion. Piece goods and parcels, express goods, full loadings and
bulky goods of light weight all had their special freight rates.
Further freight charges were also scaled according to the com-
mercial value of the goods carried. It can thus be seen that the
freight rate system of the German railways represented a care-
fully thought out and balanced plan, which was in line with
Germany’s political and economic needs. Unfortunately, how-
ever, it was intended to apply to a situation which is entirely
different from that with which we are faced today.

Freight charge relationships in the transport industry

Inland waterway transport was never very favourably placed
under this system. For one thing, the arrival and departure tar-
iffs which are necessary to shipping are extremely high, whilst
the rices for the type of long distance carriage chiefly
undertaken by inland waterway transport are comparatively
low.

The relationship between rail and road freight charges is
characterized by the adaptation of the Reich road transport
tariff system to that of the railway freight system which we have
already sketched in two essentials. This principle goes back
some 25 years. It worked well so long as the railways enjoyed
monopoly of goods traffic, but now that that monopoly no
longer exists, the situation is changed, although the appropriate
conclusions with regard to freight rates have not been drawn,
an omission which has appreciably contributed to the transport
chaos from which Germany is now suffering.

By its very nature, the lorry is particularly suited for carrying
goods for short distances. It can transport goods from door to
door without intermediate loading. Comparatively little pack-
ing is required and in most cases the lorry can obtain a return
load. Road transport over short distances has not confined it-
sell to the more valuable types of goods, but has also begun
to handle goods in the lower freight range.

Inland waterway transport can carry a ton of goods with
0.2 horsepower. Friction is almost non-existent and water trans-
port is the most suitable method for carriage of bulk cargo
when sufficient time is available. The carriage of a ton of goeds
on the railways, on the other hand, requires two horsepower,
whilst on the roads ten horsepower, i.e. five times as much, is
needed since friction from the road surface is considerably great-
er than that from a railway track.

In addition to the factor which we have already considered,
there is a second one closely related to it. In 1950 the German
Federal Railways carried goods (chiefly bulk goods) over an ag-
gregate of approximately 25 milliard miles. For this traffic plus
passenger traffic, coal to the value of 300 million D-marks was
consumed.

In the same period road transport carried goods over a total
of approximately 3.9 milliard miles and for this and for road
passenger traffic, diesel oil and petrol to the value of approxi-
mately 750 million D-marks was consumed, of which between
150 and 200 million D-marks were required in foreign currency.

Freight charges and real costs of transport

The question of the real costs per ton/mile for the carriage of
goods, etc. by rail, road and inland waterway transport there-
fore now arises.

The Federal Railways maintain their permanent way, theirown
signalling and safety systems as well as their own railway police
force. Road transport also pays enormous sums for road build-
ing and maintenance but here we must know whether the
amounts actually paid meet the full costs of such work. In ad-
dition, it may well be asked: who builds and maintains the in-
land waterways? The question of the real cost per ton/mile for
the carriage of goods, etc. by rail, road and inland waterways
now takes on a different aspect.

If the problem were considered as a whole, then a new system
of freight rates, based on real costs, would have to be worked
out. However, the situation is not as simple as that. If it were
actually done, it would be possible to secure a well-balanced
relationship between the various forms of transport, but only
at the cost of a complete structural transformation of the Ger-
man Linder, the economic decay of outlying districts and the
concentration of industry in the regions of large deposits of nat-
ural resources, for instance the Ruhr District.

To obviate this, therefore, a solution must be found which
will balance Germany’s various economic interests as was once
done by the old railway freight rate system. Scales of charges
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based on distance would have to be retained as well as special
rates for certain districts and certain industries. However — and
this seems to be an important point — such exceptions to the
general freight rate system based purely on costs would have to
be very accurately calculated ; and those who fixed them would
haveto befully aware of their ultimate extent. Moreover, the cost
of such exceptions should not be permitted to burden one branch
of the transport system only, merely because that particular
branch happens to be the property of the German people. I am,
of course, referring to the railways. Instead, costs would have
to be fairly distributed between the various means of trans-
port or spread out over the national economic system as a
whole.

In addition, the question of the obligation to carry freight
must also be considered, as also the obligation of the railways
to keep wagons available during the harvest period or severe
winter weather. Only in this way will it prove possible to adapt
the logical principles of the old railway freight rate system,
which took account of the interests of the economic system as
a whole, to the changed situation of our own day.

I am convinced that it is possible for us to achieve a sane and
healthy reorganization of our transport system on the basis of

a proper and effective adjustment of the various branches of

the transport industry, one to another, by following the prin-
ciple that real costs of carriage should be paid, together with an
appropriate adjustment of freight charges as between various
parts of the country. We are much too poor to allow ourselves
the luxury of several interests pulling in different directions. On-
ly on the basis of real cooperation and assessment of all the
factors involved will we be able to arrive at a coordination of
the means of transport.

The solution I propose would effect considerable economies
throughout the whole industry and would, therefore, redound
to the benefit of the economic system as a whole.

Railway safety measures

However, Germany has still other tasks to carry out in the
sphere of transport. It is responsible for protecting the lives and
limbs of its citizens. The measures taken by the railways in this
respect are extremely impressive. Level crossings are all protec-
ted with gates. Main and auxiliary signals safeguard the line.
In addition, station officials are responsible for giving supple-
mentary hand signals. The dead man’s handle on electric trains
brings the train to a halt, should the driver fall ill, and the in-
ductive safety system makes it impossible for a train to over-
run a halt signal. Thus every possible contingency has been
provided for, with the result that railway accidents are extra-
ordinarily few as is proved by the following figures:

In 1949, the railway accident records showed that throughout
the entire Bi-zone 666 people lost their lives, including 105 pas-
sengers, 232 railway employees, 3 postal and customs’ officials,
as well as 326 persons killed not whilst travelling on the railways
but at level crossings, etc. The records for the four railway
districts of North Rhine-Westphalia indicate that 245 people
were killed (as against more than 2,000 fatal casualties on the
roads), including 24 passengers, 79 railway employees, | cus-
toms’ official and 141 persons killed at level crossings, etc.

When we consider that the figure for railway employees in-
“cludes also men killed, not only in connection with the actual
railway traffic but also, for instance, in railway workshops: and
further that the figure of 141 persons not connected with the
railways includes many deaths for which not the railways but
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road transport was responsible, then the comparison between
rail and road deaths in North-Rhine-Westphalia is between
more than 2,000 killed on the roads and, at the outside, 100 to
150 persons killed in actual railway traffic operations.

Road safety problems!

What is the position on the roads? There are very few safety
measures designed to prevent road accidents. According to a
report issued by the Federal Statistical Office, the number of road
accidents during the past year rose by 53 per cent compared
with the figure for 1949, In the 182,695 traffic accidents which
were reported as having occured in the federal territory last year,
4211 people were killed and 107,811 injured. Motor vehicles
were involved in 90 per cent of all these accidents. The lorry
driver who operates and drives his own vehicle is today wor-
ried about his livelihood. In an effort to make ends meet, he
often drives to the point of exhaustion. That is bad both for him
and for the community. However, when the operator of a road
transport undertaking compels his employees to do the same,
that is even worse. adl

It is.at this point that we come face to face with the social
problem. Those employed in the road haulage industry are
ruthlessly exploited and overworked and, in consequence, they
tend to become a permanent source of danger to their fellow
citizens. The problem has become one of social urgency which
should be tackled by every possible means. On the railways,
wages, service and working conditions are regulated for all em-
ployees and officials. In the road transport industry, on the
other hand, such regulation is entirely non-existent. The prob-
blem is still further intensified by the existence of cut-throat
competition. Only when both these problems have been satis-
factorily resolved can there be hope that the danger on the
roads will decrease.

It may perhaps sound rather callous if one approaches the
problem from the angle of cost accounting, for behind the
figures of road accidents and deaths lies a wealth of human suf-
fering. Two thousand families have been bereaved and 44 per
cent injured or even crippled for life. The authorities should
intervene here to a far greater extent than they have done so
far. There must be no false diffidence when approaching this
problem. The most important task which should be undertaken
is the creation of a force of traffic police, adequate in every res-
pect to deal with the problem and provided with the necessary
authority. Up to the present time, the arrangements made in
this respect have been entirely inadequate. The financing of the
creation of such a force would involve a sum representing no
more between 5 and 10 per cent of the amount of damage
caused by accidents each year.

The future of the German transport industrie

As to our inland waterway system, its importance as a branch
of our entire transport complex will, in my opinion, not dimin-
ish and the waterways, which have partly been donated to us
by nature and partly created by the toil and industry of our
workers, will continue to perform a useful service. Similarly,
the use of the motor lorry, whether for short or long distances,
has come to stay. 1 believe further that the country bus services
are of great economic and cultural service to the community
since they open up the countryside to a far greater extent than
can the railways, owing to the excessive costs of construction
of railway track designed to reach isolated villages. The fact
that rural bus services enable peasants, farm labourers and their




families to journey from otherwise isolated villages to the near-
st towns in order to do their shopping and take part in urban
cultural life is to be welcomed.

Finally, there is undoubtedly a hopeful and important future
for the German railways within the framework of the economic
system as a whole, as well as for the German people themselves,
who have worked hard for generations to supply the country
with a great network of railway arteries. Milliards and milliards
of marks have been invested in this vast undertaking and it
would be the height of folly to neglect anything which would
keep this investment in productive use with real economic be-
nefit to the community.

In this connection, however, it is both interesting and a little

saddening to note the statement contained in the budget fore-
cast of the Federal Ministry of Transport, according to which
the Central Control Office of the Federal Railways in its report
of 27 October, 1950 estimates that at the present rate of renewal,
railway track will have to serve for 322 years instead of between
thirteen and fourteen years at the normal rate of renewal of
7.5 per cent.

In conclusion, it is perhaps appropriate to stress our desire
for European cooperation. Which branch of national life is
better suited to express the interdependence of our peoples than
the transport industry? We are strongly in favour of the inte-
gration of European transport on the basis of full equality. It
is an essential prerequisite for European unity.

Peron seizes control of Argentine Locomotivemen’s Union

GENERALPERONAND HIS WIFE have scored a final success in
their campaign to make the Argentine trade union movement a
completely submissive tool in their hands. The latest victim is
La Fraternidad, the locomotivemen’s union.

Except for that of the printers, La Fraternidad is the oldest
trade union in the Argentine Republic, having been founded in
June 1887. It has always been a closely-knit fighting union, with
a strong sense of international solidarity. Its connection with
the 1TF dates back to the year 1908, and after the first world war
it hastened to re-establish the relations that had been inter-
rupted, insisting on paying arrears of affiliation fees so that its
membership should be continuous. It was largely owing to its
efforts that the Argentine union of other grades of railwaymen,
the Unién Ferroviaria — which also affiliated immediately with
the 1TF — was established in 1922,

Now it has gone the way of the rest of the Argentine trade
union movement. Actually it has been a member of Perdn’s
General Confederation of Labour (cG 1) for some time, but un-
til now its Executive Committee has always had a majority of
political opponents of Peron, and has therefore followed an in-
dependent line. This was naturally displeasing to the dictator,
and probably still more so to his wife, who likes to pose as the
fairy godmother of the trade union movement, but the prestige
of La Fraternidad was very high among the Argentine workers,
so Peron made the best of the fact that the organization was at
least a nominal member of the cGT, and was content to bide
his time. :

At a recent meeting of the Federal Council of the cGT the
representatives of La Fraternidad strongly opposed an article of
the Rules of that Confederation which empowered it to inter-
vene in the affairs of affiliated organizations, and even to take
them over when it was thought necessary. Actually this article
has never been officially approved. But that was not all. The
same meeting called upon all organizations affiliated with the
CGT to support the campaign for the election of General Peron
as President of. the Republic for a new term, and to appoint
four speakers for the cGT political platform.

The Executive Committee of La Fraternidad met and by a
majority decided to refuse to obey the order, pointing out that
an article in its own Rules forbade it to engage in politics. Then
the blow fell. On 9 May, when its Executive Committee was in
session, an armed mob of Peron's supporters raided the offices

of La Fraternidad, forced the whole of the Executive Committee
to resign, and proceeded to elect a new one, which included the
five members of the old one who were supporters of General
Perén, and who are actually in his pay, since they hold well-paid
sinecures as trade union advisors, inspectors, etc., with the Min-
istry of Transport. Needless to say, the new Executive, although
its election was obviously illegal, was promptly recognized by
the cGT and the Department of Justice.

The incident gave rise to several spontaneous strikes, and a
number of railwaymen were arrested and others dismissed,
though the Government was later forced to cancel these meas-
ures as feeling was rising among the railwaymen.

Perén now has the whole of the machinery of the trade union
movement entirely in his hands, but he is losing the support of
that considerable part of the workers that was an important
factor in his rise to power. The railway strikes which took place
at the turn of the year in defiance of the Executive Committee
of the Unidn Ferroviaria, the Government-controlled railway-
men’s union, and for participation in which over thirty rail-
waymen are still in prison, are proof enough of this.

The latest attack on La Fraternidad has exacerbated feelings,
the locomotivemen are rallying to the support of their organiza-
tion, and a committee has been formed to challenge in the courts
the right of the bogus Executive to lead it. The cGT sees the
danger and is trying to confirm its position by a simulacrum of
democracy. New elections are to be held to choose a new Execu-
tive Committee for La Fraternidad, but as happened in the case
of the Unién Ferroviaria, steps will be taken to see that only
supporters of Perén can vote.

The international trade union movement cannot let pass un-
noticed these continual violations of the right to freedom of
association by the dictatorial regime in Argentine. The 1TF has
already raised the matter with the International Labour Office,
and it is to be expected that its fact-finding commission will in
due course propose to the Governing Body that a full inves-
tigation be made into the position of the trade union movement
in Argentina.

We have also asked the International Confederation of Free
Trade Unions for its cooperation and we understand that it has
not only made strong representations to the 1Lo but is also ask-
ing the Economic and Social Council of the United Nations to
undertake an immediate investigation into the present situation.
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The Rhine, Principal river of Western Europe

Scene of the Rhine boatmen’s struggle for better working conditions

Photographs by E. SCHWAB - Switzerland

1 The interests of five countries

s W

are involved in the Rhine which
rises in Switzerland, flows through
rich industrial areas in Germany

and France, connects with the

Belgian canals and passes on to

the sea through the great ports
of the Netherlands

2 Robert Lieby of France, twenty-
three year old helmsman aboard
the Richebourg, is one of 45,000
Rhine boatmen

3 Principal river of Western Eu-
rope, the Rhine has a fleet of
7,700 freight and passenger boats,
tugs and lighters which carry
about 40,000 tons of traffic

4 Mr Lieby's daughter thinks this
is fun but Rhine ships are not
ideal playgrounds for youngsters
5 Differences in the social secu-
rity systems in the five countries
make it difficult to qualify for
old-age pensions.

Willem C.Vroegop of the Nether-
lands has spent fifty-eight of his
seventy-four years on the Rhine
6 The number of hours worked
in port vary from country to
country

7 This is the way Rhine house-
wives do their shopping

8 Meninjured abroadoftendon’t
qualify under the social security
regulations of any country




Victims of their jobs

The Rhine Boatmen's struggle for social security

By Th. Smeding, President of the Dutch Transport Workers Federation

THE STRUGGLE TO WIN SOCIAL SECURITY and employment
protection for Rhine boatmen regardless of the flag under which
they sail has entered the final and critical stage.

For thirty years, the International Transportworkers’ Feder-
ation has led the fight to secure international regulations on
western Europe’s principal inland waterway. Without such reg-
ulations, Rhine boatmen are being penalized because of dif-
ferences in the social security systems and conditions of em-
ployment in the Netherlands, Belgium, Germany, France and
Switzerland.

Trade and navigation on the Rhine have long been subject to
international safeguards. But the boatmen and their families
who work the river do not always enjoy such protection, except
for that provided by navigation safety rules.

To break a leg, fall ill or grow old is never a welcome event.

_ But at least most workers in these five countries can count on
social security to cover expenses. A Rhine boatman on the
other hand, particularly one engaged on a foreign ship, fre-
quently finds that his eligibility for social security protection
depends on whether or not his country of employment has con-
cluded reciprocal treaties with other countries on the question.
Even then, he has no assurance that he will receive the same
benefits from the signatory nations as the laws of these states
often provide various types and degrees of social security cov-
erage.

Cases which are typical of the injustice to which Rhine boat-
men are frequently subjected when it comes to collecting social
security benefits are illustrated in the following examples. A
boatman who may be so unlucky as to fall ill away from home
today finds it very difficult in practice to secure free medical
care under the social security system of his own or another
country. And a boatman employed on a foreign ship who be-
comes a father is obliged to pay his wife's hospital and delivery
expenses out of his own pocket.

Nor does a Rhine boatman who, during his lifetime, may sail
under the flags of several countries have to be much of a mathe-
matician to figure out his old-age pension — it is usually so
small, Why ? Because, under the present set-up, he is not permit-
ted to total his periods of employment served aboard ships of
various countries. It is also difficult to qualify for survivors’
and invalidity pensions.

The second injustice to which Rhine boatmen are currently
subject concerns conditions of employment — which vary widely
from country to country. For example, the number of hours
worked depends on the flag under which he sails. A boatman
aboard a Netherlands dumb barge works a fifty-five hour week
in port, while a man aboard a French ship works a forty-hour
week. Overtime rates, when they are paid, also change from one
country to another. These differences, moreover, prevail with
regard to night rest, weekly rest, paid holidays, manning and
wages.
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In the absence of international agreement, therefore, Rhine
boatmen are victims of their jobs.

The International Labour Organization has long been aware
of the need to lay down international standards for those em-
ployed on international inland waterways. As early as 1920, an
1L O conference recommended that countries whose territories
are riparian to waterways used in common by their boats should
agree to limit the hours of work of persons employed on such
waterways, after consultation with the workers’ and employers’
organizations concerned. It is interesting to note that the ve-
commendation to governments never got beyond the paper
stage until after the Second World War.

In March 1947 a delegation from the International Trans-
portworkers’ Federation visited the 1L O to discuss the plight of
Rhine boatmen. The problem was then brought to the notice
of the Organization’s Inland Transport Commitiee which re-
commended the convening of a special conference of govern-
ment, worker and employer delegates from countries with in-
terests in Rhine navigation.

The Governing Body of the L0 called the conferencein 1949
and delegations attended from the Netherlands, Belgium, France,
Germany and Switzerland — the countries with a primary in-
terest in this European spinal cord — and the United Kingdom.
The United States sent an observer and the ITF, the United Na-
tions and the Central Commission for Rhine Navigation were
among the organizations which sent representatives. This con-

ference laid the basis for the adoption of two detailed agree- .

ments at a second conference held in Paris in July 1950,

The first agreement would enable Rhine boatmen to remain
fully covered by social security regardless of the flag under
which they sail. A boatman who became sick or was injured
abroad would enjoy the same medical attention as the nationals
of the country concerned. His family would also be entitled to
the same medical care as the families of the country in which
they might be at the time. Periods of employment spent by
boatmen in various countries would be totalled for the calcu-
lation of invalidity, old-age and survivors’ pensions.

Under the second agreement, Rhine boatmen would enjoy
the following minimum conditions of employment on all Rhine
ships:

1) an eight hour day and forty-eight hour week in port;

2) ten hours rest at night in summer and twelve hoursin winter;
3) paid public holidays, to include New Years’ Day, Easter Sun-
day and Monday, Whit Sunday and Monday, Christmas Day
and 26 December in addition to;

4) twelve paid holidays after one year’s service with the same
undertaking

5) paid overtime;

6) a weekly day of rest;

7) special allowance to boatmen remaining on board for watch
duty during holidays;
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8) warm weather allowance for boatmen attending steam en-
gines; and

9) sufficient manning to enable the fulfilment of the above con-
ditions.

Machinery is also provided in both agreements to ensure that
the terms are carried out.

The leap remains to be made from the paper to the operation-
al plane. Neither agreement will become operative until ac-
cepted by the parliaments of the five countries. Switzerland
recently ratified that on social security and it is to be hoped
that — with encouragement from the trade unions — the Nether-
lands, Belgium, Germany and France will soon follow suit.

Ratification of the employment agreement is being held up
by Switzerland which has not yet fulfilled the conditions prelim-
inary to parliamentary action.

The final push is the most difficult and whether or not the goal
will be reached will depend largely on the effectiveness with
which the trade unions in various countries play their roles.

Labour will repossess New Zealand air lines

THE PRESENT NEW ZEALAND GOVERNMENT has
recently taken the first step towards its declared aim of de-
nationalizing New Zealand Airlines by accepting a tender from
a privately-owned air line company to operate a cargo service
between the North and South Islands, linking the two main
railway systems.

The New Zealand Labour Party has issued a statement re-
garding this action in which it announces its intention — if
re-elected at a subsequent General Election — of purchasing
at cost-plus-improvement any air lines so disposed of.

Transport and the national economy

‘I BELIEVE THAT THE TRANSPORT PATTERN of this
State, or for that matter any State, must be woven on the back-
ground of the national economy.’

The above quotation is taken from a speech on the Report
of the Commissioner for Transport, delivered recently in the
Queensland (Australia) State Parliament. It is, together with the
additional quotations given below, extremely instructive. The
speaker demonstrates, although obviously unintentionally, how
impracticable it is to attempt to ensure a sound national policy
of transport co-ordination within the framework of a world eco-
nomy, which s irreconcilable with any national transport set-up.

The relevant points from the speech are as follows:

‘It is a simple matter to make representations to the Minister
for Transport or the Commissioner for Transport for a permit
to be given to people to operate a road transport service in com-
petition with the railways, or for an air transport service, or a
shipping line, but it is another matter for the Minister or the
Commissioner to view that application in the light of the natio-
nal economy.’

‘It must be remembered that in this country we do not pro-
duce oil and that we do not produce rubber and that to a very
limited extent only do we make motor-cars and other motor
vehicles. Every penny spent on motor transport goes out of this
country, and that fact must not be forgotten when we are con-
sidering the transport pattern of this State.

‘We know also that many wealthy monopoly companies, such

as the oil companies, the rubber companies, and the motor-car
companies exist — and when looking at our transport pattern
we must see that we do not impoverish this State and place it
any more in pawn to the overseas rubber companies and the
overseas motor-car companies than it is now."

Jugoslavia denounces Soviet hegemony
on the Danube

JuGOSLAV DELEGATES who had been attending the fourth
session of the Danube Commission, held in Galatz, Rumania,
walked out of the meeting on 2 June alleging that the attitude
of the majority of the members of the Commission had made
it impossible for them to participate further in its work. The
head of the delegation, Dragoljub Djuric, announcing his dele-
gation’s decision to return to Belgrade and report back to the
Jugoslav Government, stated that the Cominform majority
were openly revising the Danube Convention in a way detri-
mental to the interests of the smaller Danubian countries and
that all their decisions were aimed at strengthening the Soviet
Union’s domination of this international waterway.

The Jugoslav newspaper Borba, in a comment on the dele-
gation’s withdrawal, declares that after three years of work
within the Danube Commission it has become quite clear that
the policy of the ussr with respect to the Danube is identical
with that pursued in the past by the Great Powers, although it
had been hoped after the Danube Conference of 1948 in Bel-
grade that the interests of small States would be protected.

Turning to the work of the session itself, the newspaper writes
that although, in order to maintain at least a pretence of inter-
national cooperation, certain Jugoslav technical amendments
were adopted, the most important proposals made by the Jugo-
slay delegates were rejected and they were left with no alterna-
tive but to walk out of the conference.

The new regulations on Danube navigation — adopted by the
Cominform majority after the Jugoslav representatives had left
— contain only vague formulations which make possible direct
interference in the internal affairs of the riparian States. For
instance, they fail to establish precisely the competence of States
with respect to the use of ports and quays situated on their res-
pective territories, providing only for the rights of vessels and
containing no stipulations regarding their obligations towards
the authorities of the riparian countries.

In effect, concludes Borba, these regulations aim at transfer-
ring the competence of the riparian States to the Danube Com-
mission and *hus, in fact, to the Soviet Union.

High cost of road accidents in USA

ADRESSING A CONFERENCE of motor truck owners recently
in Washington, the United States under secretary of commerce
for transportation revealed that the estimated annual economic
cost of traffic accidents, totalling $ 2,250,000,000 (nearly
£ 750,000,000), comes to much as was spent in 1950 to improve
the nation’s highways and about two-thirds of all road expen-
diture, including maintenance. :

He said that ‘the 1950 death toll on our highways set in moti-
on nearly 35,000 funeral processions; other traffic accidents
left about 90,000 persons permanently crippled or impaired;
less severe injuries afflicted another million people’. He added
that last year’s total traffic fatalities were about 11 per cent
greater than those of 1949,
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Fishermen ar work on the Dogger Bank

Europe’s expanding fishing fieets &, ..

THE WAR RESULTED in the destruction of a large part of
the fishing fleets of a number of countries. This was of
course particularly the case in the countries which were
involved in the war. The fishing fleets of Germany, Great
Britain, France, Holland, Belgium and Norway were greatly
reduced. On the other hand, some of the neutral coun-
tries were able to expand their fishing fleets considerably
during the war.

After the war there was a great need for increased sup-
plies of food, and it was natural that an attempt should
also be made to develop the fishing industry as much as
possible. In most couniries fish and fish products fetched
good prices. Plans were made for rebuilding the fishing
fleets, and during the five years which have elapsed since
the war a number of European countries have not only
rebuilt their fleets but have increased their capacity con-
siderably compared with pre-war days.

The Norwegian fishing fleet suffered very heavily as a
result of the war, even though the damage was perhaps not
so serious as feared at first. Nevertheless many of the boats
particularly the bigger types, were lost, and this part of
the tonnage it has not yet been possible to replace. Thus
we have at present fewer vessels of over 90 feet than in the
years 1939-1940
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After the war a great effort was made to rebuild the
fishing fleet, and it may be said that the target which was
set has been reached. The total capacity of the fleet is
estimated to be slightly more than it was in 1939. The
composition of the fishing fleet at 15 July 1948 as set out
in the table at the foot of this page.

During the past two years there has been little change
in the position as shown.

steam-propelled vessels ................ 151
covered petrol-propelled vessels......... 12,421
Open “Vessels .. ciaa v cen s s aie e 18,570
covered sailing VESSElS « o« o o sivie s aive v s 48
open vessels without engines .......... 1,780

Total 32,970




It is expected, provided the stock of winter herring does
not decline, that the amount of fish caught will in the
coming year be slightly higher than it was in the year be-
fore the war, when it was about one million tons. The
biggest increase is accounted for by herring.

Sweden’s fishing fleet grew considerably during the war.
At present it is being expanded by the acquisition of bigger
boats which can operate in distant fishing grounds.

Denmark’s fishing fleet in 1947 comprised some 68,000
tons and is expected a few years hence to reach 80,000
tons. This growth is largely due to bigger boats which can
fish in distant waters. The Danish fishing industry is at
present faced with difficulties partly due to the decline in
fish stock in the North Sea and partly to increased com-
petition in foreign markets.

The Faroe Islands have also increased their fishing
fleet considerably. It has nearly doubled since the war
and now totals about 30,000 tons compared with about
17,000 tons before the war. The Faroe Islands at present
have 38 trawlers, whereas before the war the number was
extremely small indeed.

Iceland’s fishing fleet today comprises some 50 trawlers,
most of them new modern vessels and many of them the
smaller petrol-propelled type of vessel. The capacity of the
fleet has increased considerably since before the war, and
consequently Iceland’s contribution to fish supplies is ex-
pected to show a substantial increase in the next few
years.

No data are at present available regarding the size of
the British fishing fleet. In 1939 it consisted of 1,472 traw-
lers and 662 small vessels engaged in herring fishing. In
addition Britain has some 10,000 small boats engaged in
offshore fishing.

The British building programme provides particularly for
the building of modern large trawlers for long-range fish-
ing and to some extent also for the renewal of the tonnage
engaged in offshorne and herring fishing. It is uncertain,
however, to what extent the trawlers operating in the North
Sea and neighbouring waters will be replaced, in view of
the fact that North Sea fishing has become particularly
unremunerative as a result of over-fishing.

Great Britain will no doubt also aim at increasing her
fish and herring catches substantially in the coming years.

The fishing fleet of pre-war Germany in 1938 con-
sisted of 373 trawlers, 168 luggers (boats built specially
for herring fishing and salting the catch on board) and
1,198 cutters.

This fishing fleet was heavily reduced by the war, but
since the war a great effort has been made in Western
Germany to reconstruct it. At first she was not allowed
to build trawlers exceeding 400 tons. This restriction has
meanwhile been lifted. At present, according to the inform-
ation available, West German shipyards are building 75
trawlers for the German Government, most of them of
550 tons.

In 1949 the German fishing fleet grew from 1.653 to
1,754 vessels. The 1949 fleet comprised 225 trawlers, 115
luggers and 1.414 cutters.

Germany’s cach of fish and herring before the war a-
mounted to 669,000 tons. The catch of Western Germany
reached 280,000 tons in 1948 and 470,000 tons in 1949,
This notwithstanding the loss of most of Germany’s export

markets. Exports to Eastern Germany, as far as known,
were negligible.

Certain circles in Germany doubtless aim to make her
independent of all imports of herring and fish.

As far as herring are concerned, it is nevertheless a fact
that there will always be a need for some imports, provid-
ed that the prices of the imported supplies are not too high.
Consequently there are grounds for hoping that we shall
be able to retain a market for our fish in Germany.

Good prospects
for South African fisheries industry

THE LAST TEN YEARS have seen important changes in the
structure of the South African fisheries industry. During the
war, new markets were opened up and the resultant increase in
the number of canning and fish-processing factories has enor-
mously improved the material position of the country’s fisher-
men. Most of the latter now enjoy incomes and a standard oy
living which could have been unthinkable prior to the war. The
old-style fisherman’s cottage has been replaced by new modern
accommodation, existing harbour installations have been mod-
ernized and new harbours constructed, whilst training schemes
for those employed in the industry have been introduced. There
are today in South Africa some 5,000 persons earning their
living as fishermen, with a similar number employed in the can-
ning and fish-processing industries. In all it is estimated that
approximately 50,000 persons are in some way dependent on
the fisheries industry for their bread and butter.

At the present time, the South African fishing fleet consists
of 2,219 vessels, made up of thirty steam trawlers, seven motor
trawlers, two steam vessels used exclusively for line fishing,
750 motor boats, 238 sail and rowing boats of more than thir-
teen feet in length and 1,243 dinghies of less than thirteen
feet.

In 1944, the South African Government took the step of set-
ting up a Fisheries Development Corporation in order to give
maximum aid to the industry. The Corporation helps both new
and existing undertakings with capital and, in addition, finances
and carries out research work. The Corporation’s original re-
search ship Africana I has recently been replaced by a more
modern vessel the Africana Il and the latter, equipped with
radar, echo sounding apparatus, etc. ,is at present engaged on
a two-year research voyage off the west coast, the main object
of which is a study of the pilchard.

The possibilities inherent in the South African industry ap-
pear to be virtually unlimited. It is assumed that the pilchard
shoals, found off the west coast and of such importance to the
country’s canning industry, form part of even larger shoals in-
habiting deeper waters. It is hoped that the investigation now
being carried out by the Africana Il will substantiate this as-
sumption. Only a small sector of the ocean and sea-bottom has
as yet been the subject of such investigations, but the results
already obtained show that there can be no doubt that, in the
foreseeable future, South Africa will become one of the world’s
leading sources of high-class fish products.
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The position of the seafarer in present-day Western Germany

A RECENT ISSUE OoF Hamburg in Figures, the official publica-
tion of the Hamburg Statistical Office, contains an interesting
demographic study of the position of the seafarer in the West
German Federal Republic. Basing himself on figures relating
to crew members returned during the official census of 13 Sep-
tember 1950, its author establishes the following facts regard-
ing the manpower strength of both the merchant marine and
the deep sea fishing industry.

In September, 1950, the combined labour force employed on
board merchant (inlcuding both coastal and deep sea) and deep
sea fishing vessels totalled 14,962 persons — of which 198 were
women, Of this aggregate, 9,100 persons or 61 per cent were
accounted for by the officers and crews of merchant vessels,
with the remaining 5,862 or 39 per cent being employed on
board deep sea fishing vessels. It should be noted that the fig-
ures quoted refer only to those actually employed in the two
industries and take no account of unemployed seafarers or
fishermen or those who have left the sea to take up employ-
mernt ashore.

A comparison with similar statistics for the year 1938 is
given in the next column.

In other words, a reduction in tonnage of 82 per cent has
resulted in the labour force employed on board being cut by
approximately 71 per cent, a development which is explicable
by the fact that the crew density of the larger and more modern
vessels which have been lost was less than that of the small
ships still being operated.

It is, however, when one comes to analyze the present struc-
ture of the labour force that one realizes how far-reaching have
been the consequences of tonnage losses and restrictions placed
on West German shipping operations. One is struck by the fact
that the percentage of the combined labour force now employed
in the deep sea fishing industry has trebled in comparison with
that of 1938, having risen from 13 per cent to 39 per cent. In
addition, one notices the important changes which have taken
place in the category structure of the labour force, changes
which are evidenced by the figures in the following table:
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Industry | 1938 |Sept.’50 % decr.
Merchant shipping ‘ 45,140 | 9,100 | -79.8
Deep sea fishing | 7,256 | 5,862 | —19.2
Total ‘ 52,396 | 14.962 | —71.4
Tonnage (in 1000 GRT) 4,358 774 | -82.2

Prior to the war there were in the German merchant marine
261 engine room ratings to every 100 enginers and artificers.
Today the figure has dropped to eighty-one .This development
is largely due to the fact that the proportion of motor vessels
operated has greatly increased as has also the percentage of
small vessels. The increase in the number of smaller vessels
used also explains the fact that the number of navigating offi-
cers proportinate to other categories is greater than in 1938.
The majority of such officers are accounted for by ships’ cap-
tains, whose improved relative position is shown by the fact
that there are today no more than sixty-five mates to every 100
captains as compared with 374 per 100 in pre-war days. The
a further increase is to be expected. The same holds true for the
proportion of deck rating employed has also increased, largely
as a result of the introduction of the three-watch system, and
engineers and artificers, since it is likely that any expansion of
German tonnage will result in an increased utilization of motor
as opposed to steam vessels. So far as deep sea fishing is con-
cerned, the relative position of the engine room personnel has
not deteriorated to the same extent as in the merchant marine,
whilst the proportion of deck ratings has shown a definite
tendency to rise since the end of te second world war.
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Merchant marine Deep sea fishing :-:o:

Category Sept. 1950 - 1938 Sept. 1950 - 1938 .:.:.
Navigating officers 2,300 4,342 ‘ 888 1,181 :':‘:
Artificers & engineers (including assistants) 1,113 3,833 \ 706 836 ':‘:‘
Other officers 83 1,665 31 94 162 X
Deck ratings 3,674 12,820 3,174 3,409 -:-:-
Engine room ratings 905 9,985 | 578 947 """
Galley personnel 549 4383 | 420 458 et
Steward personnel 332 6,676 | — 30 sele
Others 144 1,476 | 2 233 sxa

L
«

The category ‘Other officers’ refers to ships’ surgeons, supervisory personnel and wireless operators in the case of the merchant
marine and to wireless operators only in that of deep sea fishing. Thecategory ‘Others’ refers in the main to working family members.
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Turning his attention to the age structure of the individual
categories, the author of the study establishes that, in Septem-
ber, 1950, 42 per cent of all ships® captains in the merchant
marine had passed their fifticth birthday. On the other hand,
the average age of the mates was considerably lower.

Nevertheless, the numerical strength of the latter is such
that it will not be possible for all retiring captains to be re-
placed from among their ranks. Consequently it will, in future,
be necessary to fall back on those navigating officers who have
sought other employment ashore.

A similar position exists in so far as engineer officers are con-
cerned. Some 29 per cent of the men in this category were over
fifty years of age as at September 1950 and the existing pool of
engineering assistants is not large enough for replacement pur-
poses. In the case of the artificers again, the percentage over
the age of fifty is only slightly less than in that of the engineers.

The situation in the deep sea fishing industry is, however,

considerably more hopeful. Although the percentage of skip-
pers over the age of fifty is higher than in the merchant marine
(51 per cent), the majority of mates fall within the age categories
twenty-six to forty and there seem good prospects that gaps
in the ranks of both navigating and engineer officers resulting
from retirement can be filled from among the junior categories.

The conclusion drawn by the study’s author from his survey
of the present position is that, in view of the possibility of a
still further increase in tonnage, it has become a prime task of
the German maritime industry to train men in sufficient num-
bers for replacement purposes. Attempts will also have to be
made to attract at least some of those seafarers who have found
employment ashore back to the sea. The success of such at-
tempts will depend in no small degree on the wage and working
conditions current in the industry. Similar considerations apply
to the problem of how to attract German seafarers at present
serving on board foreign vessels back to the home industry.

The seafal'el's WE|fal'e Plal'l A model of American trade union achievement

By Paul Hall, Secretary-Treasurer, Seafarers’ International Union, Atlantic and Gulf District; Chairman, SIU Welfare Plan Trustees

IN THE SHORT TIME that the s1u Seafarers’ Welfare Plan has
been in existence, from | July, 1950, to date, it has more than
fulfilled our expectations. During negotiations with the opera-
tors, the Union’s Negotiating Committee steadfastly refused to
have the plan run by insurance companies. Examples provided
by other plans then in existence showed that too much of the
money went for administrative expenses, most of which was
profit for the insurance company administering the plan. Since
then, the experiences of other maritime unions, which subse-
quently negotiated welfare plans that were run by commercial
insurance companies, have proven us to be doubly right.

The Seafarers’ Welfare Plan is the only one which is self-
administrative, which means that practically every cent that
comes into the fund is available for benefits. Administrative
costs of the Seafarers’ Plan amount to less than three per cent
of the monies coming in, compared with upwards of eleven per
cent that is charged by insurance companies.

The Seafarers’ Plan is the only one with a steadily growing
reserve. As of today, the Plan has assets of $ 816,000: § 506,000
in governments bonds: $ 160,000 cash on hand, and approxi-
mately § 150,000 owed to it. (At any given time the Plan will
have money due, which cannot be paid until the ships at sea
have paid off. The more ships the s1u has made agreements for,
the more money it will have outstanding, payable at payoffs)

The Seafarers’ Welfare Plan is the most flexible. New or in-
creased benefits can be added any time the trustees agree that
the fund is in a strong financial condition. The recent doubling
of the death benefit to § 1,000 is an excellent illustration of the
flexibility of the Plan. At the present writing, new proposed
benefits are being considered. Which ones will finally be adopt-
ed will depend on the results of the careful survey being made
as to possible costs, desirability of one over the other, the future
state of shipping — which will affect future income, etc. But one
thing is certain. Nothing will be undertaken unless, one, it ful-
fils a need, and ,two, the Plan can succesfully carry the new load.

Another example of the flexibility of the Seafarers’ Plan was
demonstrated last year. A few days before Christmas, the Uni-

on’s Negotiating Committee proposed that the Welfare Plan
make a § 10 Christmas gift to the men in the hospitals. Imme-

diately the Union and the Shipowner trustees met, discussed

the matter, decided that the Plan could casily afford a holiday
gesture of remembrance and voted the payment. This is a small
example — though very important to the men laid up in hospi-
tals, far from their families and their friends. However, it does
prove two things: the flexibility of the Plan, which allows it to
act quickly, even unorthodoxically if necessary, to provide for
a seaman’s well-being: and that the Plan is not a cold, commer-
cial proposition, that both sets of trustees consider a seaman as
a human being, not a statistic in an insurance company ledger.

The Seafarers’ Welfare Plan is the only one that has such
liberal eligibility requirements: to come under the Welfare Plan,
a man need only have worked one day for a contracted com-
pany during the previous twelve months. Under the Seafarers’
Welfare Plan benefits are indefinite; a man is paid as long as he
is hospitalized.

In addition, the stu Negotiating Committee succeeded in
making eligible for all benefits, present and future, a group of
120 oldtimers who were so sick or so disabled that they had
been unable to work for years, and who could not meet the one
day a year requirement. Seamen all know that the most pitiful
cases of them all are those oldtimers, who, after having given
their lives to the sea are not any longer, through illness or acci-
dent, able to work and are left high and dry. The s1u was the
only Union to remember these oldtimers, although all unions
have them, and get for them benefits equal to those received by
men who can meet the work-eligibility requirement. Four of
these men, incidentally, have died since then, and the death
benefits were paid to their designated beneficiaries. The insure-
for-profit plan of the insurance companies are not interested in
the seaman’s welfare. The Seafarers are. :

We believe that the Scafarers’ Welfare Plan has made history
in the maritime industry. We believe, also, that as the superi-
ority of our Plan is better known to the trade union movement
it will serve as a model for other maritime organizations.
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Air crew shortage affects British civil aviation

THE BRITISH JOURNAL The Aeroplane reports that both pri-
vate operators of aircraft and the Government Corporations
in Great Britain are faced with a very serious shortage of air
crew personnel.

The shortage, said to be due to the increased intake of men
into the expanding Royal Air Force and a large-scale wastage
of men through unemployment during the five years following
the war, means that operators now facing what may well be one
of their most successful post-war years are being held up by a
grave lack of crews. British European Airways has stated that
its crews are under strength to handle summer commitments
and charter companies are finding it almost impossible to en-
gage the new crews necessary to handle their expanding busi-
ness. There is even a suggestion that members of the RAF may
be seconded to BEA in order to help the latter during its critical
summer peak period. Some credence is lent to this by the fact
that a few members of the Ministry of Civil Aviation possessing
valid licences have already been loaned to the Corporation for
the same purpose.

Staff shortage on South African Airways

THE BRITISH Modern Transport reports that there is growing
uneasiness among the South African travelling public regarding
the operations of South African Airways.

Questions have recently been asked in the South African
Parliament about stafl resignations from the airline. In reply,
the Minister of Transport said that every precaution to ensure
safety was still being taken. He agreed that the ground staff
was now not up to strength. The establishment of ground staff
should be 855 men, but the present number was only 734. He
stated that so far as he knew there had been no increase in the
number of emergency landings.

Replying to questions regarding recruitment, the Minister
said that it was not a strict requirement that all members of the
stafl’ must be bilingual. 1t was true that the general policy for
employment by the Government was that both Afrikaans and
English were required, but if there was a shortage of staff any-
body would be recruited whether he was bilingual or not.

New maritime safety equipment being tested

A NEW DEVICE for maintaining a continuous plot of ap-
proaching vessels at sea as seen on the radar screen is reported
to be receiving sea trials aboard a us tanker. The equipment is
intended to help navigators in avoiding collisions under low
visibility conditions by enabling them to determine the course
and speed of other vessels as shown on their radar screens.

It consists of an endless plotting chart on electrically-driven
rollers in an aluminimum case. The chart passes under a com-
pass Ting carrying an attached parallel rule and plastic half-
moon disc. The speed of the rollers can be adjusted to the speed
of the vessels on which it is used.

As it is small and compact, the device may be mounted ad-
jacent to the ship’s radar screen on the bridge, but it does, never-
theless. work independently of the radar. The compass ring can
be rotated so that it may be set and clamped to the ship's true
heading. The centre of the rotating roll of paper thus becomes
the position of the vessel using it, as is also the case with the
centre of a radar screen operating on board ship.
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As vessels are observed, their bearings and ranges are plotted
directly on the moving chart and the transparent disc carrying
the necessary scale and parallel rule enables the navigator to
compute quickly the vessels’ course and speed. The course,
speed and closest approach of any vessels observed may be
readily determined after two or more positions have been plotted.

International through tariffs for coal
transport urged

THE COAL COMMITTEE of the Economic Commission for
Europe (ECE) has recently asked the ECE Secretariat to approach
the Commission’s Inland Transport Committee with the re-
quest that the latter explore the possibility of establishing inter-
national through tariffs on a tapering scale for the transport of
coal in all cases where such tariffs do not already exist.

The Coal Committee is stated to have taken this step after its
attention had been drawn to the close bearing of international
transport charges on the cost of coal. It is pointed out that at
the present time international tariffs for certain types of traffic
are based on the internal tariffs of the various railway systems.
Such tariffs comprise firstly a basic fixed charge to which is then
added a second charge varying in accordance with the distance
over which freight is carried. Since the fixed charge itself is usu-
ally in excess of the true cost involved in the crossing of a fron-
tier, it is obvious that international transport is more and more
heavily penalized as each new frontier is crossed.

The possibility of applying to all goods international tariffs,
independent of internal tariffs and comprising scales tapering
with distance for the throughouf-haul, has been examined by
the ECE Working Party on Tariffs. The latter considered that
the introduction of such tariffs would constitute an effective
means of developing and facilitating international trade, but
that in order to reduce the risk of unbalancing the finances of
the railway systems, the study should be confined, in the first
place, to less than wagon-load goods traffic. At the sixth session
of the Sub-Committee on Rail Transport the International Rail-
ways' Union was requested to undertake such a study.

Since the Sub-Committee on Rail Transport in not expected
to be convened again until 1952, it is considered likely that the
Inland Transport Committee will request the Sub-Committee’s
Chairman to have the question of the application of internation-
al tariffs tapering with distance to the transport of coal placed
on the agenda of the next session of the Working Party on Tar-
iffs, which will be held in November or December of this year.
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Ernest Bevin memorial issue

A LIMITED NUMBER OF COPIES of the May
issue of the 1 TF Journal, dedicated to the memory
of the late Ernest Bevin, are still available at the
Secretariat, as are also copies of the original
photographs used to illustrate it, including the
last portrait of Brother Bevin. We shall be pleased
to supply those interested with copies of both
the Journal and photographs whilst stocks lagt.
Apply I'TF, Maritime House, Old Town, Clapham,
London, SW 4.
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The

Utrecht
Railwaymen’s
Conference

By P. Tofahrn,
Assistant General Secretary of the ITF

IF EVER ANYBODY HAS DOUBTED the usefulness of — let us
rather say the need for — periodic conferences of the Railway-
men’s Section of the 1TF, the conference held from 13 to 17
August 1951 in Utrecht should have contributed towards dis-
pelling such doubts. Nobody dreams of unifying the living and
working conditions of railwaymen throughout the world, but
most railway trade unionists are alive to the need for ascer-
taining which principles are of universal application to railways
and railwaymen and which must, sooner or later, guide the
action of every railway trade union. For this work the inter-
national conferences of railwaymen are indispensable.

At Utrecht four important resolutions were submitted. The
movers and supporters of three of these were told that some of
the principles they advocated could not be regarded as univer-
sally valid. Who was right? At a conference vou determine that
by a vote. However, the matter does not end there. Life goes on
and gives both the majority and the minority new opportunities
for thinking things over with a deeper insight than before.

Settlement of labour disputes on railways

Divergence of views occurred in the discussion of Brother
J.G. Baty’s report and resolution on the settlement of labour
disputes on railways, a subject that had not been on the agenda
at previous conferences. In this first discussion the delegates did
not come to grips with the problem. They were very inarticulate
in stating the points of disagreement.

Baty stated that the causes of disputes were conflicts of in-
terests which occur in one or more of the following three ways:
1) The railwaymen's claims to fair conditions of employment
clash with the interests of private owners of railways; or
2) They clash with private or special interests which disguise
themselves as the public interest; or
3) They cannot be met owing to the bad state of railway finance
resulting from the faulty transport policies enforced by govern-
ments and parliaments.

Perhaps in some countries the situation is more complicated
than that, but there is a good chance that even complicated sit-
uations can be reduced to these sources of conflict: In countries
where all or a substantial proportion of the railwaymen are

The headquarters of the Dutch Union of Transport Personnel in
Utrecht, scene of the International Railwaymen's Conference

civil servants, the conflict of interests may take other forms, e.g.
it may involve all civil servants and the whole of budget policy
instead of only railwaymen and transport policy. Is this differ-
ence in form also a difference in essence? Probably not.

With regard to the settlement of disputes, the conference
agreed with the mover that fully developed negotiating machin-
ery, empowered to deal with all questions arising between em-
ployers and employees, had to be regarded as the chief instru-
ment. However, we all know that sometimes employers and
trade unions cannot come to agreement. What then?

In a democratic State, the parties must be free to fight it out.
This freedom rules out compulsory arbitration. On that point,
there was agreement. However, before fighting it out, the
British, the Americans — and in theory also the Indians — try
public investigation. Both parties must appear before a special
body and, like plaintiffs and defendants in a court of law, state
and justify their claims and refusals. This procedure ends with
recommendations to the parties which, as a rule, form the basis
of a settlement. Brother Baty recommended the generalization
of this procedure because of his conviction that a well-informed
public opinion takes the side of social justice. His recommenda-
tion did not find favour with a number of delegates whose ex-
perience is that governments are wont to whip up public opinion
against the railwaymen when there is the threat of a railway
strike. The point was not debated and thus an opportunity of
showing the outsanding merit of the public investigation proce-
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On the platform at the Utrecht conference. From left to right:
P. Tofalrn, Assistant General Secretary, J. B. Figgins (UK),
Chairman, and H. J. Kanne, ( Netherlands), Vice-Chairman

dure, namely that it enables the trade unions to refute effectively
any incorrect or tendentious statement m'ide by employers or
authorities, was missed.

Participation in Management

Opinions differed too on the participation of railwaymen in the
management of railways. There was a general adherence to the
principle that, because decisions affecting the prosperity or
future of railway undertakings affect the lives of the railwaymen
and their families, the railwaymen should have a say in these
matters. Moreover, as they have a knowledge of their industry
which enables them to make intelligent and useful contributions
to discussions preceding such decisions, it is in the public in-
terest that they should be consulted.

Some delegates claimed advisory powers only. They argue
that while it should be compulsory for managers to consult the
spokesmen of the workers, a clear separation of the administra-
tions’ and the trade unions’ functions and responsibilities is
necessary for safeguarding the trade unions’ freedom to defend
the interests of the workers in all ¢circumstances.

However, the majority was not to be satisfied with the right
merely to advise the administrations; they claimed the right to
co-determination. That majority included workers’ representa-
tives on the boards of administration of nationalized railways.
These latter maintained that representation of the trade unions
on such boards afforded additional means of defending the
workers® interests but did not entail giving up the freedom to
attack decisions taken by the boards. In fact, they argued, the
trade union fight against bad decisions starts in the board room.

The mover of the resolution on the question of participation
in management, Brother Hans Jahn, gave an account of the
German workers’ fight for the right of co-determination. Co-
determination affects in the first place the strategic industries
— and these include the railways - which were controlled by
Hitler's most important supporters, Control over these indus-
tries may not be given again to oligarchic or political cliques. It
is of the greatest importance for the whole of Europe that the
German workers obtain in these industries a very large share
of power. This illustration showed that the question cannot
always be considered as a purely industrial matter. According
to the political climate prevailing in a country at a given time,
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trade unions may be satisfied with advisory powers or with a
minority representation on the controlling bodies, or they must
claim, as the German unions do, no less than half of the seats.

Participation in the control of the railways is not enough.
Railwaymen must also have the means to influence transport
policy and consequently must seek representation before or on
the policy-making bodies.

Railwaymen’s Pensions

Brother Devaux submitted a programme on railwaymen’s re-
tirement and survivors' pensions. Nobody found that it was too
ambitious or too timid. The programme advocates compulsory
retirement at sixty-five for the bulk of railwaymen, and at an
earlier age for those whose job uses their forces faster than
normal; in non-temperate climates also the age limit should be
considerably below sixty-five. In some countries the age limit is
already lower—in one country much lower—and the railwaymen
of these countries were urged to resist the raising of the pension-
able age. However, some delegates listened incredulously to
this exhortation. In Europe and North America, men and
women inall walks of life live longer now than in past generations
and the retired railwaymen of our time draw their pension for
many more years than those of thirty or fifty years ago. The
pension burdens are correspondingly heavier and in some cases
threaten to become crushing. In addition, men of fifty-five or
sixty resent more and more the obligation to retire while still
able to follow their calling. For many it is not only a question of
continuing to earn full wages instead of receiving a pension, but,
in addition, they object to being deprived of what constitutes
their principal interest in life.

Which is the correct system of financing pension schemes?
Devaux showed that the method of relating the amount of the
pensions to the capital accumulated in pension funds on behalf
of an individual worker has a severe draw-back, namely the loss
of purchasing power of money. Even when currencies remain
technically stable, Devaux maintained, the loss in the life time of
a generation is considerable. When currencies undergo devalua-
tions, the loss can be, and often is, catastrophic. Therefore,
Devaux thinks that the only sound method is to relate the pen-
sions of the pensioners today to the contributions paid by or on
behalf of the active railwaymen of today. The principle of soli-
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darity demands that those who work pay the pensions of those
who are no longer able to work. The pensions must be fixed in
relation to the wages and salaries earned by the active railway-
men of today and not to the wages and salaries earned by the
pensioners in the past.

The Utrecht delegates were not all prepared to follow that
road. They pointed to the fact that a combination of the ‘capi-
talization” and the *distribution” method was in operation in
some countries and yielded satisfactory results — at least at
present. The conference therefore abstained from making a
recommendation on the point.

Coordination of Transport

Coordination of transport was once more on the agenda. It will
still often be so because there is no likelihood that uneconomic
competition between rail and road will cease in most countries
in the near future. This competition leads to an oversupply of
transport equipment, entailing the haulage of empty railway
and empty road vehicles. The money wasted on needless haulage
of empty vehicles is not available for the improvement of the
conditions of employment of railwaymen and other transport
workers. As long as the fight against this waste must be carried
on we will discuss coordination.

Brother Bodeau had submitted a report and a resolution
dealing especially with the closing of unremunerative branch
lines. On this matter he had expressed ideas with which all rail-
way trade unions agree, namely, when the economic case of a
line is hopeless, give it up and don’t waste money. However,
look after the railway’s and the railwaymen'’s interests. When a
road service must be substituted for a railway service, let the
railway be responsible for the road service unless you have a
public body comparable to the British Transport Commission.
Further, see to it that the railwaymen remain in the service of
the railway undertaking and retain the rights acquired whilst in
railway emnployment.

The debate on the question showed the problem of coordina-
tion is not becoming simpler, The railways cannot apply a rates
policy that would enable them to take full advantage of their
technical superiority there where it exists. If the railways were
to charge the same amount for carrying a ton of coal as for
carrying a tan of silk, the raillways would often “beat’ the road

A section of the conference at work, showing speeches being interpreted into German (ITF interpreter standing on extreme right)

carriers but the disturbance in economic life would be such as
to compel governments to step in and stay the railways’ hand.
Many more aspects peculiar to the transport policy of the dif-
ferent countries were quoted: fiscal charges, obligation to carry
goods and passengers at reduced rates for national, social and
cultural purposes, etc. To give the railways what belongs to the
railways and the road what belongs to the road is a question
that must be settled by proper organizations of transport. On
the European Continent organization of transport is a problem
that is becoming less and less soluble within the boundaries of
each country. Certain transport undertakings must choose as
their field of activity not one country but an area comprising
several countries or parts of several countries; the number of
such undertakings is growing fast and they endeavour to reach
farther and farther afield. The European national States are
becoming too small for modern transport.

Towards a European Transport Authority

That fact will probably contribute more and more towards the
setting-up of a European Transport Authority than all appeals
for European unity, our own included.

The Utrecht Conference had before it a brief report showing
the progress the idea has made since the Railwaymen’s Confer-
ence adopted its Innsbruck resolution on the European Trans-
port Authority. The most notable event in these two years was
that the 1T7F resolution had induced the Strasbourg Assembly to
instruct a committee to draft a constitution for a European
Transport Authority. Several delegates criticized the fact that
such work was being undertaken without representation of
the 11TF, and fears were expressed that certain interests would
come to more or less private agreements which the trade union
movement would have to combat. A highly interesting con-
tribution was made by the Director of the Transport Division
of the Economic Commission for Europe, Mr P, Charguéraud-
Hartmann, an observer to the Conference. He showed that
all the work done by the Inland Transport Committee of
the ECE was relevant and preparatory to the organization of
European transport. He maintained that that Committee could
and probably would perform much of the work pertaining to
a European Transport Authority as envisaged by the 1TF.
Mr Charguéraud-Hartmann pointed out two important factors:
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the Eastern European countries are represented on the Inland
Transport Committee of the ecEk: the 1TF has the right to
representation on the Committee and is making use of it.

The Conference gave full credit to the work of the Ece and
acknowledged the fact that the 1'TF has a right to representation
there. However, the Conference had also to take note of the fact
that in another official Assembly the question is being discussed
without the participation of 1TF representatives.

The discussion showed that since the 1949 conference the
scope of the problem has widened on account of the plans for
working agreements between the ports of North-West Europe,
plans which have caused apprehensions on Southern Europe,

Transport of Arms

1t can hardly be said that any delegate was pleased to have to
discuss a question with so intense a political flavour.
TherrrCongressof 1950had adopted aresolution on the trans-
port of arms and it was held necessary to consider whether the
application of the resolution had shown any need to take further
measures. In the opinion of the conference there was no need
for special arrangements except representation of the railway-
men on the Central Vigilance Committee whose task is to coun-
teract any attempts to impede the transport of arms supplied to
Western Europe under the Atlantic Treaty by plotting labour
unrest in transport undertakings. The conference repeated the
appeal to conlmm carrying and handling arms the purpose of
which is to prevent or repel an attack against the [ree peoples.

Conclusion

We also discussed other matters: hours of work on Greek rail-
ways and on the railways of Asia and Africa. We devoted the
best part of a morning session to discussing an appeal for
support by the All-India Railwaymen's Federation and decided

to send a message to the Prime Minister of India, Mr J. Nehru,
asking him to help our Indian fellow railwaymen to obtain
justice from their employer. That question is not yet settled and
will be talked and written about on another occasion.

The Utrecht Conference may come to rank as one of the
important events in the life of the 11F, but not on account of
far-reaching decisions on matters of immediate importance.
The work done there should contribute to improving and intens-
ifying the work done by the affiliated unions at home because
it has enlarged the body of knowledge on important questions.
The conference was an encouraging experiment in internation-
alism. The atmosphere of comradeship was such as can only
exist in a gathering of people united by a common purpose. A
large measure of credit for this must go to the hosts: the Dutch
Union of Railwaymen and Tramwaymen - which has given
up this homely and historic name for that of “Dutch Union
of Transport Personnel’. The organization of the conference
inside and outside the Union’s spacious building was perfect.
The hospitality arrangements bore witness to the generosity and
cordiality of our Dutch fellow trade unionists and made the
delegates happy by being informal and instructive.

The Mayor of Utrecht and the General Manager of the
Netherlands Railway Company received the delegates and
treated them to eloquent speeches and refreshments. When the
Utrecht delegates have forgotten the names of the Mayor and
the General Manager, they will still remember that they were
received in a bell-tower which is a beautiful example of Dutch
craftsmanship of the late Middle Ages, and in an imposing
modern building which bore witness to the daring and skill of
contemporary Dutch architects and builders. They will remem-
ber Utrecht as a characteristically beautiful town where old
and new are mingled with very good taste, and the Utrecht
conference as a happy week of work and comradeship.

East Germany hurrying to complete new transport links

THE EUROPEAN EDITION of the New York Herald Tribune
reports that some ten thousand workers in the Eastern Zone of
Germany are working day and night to complete two new strat-
egic traffic lines which will make the East German transport
system independent of West Berlin.

The two projects now under construction are said to be a
railway loop around Berlin and a new canal linking the River
Oder with the coast. Once these are completed, the East Ger-
man transport authorities will no longer have to send railway
and barge traffic from one part of the Eastern Zone to another
by way of railway lines and waterways running through the
Western sectors of Berlin. The railway link is scheduled to be
finished by January next, whilst the completion of the canal has
been set for next May.

The East German news service ADN, in a recent statement,
has said that 2,500 persons are working day and night’ on the
digging of a canal - thirty-four kilometres in length — between
the town of Paretz and Niederneuendorf (west of Berlin). The
work was described as * the greatest construction project of the
German canal system since 1945°.

The Director General of Shipping in the Eastern Zone has
also termed the construction of the canal as ° the biggest task of
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all’ undertaken by the Communist inland waterway authorities.
He said that it was hoped to complete it “in the incredibly
short time of one year’. All other tasks would have to be
subordinated to this undertaking.

The New York Herald Tribune points out that the new (.anai
will link two already existing canal systems and will allow the
East German authorities to route their barge traffic from the
Elbe to the Oder and back again unhindered by Western ob-
servation and control.

It would also allow them to block off the Western sector
waterways, and thus stop barge traffic from West Germany
10 West Berlin, without making any difficulties for their own
transport system.

The strategic railway loop will serve much the same purpose
as the new canal. It will make it possible to route the entire
East German and Soviet rail traffic around Berlin and to cut
ofl the railway lines leading into the Western sectors without
jeopardizing East German transport.

The Soviet Zone newspaper Der Morgen says that “more
than 7,000 skilled workers’ are employed on the new rail scheme,
which will include the construction of at least seventeen
new railway bridges.




Berlin’s railwaymen fight for freedom

This heroic struggle continues unabated

THE GREATER BERLIN BRANCH of the German Railway-
men’s Union (an 17F affiliate) occupies a special and difficult
position among the fifteen trade union’s now affiliated with
the Berlin District of the German Trade Union Federation.

Although Berlin is under the joint occupation of all four of
the Great Powers — France, the United Kingdom, the United
States and the ussr — the railways of the city have, ever since
the Nazi collapse in 1945, been under the sole jurisdiction of
the Soviet occupation authorities. This situation has had most
unpleasant consequences for the railwaymen of Western Berlin
who, although living in the Western sectors and therefore
bound by the constitutional legislation of those sectors, are
nevertheless subject to Soviet labour law and social insurance
arrangements.

The fact that only part of their earnings is paid in West
German currency puts them at strong financial disadvantages
whilst, on the other hand, they are increasingly the object of a
campaign of terror carried on against them by the Soviet-dom-
inated Railway Administration and its stooges, including the
Railway Industrial Group of the so-called Free German Trade
Union Federation (FpGB) in the Eastern Zone of Germany.

This latter organization claims for itself a trade union mon-
opoly among the railwaymen of Greater Berlin, despite the fact
that the German Railwaymen’'s Union represents the vast ma-
jority of those railway workers living and working in the Western
sectors. In this claim it is, of course, supported by the Com-
munist Railway Administration which considers the Railway-
men’s Union of Berlin as a *criminal * organization and loses no
opportunity of victimizing and discriminating against its mem-
bers. Under these conditions genuine trade union work, i.e. on
the basis of real co-operation between the Railway Administra-
tion and the German Railwaymen’s Union, has been rendered
completely impossible.

It should not be thought, however, that the latter has shown
any intention of knuckling under to the Communist authorities
and their underlings of the East German pseudo-trade union
movement. On the contrary, its fight {or recognition as the only
trade union organjzation genuinely representing the railway-
men of Western Berlin has been vigorously prosecuted in the
face of what might seem to outsiders overwhelming difficulties.
Attempts by the Communist railwaymen’s trade union to absorb
or smash it have been strongly resisted and spurious appeals
for *unity " (under Communist leadership, naturally) have been
consistently and scornfully rejected.

The organization’s resistance to the Communist machine has
inevitably meant that many of its members have fallen victim
to the Soviet terror campaign. But, despite all efforts to intim-
idate them by gangster methods, the democratic railwaymen
of Berlin are determined tofight on until they have won the
right to genuine and unhampered freedom of association.

In so doing they are strong in the knowledge that they may
depend not only on the solidarity of their colleagues in the
West German Federal Republic and all other countries of the
free world, but also on the sympathy of liberty-loving railway-
men in the Eastern Zone of Germany.

The 1TF salutes the struggle of a small but infinitely coura-

geous band of men who, by their consistent opposition to
totalitarianism, have kept the torch of freedom blazing in an
area in which, but for them, it might by now have long since
been extinguished.

German transport unions
propose Federal Transport Council

ON 24 APRIL, discussions on current German transport prob-
lems were held between the Federal Minister of Transport and
the leaders of two 11 r-affiliated transport workers' unions. Dur-
ing the course of this meeting, the union leaders — Hans Jahn,
President of the German Railwaymen’s Union and Adolph
Kummernuss, President of the Union of Public Service and
Transport Workers — handed to the Minister joint proposals
for the creation of a Federal Transport Council. In effect, these
union proposals aim at a nation-wide coordination.

In their brief, the two unions have defined the tasks of the
proposed Council as follows:
1) to advise the Federal Minister of Transport, the Federal
Government, the Federal Parliament and the Federal Council
on all questions relating to transport economics and legislation.
This applies primarily to the ending of the present irrelation
between operational efficiency and politico-economic tasks; ra-
tionalization of the transport industry; and the construction of
roads, highways and transport installations;
2) to adopt an independent attitude towards all draft legisla-
tion, legal decrees and other measures affecting the field of
transport and to submit relevant proposals;
3) to further social development in the transport field:
4) to set up committees of experts which shall be entrusted
with the task of undertaking inquiries and investigations into
transport problems. In this connection, special attention should
be paid to investigation of healthy and harmful competition in
the transport industry, the problem of prime costs, coordination
and tariff questions:
5) to recommend the creation of autonomous administrative
organs for the rail, road transport, inland waterway and deep-
sea shipping industries which would aim at an effective coordi-
nation;
6) to cooperate in a European coordination.

CSU no longer recognized

The Canadian Labour Relations Board has recently driven
the final nail into the coffin of the Communist-dominated
Canadian Seamen’s Union (cSU) which, it will be recalled,
was expelled from the 17TF for its part in the Communist-
organized maritime strikes which took place from April to
July 1949 (see Death of a Union in our Januvary-issue).

The Board has announced that the union, once strong on
both the Great Lakes and the Canadian East Coast, has been
stripped of its bargaining rights in two tanker concerns - Texaco
and Shell. These latter were the last of the big companies in
which the €SU had been recognized.
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Decasualization
of dock labour ()

THERE 18 STILL A CERTAIN AMOUNT of prejudice, espe-
cially in employers’ circles, against the decasualization schemes
which have become a feature of the dock industry of some
countries, and there are also a number of other factors,
temporary or local, which sometimes hamper the smooth
working of such schemes. But the dockers, as an occupational
group, are satisfied that decasualization is sound and beneficial,
not only to the workers, but also to the industry and the com-
munity as a whole, and that practical experience will amply
vindicate their judgment.

The Dockers™ Section of the 1TF has latterly once more taken
up the question in order to get an international view of what is
happening in this field. As the inquiry proceeds we shall no
doubt have some pronouncements to make on the value of la-
bour decasualization and some suggestions as to what might be
done to bring such schemes within some form of international
regulation, with a view to preventing, in this field as in others,
inequality of standards acting as a brake on social progress.

The first initiative of the 17F in this direction dates back to
1945, just after the last war, when it sponsored a proposal on
the subject of dock labour decasualization at the first session of
the newly constituted Inland Transport Committee of the 1Lo,
As a result of that first initiative the Inland Transport Commit-
tee, when it held its third session in Brussels in May 1949, for-
mulated a number of principles for recommendation to Govern-
ments. Since then the 1L0 has been watching to what extent the
recommended principles have been accepted in the different
countries. The results of its observations are presented in a
survey made by Mr A.A.P.Dawson and published under the
title The Stabilization of Dockworkers’ Earnings, in the March
and April 1951 numbers of the 1Lo"s International Labour Re-
view. Showing as they do that nationally the Brussels principles
have already found a considerable measure of acceptance, they
provide an interesting background to the idea of placing deca-
sualization schemes on the basis of international regulation,
and we are therefore reproducing the Lo article in full in the
present and subsequent numbers of this Journal.

The evils of employment on a casual basis are now widely
recognized by Governments, employers and workers. Few
wage-earners can be assured of deriving an adequate annual
income by offering their services on call. With regard to dock-
workers,! who form the largest group of workers subjected to
casual employment in the past, the tripartite iLo Inland Trans-
port Committee is *convinced of the need for providing greater
regularity of employment for dockworkers’, and believes that




‘registers of regular dockworkers should be established in the
ports’ and that ‘consideration should be given to the need for
providing where practicable a minimum guaranteed income for
registered regular dockers who are available for work".?

Types of stabilization schemes

Definite attempts have made for more than fifty years to reg-
ularize the employment of dockworkers, and a number of
schemes of varying comprehensiveness and success have been
put into operation at different times. The measures of decasuali-
zation employed include various kinds of action having a sta-
bilizing effect on the income of each dockworker, even though
it may not be the primary purpose of every one of these kinds of
action to stabilize incomes. They include attendance money,
equalization of earnings, guaranteed minimum income, weekly
contracts and supplementary employment: and are described in
the following paragraphs.

Attendance money

In return for making themselves available at regular intervals,
at specified times and in certain places, and for being prepared
to undertake any work to which they may be assigned, dock-
workers covered by such schemes are paid attendance money in
respect of those calls® at which they are unable to obtain em-
ployment. The amount so payable is proportionate to the num-
ber of attendances by each worker within a period, and is at the
rate of a specified, fixed sum for each attendance proved. Failure
to attend certain of the regular calls when work assignments are
made, unless due to such excusable or inevitable factors as
sickness, involves not only forfeiture of an equivalent propor-
tion of the attendance money for the period, but may also in-
volve temporary or permanent suspension of rights under the
scheme, especially if the failure to attend is frequent. Attend-
ance money payments are thus based on the principle that the
worker undergoes a sacrifice and contributesa service in making
himself available for employment at regular intervals, waiting
perhaps a matter of hours for assignments that may not come:
and is entitled to compensation from the industry which benefits
thereby. Attendance money schemes in operation in Australia,
Belgium, Curacao, France, New Zealand and the United King-
dom, are described in detail later in this part and in the second
part which is to follow.

Unemployments benefits, if they are payable to dockworkers
as from the first day of involuntary unemployment and not only
after the first week without work, differ from attendance money
in that they are financed in part from sources outside the dock
industry, while the payment of attendance money is financed by
the industry itself.

Equalization of earnings

In so far as dock work has become specialized and skilled,
demand for dockworkers will switch from one type of skill to
another as the different types of cargo come in day by day, and
demand for the more experienced workers will naturally tend to
be heavier. Thus, a certain degree of inequality in the amount of
employment which each dockworker can obtain, especially in
terms of short-period averages, is inevitable. The experienced
worker earns more than the inexperienced, and the higher levels
of employment and earnings offered in return for certain types
of skill encourage the worker to acquire one of these types or
even more than one.

There are, however, factors which contribute to inequality in
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the distribution of employment and which are not inevitable.
These factors include lack of coordination in hiring and in the
flow of shipping, uncontrolled access to dock employment and
haphazard recruiting. Their character, and their remedies, are
outlined below.

Decentralized, uncoordinated hiring

In each dock there may be many places at which workers are
hired every day, each administered independently with no con-
nection or exchange of information between them, and too
distant from one another to enable workers to seek employ-
ment at more than one in good time. There is nothing to prevent
a surplus of labour vainly seeking employment at one hiring
point while at another place of recruitment too few workers
present themselves, and may be called upon to work exhaus-
tingly. This is quite simply remedied by reducing the number of
places at which all recruitment for the docks is handled, and ar-
ranging for intercommunication between them in order that
surplus workers at one point may be transferred to points at
which labour supply is deficient. This process can be, and has
been, carried further by maintaining intercommunication be-
tween ports as well as between the hiring points in each, and
arranging for the transfer of dockworkers between them when
necessary.

Uncoordinated shipping

The capacity of some ports is more fully used than that of
others, and the total capacity of a country’s ports may exceed
the volume of shipping which they handle. Thus, there arises a
need to coordinate the demand for dock labour as well as the
supply of it. Given a sufficiently comprehensive and adequately
authorized national administration, shipping may be redirected
in certain cases, or encouraged to reduce the pressure on busy
ports by making greater use of the ports with idle capacity.
Where total port facilities are more than adequate, shipping
may be concentrated in the most modern, best situated and
vital ports as a matter of long-term policy. with adequate provi-
sion for the retraining and re-employment of labour* and other
resources in the other ports.

Uncontrolled access to dock employment

The employment opportunities of those making their regular
living by dock work may be seriously threatened by inflows of
itinerant labour, or by persons seeking dock work either as a
stopgap between jobs elsewhere or as an occasional supplement
to regular employment in other occupations. This may be rem-
edied by placing restrictions on access to employment in the
docks.

Those classified as regular dockworkers according to some
formula become identifiable as being entitled to seek em-
ployment in the docks by means of a system of registration or
identity documents, other workers being given temporary ac-
cess to dock employment only at such times and for so long as
requirements exceed the supply of regular dockworkers. It is
¢lear that this remedy can only succeed in having a stabilizing
effect on dockworkers’ earnings if the number of men regularly
to seck work in the does not exceed or fall short of the average
level of demand for dock labour by a substantial margin. Other-
wise, such schemes lose most of their utility.

For instance, under many of the registration schemes in op-
eration today, the dockworkers are classified, not into one
group, but into several, the available work being distributed in
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such a way that all or most of the workers in any one of these
groups are hired before the workers in any of the other groups
lower in the scale of priority are offered employment.

In most cases, it is only possible to safeguard the security of
livelihood of that group of dockworkers with first claim to
available employment, since labour requirements will drop
from time to time to a level not much in excess of the number
in this group, and the earnings of workers in the other groups
will fall sharply. Thus, unless measures are continuously applied
to ensure that workers in these other groups are in fact
‘occasional’, “temporary " or ‘emergency ® workers, as they are
generally called, there is a great danger that only a certain
portion of the regular dockworkers looking to the ports for
their sole source of livelihood will enjoy stable earnings, while
the remainder of them, finding themselves registered in groups
with only a secondary claim to available employment, will
enjoy even less stability of earnings than would the average
regular dockworkers in the absence of any registration scheme
at all.

On the other hand, if registration restrictions are drawn too
tight, a shortage of labour will result, to the detriment both of
trade and, in the long run, of the economic security of the dock-
workers. Hence, control of the registers is a delicate and im-
portant matter.

Most of the important maritime nations have introduced
systems, and illustrations of some of the methods employed are
provided in the descriptions given in the second part of the
article.

Haphazard recruiting

Even in the absence of any policy of decasualization, there is
likely to be some element of preference, prejudice or favouritism
in the selection of workers awaiting calls each day. which has a
stabilizing effect on the earnings of those most frequently hired
as a result of their reputation for skill, industry and reliability
or by virtue of more arbitrary considerations. However, because
arbitrary considerations can play an undesirably large role,
hiring by rotation is more satisfactory. Rotatory hiring involves
the keeping of such records as are necessary to enable those
responsible for hiring to grant priority of employment to cach
dockworker, or each dockworker able to perform the task at
hand, in direct proportion to the length of time since he was
last employed. Under another method, which is not quite ro-
tatory and which requires more detailed records, each worker
is granted priority of employment in inverse proportion to his
total earnings (minus certain deductions for which provision
may be made) over a specified period in the immediate past.

Experience with both of these types of work rotation has
been gained in Sweden, where methods for the stabilization of
the dockworkers’ earnings vary considerably from port to port.
As soon as each registered worker completes a particular as-
signment, his name is added to the list and he is, figuratively
speaking, at the back of the queue. As new jobs are assigned to
workers at the top of the list and other workers join the queue at
the bottom of the list, his name moves towards the top. If he
knows how many workers are likely to be required at the next
few calls, he need not attend those calls if there are sufficient
workers in front of him on the list to meet expected demand.
However, if he is not in attendance at a call at which his name
reaches the top of the lost, it will be put to the bottom of the list
again. Persistent failure to make himself available for work
would involve the risk of removal from the register.




On page 119 and abaove : typical Swedish dockers at work

The *“statistical* method. by which work is shared according
to earnings, is applied in Sweden both on an individual basis
and, in some northern ports, on a gang basis. That is to say,
where the workers are hired in gangs, the gang to be re-em-
ployed first would be that whose total earnings for the group
were least during the immediately preceding period. Dockers
failing to attend calls when it is their turn to be allocated to new
employment may be penalized by the addition of a fictional
sum, or ‘blind payment’, to the record of their previous ear-
nings, thereby retarding their chances of re-employment. One
serious drawback of the statistical method is its adverse effect
on productivity, since those workers with the highest earnings
on a piece-rate basis are penalized by the relative diminution of
their right to re-employment.?

In the United States port of San Francisco, work is rotated
not only by the ‘queue’ method, but also by sharing out new
work in inverse proportion to the number of hours already
worked in the preceding period by those seeking a new job®,

Guaranteed Minimum Income

In New Zealand and the United Kingdom, as is described
below, dockworkers are guaranteed a minimum wage, their
earnings being kept up to a stipulated minimum level by such
additions as may be necessary at the end of each wage period.
This is not the same in effect as attendance money, attendance
money being paid irrespective of other earnings during the
wage period, while the guaranteed minimum wage is payable
only in so far as it exceeds the total earnings from dock work,
Lincluding attendance money, during the wage period. Nor does

the payment of a guaranteed minimum wage destroy the case
for attendance money. If hourly wage rates are relativelyhigh,
or the guaranteed minimum wage is low, a dockworker may
succeed in earning during the first two or three days of the week
a sum equal to the guaranteed minimum for the whole week.
His chances of employment [or the remainder of the week may
appear to him to be uncertain, so that an inducement has to be
provided to ensure that the will continue to report for work,
Attendance money constitutes such an inducement and is in
effect a payment for the service of attendance.

Weekly Contracts

From the dockworkers’ point of view, there is no difference in
economic security between a guaranteed minimum wage
— whether guaranteed to him by the State, by the employers in
association or by any other form of over-all dock administra-
tion - and a regularwage received underaweekly contract binding
him to one employer and entitling him to at least one week's
notice of termination of employment. In either case, there is an
equally stabilizing effect upon his earnings, and he enjoys the
same degree of economic security as wage-earners having sim-
ilar conditions in other industries. But from an administrative
point of view, there are important differences between employ-
ment under permanent contract and the guararitee of a minimum
wage. A guaranteed minimum wage scheme requires the estab-
lishment of special machinery and involves either close co-
operation between employers, or Government intervention, or
both. The cost of such a scheme has to be met and shared. If a
certain proportion of dockworkers are regularly employed by
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individual employers, the problems of decasualization are re-
duced, not only because fewer workers remain to be decasua-
lized but also because the tendency for workers to enter the
dock labour pool in excess of all labour requirements in the
docks is reduced. For instance, if there are 4,000 dock workers
in a given port, all casually employed and obtaining an average
of six hours’ work a day, the engagement of half of them (2.000)
under weekly contracts giving them an eight-hour day would
leave an average of only four hours” work a day for the other
2,000, some of whom will then be encouraged to seek other
employment and should be assisted in doing so. Reduction in
the size of the dock labour pool is the inevitable concomitant of
decasualization schemes in practically all ports, and for this
reason such schemes are best introduced in a peried of full em-
ployment. If no provision is made for facilitating the transfer of
surplus dockworkers to other occupations as an accompani-
ment of any measures taken to regulatize dock employment,
those measures will fail to contribute to the welfare of the
working people.

A considerable degree of regularity of employment has been
achieved at Haifa, where a majority of the port workers are
employed on a non-casual basis. There are about 2,500 workers
in this Israeli port. Of these, 600 have regular employment as
Government workers, customs officials, clerks. and labourers
doing building and road repair work for the Port Authority,
and are organized in a Union of Government Employees. The
other 1,900 belong to the Haifa Port Workers™ Union, which
has signed a contract with the employers, endorsed by the Port
Authority and valid until the end of 1951, ensuring regular
employment for as many as 1,400 of its total membership. Un-
der this contract, the latter are guaranteed twenty-five to
twenty-six days of employment a month, except in case of
earthquake, blockade, or strikes in other ports reducing the
volume of trafficat Haifa. Now workers may be hired on a per-
manent or temporary basis as the need arises. Workers are dis-
missed only after consultation with the Union, with rights of
seniority upheld. Wage rates are set according to the national
cost-of-living index, and there is a graduated group bonus for
work performed above a certain norm per day agreed upon by
a Work Production Committee, which is composed of repre-
sentatives of the employers and the workers.”

In Poland, dockworkers were employed very irregularly for
periods of short duration up to 1939. At the present time, how-
ever, their economic security is in practice assured by the exis-
tence of one large organization known as Portorob (Workers'
Stevedoring Enterprise) which undertakes nearly all of the
handling of cargo and employs most of the dockworkers on a
regular basis. The Central Marketing Office of the Coal In-
dustry, Paged (the Polish Wood Agency) and the Hartwig in-
ternational despatching agency, are the only other employers of
dockworkers. The workers are engaged by Partorab through
the employment office, and are offered permanent contracts
assuring them of continuous employment. This is achieved by
assigning them to other work in the ports or in the immediate
locality when ordinary dock work is slack, and by undertaking
to supply the three other employers mentioned with some of the
dockworkers they need from time to time.?

Supplementary employment

Finally, the total earnings if dockworkers are made more stable
— in the absence if attendance money or guaranteed wage
schemes covering all of the workers — if they can obtain supple-
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mentary employment in other occupations on those days when
they are unable to obtain work in the docks. Publicity and in-
formation can be provided giving guidance to dockworkers as
to the kinds of supplementary employment which they would
be able to do and which are available in their locality, and pro-
jects may be actually initiated to provide such supplementary
employment, as measures of relief in the event of a trade reces-
sion, damage to equipment and facilities, or any other factor
causing prolonged unemployment.

During the war, the volume of unemployment became very
serious in Swedish ports as a result of the impediments to trade
arising from the hostilities, and dockworkers were encouraged
to turn for support to such supplementary employments as
fishing, forestry work, the manufacture of skiing gaiters, shoes,
utensils and tools, toys, souvenirs and furniture, housebuild-
ing, and blacksmith’s work. Moreover, arrangements now
exist between port employers and employers in adjacent work-
places whereby the ‘occasional dockworkers’, who are in a
category having only a secondary claim to dock employment,
may be readily transferred between dock work and their work
for these outside employers.?

Attendance money, guaranteed minimum wage and registration

Practices which have a stabilizing effect upon, or are intended
to stabilize, the earnings of dockworkers have been classified in
the foregoing discussion under the five headings of attendance
money, equalization of earnings, guaranteed minimum income,
weekly contracts and supplementary employment. An adequate
description of the various forms in which these practices appear
in the different parts of the world cannot be given within the
limits of a brief survey. The remainder of the present discussion
if therefore limited to a detailed consideration of the three types
of stabilization measures which appear to be most effective: at-
tendance money, the guaranteed minimum wage and registra-
tion. In so far as dockworkers continue to be hired on a day-to-
day basis, the only manner in which their earnings can really be
adequately stabilized is by providing in one way or another for
the payment of attendance money, for the guarantee of a mini-
mum wage and for such measures, including the registration of
both workers and employers, as will ensure that the demand for
and supply of dock labour is equated at a level just sufficient to
handle the volume of traffic in the ports at all times. Measures
providing for attendance money and a guaranteed wage are
much more effective than any system for the equalization of
earnings can be by itself. Supplementary employment is an
inadequate and unreliable support not available at all ports.
Weekly contracts, while they simplify the problem and should
be encouraged and extended as far as possible, cannot comple-
tely replace the need for attendance money and a guaranteed
wage unless the vast majority of the dockworkers are taken
into the permanent employ of some body strong enough to bear
the burden of an inelastic payroll in the face of widely fluctu-
ating receipts as the volume of port traffic varies. Under these
conditions the economic security of the workers would be as
great as under a scheme of attendance money and a guaranteed
wage, but the level of efficiency — of output in relation to cost —
would probably not be as high. The necessity to harmonize the
two objectives of economic security for all dockworkers and
economic efficiency in the performance of all dock work cannot
be overemphasized. Not only are the broader interests of the
whole community in general and of the consumer in particular
involved, but also the welfare of the dockworkers themselves in
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the long run, since their livelihood depends indirectly on the
relationship between dock labour cost and the volume of trade.
In considering the details of attendance money and guaran-
teed wage schemes it is convenient to treat each country sep-
arately, in order to gain a complete and integrated picture of
the administrative machinery established in the docks of each.
(1o be continued)

I. Attention is drawn in these articles to all schemes which stabilize the incomes
of those who are employed on a casual basis in docks and ports. The schemes in
operation today have a coverage which varies from country to country and do not
always provide for all those included within the term ‘dockworker’, ‘stevedore’,
‘longshoremen’, or whatever other name is given in each country to those who assist
in the ‘turn around’ of ships and the handling of their cargo in ports. Thus, the term
‘dockworker’, as used throughout both articles, refers 1o those portworkers for
whom provision is made by the different stabilization schemes under discussion.

2. In a resolution concerning regularization of employment of dockworkers,
adopted unanimously at the Third Session (Brussels, May 1949),

3. A ‘eall’ (or ‘turn’) is an occasion on which hiring of dockworkers or their as-
signment to jobs takes place, and recurs regulatly, once or twice each working day.

4. In so far as there is no need for such labour in the ports 10 be retained.

5. Handelsdepartementet: Stuveriverksambheten i Svenska Hamnar (SOU [947: 28,
Stockholm, 1947),

6. International Labour Organization, Inland Transport Committee, Third Ses-
sion, Brussels, 1949, Report 11: Decaswalization of Dock Labour (1LO Geneva, 1949),
m 19

7. Louise Hoffmann: Halfa's Part Workers, in work (Chicago), May 1950,

8. Prreglad Zwiazkowy (Warsaw), No | January 1950, p.39.

9. Steveriverksambheten | Svenska Hamnar, op. cit.

Jugoslavian rules for Danube navigation

THE JUGOSLAV FOREIGN MINISTRY has now sent a Note to
the Danube Commission informing it that the Jugoslav Govern-
ment will draw up its own rules for navigation on the Danube
which, while keeping to the Danube Convention, will include
all those provisions rejected by the Soviet satellite majority at
the Fourth (Galatz) session of the Danube Commission and
exclude provisions adopted there which run counter to the spirit
and letter of the Danube Convention.

It will be recalled that the Jugoslav delegation to the Danube
Commission’s Galatz session walked out after the Cominform

majority had refused to accept Jugoslav amendments to the
Soviet draft of the basic rules of navigation on the Danube. The
delegation. accused the Cominform countries of attempting to
establish a Soviet hegemony on the international river.

The Foreign Ministry Note points out that the Jugoslav dele-
gates at Galatz had exerted every effort towards the adoption
of basic rules which would meet the real needs of safe and frec
navigation and ensure the rights and legitimate interests of all
Danubian countries, To this end, it had submitted a number of
amendments to a draft which, in addition to being incomplete
and imprecise, contained provisions which favoured one coun-
try — the USSR —to the detriment of all other riparian states.

Giving additional reasons why the Jugoslav Government
could not accept the rules which had been adopted, the Note
affirms that these did not even clearly confirm the competence
of each riparian country to adopt provisions on the employ-
ment and control of its ports and banks, or define the obliga-
tions of vessels towards the competent authorities.

Furthermore, the rules granted absolute priority of passage
to vessels navigating the main stream over vessels entering the
Danube from its tributaries. This constituted direct discrimina-
tion against Jugoslavia, since there are several tributaries within
her territory which are constantly used by Jugoslav vessels.

Nor did the rules adopted contain provisions confirming the
sovereign right of the authorities of the riparian countries to
investigate, in accordance with the spirit of the Danube Con-
vention, the causes of damage, collision and other losses caused
by foreign vessels within their territory.

In conclusion the Jugoslav Note declares that * the majority
endeavoured to impose upon the riparian countries the greatest
obligation, while not granting them corresponding rights of
navigation, which, in fact, coincides with the interests of the
Soviet Union in view of its position and the existing relations
between States in the Danube Basin’,

Gold braid and human sharks

A picture of lite in Gdynia today

Gdynia — Poland’s most important seaport — is situated on the
Gulfof Danzig, approximately eighteen miles north-west of Danzig
in the district of Pomorze. In 1949, it had a population of 115,000,

When, after the first world war, Poland did not obtain Danzig,
a start was made with the construction of a Baltic seaport on
Polish territory at Gdynia, then an unimportant fishing village. In
1950, the port occupied an area of fourteen square kilometres,
with quay space twenty-three kilometres in length.

After a direct railway line for the transport of coal from Upper
Silesia had been opened in 1931, Gdvnia became the most
important junction for the export of Polish coal and one of the

In the Baltic Sea

IN MAY, 1950, A SHIP OF UNKNOWN NATIONALITY was
found drifting in Swedish territorial waters in the Baltic. When
Swedish coastguards went on board they found not a single
living soul. The motor was silent, whilst the galley showed
every sign of having been left in haste. A mealin the captain’s
cabin stood untouched, the drawers of his desk had been

most-used Baltic seaports. In some years, its traffic exceeded that
of Danzig. During 1950, 7,108 vessels of some 6,700,000 regist-
ered tons entered the pori.

Direct shipping routes connect Gdynia with Scandinavia, West-
ern Europe and America. Before the war, it was a base for the
Polish Navy and had some importance as a fishing port. Today it
occupies a key position in the Cominform’s military plans for the
Baltic area.

The following firsi-hand account of life in this contact-point
between East and West is reprinted in translation from the official
Journal of the \1¥-affiliated Norwegian Seamen’s Union.

pulledout and their contents emptied on ta the floor. In the
crew cabins everything lay about in the wildest disorder. Lockers
were empty, drawers had obviously been ransacked and bedding
ripped apart.

During the course of 1950, five small motor vessels and sailing
ships were found deserted and drifting in the Baltic. Two of
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Aview of the reconstructed port of Gdynia. The Polish M S Batory,
centre of controversy in New York and more recently in Bombay.
is seen to the left of the picture

them were Polish, the others had no identification markings.

What had happened? No-one knows nor is anyone ever likely
to know. But those who have some acquaintance with the
methods of the Communist Police State will be able to guess
what drama had been played out on these crewless vessels.

This year there were still other boats, other ships — loaded
with refugees on their way from the ‘People’s Democracies’ to
freedom. Some of them reached their goal, others were inter-
cepted by those sharks of the Baltic - the naval police — whose
fast patrol boats scour the sea for victims at all hours of the day
and night. Innumerable cases in which Scandinavian and West
European ships have been intercepted by Polish naval vessels in
Baltic international waters can be cited. What was the reason?
Suspicion of smuggling of arms or spies, based on information
received from agents operating in the dockside pubs of Danzig,
Stettin or Gdynia.

Welcome in Gdynia - new style

A bitterly cold January wind welcomed us as the s.s. Fossli
steamed into Gdynia’s India Quay.

It was late at night and freezing hard, but neither time nor
weather means anything to the Cominform naval police. With
bayonets fixed and Russian machine pistols slung loosely over
their shoulders, their reception committee stood, ready and
waiting, on the quay. A little while later, ten men marched.on
board to have a closer look at us. Passports have to be sur-
rendered and are closely examined by Polish naval officers, who
are accompanied by a member of the Cominform’s secret police.
The firemen and deck hands who are off duty have to give up
their night rest and turn out on deck. And here we must stand,
teeth chattering and stiff with cold, whilst the military police go
over the ship with a fine toothcomb.

What's going on? Has the war begun already? Do they think
we're carrying a cargo of tanks and fighter-planes?

But the police officer only smiles broadly:

*Just normal passport and currency control’, he says.

A People’s Democratic control. They open lockers, pull out
drawers, look behind doors, shine their torches into ash con-
tainers, open the boiler of the donkey-engine, carefully examine
the air vents.

Heavy army boots tramp over the boat deck as if the ship
belonged to them, search and rummage about. Only when
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they have turned the whole vessel upside down and looked
into every nook and cranny, only when they are quite certain
that we have weapons and no spies on board, do they leave.
Then and only then are our passports returned and we are free
to go back to our quarters to try to catch a couple of hours’
sleep.

Down there on the quayside, however, the military police are
still keeping watch, with machine pistols pointed menacingly in
case anyone should try to smuggle himself into the country
without papers.

In the early morning, after having been given a pass by the
police stationed at the foot of the gangplank, we walk up to-
wards the bus stop. A shadow detaches itself from the darkness
and approaches us — a man in uniform.

‘Polish money? Swedish money?

*‘No!*

‘Cigarettes? Stockings?

‘No!

He runs his hands over us, searching every seam. Pocket book,
suit and overcoat are all investigated. But he doesn’t find any-
thing and finally lets us go.

A little further on, we are approached by Gdynia’s man in the
street.

‘Business? Geschiaft? Anything to sell?””, he whispers in a
hotch-potch of languages.

Others appear, repeating the same monotonous phrases, Any-
thing to sell? Business? They follow us like hungry dogs, then,
unsuccessful, they shake their heads ruefully and melt back into
the darkness.

At first sight it seems that that part of Gdynia’s population
which is not in uniform lives from the black market and seamen.
You will be amazed at the number of Polish military police who
patrol the streets and at the jeeps full of gold-braided officers
which race to and fro. The ordinary people of Gdynia, however,
walk around in simple, rather shabby clothes and do not look
much different from those in other places. In the pubs you can
drink vodka and beer and dance until far into the night.

But go into the bars in the side-streets one evening. Go into
the Central Café or the night club near the railway bridge, and
notice the men in civilian clothes who sit down near you and
listen carefully when you discuss your problems with an English
seaman.

Here — in these night-spots — you will find the Cominform’s
busiest agents hard at work. You will see Polish ‘seamen’, who
are not seamen at all. You will find girls — speaking English and
the Scandinavian languages — who are also working busily, Not
all of them are prostitutes. Some are speculating in the secrets
of the cold war - in spying, in hunting down refugees and in
murder.

Let us, for example, take the case of Mr Davenport — the
first mate on board a British ship which called at Gdynia some
time ago.

Davenport got to know an English-born girl in the Central
Café. Glad to have met a fellow countrywoman, he told her in
confidence that he was engaged in helping political refugees to
escape to Western Europe.

His confidence was, however, misplaced for he was imme-
diately arrested and put in gaol, together with two of his ship-
mates who knew about the refugee transports.

This all happened many months ago, but to this day no-one
has any inkling of their fate. An enquiry made by the British
authorities was met with the reply that the Poles had never heard
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of either Davenport or the other missing members of his crew.

Another point which should perhaps be mentioned here is
that in present-day Poland the death penalty has been intro-
duced for the crime of selling foreign currency. In fact not only
the death penalty, but also summary trials. That means that if
one is caught by the police, one can be shot out of hand.

Poland’s key position

In order to understand the reason for this sinister atmosphere of
intrigue and the brutal regulations which have been introduced,
it is important to remember that Poland occupies a key strategic
position in the Cominform's military plans for the Baltic. Every-
where fortifications are being built, submarine bases and rocket
ramps constructed and batteries of naval guns placed in posi-
tion. The whole strength and resources of the Polish nation are
being conecentrated on the armament programme.

The effectiveness of these plans stands or falls on whether or
not refugees are able to escape from Poland and tell the outside
world about conditions there. In other words, provided that no
news of what is really going on there or information which could
in any way disclose the real face of the ‘People’s Democracy’
can seep out.

How important are these bases for the Cominform becomes
obvious when one learns that the intelligence service in the Bal-
tic ports is responsible to the Soviet Minister for State Security.

As chief of its spy service in Poland, the Kremlin .has
appointed one of its most feared underlings, Lieutenant-
General Peter Mikhail Mikhailovitch, a merciless MGB chief
who lives in the Russian General Consulate in Gdynia - one of
the city’s finest buildings and which, incidentally, was the head-
quarters of the Gestapo during the war. Mikhailovitch is the
head of a military intelligence service which stretches from Stet-
tin to Moscow and is responsible only to the Kremlin itself.

His immediate subordinate is Colonel Sviridov. Sviridov is
the planner and conspiratoral genius of the spy service. He was
formerly a trusted agent on Malenkov's staff of police spies and
informers.

In Danzig, the intelligence service is led by Colonel Alexis
Vassilev, who not only plans its activities in Danzig, but also
organizes the recruiting of informers and contacts. His second-
in-command is the twenty-five year old Captain Smirnov who,
from time to time, has made journeys to Liibeck in the British
Zone of Germany to contact Communist agents there.

Apart from these four, there arealso a number of other notor-
ious international Communists who have been entrusted with
special tasks within the Baltic spy service, as well as in inter-
national shipping. It would take too long to describe all their
activities here, but it may be mentioned that their unscrupulous
activities were not unknown to the 1TF even before the out-
break of the war.

Gaught in the ideological net

A Polish Press Agency announcement lets the cat out

ON 3 JULY, THE POLISH PRESS AGENCY announced to the
world that in future ‘ Polish deep-sea fishing vessels are to have
special instructors on board during the voyage to organize
ideological training for the crew’.

On learning this, one is inclined to wonder exactly why Polish
‘deep—sca fishermen have been singled out for special attention
by their Government. Has the free air to the high seas perhaps
become a pernicious environment in which the only ideology
recognized and, presumably, well-established in the new
People’s Democracy is unable to thrive? Could it be that Polish
fishermen are sometimes tempted to discover for themselves
exactly where behind the horizon the Iron Curtain ends?

Although we would very much welcome some enlightment
on these points, the Polish news agency unfortunately seems
rather reticent as to the reasons for the innovation. Of course,
we readily agree with the Polish authorities on one fundamental
fact, namely that ideologies are environmentally conditioned.
On the other hand, however, we have no reason to believe that
Polish fishermen differ from their colleagues in other countries
in that they are in constant contact only with their occupational
victims — fish. And, in view of their dumbness, we hardly think
that the latter could constitute a source of political contagion
which would justify a political commissar accompanying the
hard-working fishermen throughout the whole of their fishing
{rips. After all, it must be no small inconvenience for the poor
fellow who has to do it.

Really, it all sounds most puzzling and we think that the Polish
Press Agency’s reports should be censored more efficiently.

of the bag

Posteript

If we are to judge from a report received after the above was
written, the virus (whatever it may be) appears to have been
transmitted to the fishing fleet via the Polish merchant marine.
The Polish Government has announced, in a decree dated
30 June, that it has decided upon the creation of a corps of
merchant marine *officers for culture and education’ who will
enjoy the same status as the ship’s master so far as all matters
connected with *culture and education” are concerned.

A general impression of the Gdynia quayside, showing Polish
fishing vessels unloading their catch
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Meeting of UN experts
on road signs and signals opens

THE sEcoND sEssiOoN of the United Nations Group of Ex-
perts on Road Signs and Signals was opened at Geneva on
13 August.

After adopting its agenda and electing its chairman, the
Group began consideration of the first substantive item, namely
‘the examination of results of field tests of danger {(warning)
signs conducted under the direction of the members of the
Group of Experts’.

In welcoming the Experts, Mr D.Owen, Assistant Secretary-
General in charge of the United Nations Department of Econ-
omic AfTairs, remarked that at the first session, which was
held in New York, they had been able to observe the American
system of road signs. They would now be given an opportunity
of observing the other principal system, the European.

Mr Owen summarized the events which led to the formation
of the Group, the important progress achieved at their first
session, and the equally important work carried out between
the first and second sessions, under the direction of the various
members of the Group, by the competent authorities in their
respective countries.

He expressed his belief that a solution of the problem en-
trusted to the Group would not only be an important contribu-
tion to the promotion of world safety, but, in furthering the
cause of uniting the nations of the world, would contribute to
the broadest objectives of the United Nations.

The terms of reference of the Group of Experts provide that
it should meet for the purpose of studying the problem of de-
vising a unified world-wide system of road signs and signals and
should thereafter make recommendations based on its findings.

In their report on the first session, which was submitted to.

the United Nations Transport and Communications Commis-
sion, the Experts indicated the measures which it was possible
to recommend at that time, and indicated aspects of the problem
requiring further study by the Group.

The Experts subsequently decided to carry out investigations
in their own countries before making specific recommendations
at their second session. These investigations included studies
for a uniform system of warning and other regulatory signs,
signals to be given by traffic police etc., as well as laboratory
tests on human reactions to certain colours under different
lighting conditions.

The results of these enquiries will be examined at the second
session, which is expected to last about four weeks. From them
the Experts hope to evolve a new world system of road signs
which will be finally embodied in a draft convention.

ECE working towards
a coordinated European t(ansport system

DELEGATES FROM FIFTEEN COUNTRIES and many interna-
tional organizations, who recently attended a meeting of the
Inland Transport Committee of the United Nations Economic
Commission for Europe (ECE), reached agreement on the major
aims of a general transport policy for Europe. They also agreed
on an intensive work-programme to achieve those aims.

The Committee placed on record that the object of the gen-
eral transport policy ‘is essentially to organize transport at the
European level in such a way as to provide the required services
as economically, efficiently and uniformly as possible, to facil-
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itate trade and to reduce the cost of the goods carried’. In order
to achieve that aim ‘it will be necessary, in particular, to coor-
dinate investment in the various branches of international
transport and to practise a policy of international tariffs’.

The necessary bases for a general transport policy, without
which any decisions would be taken ‘“in the air’, are mainly
statistics, actual transport costs, flow of traffic. When con-
sidering investments, in order to decide whether better to devel-
op certain traffic by road or by improving railway lines, it is
necessary to know how much the roads or the rail lines would
cost, how much investment is required, and what flow of traffic
could be expected. These are extremely complicated economic
and financial questions which the Inland Transport Committee
has been studying for two years, and which it now considers
sufficiently advanced to enable it to specify aims by considering
the problem in all its aspects.

For the next stage in its policy work, the Committee has
decided to re-organize its structure so that it can deal with
European transport costs, accountancy and tariff problems for
all forms of inland transport (road, rail and inland waterway)
simultaneously. The Committee itself will, from time to time,
hold special sessions to coordinate activities in general transport
policy-making, and to keep its programme up to date with
changing needs. The first of these special sessions has been set
for 8 January, 1952,

Far East inland waterway experts
tour Europe and USA

TWELVE EXPERTS on inland water transport form six Far
Eastern countries — Burma, India, Indonesia, Pakistan, Thailand
and Viet-Nam - are now engaged on a three month-tour of
Europe and North America in order to observe technological
advances in river and canal transport. The tour, the first of its
kind to be undertaken under United Nations auspices, is spon-
sored jointly by the Technical Assistance Administration (TAA)
and the Economic Commission for Asia and the Far East
(ECAFE).

The proposal for the tour originated in recommendations
made by an Ecare Committee of Experts on Inland Transport
and endorsed by ECAFE at its Seventh Session. ECAFE proposed
the formation of ‘a team of technical inland water experts,
drawn from several countries of the region, to study abroad the
technological advances in inland water transport methods, and
thereafter to submit a detailed report ...

The primary aim of the tour is to study improved types of
craft, including tow-boats, which would be most suitable for
introduction into Asia and the Far East. The experts will also
seek ways of improving Far Eastern waterways.

In Thailand, Burma, Pakistan and India — also to be visited —
the group will study existing inland water transport problems,
and will hold consultations designed to establish a regional
approach to the subject matter of the tour.

One problem of particular interest to the countries of the Far
East is the need to increase the carrying capacity of the small
craft known as ‘country boats’, the most common type of river
boat used in the region. The mobility of these country boats is
poor, since they are dependent on wind and current. Accor-
dingly, ECAFE has recommended that a demonstration project
be organized for experimentation with ‘suitable tugs, pusher
craft, or other means of moving country boats and barges on
inland waterways’. It is intended that, following the conclusion



of the present tour, such a demonstration project will be under-
taken on a selected strefch of a waterway in the Far East; the
terms of reference of the group of experts include the making
of recommendations concerning the ultimate form and method
of this demonstration.

On the basis of these ECAFE recommendations, the substan-
tive planning of the tour has been completed by TAA in co-
operation with ECAFE. Arrangements have been made to en-
sure that the experts will have an opportunity of conferring
with government officials, technicians, transport operators, and
engine manufacturers in all the countries visited, and to view
the most important waterway installations in each country.

USSR accepts
maritime safety regulations

THE GOVERNMENT OF THE UssR has recently deposited with
the British Foreign Office its acceptance of the International
Regulations for Preventing Collisions at Sea drawn up in
London in April and June 1948,

It will be recalled that the 1948 Conference agreed to revise
the existing regulations for preventing collisions, but decided
not to annex the amended regulations to the International Con-
vention for the Safety of Life at Sea. It also decided that the
Government of the United Kingdom should be invited to for-
ward the regulations to other Governments which had accepted
the original safety rules for their approval, It was left to the
same Government to fix the date on and after which the inter-
national regulations shall be applied when it considers that sub-
stantial unanimity has been reached on their acceptance.

Up to the present date, acceptances have been deposited by
the Governments of twenty-nine countries, as follows: Australia.
Belgium, Brazil, Burma, Canada, Chile, Denmark, Dominica,
Ecuador, France, Greece, Iceland, India, Iraq, Ireland, Italy,
Mexico, Netherlands, New Zealand, Nicaragua, Pakistan, Po-
land, Spain, Sweden, Turkey, Union of South Africa, the Unit-
ed Kingdom, the ussr, and Jugoslavia.

Slow ratification of Safety of Life
at Sea Convention

SINTE THE FORMAL RATIFICATION last year by the United
States of the International Convention on the Safety of Life at
Sea, only Denmark, France, the Netherlands, Norway and
Sweden of the countries possessing more than one million gross
tons of shipping have expressed their formal acceptance. Prior
to its adoption by the United States, the Convention had al-
ready been ratified by the United Kingdom, which thus became
the *bureau power” in all matters except those pertaining to
amendments until such time as the proposed Inter-Government-
al Maritime Consultative Organization of the United Nations
comes into being and takes over the duties assigned to it by the
Convention.

Those nations with less than one million gross tons of shipping
which have already accepted the Convention are New Zealand,
South Africa, Iceland and Portugal, Ratifications by major
maritime powers are still awaited from Canada, Greece, Italy
and' Panama. So far only Canada has initiated action regarding
formal ratification. At the same time, acceptances by countries
with less than one million gross tons are pending from Aus-
tralia, Finland, Ireland, Belgium and Argentina, although the
latter country has expressed no expectation of early action.

The Convention itself can only become effective one year
after it has been ratified by fifteen maritime nations, of which at
least seven must be countries with no less than one million
gross tons of shipping. The present total of ratifications is still
four short of that needed.

US restricts
ship transfers to Panama flag

DURING THE MONTH OF JULY, the United States Senate
passed a Bill designed to restrict the transfer of us merchant
vessels to foreign owners.

Senator Magnuson (Democrat), who introduced the Bill,
alleged that us shipowners had been evading taxation by placing
their vessels under the flag of the Panamanian Republic and
stated that the practice was so widespread that the fourth largest
merchant marine in the world was that now sailing under the
Panamanian flag.

The new Bill will prohibit the sale or transfer of a us-owned -
ship to a foreign country without the written approval of the
Defence Secretary, the Secretary for Commerce and the Sec-
retary of State,

USSR refuses to return
American lend-lease vessels

THE SOVIET UNION HAS RECENTLY notified the United
States Government that it ‘refuses to consider’ the return of
670 ships loaned to Russia under the lend-lease agreement op-
erated during the Second World War,

A note to that effect was handed to the us State Department
during the course of another meeting with Soviet representa-
tives regarding the settlement of the $1,800,000,000 Russian
lend-lease account.

The United States has demanded the return of 672 naval,
merchant and small military craft, representing virtually all the
ships made available to Russia under the war-time agreement.
The Soviet refusal applies to only 670 of these vessels, since
Russia has already agreed to hand back two icebreakers. The
latter have, however, been stuck fast in the Siberian ice for
several months past.

A State Department official has disclosed that the Soviet
Note charged that the us Government had violated an agree-
ment to sell the ships. It was further alleged that the us did not
need them in any case. In support of this latter contention the
Soviet Note said the us had recently sold surplus military craft
to several South American countries.

The State Department refuse to acknowledge the validity of
the original offer to sell the ships to the Soviet Union since this
was made on the condition that Russia should make a ‘prompt
and satisfactory’ settlement of the over-all lend-lease account.
This condition had not been met and, as a result, the offer to
sell had now been withdrawn.

The United States Government has made it plain that it in-
tends to continue to press for the return of the vessels despite
what appears to be a final ‘no” from Moscow.

International transport
organization for Africa proposed

IT 1S REPORTED THAT THE CREATION of an international
transport organization for the whole of Africa has been pro-
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posed by the one-time Secretary-General of the International
Transport Organization for Central and South Africa.

The proposal suggests that the work of the projected organi-
zation — which would be concerned with all African goods traf-
fic - should be organized by a permanent secretariat. The latter
would receive its directives from a committee consisting of re-
presentatives of all member-States belonging to the organiza-
tion, which, it is proposed, should meet at least once each vear.

Shipowners blamed for Dutch maritime
manpower shortage

IN A RECENT COMMENT on a number of cases in which Dutch
seamen have been arrested for cargo thefts and large-scale
smuggling, De Koopvaardij, official journal of the 11 r-affiliated
Dutch Seamen’s Union, blames the current shortage of expe-
rienced seafarers for an influx of undesirable elements into the
Dutch merchant marine.

The union journal points to the fact that there are at the
present time some 6,000 Dutch seafarers serving on board for-
eign vessels, 4,000 of them having found employment in the
Norwegian merchant marine alope. It claims that one of the
principal reasons for this loss of valuable manpower is the fact
that if a Dutch shipowner considers that a seaman employed
by him has misbehaved, he can, through the Shipowners' As-
sociation, see to it that that seaman is blacklisted throughout
the entire Dutch shipping industry.

It is true that a seafarer who believes himself to have been
unjustly and arbitrarily dismissed may appeal to the local court
but decisions in such cases may take many months, during
which time the seaman concerned has the choice either of re-
maining unemployed or seeking employment aboard a foreign
ship.

In addition, seafarers who are legally found guilty by the
Dutch Shipping Council of an offence warranting temporary
forfeiture of their secaman’s card often find that when their
cards are eventually returned they are still unable to obtain em-
ployment on Dutch vessels because here again they have been
blacklisted by the shipowners.

Our affiliate points out that although there are obviously
cases in which undesirables have to be excluded from the mer-
chant marine, seafarers should not be hounded off Dutch ves-
sels merely because they have committed some minor offence
normally punishable only by temporary suspension. In any case,
decisions regarding permanent exclusion should be taken by
the Shipping Council and not by the shipowners, acting in
arbitrary fashion,

ERP aid to West German ocean shipping

According to an announcement made by the United States
Economic Cooperation Administration in Washington on
4 September, the West German Federal Republic has been
authorized to spend $ 5,000,000 on ocean shipping.

Increase in British merchant marine labour force

THE BRITISH MINISTRY OF TRANSPORT has recently issued
a statement, based on a census of the effective section of the
Central Register of Seamen, showing the number of Merchant
Navy officers and ratings as at 30 June of this year.

A comparison with the corresponding figures for 30 June
1950 reveals that the latest figure of 144,452 represents an
increase of 900 over last year’s labour force.

The effective section of the Central Register of Seamen com-
prises scafarers {except Asiatic seafarers normally serving on

Apprentices and cadets
Engineer officers (certificated)

Radio officers . . . . .
Deck ratings
Engine room ratings

Masters and deck officers (certificated) . . 13,275 13,033
Masters and deck officers (uncertificated) . 2,196 2,530

Engineer officers (uncertificated)

Catering ratings (incl. pursers an
Miscellaneous (including surgeons) .
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Articles opened or closed in Asia) reported as members of the
crew in a current Agreement or ‘List’ rendered under the rel-
evant sections of the Merchant Shipping Act of 1894,

The Register also includes seafarers who having ceased to
serve on such Agreement since 30 June 1950 and not having
surrendered a British seaman’s identity card, are considered as
being available for seagoing employment,

The actual figures issued in the statement, broken down
according to category, are as follows:

June 30 1951  June 30 1950

4,820 | 4,558

7,315 7,070

15,732 15,553

. 3,254 | 3,158

e s 32985, 32,827
RO PR 4 . 1. 22,384
d writers) . 41,412 39,904
2,790 2,535

Total 144,452 143,552



Problems in coordinating

cal'ladlﬂn transport by J. E. McGuire, National'Secretary-Treasurer, Canadian Brotherhood of

Railway Employees and Other Transport Warkers

ANY CONSIDERATION OF THE COORDINATION of Canada’s
transportation services must inevitably take into account the
fact that Canada’s biggest railway problem is Canada itself.
More than any other nation in the world, Canada is a child of
the railways.

History of Canadian transport is that of the nation itself

In the beginning, of course, rivers and canals provided ready-
made highways to the interior of the continent, But once away
from his ships, boats and canoes man had to travel either by
foot or in vehicles drawn by oxen or horses.

Canada’s first railways were built primarily to speed [reight
and passengers past those stretches in the rivers where naviga-
tion was impossible or where it had been stopped altogether
by the icy grip of winter. But as men realized the speed with
which freight could be moved and began to appreciate the fact
that there were enormous stretches of the country where navi-
gable rivers simply did not exist, the vision of transcontinental
railways began to stir their imaginations.

The original provinces did not come together to form the
Confederation known as the Dominion of Canada until thirty-
one years after the first Canadian railway was laid, and it is
significant that the railways were physical realities before the
Dominion became a political reality. Indeed, our whole social
and economic fabric is built upon a framework of rail, river
and road, and the less clearly defined but nonetheless real road-
ways of the sea and sky. The railways made confederation of
the various provinces possible and, indeed, Canada is perhaps
the only country in the world which has two railways, the Inter-
colonial and the Canadian Pacific, written into its Constitution.
Without the one, there would have been no Confederation at
all. Without the other, the Dominion would have stopped at
the western borders of the old Province of Canada; British
Colufbia and the Prairie Provinces would have been lost to the
United States of America.

The problem that is Canada is a many-sided problem: geo-
graphical, political, physical, economic and technical. You must
grasp somehow the enormity of the country, the sheer mass,
the amazing variety, the manner in which its population is
strung out in a narrow band of humanity — never more than
two hundred miles in depth — along the southern border or bot-
tom of the great land mass that is represented in this half con-
tinent. Immigration, accelerated since the war, will, of course,
enable Canada eventually to correct this unbalanced distribu-
tion of her population. But for the moment conceive if you can
of a nation of fourteen million people occupying a territory
that, in European terms, would reach from that point where
the Atlantic laps the shores of Portugal to a point 2,100 miles
beyond the Iron Curtain.

Of those factors listed above as making up the problem to
which we are giving consideration, certainly geography must
rank as the most important.

On a rough basis, nature divided Canada into five geograph-
ical divisions and as a result of this prior distribution of
favors by nature, there are five general political units as well.
Geographically speaking, then, and starting from the Eastern
seaboard, there is the Maritime area which includes the Atlantic
Provinces of Newfoundland, Prince Edward Island, Nova
Scotia and New Brunswick: then there is Quebec, which is
French-speaking Canada; then Ontario, which, like Quebec, is
a self-contained unit though the two are sometimes linked
together and referred to as the Central Provinces; then the
Prairie Provinces of Manitoba, Saskatchewan and Alberta.
Beyond the Rocky Mountains and snug by the shores of the
blue Pacific lies British Columbia, the fifth geographical and
political division of Canada. North of the Prairie Provinces lies
another great land mass known as the Northwest Territories,
but because this area is so undeveloped, so little known and
so politically immature, no real consideration need be given it
within the terms of reference of this article.

As the Canadian people took their first, faltering steps along
the road to nationhood, the great problem was to reconcile the
divergent interests of those five geographical and political areas.
The short term and immediate gain that appealed to many of
them, the early merchants and traders, was to engage as freely
as possible in trade with the nation to the south, the United
States of America. This was a perfectly understandable impulse
because the natural flow of traffic up to that time had followed
the physical lines of the continent. There was a closer affinity
between the interests of those living on the eastern seaboard —
whether they were located within Canada’s borders or the bord-
ers of the United States — than there was between those living
on the eastern seaboard in Canada and those living in Ontario,
for example. Likewise, there was a closer interest, a more com-
pulsive urge to trade between the peoples living on the prairies
and those living in the middle-western states than between the
people on the prairies and the people in Quebec. But the long-
term aim of the fathers of Confederation was to set up a politi-
cal entity separate and distinct from the United States and to
make it work they had to force the trade to flow east and west,
contrary to the original ways in which it had begun, so that the
economic life blood of the struggling nation that was Canada
would be enriched and the flesh of prosperity would clothe its
gaunt geographical bones.

Government interest in the growth of transportation

Some idea of the extent to which governments became:finan-
cially involved in the transportation picture may be gained from
a reference in the Rowell-Sirois report, a voluminous study of
Dominion-Provincial relations completed in 1939. The state-
ment is made there that by 1866 the investment of governments
in Canada in transportation was equal to 60 per cent of the
total provincial and municipal debt. and about one-third of
provincial and municipal current expenditures were incurred
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for transportation purposes. The fact was that the provincial
and municipal governments, in underwriting waterway and rail-
way construction, had undertaken obligations far larger than
their limited economic strength warranted. This mushroom
growth in transportation services continued well beyond the
end of the nineteenth century. Between 1903 and 1917 railway
mileage in Canada almost doubled in comparison with a popu-
lation increase slightly in excess of 40 per cent. The report
makes this further interesting observation:

‘Government aid took the form of direct cash subsidies, loans
and security guarantees. The last was used lavishly by both the
Dominion and provinces. Under the prevailing spell of expan-
sion, the burden of government bond guarantees was taken
lightly as it did not appear that these would cost the guarantor
anything except in ‘exceptional’ cases. By 1916, Dominion guar-
antees of railway securities exceeded $135 million and the pro-
vincial guarantees were not far short of such an amount. With
the outbreak of the war (1914-18) the inflow of foreign invest-
ment capital dried up overnight and the guarantees assumed a
hitherto undreamed of importance. In order to complete con-
struction, further loans were necessary and the governments
were faced with allowing the roads to go bankrupt and so be-
come liable under the guarantees or with making further loans
in an attempt to prop up the tottering structure.’

‘Under these circumstances, the Royal Commission of 1916
was appointed to investigate the whole railway situation with
particular reference to the best policy to be adopted on behalf
of the insolvent railways.

The Royal Commission reported in favor of the Dominion
taking over the Canadian Northern, the Grand Trunk, and the
Grand Trunk Pacific and together with the already existing
government-owned railways forming a consolidated system.
The Dominion then proceeded to implement its recommenda-
tions and by 1922 was vested with full control of the various
railway properties.’

These properties were developed and became known as the
Canadian National Railways.

Meanwhile the growth of motor transportation had been
taking place at a rapid rate and this produced effects on railway
traffic that were little appreciated at the time. Not only did
motor traffic affect rail traffic in a physical sense, but because
it drew off so much of what had hitherto been the more lucra-
tive fields of railway transportation, the financial structure of
the railways was also sadly affected. From 1921 on, there was
a steady decline in railway passenger traffic.

An unexpected development during the depression was the
rapid increase in the use of the airplane. This mode of trans-
portation was particularly valuable in Canada in the far north
where no railway lines were in existence and highway trans-
portation was unheard of. People were able to move about in
that part of the country only by dog team in the winter or by
watercraft during the summertime. Air traffic therefore devel-
oped in the north and threatened to expand rapidly all over the
country. This rapid expansion forewarned the government of
the problems it would face in holding traffic. As a result, the
decision was made to organize a government air service and in
conjunction withe the Canadian National Railways, the govern-
ment of Canada incorporated a company to provide a trans-
Canada air service, known today as the Trans-Canada Air Lines.

Transportation has been of tremendous significance to Can-
ada in the past, and it is quite safe to predict a vital role for
it in the future. The value of its contribution to our national
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welfare depends upon the efficiency of the entire transportation
plant — rail, road, waterways and air. Effective though these
elements may be, what are some of the proposals put forward
for the improvement of the various forms of transport?

Amalgation of the Railways

Amalgation of railway lines is a device that has been proposed
several times. The largest transportation system on the North
American continent, Canadian National Railways, represents
an amalgation of many properties. But the Canadian National
System is not the result of a long-range, preconceived trans-
portation policy. Amalgation was forced on the Government
of the day, as already indicated, because of the series of failures
resulting from an era of unrestricted construction of lines by
private enterprise. To this day, the Canadian National carries
on its books a legacy of fixed debt which distorts its annual
reports and gives aid and comfort to those who state that pub-
lic ownership is inefficient and unworkable. Despite the com-
plexity of its financial structure, a natural consequence of the
variety and number of the properties of which it is composed,
it is generally acknowledged that Canada’s socialized railway
system is operated efficiently.

During the lean years of the great depression, however, the
Canadian National became the target for a campaign of criti-
cism distinguished more for its bitterness and hysteria than by
its adherence to the facts of the situation. The core around
which criticism eddied and swirled was the proposal for amal-
gamation of the two great railway systems put forward by the
late Sir Edward Beatty, former President of the Canadian Paci-
fic Railway Company. The Beatty Plan, ably presented by its
author to a Royval Commission on Transportation which was
sitting at that time, called for unification of the two lines under
conditions which would have ensured that ‘the two railways
should continue to own their present properties’. On the basis
of 1930 traffic, savings of over $75,000,000 annually were esti-
mated, which would be made possible by the proposed aban-
donment of 3,258 miles of the Canadian National, and 1,743
of the Canadian Pacific, and through other economies.

But much more than the uprooting of steel rails was at stake.
Whole communities faced disruption, their total population
estimated by the Minister of Railways at that time to be 200,000,
and the most damaging part of the proposals for railway work-
ers was the certainty of wholesale reductions of stafl that would
follow the joining of the two lines. Canadian National officials,
in statements before the Royal Commission, were emphatic in
declaring their doubts about a realization of the savings and
advantages that were claimed. One of them reflected the growing
uneasiness about the objectives of the proposal, on the part of
the public and the unions, when he stated that the scheme ‘was
predicated upon a docile or practically helpless public and an
equally docile or helpless staff of employees’. In its report in
1932, the Royal Commission rejected the proposal in the
following words: +

To establish a monopoly of such magnitude and importance
would place in the hands of those responsible for the admini-
stration of the system powers that would, if not properly exer-
cised, prejudice the interests of the Dominion as a whole.

A view expressed by the Brotherhood in 1938 before the
Special Railway Committee of the Senate of Canada drew con-
siderable attention and support. This was to the effect that the
so-called railway problem is only part of a larger problem
requiring attention, involving the very nature and basis of our
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Driving the Golden Spike which completed the constriction of the Canadian Pacific Railway, November 7, 1885

economic structure. Subsequently, the Special Railway Com-
mittee in its report (1939), rejected similar amalgation propo-
sals, and the Report of the Royal Commission on Transporta-
tion, (under the chairmanship of Justice W.F.A. Turgeon) which
was completed in February of this yvear, stated that ‘There is,
therefore, no reason whatever to recommend either unification,
amalgation or public ownership of all railways in the Dominion
of Canada’.

Although it is difficult to correctly assess public opinion, it
appears probable that the views expressed by these official bod-
ies reflect the thinking of Canadians on this aspect of the sub-
ject. Throughout their development, the Canadian people have
had to cope with great distances and a stern climate in pursuing
their business and cultural life. Transportation has been — and
still is in many remote sections - their life-line, and they will
not be disposed to entrust it to any form of control, or any
political group, unless they are certain there will be no abuse
of power. Memories of incidents that took place in the early
days of railway monopoly, especially in Western Canada, are
still fresh. Canada’s political and economic climate, while still
pretty largely one of ‘free, private enterprise’, is not likely to
assist the growth ol a railway monopoly of any kind whatsoever
in the near future.

Cooperative Measures

Although it had turned down proposals for amalgation, the
Royal Commission Report of 1932 dealt at length with the
need for cooperative measures between the two major railway
systems. In setting up the Commission, reference had been made
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to ‘the serious and continuing deficits of the Canadian National
Railways System, and the diminished revenues of the Canadian
Pacific Railway System, conditions which have been brought
about in part by duplication of tracks, facilities and services of
every kind and in part by competition by other modes of trans-
portation, particularly motor vehicles operating on highways . .°,
and the Commission’s terms of reference called for study of
this particular problem.

« As already intimated, much of our railway mileage came into
being for other than sound reasons of economic and social need.
Carried forward on a wave of boundless enthusiasm about
Canada’s future development — and by their enthusiasm for
profits — many of the early railway promoters do not appear to
have given much heed to long-range consequences. However,
it is much easier to criticize from the vantage point of the year
1951 that it was to foresee the future when a wilderness was
being conquered. There are many sound reasons — and others
that appeared sound — for the railway development of those days.

Indicative of the rapid growth of our railway facilities is the
fact that the Canadian National, in its Annual Report for 1950,
lists eighty companies comprising the System; in 1923, right
after amalgation, the number was close to one hundred. There
should be little surprise, therefore, at the statement that there
is ‘duplication of tracks, facilities and services . ..’, because
many of the lines now incorporated in our railway systems were
built to compete. The Government acted on the recommenda-
tion of the Commission by introducing into Parliament a bill
which was later passed as The Canadian National-Canadian
Pacific Act, 1933.



In reviewing the Act, the Turgeon Report pointed out three
features: it is to enable the railways to effect economies; coop-
eration by agreement is the means of attainment of the objec-
tive; and both the burden and advantage are to be equitably
distributed between the two railways.

The Act has been used chiefly to bring about passenger
train pooling, the estimated annual joint economy on this ac-
count in 1949 being $972,000.00, and the total joint economy
$1,189,240.00. This latter figure included other measures such
as joint use of freight and passenger facilities, joint switching,
handling of freight by one company for the other, and line
abandbnments. Only a small number of miles of line were
abandoned, 62.1 on the Canadian National and 44.1 on the
Canadian Pacific Tailways.

The coming of war in 1939 brought with it a new emphasis
on utilization of all existing facilities, and work on cooperative
projects ceased between 1941 and 1947. In the period 1947-48
only two joint economies, involving the abandonment of twen-
ty-two miles of track were effected. However, the list of com-
pleted projects does not reflect all the attempts at coordination
under the Act. Many other projects were studied by the Joint
Cooperative Committee which had been set up, but several of
these were judged uneconomical, others were interrupted by
war activities, and some were disallowed by the Board of Trans-
port Commissioners although recommended by the Joint Com-
mitte¢. This last-named category includes nine proposed aban-
donments, comprising 457 miles of track, apparently blocked
by provinces, industries and communities served by such lines.

There seems to be general agreement that the Canada Na-

Engineer and fireman seen in the locomotive cab of @ CPR Class Tl-a Oil Burner.

Photo Canadian Pacific Railway Company

tional-Canadian Pacific Act has served a useful purpose. The
Turgeon Commission concluded that ‘the possibility of making
further economies is restricted by the growth which has taken
place in the volume of traffic: but the importance of preventing
extravagant competition remains’. The danger of short-sighted
economies was noted : ‘Lines which it was once thought prudent
to abandon have since been justified by increases in the volume
of traffic; and the growth of population has made some meas-
ures of cooperation unnecessary’. The Report recommended
that the Act be continued but with an amendment to provide
that the annual report to Parliament of the Canadian National
Railways shall in the future contain a separate section which
will summarize information concerning the results achieved and
the economies effected. On June 14, 1951, the Government took
the first step in carrying out this recommendation by intro-
ducing a Bill to amend the Act along the lines suggested. The
Bill will be discussed at the autumn session of Parliament.
The cooperative action taken under the Canadian National-
Canadian Pacific Act is important because it throws some light
on the possibilities of such action, and on its limitations. Al-
though the approach to individual measures of economy may
be different from the approach that would be made if complete
amalgation of the two systems was the object, there is enough
similarity to give some indication of the consequences for the
communities and individuals concerned. The record of resist-
ance to many of the proposed curtailments of service suggests
that any piecemeal approach must be content with extremely
limited goals.
(to be continued)
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Educational
work
among
Austrian
Railwaymen

By Hans Patock'a,

Educational Secretary, Austrian Railwaymen's Union

IN ORDER TO GIVE A GENERAL REPORT on the educational
work carried out by our union we must first provide a general
idea of the structure of our organization, because that will assist
the reader to understand the present organization of our
educational work.

The Austrian Railwaymen’s Union has 184 local branches
and a total of 118,000 members. These branches have each a
separate territory, and, according to the size of the territory,
varying numbers of members. There are local branches which
have perhaps no more than hundred members, and other
branches which have as many as 8,000.

Each of these 184 branches has an educational secretary, who
is assisted in his work — particularly in the larger branches — by
one or more assistants.

As these educational secretaries are chosen only from amongst
members who themselves have an educational level above the
average, it follows that the Educational Secretariat of the union
in Vienna enjoys the services of a capable staff of collaborators
distributed over the whole country,

The Austrian Federal Railways employ a total of approx-
imately 75,000 workers and officials, of whom approximately
25,000 were engaged prior to the year 1934, whilst the remainder
(approximately 50.000) were engaged only after the year 1938.
Thus, generally speaking, the personnel of the Austrian Federal
Railways consists of approximately 25,000 older men, most of
whom have already served for more than twenty-five years on
the railways, and approximately 50,000 younger men with not
more than from ten to thirteen years service.

This circumstance is reflected in the composition of the gen-
eral body of elected union representatives (Vertrauensmdnner-
apparat). There are a number of older men who have had long
and valuable experience in the trade union affairs of the rail-
waymen, but also many younger men who grew up during the
fascist era in Austria and whose experience of trade union work
proper therefore dates only from the year 1945. Unlike their
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older colleagues, these younger men have had no opportunity
of growing up and developing with their trade union organiza-
tion, but were suddenly, almost overnight, thrust into respon-
sible trade union work. Thus they had had no opportunity of
gaining experience in the difficult and responsible work of trade
organization. It is not surprising that in this respect too the
eleven years of Fascism (from 1934 to 1945) made themseives
disagreeably felt. Our educational work therefore had primarily
to take this circumstance into consideration,

In addition, there were so many vital tasks to be performed,
and so many important problems to be solved, in the first two
years alter the end of the war that in this period there was very
little time for fruitful educational work, and this accounts for
the fact that the Educational Secretariat of the Austrian Rail-
waymen's Unjon was set up only on 1 January 1947, At the
national congress of the union in April of that year an Educa-
tional Committee was elected which consisted of eight of our
leading union officials.

This Educational Committee meets from time to time to dis-
cuss whatever may arise within its orbit and to adopt decisions
in all important matters.

The educational work of our union consists generally of (a)
the education of the men’s elected representatives (Vertrauens-
midinner), and (b) the education of the ordinary rank and file
members of the union.

Our educational work on behalf of ordinary members is car-
ried on in numerous meetings and through our trade union
press, whose publications regularly reach our members. The
work is supported by theatrical performances, films and wire-
less, though up to the present the union has not had any very
great opportunity of utilising either the film or the wireless. The
Austrian working-class movement, and in particular the educa-
tional secretariats of the various trade unions will have a great
deal of hard work to do and many battles to fight in the future
in order to increase its influence not only in the making of films,
but in the drawing up of wireless programmes.

However, the main weight of our educational work is directed
towards the training of the union’s elected representatives (Ver-
trauensmdnner).

The Austrian Railwaymen’s Union has no less than 6,000
elected representatives throughout the Republic, and the prob-
lem of how best these men could be most speedily provided with
the training necessary for them to do their work properly was
raised and thoroughly discussed as early as the year 1947.

We came to the conclusion that the best way to train them
would be in special schools in which they would live in for a
while and devote themselves wholly to their training. But how
could that be done for 6,000 men? A simple calculation was
sufficient to show that anything of this kind would prove much
too costly, and the idea thereforé had to be abandoned. We
then had to cast around for other ways and means.

We decided that these union representatives and officials
should be brought together in the branches, i.e. at a great
number of smaller points throughout the country, and put
through courses there in their free time. However, for this a
large staff of trained teacher-speakers was necessary, and there
was an acute lack of suitable men. There was a great shortage
of men who were themselves trade unionists, who possessed the
necessary technical knowledge and the necessary ability to pass
it on to others, A

Thus, before we could begin to train the men’s elected rep-
resentatives we had to begin training the necessary teacher-



speakers. In June 1947, therefore, we organized a four weeks
school course. It was attended by about seventy colleagues
from all parts of the country, each of whom had first to pass a
test to confirm his suitability for the course. But despite all our
care in choosing those who were to attend the course only ten
candidates proved suitable as teacher-speakers after going
through the course.

In 1949 and 1950 further courses were held, with the result
that we were gradually able to increase the number of suitable
teacher-speakers at our disposal until today the union is com-
fortably in a position to call its representatives and officials to-
gether at the various centres and train them in trade-union work.

It now proved necessary to cast around for new methods of
teaching in our educational work.

We were convinced that the spoken word alone was by no
means sufficient to ensure that all the difficult material involved
could be retained in the memory permanently, and we therzfore
adopted the following method:

Suitable experts were employed to write pamphletsina pop-
ular and easily understood fashion on all subjects of which the
union considered its elected representatives should have some
knowledge. Such pamphlets were then printed in editions of
10,000 each. When such a subject is to be discussed with these
elected representatives each of them is given a free copy of the
pambhlet in question and requested to acquaint himself with its
contents. Three or four weeks later, groups of representatives
(usually between thirty and forty) are then called together
at the various centres for a general discussion, to which the
union also sends a trained teacher-speaker. The contents of the
pamphlet in question are then thoroughly discussed for a whole
day from morning to evening. In this way it has proved possible
to acguaint very many of our union’s elected representatives
with quite complicated problems relating to their functions.

In this respect it is necessary to add that the union has suc-
ceeded in coming to an agreement with the Board of Directors
of the Federal Railways according to which each elected rep-
resentative of the union is granted one day’s paid leave a month
for the purposes of trade union education and training. With
this we have succeeded in reaching almost all our representa-
tives and in training them efficiently at comparatively little cost.

These ‘discussion days’ were first introduced in January of
this year, but already our experience has shown that they have
met with real success.

As the whole educational work of our union has to be done
between the beginning of September of one year and the end of
May of the next, the educational secretariat usually draws up
its programme in March or April for the coming educational
year and submits it together with an estimate of its cost.

This annual educational programme is discussed and adopted
by the Educational Committee previously referred to, whilst the
amount of money to be spent on it is discussed and decided by
the Management Committee, another body which consists of
leading members of our union.

Only after both these committees have discussed the propos-
als and agreed to them can we make a start with the carrying
out of the educational programme. The point of this close con-
trol is that a careful check must be made on all trade union ex-
penditure, because it is the money of our members which is in-
volved and it must be expended economically and fruitfully.

The following six-point educational programme was adopted
for the educational year 1951-52:

1 The ‘discussion days® previously referred to, which are held

to educate and train our elected representatives, are to be con-
tinued as from September of this year.

The subjects to be dealt with include the working regulations
of railwaymen, social insurance and social policy in general.

2 *Speakers’ training’, which is to be furthered by a meeting of
all official speakers twice a month in the union headquarters in
Vienna, a sort of voluntary *working community ' in which each
speaker will demonstrate his abilities before his colleagues.

3 The continuation and extention of the *Railway Science Lec-
tures’, which have been held in Vienna with great success. This
consisted of a series of lectures held once a month in the head-
quarters of the Federal Railways in Vienna from five o’clock to
eight on a general problem of great importance to railwaymen
*Rail and Road Traffic Coordination’. The lectures were deliv-
ered by members of the government, university professors and
high officials of the Federal Railways.

These highly topical lectures aroused great interest not only
amongst railwaymen, but also amongst economists and others,
and led to discussions in the press.

It is now intended to deal with all the problems under the
general theme ‘Rail and Road” which have so far only been
discussed in Vienna, in Linz, Innsbruck, Villach and Graz also
during the coming educational year 1951-52.

4 The organization of a special training course for full-time
officials of our union.

As trade union officials have not a great deal of time in ad-
dition to that taken up by the carrying out of their responsible
work, and have therefore little opportunity of improving their
educational standards and acquainting themselves with the
great economic problems of our time, we propose to arrange
two-week full-time courses for them to attend. The following
subjects will be dealt with at these courses:

Wage policy — an aspect of trade union economic policy.
Politico-economic objectives in Austria.

Productivity and the increase of production.

Taxation and the State budget.

The economic situation of Austria’s undertakings.

Economic planning in Austria and the rest of the world.

The position of the trade unions in the economic system and in
the State.

What can the Austrian worker expect from Austria’s economy.
Problems relating to the economic and political organization of
Europe.

In addtion there will perhaps be arrangements for those taking
part to practise public speaking.

5 Meetings of our Educational Officials. It is proposed from Sep-
tember 1951 onwards to call all our trained teacher-speakers
together in district groups once a month in Vienna, Linz, Salz-
burg, Innsbruck, Villach and Graz for joint discussions which
will have the following agenda:

a. A lecture on the current problems of our educational work
followed by a general discussion;

b. Announcementis: and

¢ Suggestions or complaints from the body of the hall.

6 Courses for Railway Examinations. As the Austrian Federal
Railways propose gradually to discard the previous Reich’s
German rules and working regulations and to replace them
once again by specific Austrian rules and regulations, this means
that a great number of Austrian railwaymen will have to take
examinations again,

In this respect the Railwaymen's Union takes the view that
in principle it is exclusively a matter for the Federal Railways
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that courses should be organized in preparation for such exami-
nations. However, the following circumstance has to be taken
into consideration:

The Federal Railways Administration arranges such courses
only for those railwaymen who are obliged to take the exami-
nations as a condition of their employment in certain positions.
Other railwaymen who wish to take the examinations in order
to improve their position have to prepare themselves without
being able to attend such courses. The Educational Secretariat
of the union now proposes to intervene on behalf of these
members and to arrange courses for them. As in principle those
taking part in such courses will have to meet the expenses in-

volved, the union will not be financially burdened whilst at the
same time it will be enabled to carry out certain work of great
value to its members.

We hope that in the carrying out of this programme we shall
be able to go forward a good stretch towards our aim, and in
particular we anticipate considerable success in our new methods
of training and educating our elected representatives. The fact
that a number of experienced officials have willingly placed
their services at our disposal for this training and educating of
our elected representatives makes us confident that our educa-
tional programme will meet with full approval within the or-
ganization.

A railway which disappeared

DURING THE EXAMINATION of Italy’s first report on her ad-
ministration of Somaliland by the United Nations Trusteeship
Council recently, the ussr member asked for information
about the installations and rolling stock of a railway between
Mogadiscio and Villagio Duca degli Abruzzi which, he said,
had unaccountably disappeared. He understood thst the rail-
way had been about eighty kilometres in length and wondered
how it had happened to ‘evaporate’. In addition, he asked how
the Administering Authority settled property compensation in-
volved in such a disappearance.

In reply, Mr Fornari (the Italian Administrator of the terri-
tory) said that this was a wartime event and that during the
war ‘many things desappeared and others were destroyed’.
Questions like this had been settled by treaties concluded at the
close of hostilities, and the Administering Authority in Somali-
land bore no responsibility in the matter. He could not comment
further on the subject.

Productivity up among US railwaymen

IN A STATEMENT issued towards the end of August, the us
Bureau of Labor Statistics reported that the productivity of
America’s workers is rising sharply.

It revealed that in 1950 output per man-hour exceeded that
of the previous year in twenty-four out of twenty-six major in-
dustries, among which one of the best records is that held by
us railwaymen. A substantial increase in rail traffic during 1950
brought output per man-hour up to ten per cent above that of
1949, a performance which was bettered in only two other
American industries — rayon manufacturing with a nineteen per
cent rise and beehive coke manufacture, with 22 per cent.

US railway traffic developments

DURING THE FIRST FOUR MONTHS of 1951, each service-
able United States railway freight car travelled 10 per cent more
miles per day than in 1948, reflecting greater efficiency in the
handling of traffic on the railways.

Traffic pattern changes brought on by the Korean crisis also
resulted in increases in the average length of haul and it is
estimated that the average ton of freight was hauled 430 miles
during the first half of 1951, compared with 413 miles in 1948.

Both these performance averages are well above those for the
last two years, but the year 1948 is used here for comparison
purposes owing to the fact that strikes occuring in major in-
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dustries in 1949 and 1950 upset traffic patterns, and because
carloadings and car supply now more clearly approach the sit-
uation existing in 1948, which was the second best year on
record in respect of the number of tons of traffic handled.
During the first half of 1951, total carloadings were 11.4 per
cent greater than during the first half of 1950, but about 4.5 per
cent under the figure for the corresponding period of 1948.

Construction of ‘rubber’ railway in Ohio planned

A PROPOSAL TO CONSTRUCT what would be the world's
longest belt conveyor - connecting Lake Erie with the Ohio River
and stretching 130 miles across Eastern Ohio— is being held up by
the Rules Committee of the Ohio State Senate, as a result of
opposition from twelve of the thirteen railway companies opera-
ting in the area.

If and when completed, the two-way belt will become an
important element in the United States defence programme,
sincg its backers contend that it would be able to transport
thirty-two million of iron annually from Cleveland to Youngs-
town and other steel-producing cities. In the other direction,
the conveyor belt would be able to take twenty-six million tons
of coal to the important industrial area of which Cleveland is
the centre.

The probable cost of the scheme would be in the region of
$ 210,000,000, which, its backers say, could be amortized within
twenty years.

The American transport picture

THE American Locomotive Engineers’ Journal has recently pub-
lished some interesting figures concerning the number of
transport undertakings now being operated in the United States

From these, it appears that there are at present 690 American
railway companies, operating over 224,500 miles of permanent
way or 29 per cent of the total world railway mileage.

There are, in addition, 19,690 motor carriers of property and
1,571 carriers of persons engaged in transport under the pro-
visions of the Interstate Commerce Act, plus 40,000 carriers
transporting ‘exempt’ commodities, for which no authority from
the Interstate Commerce Commission is required. Finally, there
are an estimated 130,000 private motor carriers transporting
property bought or sold by them incidental to their manufac-
turing or mercantile business,

There are also 265 American steamship lines which operate
to and from United States ports, not including those companies
engaged in shipping operations on the Great Lakes.




Freight handling in the USA

The impressions of a member of a British freight handling specialist team,

by T.W. Condon, Docks Group Secretary, British Transport and General Workers' Union

The British specialist team with whose work the following arricle
is concerned was one of fifty of such teams which have visited
the United States during the past three years, under the auspices
of the Anglo-American Council on Productivity.

The Anglo-American Concil on Productivity was formed, in
the autumn of 1948, on the initiative of the then Chancellor of
the Exchequer in Britain, Sir Stafford Cripps, and Mr Paul
Hoffman, the Economic Co-operation Administrator in the USA.
It is composed of representatives of management and labour in
both countries.

In its United Kingdom section, the constituent bodies are the

My FIRST VIEW OF AMERICA was at eventide as we steam-
ed up the Hudson River, with the lights twinkling on Long
Island, the advertising signs in neon lights blazing the skyline
broken by the tall buildings on Manhattan Island and the
unforgettable sight of the Statue of Liberty.

When we landed the following morning I was very impres-
sed by the hustle and bustle on the quayside and at the ends
of the piers, but I soon realised that all movement was not
necessarily progress. The time lost by road vehicles must be
tremendous; the congestion on the roads at the shore end of
the pier being greater than anything I have witnessed in a
British port. It is a problem that must be solved if New York
is to continue handling the vast quantities of merchandise that
it does today.

After settling our accommodation for the time we were to
stay in New York, we were entertained to lunch by represen-
tatives of the British and Irish Railways where we met various
railway personalities. In the evening we were introduced to
members of the English Speaking Union and given the freedom
of their headquarters.

The following day, being Sunday, was a free day which 1
spent in making myself familiar with parts of New York which,
up to that moment, were only names. I wandered through
Harlem and saw the coloured folk at home; noted that the
avenues ran from North to South and the numbered inter-
section streets ran from East to West. I sat in Central Park
not far from the Tavern on thé Green and watched New York's
humanity taking the air and playing baseball with, as it seemed
to me, much more energy than would be displayed at home.
The variety of nationalities present in the park was a revelation
and-many, what appeared to me, curious types passed by. It
was also interesting to watch the flow of automobiles to Coney
Island, ranging from the most up-to-date limousines to the
most ramshackle cars one could imagine, and carrying all
kinds of people from fair Northerners through all shades of

Federation of British Industries, the British Employers® Confede-
ration and the Trades Union Congress. The purpose of the Council
is to promote economic wellbeing by a free exchange of know-
ledge in the realm of industrial organization, method and tech-
nique, and thereby to assist British industry to raise the level of
its productivity.

The business of its productivity teams, the members of which
are drawn in equal numbers from the supervisory, technical and
workshop levels, is to study American production methods, to
draw up independent reports on their observations and findings,
and to make recommendations.

colour to the deepest black — all bent upon enjoying them-
selves to the full,

The team sets to work

On Monday our work began. We were met by members of the
Anglo-American Council, briefed as to our visits, introduced
to various Officers of the Council and presented with our work
programme.

The Team, being a specialist one comprising representatives
of Road, Rail and Docks, was scheduled to visit the following
towns and areas: New York, Boston, Buffalo, Chicago, India-
na. Harbour, St. Louis, Indianapolis, Washington, Baltimore,
Philadelphia, Mexico (Missouri), New Orleans and Hampton
Roads(Va.) and to inspect in those places some eighty different
establishments. Notwithstanding the fact that we completed
our programme and even included visits to several places not
on the schedule, it is not to be wondered at that, towards the
end of the tour, members of the Team showed considerable
signs of weariness.

As I am to use an American phrase, a Marine Terminal
man or Longshoreman, 1 think it would be proper to deal with
the Marine Terminal aspect of our visit.

I visited the following ports: — New York, Boston, Chicago,
Indiana Harbour, New Orleans, Hampton Roads, Philadelphia
and Baltimore, and noted the very great difference between the
North American Eastern ports and British ports. In all the ports
theriseand fall of the tide is slight, amounting to from four tosix
feet. There are no enclosed docks or very few in the smaller
ports: the rivers are naturally deep and ocean vessels can be
berthed at all states of the tide and lie afloat during the loading
and discharge of cargo.

With few exceptions, e.g. New Orleans, the Camden Wharf
at Philadelphia, the River Wharves in Chicago, Port Newark,
New Jersey, and the proposed new quays at Boston, all the
berths are on the ‘finger pier’ principle, jutting out at right
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Plaiform man coupling flat car to overhead conveyor
Photo The Port of New York Authority

angles to the foreshore. These natural advantages enable the
American Port Authorities to save large sums of money in not
providing enclosed docks. Some of the new piers have wide
aprons or quays and depressed rail tracks running down the
centre of the piers; the floor of the pier being on the level of the
truck floor and thus forming a loading bank.

Port Management

The Harbour Authorities in the North American Eastern Ports
function differently from their counterparts in Great Britain,
and do not appear to be as closely associated with traders,
shippers and shipowners as they are here. The piers are not
owned solely by the Harbour Authorities. Many of them are
owned by the municipal authority, railroad companies etc. The
railroad companies exercise great influence in the operation of
us Eastern Ports and it will be interesting to note the effect of
the growing road transport interests which are gradually eating
their way into railroad traffic.

Some Harbour Authorities obtain revenue from airports,
bridges and tunnels in addition to that received from Terminals.

Harbour Authorities indulge in large scale publicity and
compete fiercely with one another.

Operators who lease piers have a free hand in the control of
their work and provide whatever equipment they desire, with
the exception of cargo beams which are part of the shed con-
struction and used in the processes of loading and discharging
cargo.

Pier & Shed Facilities

There is very little space outside the pier shed wall, generally
not more than six feet. Some of the modern piers have aprons
or quays up to thirty feet wide with rail tracks running the
length of the pier. Portal Cranes of the type seen in Europe are
rarely seen in America, their places being taken by the ‘cargo
hoist or housefall".

As explained earlier, the pier sheds are constructed with a
framework towering above the roof of the shed which is called
a ‘cargo beam’. In each section of the beam is fitted a pulley
which can be moved to any position in the section.
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Marking loading section number to which barrel will be moved
via conveyor. Photo The Port of New York Authority

On the ship the outboard derrick is rigged outboard; fallsare
reeved through the cargo beam and derrick pulleys, the end
of the ship’s fall being attached to the ship’s winch, while the
end of the *housefall” can be attached either to the ship’s winch
or to a winch on the shore. This method of rigging the lifting
gear is similar to the * Union or Married Purchase’ socommon
in British Ports, but its attachment to the shore gives a greater
drift and enables goods to be landed to or delivered from
either the ground or upper floors of a shed.

The cheapness ol fitting this kind of appliance appeals to the
American operator who can see no merit in investing capital in
expensive cranes.

Rail and Road Facilities

With the exception of New York, most Ports have direct rail
access to their piers. In New York the rail access is by ferry or
float. These floats carry some twenty cars from the mainland to
the pier or ship. Rail cars in America have a greater carrying
capacity than those in Great Britain.

The transport of goods by road is on the increase. In New
York, for example, over 40 per cent of the import and export
cargoes are handled to and from the piers by road vehicles.
Articulated vehicles and trailers are popular for long distance
traffic. Inrecent years these have increased both in numbers and
in size, being designed to carry up to thirty tons weight. For
suburban traflic, few private trader undertakings operate their
own organization as it is, for a variety of reasons, considered
more economical to allow road haulage organizations to per-
form the service for them.

Mechanical Equipment

I was to some extent disappointed at the degree of mechaniza-
tion for I had expected to see the work at Marine Terminals
almost completely mechanized. Instead I saw much the same
equipment as is used at the major Ports in Britain — mobile
cranes, lift trucks of various types, tractors and trailers, me-
chanical bogies, straddle trucks (Ross Hyster Carriers) and
power driven conveyors. | observed that port pallets were fitted
with eye bolts and used as scale boards. These, when necessary,




were piled several pallets high to make greater use of the shed
space. Mobile trucks were in general use for the transport ofpre-
palletized goods to and from the ship’s side. It was in New
Orleans that I saw the most complete use of pallets in connection
with one firm’s products. The loaded pallets were stacked in the
transit shed awaiting shipment and, when required, were broken
down, conveyed to ships’ slings, hoisted aboard and stowed
complete in the hold, the same process being used in reverse at
the port of disembarkation, the palleted goods arriving at the
merchant’s premises for distribution without the unit load
having been broken during transit. The other types of mechan-
ical equipment I saw in use were lift trucks with the following
attachments: — squeeze grip for lifting and piling bale goods,
spindle or boom, single and double, for piling rolls of news-
print, pusher for use when “take it or leave it’ pallets or slip
pallets are used, roller dollies which are used in vehicles when
it is impossible to take a lift truck inside the vehicle — the pallet
being placed on the dolly, the goods stowed thereon, and then
casily moved to the door of the vehicle, where the pallet can be
taken by the lift truck.

Labour

It is interesting to note the remarks of Mr Austin Tobin, Execu-
tive Director of the Port of New York Authority, when he
visited this country, as quoted in the Journal of Commerce and
Shipping Telegraph, 17th October 1950 —

‘1 was also impressed by how far ahead you are in the order-
liness of your labour arrangements as compared to our own,
and I think you are fully twenty vears ahead of us in what you
have achieved, particularly with regard to the decasualization
of labour’.

1 agree with Mr Tobin, but would venture to give the time
period as thirty years, not twenty.

At none of the ports visited did 1 find labour arrangements to
compare with our own and generally the welfare aspect of a
Longhoreman’s life appeared to be behind ours. Generally |
found the Longshoremen were physically of good type. In some
parts, coloured labour predominated, and in very few instances
did I notice men in the fifties at work. I put the average age at
forty-five vears and wondered what became of the older men.

The Longshoremen, i.e. the men engaged in loading or dis-
charging ships, are generally members of the ‘local’ of the

| International Longshoremen’s Association.

‘ The normal hours of work are forty per week, 8 a.m. to
noon: | p.m. to 5 p.m. on five days, Monday to Friday. Over-
time can be worked on any night of the week or in the morning
or afternoon of Saturday, Sunday or holidays. Work on Satur-

‘ day night is only permitted — a) to complete a ship and b) to
handle mails or passengers’ baggage. Normal meal hours are
from noon to 1 p.m. Overtime meal hours are from 6 p.m.to
7 p.m. and 12 midnight to 1 a.m.

The day wage paid under the existing agreement is one dollar
eighty-eight cents per hour or seven dollars fifty-two cents for
the four hour period. Additional rates are paid for handling
special types of cargo. The overtime pay is one and a half times
the normal rate and is paid for work performed outside the
normal hours and also for the legal holidays which are defined
in the agreement. These holidays differ in the ports. There is a
system of recording the day-to-day employment of a man and
an annual holiday with pay is granted on the following basis: —
one week to men who have worked 850 hours and over; two
weeks to men who have worked 1350 hours and over.
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Cartons of brake assemblies on an expendable pallet
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Crankshaft rough forgings stacked on a mechanical
handling skid
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The Employer contributes towards privileges as follows: —
annual holidays nine cents; pension five cents; welfare four
cents; insurance nine cents — a total of twenty-seven cents per
man per hour.

A comparatively low rate of unemployment pay is provided
under State regulations which may differ from State to State.
The State regulates Workmen's Compensation.

1 learned that schemes for such items as life assurance, med-
ical treatment during illness and accidents etc. were being dis-
cussed between the interested parties.

All work is performed on the timework basis, no incentive
schemes being in operation, but notwithstanding I was assured
that the tonnages handled were high. 1 found it difficult to get
accurate statistics; some of the tonnages being less than those
quoted some twenty-thirty years back.

In order to compare the cost of a main meal I visited a dock-
side café during the time the Longshoremen were eating their
midday meal and saw from the published tariff that the cost of
an average meal, consisting of meat, two vegetables, sweet and
coffee was approximately 60/70 cents (5/- %o 5/10d.) repre-
senting some 30/40 per cent of a man’s hourly pay. A similar
meal in London, not so large in quantity, would cost 1/6d. to
1/8d., about 36/40 per cent of an average hour’s earnings.

It was stated that supervision was very keen, there being a
gang foreman to each hold and a ship and quay foreman to
each ship, with a Pier Superintendent in charge of the whole.
We were also assured that while longshoremen were not angels
they have a sense of discipline and on those occasions when
disciplinary measures had to be applied, if they were reasonable
the Union did not support the men in their breaches of the rules.

Smoking aboard ship is not tolerated and if indulged in and
detected, drastic action is taken against the offender.

Employers informed me that they had little to complain of as
regard restrictive practices. There are no a.m. and p.m. breaks
for refreshments but unofficially men leave a few at a time for
a smoke and refreshment but the work does not stop. In some
places, automatic machines containing fruit, sweets, chewing
gum and soft drinks etc. have been installed and these have
proved very popular.

Generally at all ports a composite gang is used and placed as
follows: — eight in hold, three on deck and ten on quay. At
some ports, arrangements exist whereby men, being part of the
same gang, will transfer from quay to ship and vice versa but
they will not agree to any reduction in the twenty-one man gangs.

At the largest port on the Atlantic seaboard — New York — we
were informed that the average employment over the whole
labour force in the port was approximately 60 per cent,

In my spare time I contacted as many of the American people
of all sections as was possible and was given many interesting
sidelights on life in America. These, however, are too sketchy to
put down in writing. It would take much more time and greater
concentration than I had at my disposal to have checked the
wide divergencies I discovered in conversation. Nevertheless, |
am grateful to longshoremen, truck drivers, railway conductors,
waitresses (hash slingers), men in clerical, administrative and
supervisory grades, executives, soldiers and sailors of many
ranks, and employers for many interesting and informative in-
formal conversations which helped me so much to get a glimpse
of the life of an average American. 1 enjoyed every minute of
my stay in America although often the way was hard.

When a prize is not a prize ...

INCREASED PRODUCTIVITY on the part of East German
railwaymen does not result in the payment of higher wages.
Instead, the Communist railway authorities have introduced a
system whereby railway staffs are given °prizes’ for having
either [ulfilled or surpassed their ‘work quotas’.

Each month, in railway offices and repair shops throughout
the Eastern Zone of Germany, work competitions are ordered.
Railway stafls who are fortunate enough to be successful in
these receive both official praise and a prize.

Payment for overtime or material compensation for special
shifts and the fulfilling of quotas is now a thing of the past. In-
stead, the stafl of a railway depdt, workshop or station is given
points which count towards their position in the monthly com-
petition. If at the end of the month, a sufficient number of
points has been accumulated to win the competition, the rail-
waymen concerned are in luck. If not, then they receive no
compensation whatsoever for their extra effort.

The prizes themselves amount to 10,000 East German Marks.
If they were divided equally among the workers of a railway
depot employing say 1,000 men, then each railwayman would,
for his pains, be able to buy only an extra three-quarters of a
pound of sausage in one of the State shops.

However, there is still another catch in the system. Only in
very rare cases is the prize actually shared out. Usually most
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of it is used, ‘at the request of the management’, for the con-
struction and extension of ‘culture corners’, of ‘progressive’
works libraries or of ‘education and discussion rooms’. In
other words, the prizes are used solely for the further pglitical
indoctrination of the unfortunate railway workers. The only
satisfaction they obtain from the system, therefore, is that of
knowing that they can be considered as ‘ideologically sound’
members of the railway stafT.

State road transport corporation for Hyderabad

THE HYDERABAD State Road Transport Department, which
is at present being administered by the Government of India
on an agency basis, is next year to be made into a corporation
on the lines of the Bombay State Road Transport Corporation.

The former road motor services of the Nizam of Hyderabad’s
State Railway have been under the control of the Indian Go-
vernment since the integration of the Hyderabad railways into
the Indian railway system.

It will be recalled that the Hyderabad State Government ear-
lier decided that all private transport in the State should be
progressively abolished. Accordingly, the bus route from Hyde-
rabad to Secunderabad was taken over by the Government
during the course of last year.



New apparatus for coal working

A NEW TYPE OF MECHANICAL TRIMMER has been introduced
in the port of Rotterdam, which greatly facilitate the working of
coal "tween decks of ocean-going vessels. It has not yet proved
possible to adjust it for use in loading the lower holds as well.
Our affiliated union reports that, in its opinion, the machine is
a great improvement on the methods hitherto applied. Before
its introduction the dockers had, as a rule, while stowing the
cargo, to spend hours by candlelight, kneeling on the coal and
hanging on to the deck, all the while filling their lungs with
coal-dust.

The mechanical trimmer has taken the place of the docker
and is able to cope with the flow of coal fed to it by two cranes
at a time. The handling of the machine requires two men, the
bos’n and another who might be called the trimming-machine
operator. Under their supervision the machine performs the
task of loading far more efficiently than could the dockers. Our
union applauds the introduction of this new apparatus, which
eliminates a particularly detestable kind of manual labour.

On the one-man bus

AT THE LATEST CONGRESS ol the International Union of Pub-
lic Transport held at Edinburgh in June of this year, the ques-
tion of buses operated by one man was referred to in two dis-
cussions, one of which dealing with bus transmission and the
other with fares. For the following summary of these discus-
sions we are indebted to the British transport journal Modern
Transport.

By 1954 there would be 8,000 fluid transmission buses in the
London fleet. They could run 200,000 miles without attention
compared with 20,000 for clutch and 60,000 for the plain gear-
box of former days. In the us the use of 100-passenger one-man
buses had made two-pedal control and hydraulic transmission
with a larger engine popular, but in view of the short life opera-
tors now questioned it. The chief mechanical engineer of Lon-
don Transport saw no immediate future for the gas turbine de-
spite its potential advantages, so that the search for transmis-
sion improvements continued to be worth while. In the upshot
it was concluded that the friction clutch and gearbox was best
suited to interurban work, the fluid coupling and the preselector
box for two-man city operation, and the hydraulic torque con-
verter for one-man city service.

Much thought was devoted to the prospects of the one-man bus
as a means of lowering the cost of city service in connection
with the report on fare collection. Many undertakings had found
resistance to proposals for higher fares. One operator who had
fifteen years of one-man bus experience said they were unat-
tractive because they involved reduced hours for the staff, re-
duced overall speed and longer layovers. For Europeans it was
no use studying theoretical data worked out in the Us A; instead,
every individual route of an undertaking had to be analyzed
before making any application. It might have been added that
it was the Us shortage of labour and high wages which brought
about one-man operation and that to try keep reasonable sched-
ules the size of the engine had to be disproportionately great.
Heavy fuel consumption does not matter where fuel is so cheap,
but it might be disastrous to import such practice into Europe.
One-man operation goes with a flat fare, with consequent dis-
couragement of short riders, and gradual tendency to raise the
minimum fare still higher. On the contrary, in Paris a definite
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attempt is made by the adopted fare scale to retain short riders
on the buses and attract those making longer journeys to the
underground railway system. The fixed cash desk buses were
not entirely satisfactory in central Paris as those making very
short journeys were sometimes carried past their destination be-
fore they could pay. The congress finally accepted a suggestion
that some extended experiments with one-man city operation
might be worth while.

Praise for British dock workers’ efforts

THE secT1ON of the recently-published British Transport Com-
mission Report for 1950 dealing with the work of the Docks
and Inland Waterways Executive contains a tribute to the part
played by British dockers in speeding up the turn-round of
shipping. The report says:

‘The efficiency of a port can be gauged by the speed of turn-
round of shipping resorting to it. This depends upon a variety
of considerations, but primarily on the skill and zeal of the la-
bour employed and the adequacy of the lay-out and mechanical
equipment. Special attention has been given to all factors bear-
ing upon the rate of turn-round, with some gratifying results.
The Executive wishes to acknowledge the efforts of its dock
staffs and the dockers employed in the ports under its charge
and the good rate of output which has been attained.’

The customs barriers go down

A PIECE OF HISTORY WAS MADE at Basle on 5 September
last when a lorry-load of merchandise passed freely across the
German-Swiss frontier there, bound for the Netherlands. No
money was paid in customs duty for the goods in transit, no
time and patience lost, no goods damaged by unloading for
customs inspection.

The secret of this easy passage was to be found in the blue-
and-white plate carried on the front and rear ends of the ve-
hicle, and bearing the magic letters TirR. The goods were sealed
and the lorry driver was able to produce a carnet, visaed by the
customs authorities in the country of origin when the goods
were first loaded. No further customs inspection took place un-
til the lorry reached its destination in Holland.

The introduction of the Carnet TirR (International Road
Transport Carnet) marks the successful conclusion of three
years’ negotiations among eleven European countries within
the framework of the United Nations Economic Commission
for Europe at Geneva. The system, which was first suggested
by MrJean Pochelu of the French customs service, is based on
the principle that the seal placed on goods by the customs of-
ficials of one country is accepted by those of other countries.

On 16 June 1949, the governments concerned signed a provi-
sional agreement to put into force a draft customs convention
on the international transport of goods by road, but many
obstacles to its practical application remained. For example,
insurance companies had to be found, willing to insure the plan
against abuse, and the conditions of insurance had to be agreed
upon by the governments. .

Now, however, many of these obstacles have been success-
fully overcome and, as of 5 September, the Tir system is in
operation in the Netherlands, Switzerland and the Western
Zones of Germany.

Other countries are expected to join in the system soon.
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Decasualization of dock labour (2)

United Kingdom

General Features

The British scheme may be considered first because it is as com-
prehensive as any, it is established in an economy whose port
industry has an importance commensurate with the large frac-
tion of the national income derived from sea trade, and it is the
product of long experience in attempts to stabilize the earnings
of dockworkers.

Attention must be drawn to two characteristics of the British
scheme that are significant and will call for consideration later.
One is that, while the structure of the scheme is determined by
statute, its working and implementation are subject to nego-
tiation and agreement between the representatives of employers
and workers on the national joint council of the industry, in-
dependent of the Government or any other third party. This is
in keeping with general practice in the United Kingdom, where
several important industries have similar national joint coun-
cils, and where it is Government policy to leave the scope and
subject matter of free collective bargaining as broad as possible.

Secondly, certain elements in the present scheme have been
taken over from the preceding schemes with little or no modifi-
cation, even though they may not be fully consistent with the
objectives and general rationale of the new scheme. For in-
stance, apart from the heavy reductions in the registers of the
Merseyside and Clydeside ports which became necessary after
the abnormal wartime demand for dock labour had subsided,
the registers used in the present scheme were taken over from
the previous schemes with few changes. Moreover, although
the National Dock Labour Board, which is entrusted with the
over-all administration of the present scheme in accordance with
the collective agreements reached at the national joint council,
has considerable authority, it interferes as little as it can with
the local custom and practice of each of the 83 principal ports
of the country and gives considerable freedom in all except
certain specific matters to the twenty-four local boards which
control most of these ports. As a result there is considerable
diversity between the conditions prevailing in the different
ports. In fact, ‘local conditions vary so considerably from port
to port, between cargo and cargo, between ship and ship, and
even between the holds of the same ship, that a detailed and
complex series of local agreements has been required to tran-
late the national agreement into terms applicable to conditions
in the individual ports.’!?

Attendance Money, Minimum Wage and Guaranteed Wage

The details of the British scheme are as follows. Only workers
whose names are included on either the regular or temporary
registers of dock labour may be employed in dock work, and
only registered employers may hire them. The benefits of the
scheme and the obligations entailed under it apply to all of the
75,620 workers on the regular register'! and to all of the re-
gistered employers.

Of the total number of men on the regular workers’ register,
a minor fraction are on a ‘suspense register’ and a further,
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smaller fraction on a ‘dormant register’. Included on the
suspense register are those temporarily unavailable for work
for reasons such as sickness and for periods up to sixteen
weeks, while the dormant register lists those who are sick or
otherwise off work for more than sixteen weeks, including
those in the armed forces. Dockworkers receive no income
from the docks or dock boards while on these registers, but
are transferred to the live register as soon as they are avail-
able for work. At eleven regular times each week, twice on each
week day (usually at eight am, and at noon) and once on
Saturday morning, a ‘turn’ of four hours begins and dock-
workers on the live registers are hired and allocated to what
work is available, or continue their work if they are weekly
workers, or *prove attendance’ if no work can be offered to
them. So long as they are employed, they receive the rate for the
job (ninety-eight per cent being employed on a piece-work
basis) and, under the terms of a collective agreement, no em-
ployer may pay them less than nineteen shillings a day or
£5 4s. 6d, a week.'? If they are not offered work and they are
able-bodied and therefore in category “A’, they are entitled to
five shillings attendance money for each turn at which they have
proved attendance. If their total earnings plus attendance money
for the week fall short of eighty-eight shillings and they are
under eighty-five years of age, the board pays them a sufficient
additional sum to bring their total weekly wage up to that guar-
anteed minimum, or up to sixty-six shillings if they are between
sixty-five and sixty-nine years of age. If men are not offered
work and they are in category “ ¢’ because they are only capable
of undertaking light work, they are entitled to five shillings at-
tendance money for each turn up to a maximum of six in any
one week. They also receive a guaranteed minimum wage, in-
cluding earnings and attendance money, of not less than forty-
eight shillings a week if they are under sixty-five years, or thirty-
six shillings if they are between sixty-five and sixty-nine years of
age. Dockworkers over seventy years of age are not included in
categories ‘A’ or *¢’, neither are they entitled to the guaranteed
minimum wage. But they are entitle® to five shillings atten-
dance money up to a maximum of six turns a week if they are
not offered employment. Thus, all able-bodied registered dock-
workers regularly offering themselves for employment are as-
sured of five shillings attendance money plus three shillings
‘guarantee make-up’, or a total of eight shillings for every half-
day or ‘turn’ when they are unemployed, and a minimum wage
of nine shillings and sixpence for every half-day or ‘turn” when
they are employed. When employed, some workers can earn as
much as one or even two pounds for every turn at the current
piece-wages. For all registered dockworkers, including those in
category ‘¢’ and those over seventy years of age, total earnings
(including wages, attendance money, guarantee make-up, travel
time allowance, and holiday pay) averaged £7 19s. 11d. a week
in 1948 and £8 8s. 11d. in 1949. During the year each registered
worker is permitted one week’s holiday before theend of March,




another three full day’s holiday before the end of September, at
national standard time-rates of pay.

Each deckworker has a record book, containing one sheet
for each week and eleven spaces on each sheet — one space for
each turn. One of three kinds of stamps may be fixed in each
space. One records employment offered and accepted; all work
offered must be accepted. Another records the fact that no work
could be offered but that attendance has been proved; five
shillings is payable in respect of each of these stamps at the end
of the week. A third stamp, known as an “excuse stamp’, may
be affixed to indicate that, though the worker did not attend at
the beginning of the turn in question, he has shown adequate
cause, such as sickness, for not doing so and he will only lose
his attendance money for that turn.'¥ No medical certificate is
required to prove that the worker has been sick so long as his
word is trusted. The system of *excuse’ stamps provides a useful
degree of flexibility in the application of the scheme. For in-
stance, if a gang has been working continuously forseveral days
on a heavy cargo and is in need of a rest, each member of the
gang may be allowed excuse stamps for two or three subsequent
turns,

If any of the spaces on the sheets of the record book remain
vacant, this indicates that the holder has broken his contractual
obligation under the scheme to attend at every turn when he is
able (if he is on category “A") or at least at six out of the eleven
(if he is in category ‘c” or over seventy years of age). In this
event the dockworker loses his right to any payment of attend-
ance money or guarantee make-up for each week in which such
failure to attend occurs or continues.

Daily Transfers

Each registered dockworker must be prepared to travel to any
other port or place within daily travelling distance of his home
to undertake, at the rate of pay prevailing in that place, any
work to which he is assigned by the board. Workersrequired to
travel are normally assured of employment for a full day or
shift on arrival, or must be paid the equivalent time rate in any
case of breakdown or delay, and are given a day’s notice of
transfer, except in a particular emergency. In addition to the
provision of free transport, a travel time allowance is paid at the
rate of two shillings and sixpence an hour in respect of any
time before or after the normal day or shift working hours
necessarily occupied in travel. All costs in respect of daily
transfers, apart from the wages paid by the employers for work
actually done, are borne by the National Dock Labour Board.
Daily transfers are common between the different London
docks, where special buses are employed for the purpose,but
workers have also been transferred for the day from Cardiff to
Newport, from Newport to Avonmouth, and from Glasgow to
Bo'ness and Leith. Only journeys involving up to two hours’
travel in each direction are normally attempted, the two and a
half hour transfer between Dundee and Grangemouth being
regarded as an absolute maximum,

Period Transfers

Under the wartime schemes, transfers for periods longer than
one day were also compulsory, and all dockworkers in what
was called, category ‘B’ were obliged to accept transfer for a
period. Category ‘B’ has now been abolished, and under the
provisions of a collective agreement of 31 January 1948'* period
transfers are undertaken on a purely voluntary basis. No diffi-
culty is ever encountered in obtaining sufficient dockworkers

Cargo of grain being unloaded at a Great Lakes elevator

for this purpose, however, as period transfers are popular, In
addition to the fare and an allowance of five shillings for the
journey payable before departure, workers transferred are paid
at the national standard time-wage rate for each half-day spent
in travel, if travelling between Monday and Saturday noon,'®
and two shillings and sixpence an hour, if travelling outside
normal working hours between Monday and Friday, with a
minimum payment of four hours at the latter rate if travelling
during a week-end. Transferred workers are paid seven shillings
subsistence allowance for each night that they spend at the port
to which they are tranferred, in so far as they are required to
remain at that port in order to complete the work, or, if unfit to
travel owing to sickness or injury arising during transfer, in
order to rest pending return to work, removal to hospital or
return (after a period not normally exceeding three weeks). In
cases of serious illness or injury a free veturn ticket may be al-
lowed to the dockworker’s wife or other near relative to enable
one or other of them to visit him. Any worker returned home
for bona fide domestic reasons approved by the local board is
treated as if he had been returned home at the end of a transfer,
being entitled to the same allowances.
All transferred workers retain their rights under the stabiliaza-
tion scheme, including attendance money and the guaranteed
wage, but must accept the rates of pay and conditions appli-
cable in the port to which they are transferred. Piece-rates vary
considerably from port to port, and workers have had to ac-
custom themselves to the possibility of loss as well as gain in
their earning power when temporarily transferred.

Period transfers have been undertaken over such distances
as from Swansea to Hull, Manchester to Grangemouth, Glas-
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London dockers discharging the first consignment of dried fruit under ERP, 21 March, 1949

gow to Hull, and Grimsby to Grangemouth. Usually workers
are not away for periods longer than thirty days, since the
sudden increase in traffic which has necessitated the transfer is
seldom so great that the extra work involved cannot be com-
pleted within a month. In any case, all transferred workers have
the option to return to their home port at the end of eight weeks.

Coordination

The daily and period transfer schemes make an important con-
tribution to the possibilities of stabilizing earnings at a mini-
mum cost, since they render it much easier to provide sufficient
labour to meet all demands, even when the volume of traffic isat
a peak, without the necessity of having large numbers of men
on the registers, who would only be fully employed at peak
periods and who would be drawing considerable sums in attend-
ance money and guarantee make-up at other times. With each
port facing a different trade route, serving a different hinterland
and in many cases specializing in certain cargoes and types of
shipping, peak demands for labour do not coincide at all the
ports. There is always an opportunity to transfer men from a
port which is slack to one which is busy, and in the United
Kingdom full advantage is taken of this opportunity. At the
outset of each day, following an agreed time schedule, an
official reports by telephone to the National Dock Labour
Board from each local board area the number of men required,
hired, proving attendance, sick or absent, the amount of labour
shortage or surplus, and the nature and causes of delays at
various ships. including the state of the weather in each of the
ports under his surveillance. These reports are combined and
tabulated in the London Offices of the National Dock Labour
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Board, and copies of the analysis sheets are transmitted the
same day to the Ministry of Transport and the Timber Control
Division of the Board of Trade. By reference to these data the
National Dock Labour Board can immediately arrange all daily
and period transfers that are needed to overcome local short-
ages of labour. Similarly, timber-carrying ships approaching the
Unied Kingdom can be allocated by Timber Control to the
least congested ports where most labour is available,especially
as timber is not a perishable cargo. This is important because
timber is bulky and requires a lot of handling. The Ministry of
Transport can also allocate other ships, such as those carrying
cargoes for the Ministry of Food or ships under Government
charter, in the same way and can be guided in its plans for port
reconstruction and development by these returns.

Administration and Finance

The National Dock Labour Board, consisting of a Chairman,
Vice-Chairman and, at present, eight members, all appointed
by, the Minister of Labour and National Service, is responsible
for the administration of the scheme and for determining the
numbers of workers to be included in the dock registers. Board
membership islimited to a maximum of ten (aside from the Chair-
man and Vice-Chairman), of whom eight must be appointed on
the nomination of the National Joint Council for the Port Trans-
port Industry, four to represent dock employers and four to
represent dockworkers. The National Board is empowered to
delegate the local administration of the scheme to the local
dock labour boards set up in each port, or group of ports,
covered by the scheme. In particular, the‘local boards maintain
registers of employers and dockworkers in their port of area,
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Dockers at Cardiff unloading a cargo of steel pipes. British Railways photo by J.

subject to the over-all approval of the National Board; allocate
dockworkerstodockemployersorto otherwork : keep all neces-
sary records, including those of attendance; pay wages as agents
of the employers, make other payments under the scheme and
collect social security contributions from the workers and em-
plovers. Each local board is appointed by the National Board
and consists of an equal number of representatives of local
employers and workers.,

All costs of the stabilization scheme, including those of ad-
ministration, are borne by the employers, who pay levies equal
to a certain percentage of their payrolls. At present, the levy is
15 per cent of the total wages paid to casual workers and 5 per
cent of those paid to weekly workers. This yields just over
£ 3'/, millions per annum, of which most is paid into the man-
agement fund, the rest being allocated to a general reserve and
to welfare.'® The National Board cannot raise the levy beyond
25 per cent without consulting the Minister of Labour.

It will be noted that income and expenditure under the
scheme are inversely related; if the volume of traffic declines,
payrolls and levies will decrease and unemployment and attend-
ance money and guarantee make-up payments will increase.
However, £1 million is held in reserve, and the resources of the
Board are considered adequate to ensure the survival of the
scheme during any trade recession. In 1949, attendance money
payments amounted to a total of £1,007,000 with an average of
9.5 per cent of the registered labour force out of work, and the
guarantee make-up payments amounted to £105,200 for the
vear. The wages paid by the employers amounted to £ 23,741,600
for the whole year.

The question arises at this point as to whether the scheme is

.Allen Cash

too costly: can the industry support it in the long run? It is
likely that it can. For one thing, the productivity of labour is
probably higher than it would be in the absence of the scheme.
Greater economic security and adeguate remuneration are con-
ducive not only to better health and higher morale, but also
attract and retain good workers in the industry, not all of whom
would remain under completely unstable conditions. Further-
more, while positive evidence is still hard to find in the United
Kingdom of greater readiness among dockworkers to accept
manning scales which render further mechanization profitable,
it seems reasonable to assume that, where workers are assured
of a living wage, they will be more willing than they would
otherwise be to regard the introduction of machines and in-
novation as a means of raising their productivity and thereby
their earnings. Under casual conditions, their every effort car-
ries them further toward the completion of a job and the cessa-
tion of income from it, and machines seem only to speed them
out of a job or to displace them completely.

In the second place, the present rate of levies supporting the
scheme adds so little to the price of goods passing through the
docks as to have no adverse effect on the volume of trade in a
period of rising prices, with the possible exception that buyers
of goods exported to highly competitive, hard-currency areas
might be sensitive to slight price changes. In periods of wors-
ening trade and falling prices, when the volume of trade would
react more sensitively to the burden of cargo-handling costs,
employment, payrolls, and therefore levies, would be lower, and
the Board’s reserves would be drawn on to support the scheme.
Moreover, acceptance of the principle of decasualization is
spreading. It is not impossible that stabilization schemes may
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be introduced in most of the important maritime countries
before any serious trade recession has developed again. In this
case, the United Kingdom would no longer be at a competitive
disadvantage in having to bear a responsibility for the economic
security of its dockworkers, since the responsibility would be
met equally in other countries.

However, no margin remains under normal competitive con-
ditions for any expenditure beyond the minimum necessary to
provide for such essential elements as registration, attendance
money and guarantee make-up. Some employers in the United
Kingdom contend that all the benefits of the scheme could be
provided at a lower cost if it were implemented by the employers
alone without the help of the National Dock Labour Board.
All that need be said at this stage is that the right of the dock-
workers to attendance money and a guaranteed wage is now
generally accepted in the United Kingdom, and there is no
indication that the industry will ever be unable to bear the cost
of this obligation, so long as the registers are properly controlled.

Registration and Coverage

The United Kingdom scheme may be described as comprehen-
sive in scope. The only ports of importance not included are the
packet ports, such as Dover, Folkestone and Newhaven, where
most of the dockworkers are weekly workers employed by the
British Railways, There is no common definition of a dock-
worker applied throughout the nation, the connotation of the
term varying locality to locality, but in all ports those registered
under the scheme include the four categories of ‘dockers’,
‘coal trimmers’, ‘fish dockworkers”®, and ‘riggers".'7 All regular
dockworkers, on any reasonable interpretation of the term,
may be said to be registered and entitled to the benefits of the
scheme. That is to say, it is not administered in such a way as to
attract and maintain an outside fringe of workers who invari-
ably look first to the docks as their main source of livelihood,
and vet are excluded from the benefits of the scheme. Tem-
porary workers may be allocated by the local boards to a
registered employer only for the duration of an emergency
shortage of labour which cannot be overcome, even though the
reserve pool of registered dockworkers is being fully utilized.
Because these temporary workers are not entitled to share in
the benefits of the scheme, they are left free to accept any em-
ployment, whereas registered dockworkers must regard them-
selves as in the employ of the National Board whenever they
are not working for an individual dock employer.

As the scheme is at present administered, reductions in the
register of workers arise mainly from natural wastage — deaths,
retirements and men voluntarily leaving the docks for other
employment. Hull has one of the few local boards which has
succeeded in imposing a retirement age limit, and in conse-
quence has no dockworkers over seventy years of age. Many
young men are anxious to enter the industry, but it is difficult
for them to obtain union membership and become registered
unless they are sons of dockworkers.'® Hence, the average age
of British dockworkers is high and, in 1949, 40.7 per cent of
them were fifty years of age or more. There is no tendency at
present, however, for a serious and unusable surplus of regis-
tered labour to develop and place an undue burden on the
scheme. The number of dockworkers in the London docks has
been reduced from 65,000 in 1920 to 36,000 in 1938-39 and to
27,000 in 1950,'® and it is felt on the labour side that reductions
in the registers have been carried quite as far as is necessary.
During 1948 and 1949, 270 men were discharged from the
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register as ineffectives and, in 1948, as a result of a close exam-
ination of the registers, 5,000 men were removed from the dor-
mant register, since they were considered unlikely to return to
the industry. Thus, the average daily percentage of registered
men unemployed and proving attendance was 1.9 per cent in
1948, and was down to 9.5 per cent in 1949. In spite of this
surplus, amounting to some 7,500 men daily in 1949, ‘the
Board was unable on many occasions to meet all requirements,
although men were tranferred daily from one port to another
and non-registered men were used in some ports’.20

It is impossible to say whether normal wastage, which
amounted to 3,292 men in 1949, will always suffice to provide
any necessary and sufficiently rapid reduction in the size of the

British register. As the “basic feature’ of its official labour

policy, the National Board * has established a sanctioned strength
for each area, i.e. the number of men which, in the Board’s
view, should be adequate to meet the normal requirements of
the ports in the area for some time ahead. This sanctioned
strength is the maximum for which, in the Board's view regular-
ity of employment may be expected. It is left to the local board
to adjust recruitment, within the limit, to current needs’.?!
Emphasis upon control of the size of the register by adjusting
recruitment, while depending mainly upon normal wastage to
achieve reductions, does not contribute to reducing the average
age of the labour force.

Discipline and Enforcement

The obligations of both workers and employers registered under
the scheme are clear and unambiguous, and the law lays down
that the fact of registration implies their acceptance of these
obligations. The workers must not be absent from any call
without adequate cause and must accept all work, either inside
or outside the docks and within daily travelling distance, to
which they are assigned by the local boards, and must continue
working in accordance with local port rules and prevailing con-
ditions for any reasonable period. No worker may accept em-
ployment from a registered employer unless he is allocated to
thatemployer by the local board, or directly selected by arrange-
ment at the call stand, or engaged as a weekly worker. No re-
gistered worker may work for an unregistered employer, nor
may a registered employer hire an unregistered worker, unless
specifically permitted in each case by the local board,

Registered employers must inform the local boards of their
current and forward labour requirements, and engage on a
daily basis only those registered or temporary workers allocated
to them by the local board. They must keep records as required
and pay to the local boards for inclusion in the pay packets all
gross wages due from them for work done.

Any worker who fails to attend at call stands, to accept work
assigned to him, or to obey lawful orders given to him by his
employer, may be reported in writing to the local board and,
unless the complaint is found to be groundless, his current
engagement, if any, is terminated, and he forfeits his right to
any payment under the scheme for each week in which such
failures occur or continue. If the local board considers that a
heavier penalty should be applied to any worker for failure to
comply with the provisions of the scheme, it may take any one
of the following courses of action:2*

(a) determine that for such period as it thinks proper the
dockworker shall not be entitled to any payment of attendance
money or guarantee make-up; (b) suspend the dockworker
without pay for a period not exceeding seven days; (3) give the




dockworker seven days’ notice of termination of employment;
(d) dismiss him summarily.?

Summary dismissal is normally applied in all cases of pil-
ferage, the man’s name being removed from the register. In the
majority of cases where there is an appeal against the decision,
however, a recommendation is made that the man should be re-
admitted to the scheme after a short period.

A dockworker may appeal in writing to an appeal tribunal
within three days of the making or notification of any decision
to disentitle, suspend or dismiss him or regroup him in the
register. No member of a local board can be a member of an
appeal tribunal. The decisions of the appeal tribunals are by
simple majority and may have the effect of reducing or modi-
fying a penalty, but cannot increase it. Where a worker appeals
successfully, he may receive the payments and benefits under
the scheme for the period in which they had been withheld.

Where a registered employer fails to carry out the provisions
of the scheme, his name may be removed from the employers’
register after seven days’ notice in writing from the National
Board, and may be kept off the register for any period up to
three months. Employers receiving notice of such a decision
may appeal in writing within seven days, the appeal to be lodged
with the National Board and immediately referred to the Min-
ister of Labour and National Service. Two employers have so
far been disciplined since the inception of the present scheme,
and in both cases the Minister overruled the decision standing
against them.

Naturally the occasions on which the workers have been dis-
ciplined have been more frequent, for their obligations are
greater and they are more numerous than the employers. What
has given cause for concern is that several of the disciplinary
decisions have led to uwnauthorized and illegal work stappages.
In its biennial report the National Board states that * between
(these) strikes there is continued a skeleton organization with,
at the moment, two rival news-sheets. Once a suitable set of
circumstances occurs this organization moves into action; the
same names appear with different prominence as strike leaders,
and outriders travel to other ports to ‘establish contact’ and
prepare for further extension of the strike’..An appeal is made
‘to the sentiment of the dockworker, to his *solidarity’, to his
fear of the return of casual employment...” and there is a
‘switching of the focus of the strike from the original cause to
the scheme — and in particular to its disciplinary clauses’,?!
because local boards are obliged to take disciplinary action
against a man who does not make himself available for work.

The British Ministry of Labour has appointed a committee of
inquiry to report what steps can be taken to avoid these un-

official stoppages in future, and it is possible that certain modi-
fications in the dock labour scheme will be found necessary.
But it is important to emphasize that the terms and conditions
of employment under the scheme are by no means a source of
continuing and major dissatisfaction in the industry. On the
contrary, they are recognized on all sides as a radical improve-
ment upon the pre-war situation, and one which makes the
industry an attractive avenue of employment, with considerable
numbers of workers anxious to gain entry.

It is inevitable in an industry where conditions in the past
have been hard and insecurity has been rife that some tenseness
and lack of trust, unreasonableness and disharmony should
persist. Yet it seems reasonable to expect that the new con-
ditions of prosperity, and the growing sense of security which
the scheme must generate, will gradually undermine traditional
practices rendered pointless by decasualization, that the bitter-
ness whose causes are now removed will gradually be forgotten
and mutual suspicion which has become groundless will even-
tually disappear. (to be continued)

10. Review of the Work of the National Dock Lobowr Board, 1947-1949, as sun-
mitted to the National Joint Council for the Port Transport Industry, March 1950,

p. 21.

11. As of 15 August 1950, All statistics given regarding the British scheme have
been obtained from the National Dock Labour Board or from its publications and
documents, unless otherwise indicated.

12. Figures prior to increase awarded in February,

13. This is provided for under clause 3 (V) of the Agreement of 3 July 1947
between the National Association of Port Employers and the Transport and General
Workers' Union. However, it is contrary to clause 14 (2) (a) and (b) of the Schedule
to the Dock (Regulations of Employment) Order, dated 16 June 1947, which appears
to have the intention that no attendance money at all should be withheld where
absence os excused.

14. Between the National Association of Port Employers, the Transport and
General Workers” Union, the National Amalgamated Stevedores and Dockers, the
Scottish Transport and General Workers' Union, and the National Union of
General and Municipal Workers.

15. This provision ensures that any transferred dockworker will not receive less
than the minimum he could earn on a time-rate basis if he were not transferred,

16. Welfare aciivities vider the scheme, in addition o provision of shelter and
comfort at call points, include medical care, first aid and rehabilitation centres,
sanitary amenities and canteens, research into clothing for dock work, administra-
tion of benevolent funds, advisory services, and arrangements for dockworkers’
clubs, entertainments, sports and education.

17. However, while the definition of a dockworker is left to local interpretation,
a broad limit is set by the legislation, which provides (in clause 1(3) of the Schedule
to the Dock Workers (Regulation of Employment) Order, 1947) that the scheme
shall apply only to dockworkers ‘employed or registered for employment in or in the
vicinity of any port on work in connection with the loading, unloading, movement
or storage of cargoes, or work in connection with the preparation of ships or other
vessels for the receipt or discharge of cargoes or for leaving port.”

18. Over half of the 3,951 and 2,474 recruited in 1948 and 1949 respectively were
dockworkers' sons.

19. Figures supplied by Mr Arthur Bird, National Secretary of the Dock Group
of the Transport and General Workers' Union.

20. Review of the Work of the National Dock Labour Board, op, cit., p. 8,

21. Ibid., pp. 19-20.

22, A recent court decision has declared that the list of penalties is to be regarded
as o range if increasingly severe punishment, and that, following the intention of the
law, only one of these penalties may be applied to an individual at one time, and not
a combination of two or more of the penalties,

23. Clause 16 (2) (a) - (d) of the Schedule to the Dock Workers (Regulation of
Employment) Order, 1947.

24. Review of the Work of the National Dock Labour Board, op. cit., paras. 72-77,
pp. 27-28.

Suggestions win cash for British railwaymen

BRITISH RAILWAY EMPLOYEES have submitted 10,497
suggestions for the improvement of their industry since the Rail-
way Executive introduced a suggestions scheme in October 1949,

More than nine hunderd of these ideas have been adopted
and their originators have been paid a total of £2,679. Many
other suggestions, although they could not be adopted, were
considered good enough to merit a reward.

Suggestions have come from all grades of workers. One
man has already submitted seventy-six, whilst another in
the Southern Region has received a total of £150 for numer-

ous suggestions submitted over a period of many years.

Ideas adopted include the retiming of trains to afford better
service or to provide connections with other trains, the fabrica-
tion of engine sand boxes in mild steel instead of casting them,
improvements to the stoves used in kitchen cars, amendments
to rules, and a device for shaping rail ends before welding.

All successful ideas earn a minimum award of two guineas,
and at the end of each year all suggestions received are reviewed
and special awards, which have ranged up to fifty guineas, are
made for the year’s best suggestion.
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Atomic energy and shipping

THE putcH Handels en Transport Courant in a comment on
cooperation between the Netherlands and Norway in the field
of atomic research has recently drawn attention to Norway's
views on the application of atomic energy to the merchant
shipping industry.

The paper states that Norway, with a small population and
a very important shipping industry, is very much alive to the
possibilities of atomic energy and is convinced that its utiliza-
tion in shipping could lead to great economies.

The operating costs of a merchant vessel are at present so high
that the saving in bunkering charges alone resulting from the
application of atomic energy would appreciably improve the
competitive position of those making use of it. In this connec-
tion, it is pointed out that, as a source of energy, one gram of
uranium is equivalent to 25 tons of coal.

New standard set in tanker crew
accommodation

AS A COUNTER-BALANCE to the welter of reports received
by the 1TF describing poor crew accommodation aboard sub-
standard vessels, it is pleasant to be able to record that some
shipowners at least are sufficiently interested in the welfare of
their employees to go beyond what are generally accepted as
minimum international standards.

A Stavanger shipping company, for instance. has recently
taken delivery of a new motor tanker of 24,000 deadweight tons,
in the construction of which every attention has been paid to
the comfort of the sealarers who will man her. Crew accommo-
dation consists of fifty single cabins, all tastefully decorated and
containing framed reproductions of well-known paintings. Mu-
sical instruments and sports equipment are to be supplied and
the vessel is equipped with a library and a separate loudspeaker
system for musical entertainment. Not satisfied with that, how-
ever, the shipowner has also had an aluminium swimming pool
constructed on board so that crew members may take a re-
freshing dip when sailing in warm waters.

Defects in crew accommodation
still persist

IN H1S REPORT FOR 1950, issued recently, the medical officer
of health, Liverpool Port Health Authority, comments on the
fact that careful attention is continually paid by port health
inspectors to the inspection of crew spaces.

He finds that during the past twenty vears there has been a
steady improvement in the standard of crew accommodation
on board ships of all nationalities and that today one expects
to find new ships possessing excellent washing facilities and w.c.
accommodation; comfortable, well-furnished cabins and recre-
ation spaces, ¢lean and free from vermin, for both officers and
ratings.

Unfortunately, he continues, the same cannot be said of
many of the older vessels still in service.

The most common defects found on such vessels are dirty
and verminous quarters. Treatment usually consists of fumiga-
tion or spraying with insecticide, or both. The report points out,
that some shipping companies, in addition to regular servicing
in port, very wisely supply their vessels with sprays and a
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stock of insecticide in order that delousing can also be carried
out whilst the vessels is at sea.

It is sometimes also found that offensive refuse is thrown on
the open deck, e.g. galley refuse thrown on a heap of ashes. In
such cases, immediate removal is requested and the offenders
advised to store such refuse in bins and to make suitable arrange-
ments for its disposal at frequent intervals.

According to the report, nuisances in ships usually fall under
the following headings: dirty quarters, wash-rooms, w.cs., water
tanks or bilges; verminous quarters (cockroaches, bed bugs,
rats, etc.): w.cs. discharging on to the quay; accumulations of
offensive refuse; ship’s gear stowed in crew quarters; damp
quarters; leaky deckheads: defective bulkheads, portlights, sky-
lights, deck coverings, lockers, chains or hawse pipes; w.c. fit-
tings, waste-pipes or scuppers or defective washing facilities,
and sometimes inadequate lighting or drainage.

A table in the report shows that visits were made to 5,151
ships, of which 3,993 were British, and revisits to 1,070 ships,
of which 953 were British. The number of vessels in which nui-
sances were found was 953, comprising 931 British and 22
foreign.

Nearly 97 per ¢ent of the nuisances were classified under dirt
and other conditions prejudical to health.

Merchant fleet for East Germany planned

ACCORDING TO THE BERLIN CORRESPONDENT of the Lon-
don Times, plans to build a merchant fleet for the Russian-oc-
cupied zone of Germany are now being publicized by the East
German authorities. Preparations for the construction of the
first of twenty-two ocean-going vessels are now said to be in
progress at Warnemiinde, on the Baltic,

These vessels, intended primarily for trade with China, will
be of 9,500 tons and capable of a speed of sixteen knots. Ac-
commodation will be provided for twelve passengers, and it is
intended that, in addition to a crew of fifty-eight, young seamen
will be taken for training during the voyage.

Three other types of ships are also to be constructed but ac-
cording to The Times none of the work has yet advanced beyond
the blueprint stage. Some vessels of 1,300 tons will be built for
coastal service in the Baltic, and ships of 3,000 and 6,000 tons
are planned for eventual service in the North Seaand the Medi-
terranean respectively.

Increased productivity in Jugoslav
fishing industry

IN A RECENT TALK BROADCAST by Zagreb Radio, attent-
ion was drawn to the increased productivity of workers in the
Jugoslav sea fishing industry. The speaker pointed out, how-
ever, that the main problem to be solved in the industry was
that of manpower and he, therefore, advocated that former
fishermen who had left the coastal areas in order to take up
industrial employment in the interior should be encouraged to
return. District and local people’s committees, he said, should
implement the Government’s policy regarding the reorganiza-
tion of the administrative apparatus and a training scheme for
fishermen shpuld be established.

Prior to the war, about 22,000 people were employed in the
Jugoslav fishing industry; today the figure is only about 11,000.
Nevertheless, output which, before the war, never exceeded
1,100 wagons per year, has now risen to over 2,000 wagons.




THE CAPITAL OF TRINIDAD, Port-of-Spain, was the venue
chosen recently by the Trinidad Seamen’s and Waterfront
Workers' Union (an affiliate of the 1TF) to celebrate the thir-
teenth anniversary of its establishment as a trade union,
Delegates from the length and breadth of the island gathered
in the Port-of-Spain Public Library, placed at the disposal of
the Union’s Annual Conference, to hear their able President,
Brother C. P. Alexander, report on the work done by the organ-
ization during the period 1950-51 and stress the need for still
further effort to build up a truly island-wide and coastal-wide

Trinidad
maritime
workers
celebrate
thirteen
years of
trade union
progress

maritime workers’ union, in order to safeguard the interests of
members in this Caribbean port-of-call.

An unusual feature of this year's Annual Conference was
the presentation to six union members of correspondence
courses in trade unionism, valid for one year with the British
National Council of Labour Colleges.

The correspondence courses were the gift of the International
Transport Workers' Federation, a small contribution towards
the training of new trade umion officials for its young and
extremely enthusiastic West Indian maritime affiliate,




An airline
stewardess

describes

her job

THERE CAN BE No DOUBT that the airline stewardess’s job
has many pleasant sides. There is, first of all, the flying itself
together with the scenery and natural effects to be seen from
the plane. Then, too, there are the persons one meets and the
places one sees, and although the contacts themselves may be
but fleeting, there is nevertheless all the spice of variety. In ad-
dition, there is the comradeship which springs up between the
members of the air crews and the many pleasant times which
we spend together.

That, however, is by no means the whole story. Our work,
however interesting it may be, is extremely tiring and makes
constant demands upon us. Every passenger is an individual
and as such expects individual treatment. The personal likes
and dislikes of a stewardess must not be allowed to play any
part in this. We must, in fact, be equally friendly and accom-
modating to all with whom we come into contact — whether it
be for two or for twenty hours. We may often find ordinary
passengers — some perhaps flying for the first time and very
thrilled at the idea — far more pleasant than the so-called
‘vir's with their overbearing ways. We may long to point
out and explain a thousand and one interesting things to the
former and feel antagonized by the latter, but we must never
allow our natural reactions to gain the upper hand. There are,
too, plenty of passengers both ready and willing to work off
their own bad tempers at our expense and what woman has
such control of her feelings that she can always put up with
this and remain completely unperturbed?

Just to illustrate how small a role is nowadays played by
glamour in a job such as mine, let me describe for you a Con-
vair flight from Zurich to London in close and thundery sum-
mer weather.

The aircraft has already been standing in the sun for several
hours when we board it half an hour prior to take-off and check
whether everything is ship-shape in both cabin and galley. Al-
though the cooling installation has been switched on for fifteen
minutes, the atmosphere inside the aircraft is nevertheless un-
bearably hot when the 38 passengers come aboard. We take
charge of their coats and other belongings, hang them up, and
then distribute chewing gumand travel literature. Nearly all the
passengers impatiently ask why the fresh air system is not yet
functioning — which of course it cannot do before the take-off.

Then we begin to taxi but have to wait for some ten minutes
before permission to take off is given from the control tower.
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Serving refreshments in the passenger cabin of a Trans-Canada

Airlines aircraft. By courtesy of the Canadian National Film Board

The heat in the aircraft is by now completely unbearable and
the passengers are becoming extremely bad-tempered.

Immediately following the take-off, a cold drink is served.
Most passengers would like another but unfortunately we have
not enough to go round a second time. After that, we distribute
newspapers, magazines and a number of forms which have to
be filled in. We assist those passengers who have little know-
ledge of English to complete the latter and whilst doing so have
to listen patiently to a lot of grumbling about unnecessary for-
malities. Then a young mother has to be helped in changing
her baby’s nappy. Some passengers are already complaining of
headaches as a result of the heat and ask for aspirins. It is
already a little bumpy aloft. One stewardess starts to prepare
light refreshments whilst the other explains to the passengers
information contained in the first flight bulletin, which has just
been passed back by the aircraft’s captain.

Now we begin to serve refreshments. The passengers have a
choice between coffee and tea. An old lady knocks her cup over,
with the result that her tray has to be prepared afresh and we
have to assist her in mopping up her dress. Beer and cigarettes
begin to find ready customers. For these, bills have to be writ-
ten out and payment made in all sorts of currencies, neces-
sitating a good deal of quick calculation on our part.



Some Jewish passengers will not eat meat and we have to
prepare egg and cheese dishes for them. Afterwards, cold drinks
are served and then it is the turn of the small children with their
special wants. A second flight bulletin is then circulated and a
number of passengers again want to have this or that point
about it explained in detail.

Now we begin to collect up the trays and clear away. Some
impatient passengers have already put theirs down in the gang-
way or under their seats (knee bending is supposed to be good
for one!). By now the aircraft is bumping badly and two pas-
sengers who are beginning to feel the effects have to be given
dramamine. In order to do our work properly, we must have
both hands completely free and therefore have to brace our
whole body against every movement and lurch of the plane. It
is not always possible to do this without receiving a few bruises
in the process.

Some passengers are already beginning to make use of their
paper bags. We should soon be over Northolt, but from the
plane one can still see nothing but clouds. The light, indicating
that safety belts are to be fastened, goes on but we have to circle
round and wait for permission to land. We collect up paper
bags, try to reassure nervous passengers, see that all safety belts
are properly fastened and once again distribute chewing gum.
At this point, glasses of cold water and a cognac are asked for.
We have to give up our attempts to hand out coats and other
personal property as the aircraft is too unsteady.

We are also supposed to fasten safety belts, but how and
where? We are not allowed to sit with the passengers and al-
though one of us has a small folding seat placed at the side of
the aircraft, she has nevertheless nothing to hold on to once she
has fastened her safety belt. The only thing that the others can
do is to sit on the floor and brace themselves against the side
of the plane.

Finally comes the touch-down and we hurriedly hand round
the last few coats, pass hand luggage out of the plane and smile
goodbye 38 times to the passengers.

Then the customs’ official arrives to check the foodstuffs.
We pack all alcoholic drinks and cigarettes in a case for bond-
ing. Everything else is locked up. The travel literature which
has been left behind by the passengers is gathered up and the
receptacles at the back of the seats are cleared. We explain to
a ground mechanic a slight defect which has developed in the
galley heating system. Then, at last, we are able to get out into
the fresh air. The hard physical effort in rough weather com-
bined with the dry air in the cabin of the ‘Convair’ have taken
their toll of us. Or it is the vibration and the engine noise which
have made us somewhat confused ? Nor is that all. We still have
the worry of whether we shall be given a quiet room at the
hotel tonight, or whether, as is so often the case, we shall have
one which looks out on to a busy street and in which we will
be unable to sleep properly.

I should also like to describe for you another flight which has
particularly stuck in my memory, since it illustrates very well
some of the special difficulties which the air hostess has to face.
We were on a return flight from Istanbul, via Athens, Rome,
Geneva and Zurich in a pc. 4 carrying forty-five passengers.
At Istanbul, we picked up a young epileptic girl who, after the
take-off, paid repeated visits to the toilet. Each time that she
did so, we had to be very careful that she did not lock herself
in, in case she had a fit. Then, at Athens, a woman who was a
serious mental case was brought on board. In order that she
might be kept somewhat apart from the other passengers, we

gave her one of the rear seats in the aircraft. Almost immedi-
ately following the take-off the injections which she had been
given previously seemed to lose their effect and she became very
restless. She continually threatened to jump out of the plane
(it appears that she had heard of a similar case immediately
prior to her own breakdown) and either the purser or myself
had to remain near the door in case she attempted to carry out
her threat.

Although we would have had our hands more than full with
looking after these two special passengers and tending to the
needs of the remaining forty-two we also had on board a
twelve year old abnormal Greek boy, whose passage had been
arranged through the International Red Cross. Suddenly — and
without any warning — this boy began to rave, to pull the hair
of women passengers and to lash out with his feet in all direc-
tions. I attempted to give him a sedative, disguising the pills
in a quarter of an orange (a fruit of which he was supposed to
be particularly fond), but he refused to swallow it. The worst
part about the whole business was that we were unable to make
him understand us, since we ourselves knew no Greek. Yet, by
the time we touched down at Geneva, the little boy had grown
so fond of us that he had to be parted from me by force.

I do not think that one can describe flying as an occupation
which is especially harmful either to general health or to par-
ticular organs of the human body. It is certainly not good for
the teeth, and the extremely dry air—especially when flying in
Convairs — is not exactly conducive to the well-being of the
mucous membrane of either the nose or throat.

*Your breakfast, Madam’. The air stewardess begins her day on
board a Scandinavian Airlines System transarlantic airliner.
Photograph by kind permission of Scandinavian Airlines System
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I do, however, consider it likely that flying may aggravate
and even activate latent sources of infection. Moreover, where
there is the slightest defect in hearing, existing irritations of the
frontal and maxillary cavities or where the crew member has
passages leading to these cavities which happen to be too nar-
row (is this perhaps more common amongst women?) it is un-
doubtedly more difficult to adapt oneself to flights in pressuri-
zed aircraft.

The following are all aspects of our occupation which must
be borne in mind when considering the possible effects of flight
duty on the health of air crew personnel:

The constant changes in both pressure and climate; vibration
and engine noise; the dry stale air; the irregularities in working
hours (e.g. night flying, reveille at 3 a.m. or return flights begun
at 4 a.m.); and the often hasty and scrappy meals which must
be taken at all hours of the day and night. To these must also
be added the constant need for physical effort even when the
aircraft is either bumping badly or flying at high altitudes (e.g.
in trans-Alpine flights carried out in DC.3s or pc.4s. both pas-
sengers and members of the flight crew are seated whilst we
have constantly to move about and sometimes — even at an al-
titude of between twelve thousand and fifteen thousand feet -
have the task of distributing oxygen masks). All these factors
make heavy demands upon the human frame,

Many flights result in complete temporary exhaustion and in
such condition one is naturally more liable to infection than
under normal circumstafces. For that reason, | also consider
that no stewardess should either be allowed or attempt to fly
during menstruation. It is no use a stewardess turning round,
perhaps an hour after take-off and saying, ‘I'm sorry but [ don’t
feel well’.

In addition to the physical demands, however, our occupa-
tion also makes constant mental demands upon us. One has to
adapt onesell to the most varied and even surprising situations
and yet always remain both pleasant and absolutely composed.
In this respect, women are certainly the more temperamental
sex and tend to take to heart things to which they should try
to remain inwardly indifferent. That is doubtless one reason
why, in general, they tend to tire more easily.

It must also be remembered that the stewardess is usually
able to spend considerably less of her free time on rest and
recreation than a man, since she often has to do her own
washing, mending, ironing, etec.

There are, in my opinion, several ways in which the working
conditions of stewardess could be improved. Some small con-
cessions in this direction have already been made to us. For
instance, we no longer have to fly from Zurich via Geneva,
Cairo and Basra to Abadan and back all within fifty-two hours
and with only two steward personnel on board. Previously, this
meant that in spite of the fact that the route should really be
considered as a night flight, we had hardly any opportunity of
sitting down, let alone of sleeping. Under the new arrangement
an extra stewardess is carried as far as Cairo. However, even
today there is, on long distance flights, no guarantee that ste-
ward personnel will have either seating or sleeping accommo-
dation,

Another important point which should be borne in mind is
that, prior to and following long distance or night flights, trans-
portation both to and from the airport should be provided for
all air crew personnel.

It is also essential that both monthly and quarterly flight time
limitations should be established, in consultation with the
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staff organizations concerned. A maximum number of days
on which air crew personnel may perform flight duty without
proper rest periods should also be laid down. Block to block
time should be the basis for any such calculations,

The following additional improvements would also appear
to be desirable:

a) The organization of all air crew personnel in a single staff
association;

b) The general acceptance of the principle of seniority, in order
to prevent favouritism and to ensure that equal opportunities
are available to all steward personnel;

¢) A more uniform allocation of assignments — seniority might
also be considered as the operative factor here;

d) The payment of a guaranteed minimum salary — of consid-
erable importance when there is not much flying to be done
or in cases of sickness; and

e) At lay-over points on regular routes it should be possible to
reserve single hotel rooms for all members of a crew.

It should also be laid down that only a senior steward, senior
stewardess or some other direct superior shall beentitled to make
check flights and not, as is now the case in some companies,
any employee who may not necessarily be acquainted with the
work. Such persons should also not be allowed to make reports
about our work on board (reports of this kind should not be
accepted in certain quarters either!).

In addition, no young or inexperienced stewardess should be
appointed as senior stewardess. This position should rather be
entrusted to some outside person of mature age (preferably
over thirty-two), possessing some medical knowledge. She
should be someone of the utmost discretion, who has taken a
stewardess’s course and, if possible, with previous flying experi-
ence, thus enabling her to have some practical insight into the
work involved.

A senior stewardess should, right from the start, recalize
the responsibility of her position and consequently should not
be on too familiar terms with the stewardesses under her super-
vision. Only by so doing can she both acquire and retain the
authority and confidence necessary in her job. The selection of
persons already carrying out the duties of a stewardess would
not in my estimation meet the case,

I believe that there are few occupations for which it is so dif-
ficult to find suitable people as that of the air stewardess. One
reason for this is undoubtedly the lact that the gualifications
required (e.g. first aid and nursing experience, knowledge of
foreign languages, etc.) are out of all proportion to the salary
paid.

It is true that the opportunity to travel and the measure of
independence implicit in the occupation undoubtedly have their
attractions. However, since the work is becoming rapidly more
and more standardized and now consists, in the main, inmaking
the path of the rich and the spoiled even more smooth than it is
at present, few young women will, in the long run, find much
satisfaction in it. Moreover, contrary to general belief, itis very
rarely indeed that one can find either the time or the opportu-
nity for such things as theatre- and concert-going, sightseeing
and pleasure trips, etc. I

I believe that every human being — and age has nothing to do
with it — has his or her own sense of what is right and wrong.
[t is true that there are perhaps more opportunities of leaving
the straight and narrow path in our profession than in others,
but those who do not seek such opportunities usually do not see
them — and those who seek them would find them anywhere.




Problems in
coordinating
Canadian

transport @

By J.E.McGuire

National Transportation Policy

IN DISCUSSING A NATIONAL transportation policy for Cana-
da, the Turgeon Report reviewed all the steps taken, since before
Conlederation, that indicate the close attention given to trans-
port matters by government. These include the construction or
management of certain railways to ensure adequate transport
facilities: the adoption by Parliament of the Crowsnest Pass
Agreement to ensure cheap transportation of grain from the
Prairie Provinces to the Great Lakes: the passage of the Mari-
time Freight Rates Act in 1927 to provide for reduced rates on
traffic westbound from the Maritimes; the construction of a
transcontinental railway to encourage the shipment of goods
through Canadian ports: the construction of an extensive canal
system in Central Canada: the granting of substantial subsidies
to encourage the building of transport facilities; the acquisition
by Government of the bankrupt lines that have now been welded
into the Canadian National System: construction of the Hud-
son Bay Railway; and large investments in coastal shipping
services and the Trans-Canada Air Lines.

The Royal Commission sees all of these steps as part of a
national policy, indicating ‘the continuous concern of Parlia-
mentwith Canada’s transportation problems including the prob-
lem inherent in great distances and sparse population’,

Coordination of Transport

Earlier in this article, it was suggested that Canada’s transport-
ation policy has often been determined on the basis of exped-
iency rather than on a long-range plan. However, several
steps in the direction of coordination of all forms of transport-
ation have been taken although, as the Commission suggests,
the trend of legislation in recent years has been away from
coordination. In 1938 Parliament approved an Act which estab-
lished a ‘Board of Transport Commissioners for Canada’ in
place of the ‘Board of Railway Commissioners’ which had been
set up in 1903. The Board was required to perform the functions

The airplane is becoming an increasingly commeon mode of trans-
portation in the Far North of the Dominion of Canada. Photo re-
produced by kind permissionof the Canadian National Film Board

vested in it by the Act, “. . . with the object of coordinating and
harmonizing the operations of all carriers engaged in transport
by railways, ships and aivcraft . . .". But other provisions of the
Act placed restrictions on the powers of the Board as far as
air and water transport were concerned, leaving it with full
jurisdiction over railways alone.

In 1944, Parliament’s policy with respect to coordination was
changed by deleting the reference to ‘aircraft’ in the section of
the Act quoted above. At the same time, separate regulation
of air transportation was provided by the establishment of an
Air Transport Board. In 1947, the Canadian Maritime Com-
mission was created to examine and maintain records of our
shipping services. Although not a regulatory body in the same
sense as the two above-mentioned Boards, the Commission’s
powers do nevertheless affect water transport in some respects.
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Thus there are now three bodies with regulatory powers,
where one existed before. In the words of the Turgeon Report:
“The net result . . . was to lessen very greatly the possibility of
coordinating and harmonizing the different transport media
under Federal control’.

Obstacles in the way of Federal Control

There is considerable sentiment in favour of the coordination
and regulation of all forms of transport, and this was shown
in several of the submissions that were made to the Royal Com-
mission on Transportation. In these submissions, much em-
phasis was placed on the need of bringing trucks under regula-
tions similar to those under which the railways operate. The
principal obstacle in the path of such regulation les in the divi-
sion of jurisdiction between the Federal and Provincial Govern-
ments as laid down in the British North America Act (Canada’s
Constitution). The Federal Government has jurisdiction over
interprovincial road traffic, but road traffic moving within the
borders of a particular province lies within the jurisdiction of
that province. Here is one of the principal barriers to full
coordination of highway and railway services, because by far
the largest part of truck traffic is intra-provincial, i.e., it does
not cross provincial boundary lines.

Situations like this are bound to arise in a country where
division of authority exists. Such divisions are not bad in them-
selves, but if they hinder national progress and the application
of social justice, other ways and means of accomplishing our
objectives must be sought. On this point, the Brotherhood
joined with the ‘Canadian Congress of Labour in submitting to
the Royal Commission in 1949 that:

‘Each type of transportation should be assigned the task it
“an most economically perform. This involves bringing all types
of interprovincial and international services under the control

A scene on the Great Lakes.
Blue Water Bridge, which links Sarnia, Ontario, with United
States Port Huron. Canadian National Film Board photograph

A lake freighter passes under the
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of the Board of Transport Commissioners, so that each type
will be confined to its proper sphere and none will be allowed
to engage in uneconomic competition with the rest. If this re-
quires an amendment to the British North America Act, then
that amendment should be obtained. The problem of rail and
road competition, and its effects on the economic position of
the railways, are too serious to brook delay. There has already
been a delay of a dozen vears since the Government made an
attempt to deal with this matter, and then dropped it. That is
long enough. Any constitutional amendment which may be nec-
essary should not be too hard to get, since it can hardly be
contended that an amendment of this kind touches in any way
upon those minority rights which are, and should be, sacrosanct
The Fathers of Confederation clearly intended that all inter-
provincial and international transportation should be under
Dominion jurisdiction. The fact that they could not foresee the
development of the internal combustion engine ought not to be
allowed to frustrate their intentions.’

Six of the seven provinces that appeared before the Royal
Commission stated they would not give up their exclusive juris-
diction over intra-provincial transport. The seventh province,
Saskatchewan, said it would agree if the provincial revenues
tost nothing by the transfer and il the Federal Government
provided hard surfaced roads in the province. Several organiza-
tions were in favour of some form of central control, and there
was a proposal that the provinces enact uniform legislation on
trucking. The association of the automotive transport industry
opposed central control on the ground that it would mean the
regulation of trucks for the benefit of the railways. Railway
management and workers, harassed by mounting costs and un-
fair competition which selects the cream of their traffic, might
be forgiven if they pointed out that, at the present time,
regulation of their facilities appears to be conferring very

Iron ore being unloaded from the Port Arthur dock into a wait-
ing Great Lakes ore boat. Photograph reproduced by the kind
courtesy of Editorial Associates Limited Montreal and Toronto




The Lethbridge Viaduct, a notable feature of the Canadian Pacific Railway, spans the Belly River at Alberta. The viaduct is 5,327
Seet in length and consists of sixty-seven spans built on steel trestles. Photo reproduced by courtesy of Canadian Pacific Railways

considerable benefits on highway transport in the Dominion.

It is gratifying to see that the Report of the Royal Commis-
sion calls for Parliament to reconsider the question of coordina-
tion. The following passage is taken from the Report:

‘In so Tar as Parliament can regulate and control transport-
ation, the object should not be confined to the rather negative
work of correcting abuses, but should reach out to the positive
constructive task of developing adequate and efficient trans-
portation services and of ‘coordinating and harmonizing’ the
service in the public interest. The regulation of railways can
best be exercised by combining it with the regulation of the
other agencies of transportation. It is true that Parliament’s
lack of jurisdiction over intra-provincial transportation presents
a major obstacle to the full attainment of this most desirable
object, It is of course permitted to hope that the provinces will
some day agree to cooperate with the Federal authority in the
carrying out of a common policy of coordination. Until that
day comes, however, there is no reason why Parliament should
not proceed as far as its authority extends towards the estab-
lishment of a national transportation system functioning under
the control and regulation of an efficient supervisory board.
The several means of transportation — railways, waterways, air-
ways, (highways), and now pipe lines — are distinct agencies
that are inseparably inter-related. They should be so regulated
as to serve not only individually but collectively in meeting the
country’s needs’.

The Report goes on to suggest that the policy of coordination
and central control to which Parliament appeared to be com-
mitted in the Transport Act of 1938 should be invoked once
again, with a view to its extension. It calls for the constitution

of a Central Authority and states that ‘“The adoption of this
policy would bring together the three above-named bodies (the
Board of Transport Commissioners, the Air Transport Board,
and the Canadian Maritime Commission), re-organized and
united and devoted henceforth to the pursuit of a well-planned
policy for the coordination and regulation of transportation’.

Conclusion

The recently published Report of the Royal Commission on
Transportation (the Turgeon Report), has been referred to fre-
quently in this article. This was done because the Report con-
tains the views of three prominent Canadians who listened to
214 witnesses in support of 143 formal submissions during the
period January 1949 to February 1951.

Reports such as this one are always valuable, especially if not
forgotten. And while they often open up avenues of hope for
satisfactory solutions, they also serve to remind us of the com-
plexity of our problems. The road ahead, as far as coordination
of transport is concerned is not an easy one. Many of the ob-
stacles, as we have suggested, are inherent in Canada’s geogra-
phical composition and location. Others have their origin in
the exigencies of our pioneer days, our political structure, and
the recurring crises of the international community of which
Canada is a member.

In overcoming these obstacles, organizéd labour in Canada
believes that it can be of some help. Our special job, the
same as for free frade unions everywhere, is to see that human
values take precedence at all times, and that transportation
as an instrument of distribution and as a means of travel is
used to the best possible advantage of humanity everywhere.
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New trade union journal for Indian railwaymen

A KEENLY FELT NEED for a well-written and up-to-date trade
union journal devoted to the interests of Indian railwaymen has
recently been met by the publication of The Railway Sentinel
under the auspices of the Bombay, Baroda and Central Indian
Railway Employees’ Union (an affiliate of the All-India Rail-
waymen’s Federation),

Although The Railway Sentinel is primarily concerned with
the problems facing the BB and C1 Railway Employees” Union
and its activities, it also gives a large amount of publicity to the
demands and grievances of employees on other Indian railways
and to the activities of their trade unions. In addition, it con-
tains news about the work of the central Indian railwaymen's
organization, the All-India Railwaymen's Federation.

Social implications
of the transport coordination problem

ONE OF THE PRINCIPAL ITEMS on the agenda of the Fourth
Session of the Inland Transport Committee of the International
Labour Organization is that dealing with ‘labour problems af-
fecting coordination of transport.’

As, in the words of the 1Lo, the item ‘cannot be conveniently
considered without some indication of how the coordination
of transport, or rather the absence of it, may affect labour’ a
report, entitled Coordination of Transport: Labour Problems,
has been issued by the International Labour Office for the bene-
fit of those attending the Session.

One of the most interesting chapters in the Report is that
headed ‘Conclusions’, in which its authors sum up what they
believe will be the ultimate effects of coordination on those work-
ers who are employed in the transport industry. In this it is
stated that:

“The success or failure of attempts to coordinate transport
will have important repercussions on the millions of operators
and workers in the industry. The security of employment and
the standards of living of many of them are at stake. It is there-
fore natural that the International Labour Organization should
regard it as its duty to continue to follow developments in this
field. The International Labour Conference has affirmed that
“all human beings . . . have the right to pursue their material
well-being . . . in conditions of freedom and dignity, of econo-
mic security and equal opportunity™ and that *‘the attainment
of the conditions in which this will be possible must constitute
the central aim of national and international policy™. If the
abuses of competition within and between different branches
of transport are not suitably restrained, it is idle to speak of
“economic security”. If a transport monopoly is so protected
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that it is able to exercise its potential powers to the full, and if
it does so without social restraint and without adequate regard
for the public interest, the material well-being of many is so
threatened that there is no real equality of opportunity. The
Governments of States Members, both directly and with the
assistance, as appropriate, of international agencies, have there-
fore an obligation to seek to prevent both these abuses. This
report has shown that in almost all countries this aim has either
been achieved or is being pursued.

It is, moreover, a responsibility of the International Labour
Organization to examine and consider all international econo-
mic and financial policies and measures in the light of its fun-
damental objective, and it will therefore continue to carry out
is obligation to follow developments in the field of the coordi-
nation of transport with these broad principles in view.’

At the same time, however, the Report warns that ‘the roots
of the trouble are to be found in economic lactors that are for
the most part outside the field of action of the International
Labour Organization.

Air and rail safety in the US compared

. ACCORDING TO FIGURES issued by the us Interstate Com-

merce Commission's Bureau of Transport Economics and Sta-
tistics, although the rate of passenger fatalities on scheduled
domestic air lines last year was the lowest since 1946, air travel
is still only half as safe when compared with rail transport on
a passenger-mile basis.

Preliminary estimates show that passenger fatalities on trunk,
feeder and territorial air lines in 1950 were 11.5 per milliard
passenger-miles, whilst those on the railways during the same
period stood at 5.56. The air line figure excludes all propeller
accidents and other mishaps to persons on the ground, but the
rail fatalities include both railway passengers and travellers not
on trains involved in accidents connected with train operations.

US lorries carry most freight

THE MOTOR TRUCK DIVISION of the United States Auto-
mobile Manufacturers® Association has recently issued a book-
let entitled Mortor trucks and national defence, in which it is
stated that ‘each year our trucks carry three times as much
freight as the combined total hauled by all other forms of trans-
portation.’

Included in the booklet is a table headed *“How freight moves
in the us’, which we reproduce below:

Billions* % Billions* %
TONS HAULED TONS-MILES

TRUCKS 83 75 122 11
RAILROADS P 6 110 9
PIPELINES X 6 110 9
WATERWAYS .6 3 345 31
AIRWAYS X = X | —

*) American = 1,000,000,000
x 315.000 xx 200 million ton-miles




Decasualization of dock labour (3)

Australia

THE NUMBER OF REGISTERED waterside workers covered by
stabilization schemes was 25,482 on | January 1951. For the pur-
poses of the attendance money scheme, the ports are divided
into two categories. In Category A ports, the dockworkers are
entitled to 12 shillings attendance money for each day on which
they attend for work but are not employed. In Category B ports,
where most of the work is seasonal or not continuous, attend-
ance money is payable only during the *normal” period when
the workers are required to present themselves regularly for
dock employment.

No guarantee make-up is payable in addition to attendance
money: but conditions of completely full employment have
prevailed in Australia for several years and arrangements have

been made in some cases [or transfers of labour between ports.
Workers in Category B ports are therefore unlikely to remain
unemployed outside the ‘normal’ period, nor is employment
very difficult to obtain throughout the year in Category A ports.
The latter fact is best indicated by the figures given in the ac-
companying table with respect to the principal port in each
State. 1t will be seen that the average hours worked per week in
each port represent not less than 75 per cent of a normal
working week: that the amounts paid in attendance money
were not large because there was little unemployment to be
compensated for; and that average earnings were not low, es-
pecially if compared with the basic minimum wage for wharf
labourers of 4s.11d. per hour (as of 31 December 1948).

:' Hours Earnings Attendance ':':
. money O
:' Weekly average 1949 1943 1949 1948 1949 1948 -:.:
.: of hours worked, £ 5.4, £ s. d. d. d. :.:.
:- wages earned .'.:
. and attendance Sydney 334 339 9106 8§09 7 13 T
‘s money per worker, Melbourne . 38.6 39.9 11 53 1043 15 19 ot
b for the years Brisbane . 289 252 9136 720 76 113 e,
. ending 30 June 1948 Adelaide . 80 379 e 976 23 23 e
. and 30 June 1949 Freemantle . . 38.0 34.5 12 03 929 72 165 el
- Hobart 33.6 397 9 36 959 49 82 Dele

Source: Report of the Stevedoring Industry Board for the year ended 30 June 1949,

Taking the ports of the Commonwealth as a whole, an av-
erage of 33.2 hours per week were worked in 1948-49, as com-
pared with 33 hours in the year which ended on 30 June 1948,
Even though this increase was so small, the average weekly
wage earned rose from £8. 8. 9in 1948 to £10. 0. 9 in 1949. The
average of attendance money which had to be paid to each
worker was 4s. 1d. per week in 1948, as compared with 5s.10d.
per week in 1948, this reduction in attendance money in 1949
witthout any proportionate increase in the number of hours
worked being probably attributable to a more even spreading
of work over the week in 1949, with less working of overtime
than in 1948. Such a tendency contributes to the workers’ wel-
fare in an industry. where the work is so arduous.

it is interesting 1o note the considerable difference between
ports as regards the amount of attendance money which has to
be paid, the sum being much smaller in the large ports than in
the small. Sydney, for instance, with 6,600 wharf labourers out
of a total of 24,000 for the whole country, has to pay only about

one tenth of the attendance money required in the ports of
Freemantle or Brisbane.

The workers covered by the Australian attendance money
scheme are all those engaged in °“stevedoring operations’, this
term covering both the loading or unloading of cargo, etc., into
or from a ship and the handling of cargo or other goods at or
in the vicinity of a wharf.

Belgium

Antwerp, which is one of the two most important ports in
Belgium, has led the way with regard to improvemeht in the
conditions of dock work in that country. It was because the
unemployment benefit drawn by Antwerp dockworkers was out
of all proportion to their number and their contributions that
a registration scheme was first introduced in 1929 on the initia-
tive of the National Emergency Fund. Under this scheme, two
groups of dockworkers — regular and casual — were registered
with a third non-registered group on the fringe of the industry.
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Any casual worker obtaining more than a certain minimum of
employment during a period was eligible for transfer to regular
status. The number of registered workers was limited to a figure
20 per cent in excess of normal requirements,*®

Centralized pay offices were also established before the war
and recruiting in taverns was replaced by hiring at new hiring
offices, which the regular registered dockworkers were expected
to attend twice a day without fail. The only attendance money
they received in lieu of employment, however, was the ordinary
unemployment insurance benefit. Wage rates were considered
to be at a level which would permit a dockworker to earn an
average week’s wage in four days.26

Since the war a proper attendance money scheme has been
established at Antwerp under an Order dated 26 September
1946.%7 Similar schemes have been set up by subsequent Orders
at other Belgian ports, including those of Brussels, Ghent and
Vilvorde; and the following description of the arrangements at
Antwerp applies equally to the other ports.

A ‘Security of Livelihood Fund’ is maintained by means of
a levy upon all undertakings registered with the National Com-
mittee for the Port of Antwerp, equal to 15 per cent of their
gross wages bill. Out of this Fund attendance money is paid,
the amount being equal to the difference between 100 francs
and the unemployment benefit and family allowances received
in respect of each day of unemployment. This attendance
money is payable to all ‘recognized dockworkers’, that is to
say, dockworkers who have been issued with wage books either
by the Central Agency of Antwerp Port Employers (Centrale
des Employeurs du Port d’ Anvers — cEPA) or the Antwerp Coal
Traders Association (Beroepsvereeniging der Kolenhandelaars
Antwerpen — BEKOLA). As under attendance money schemes in
other countries, the payments are intended both as a return for
the service of regular attendance and as a welfare measure, and
are payable only to involuntarily unemployed workers who do
not fail to make themselves available at all call times.

Much damage was caused during the war to the hiring halls,
but shelter is again being provided at the hiring points for un-
employed workers who live too far away to return home be-
tween calls, The hiring halls, central pay offices, and general
administration of the attendance money scheme, are the res-
ponsibility of the National Committee for the Port of Antwerp.
This Committee, originally established in 1919, is similar to the
Steel Board, the Joint Board for the Mining Industry, the
Mechanical Engineering Board, and other bipartite bodies in
Belgium. It includes in its membership at least four representa-
tives of the workers and an equal number of representatives
of employers.

The Antwerp Committee is responsible for the size of the
registered labour force and, since it appears that the Belgian
attendance scheme has had to bear the burden of a much
greater volume of unemployment than similar schemes in other
countries during the post-war period, Belgian experience in the
control of dock labour supply is especially interesting. During
1946 the number of registered dockworkers in Antwerp was
reduced from 16,100 in January to 14,560 by the end of the
year. The average daily percentage of this force failing to obtain
work declined from 34.6 in January to 14.9 in December. In
1947 the volume of traffic increased considerably so that, al-
though the size of the register was restored to 16,813 by the end
of the year, the percentage of unemployed never exceeded 20
and was usually much less, being as low as 8.9 by December.

Owing to the increase in the volume of traffic, which contin-
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Before the introduction of the Antwerp decasualization scheme.
Groups of dackers stand about in the street waiting to be hired

ued during the first quarter of 1948, the register was increased
to 17,429 during January of that year, and a second category of
dockworkers was formed to undertake the extra work. Un-
fortunately, however, the volume of traffic decreased sharply
after the first quarter of the year, and since the size of the re-
gister was not reduced, the volume of unemployment rose to
25.9 per cent in January and to 40.2 per cent in June, thereby
throwing considerable financial strain on the attendance money
scheme.®8

Only combined figures for the ports of Antwerp and Ghent
taken together are available for the succeeding period up to
1950; but they indicate clearly that, despite the achievement of
a reduction in the register roughly equivalent to the increase at
the beginning of 1948, the volume of unemployment could not
be reduced in the face of declining traffic, but stood at 41.3 per
cent in September 1948, 42 per cent in February 1949, 42.8 per
cent in September 1949 and 42.3 per cent in March 1950,

With a decline in port traffic and a volume of unemployment
of this order (which could conceivably arise to an equal extent
in other countries with guaranteed wage and attendance money
schemes), the problem of controlling the supply of dock labour
becomes a major one, calling for careful consideration and
broad action if the burden of such schemes is to be prevented
from becoming unduly heavy. While it is desirable to keep
changes in the size of the register 1o a minimum if the intention
of enhancing the dockworkers’ economic security is not to be
defeated, it may be necessary at the same time to make sub-
stantial provision for retraining and the transfer of dockworkers
to other industries if the decline in demand for labour in the
ports is found to be part of a long-term trend rather than a tem-
porary fluctuation.

In addtion to the reductions in the register resulting from
resignation, retirement and death, and from the removal from
the register of dockworkers who fail to accept work assigned to
them or disobey the internal port regulations, the National
Committee for the Port of Antwerp decided to remove from
the register all those who obtained less than ten days of em-
ployment during nine months of 1949. A broader solution of
the problem of unemployment among dockworkers is difficult




Two Antwerp dockers who were not lucky enough to obtain any
employment take their meal as best they can in the open street

in Belgium, where there is also unemployment in many other
industries, especially in those which are similarly associated
with foreign trade.

France

In the Act of 6 September 1947 respecting the organization of
dock labour®® provision was made for the registration of dock-
workers and the payment of a * guarantee allowance’. Although
this Act has sometimes been described as the first French law to
provide for a guaranteed wage, the allowance is only payable
for turns not worked, and is not intended as an addition to earn-
ings in order to bring them up to a certain minimum level; it
may therefore be described as attendance money, and does not
constitute a guaranteed minimum wage.

Dockworkers registered under this scheme are known as
‘regular dockworkers’, and are issued with trade cards to iden-
tify them as such; approximately 20,000 dockworkers hold
these cards. There are also ‘casual dockworkers’, who are only
employed when demands for labour exceed the supply of regular
dock labour. The number of casual workers is sufficient to
permit the total force to be expanded by as much as 25 per cent.
The operations upon which regular dockworkers must be given
priority comprise the loading and unloading of ships and boats
at public berths, and the removal of goods to open sites or
sheds within a public port area. These workers are required to
report regularly for employment in the docks and are entitled
to attendance money, within certain limitations, for each of the
two turns a day attended without obtaining work.

On the other hand, the casual dockworkers, who are to be
regarded, in the words of the Act, as ‘a supplementary supply of
labour to be called on only where there are insufficient regular
dockworkers’, are not expected to be in regular attendance at
calls or to refrain from taking other employment without prior
notice or permission, and are not entitled to attendance money.
However, they are — unlike the regular dockworkers — entitled
to benefit under the national unemployment insurance system
in so far as the aggregate of the benefit and their part-time
earnings in the docks does not exceed the maximum prescribed
for partially unemployed workers generally. Some have re-

A typical scene on the Rotterdam waterfront. A Dutch shore gang
steadies a load of packing cases as it is discharged to the quay

course to such supplementary employment as fishing and agri-
culture (usually in the neighbourhood of the port) or building
and construction work (especially in ports devastated by the
war), and others whose wives keep shops may help at home
when they aré idle,

The Act prescribes that the total number of days of unem-
ployment of regular dockworkers in every period of six months
must not be allowed to exceed 25 per cent of the working time.
This inevitably sets a limit on the number of dockworkers who
may be issued with trade cards. The fixing of such a limit, in one
way or another, is essential to the financial viability of any at-
tendance money scheme.

To administer the scheme, a National Dockworkers” Guar-
antee Fund has been established, with a central port manpower
office under its authority in each port. Control of these bodies
is shared on a tripartite basis. The chairman, vice-chairman and
financial director of the Administrative Board of the National
Fund are appointed by the Minister of Transport and Public
Works, the Minister of Labour and the Minister of Finance
respectively; the remaining members consisting of three em-
ployers’ representatives and three workers' representatives,
nominated by the most representative organizations of each
group. The central manpower offices consist in each port of the
director of the port (or the engineer in charge of the maritime
service or navigation service), acting as chairman, and of two
or three representatives of the cargo-handling enterprises with
an equal number of dockworkers’ representatives. The repre-
sentatives are appointed every two years by the Minister of
Transport and Public Works from a list of nominations sub-
mitted by the chairman of each central manpower office, after
consultation with the relevant employers’ and workers’ or-
ganizations. The decisions of the central manpower offices are
taken by a simple majority vote, the chairman having a casting
vote in the event of a tie. It should be noted that, unlike the
chairman of the local dock labour boards'in the United King-
dom, the chairmen under the French scheme are not represen-
tatives of labour or of management, but are independent.

The central manpower office in each port is responsible for
the over-all control of cargo-handling, for keeping a check on
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Not all work in the docks is mechanized. Heavy loads still have
to be humped about by the dockers themselves as is shown by
this photograph from the French Atlantic Ocean port of Bordeaux
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the port employers and their labour requirements, and for
identifying and classifying those seeking work in the docks. As
regards the latter duty, the central offices carry out the policy
of the National Dockworkers’ Guarantee Fund in respect of
registration, and ensure that the registered regular workers
carry out their obligation to attend for work at all call times,
that they are given priority for all available employment and
that they are granted all benefits due to them under existing
legislation. The central offices also assist the National Fund in
ensuring that the dockworkers are regularly paid the attend-
ance money due to them, through the intermediary of the holi-
days-with-pay funds and other local bodies.

In addition to controlling the registers of labour, keeping a
record of the port employers seeking labour, and being respon-
sible for the collection and disbursement of funds, the National
Fund deals with all appeals against disciplinary decisions of the
central offices, formulates and executes general policy, and
makes any necessary modifications in the scheme.

Attendance money is paid at a rate fixed by order of the
Minister of Transport and Public Works, and is exempt from
the social security contributions which are deducted from wages
in France. It is not payable to any dockworkers in receipt of
daily payments by way of accident compensation, sickness in-
surance, unemployment insurance or unemployment relief; or
to any dockworker who engages in other paid employment or
refuses to accept work offered. The right of a regular dockwor-
ker to attendance money is also limited to a total of one hundred
turns in each period of six months, although the Minister of
Labour or the Minister of Transport and Public Works may by
order suspend this limitation as regards a specified port for not
more than six months at a time. Failure on the part of any
regular dockworker to present himself regularly for employ-
ment and to accept all work to which he is assigned may in-
volve temporary or permanent withdrawal of his trade card,
unless his reasons for refusing any assignment are acceptable to
the central manpower office in the port concerned.

The cost of the scheme, including its administrative expenses,
is financed in the main by a levy upon all port employers, pro-
portional to their gross wage payments to regular and casual
dockworkers. Other sources of revenue are the interest on
reserves, the interest on authorized loans and any gifts and
legacies received.

New Zealand*'

From 1937 to March 1947 a guaranteed weekly minimum wage,
originally amounting to fifty shillings but later increased to
sixty-six shillings, was payable to Grade A dockworkers reg-
istered under the *bureau’ system (a system of registration and
work equalization) who conformed to the rules under that
system. This guaranteed wage applied only to dockworkers in
the ports of Auckland, Wellington, Lyttelton, and (after Jan-
uary 1946) Dunedin. These four main ports, in which well over
half the total man-hours in the industry are worked, are those
which offer the steadiest livelihood:; and their workers stand
less in need of measures to stabilize their earnings than the
workers in the other ports. Thus, not only during the wartime
period of labour shortages but also since the war, the payments
made under the provisions of the guaranteed wage scheme were
only a small fraction of the total wages paid out.

Naturally, there were demands that this guaranteed wage
should be applied to the other ports, which were most in need
of it; but there was opposition to this proposal because of the




much heavier cost arising from an extension of the scheme to
ports where employment is far less regular. These demands
were made on a weekly basis of calculation; and an alternative
suggestion was put forward that wage guarantees should be
based on four-weekly averages, on the ground that it would not
be justifiable to compensate a worker for a slack week in cases
where he earned high wages in the previous and succeeding
weeks. This, however, disregarded the fact that wage-earners
normally arrange their expenditure according to the ordinary
interval between pay-days.

Under the attendance money and guaranteed wage scheme
which has been in operation in New Zealand since March 1947,
a weekly rather than a monthly guaranteed wage has been
adopted. The new scheme applies to seventeen ports, and covers
all permanent dockworkers — numbering nearly 7,000 in 1948 -
who are members of the New Zealand Waterside Workers’
Union.*? As was expected, the cost per man-week of operating
the scheme at the ports of Auckland, Wellington and Lyttelton
has been very small, while the cost of operating the scheme at
the smaller ports of Oamaru, Greymouth, Gisborne and Napier
has been substantial. In the year ending 31 March 1950, the
average cost per man-week varied from 1.73d. at Auckland to
387.31d. at Oamaru.

Attendance money is payable in each main and secondary
port in respect of each day on which a registered dockworker
cannot obtain work, unless he has forfeited his right to benefit
under the scheme for a week through failure to meet any of the
obligations, such as the obligation to make himself available
for work, To fulfil the latter condition, the worker must attend
at the usual place of engagement during the hours of the call
unless he has been advised by the bureau, or by a duly author-
ized officer where the bureau system is not in operation, that
attendance is not necessary. A worker who is absent from work
for not more than one day during a week through no fault of
his own, and whose reason for absence is accepted as justifiable
by the branch manager or the Waterfront Industry Commis-
sion’s representative, is entitled to receive the daily guarantee
for the whole week. This minimum is the equivalent of two
hours® work at the ordinary time rate for general cargo (four
shillings an hour in 1950).

The amount of the guaranteed minimum weekly wage is well
in excess of the total attendance money receivable in a week of
unemployment, having been £5.10.0.per week in the main and
secondary ports since October 1948. It is lower in the minor
ports of Whakatane and Whangarei (£4.10.0 per week), Tau-
ranga, Tokamaru Bay and Awanui (£4.0.0 per week), and
Opotoki and Motueka (£3.10.0 per week). No attendance
money is payable in these minor ports, where employment is
more intermittent and where, in consequence, payments under
the stabilization scheme are particularly heavy.

In the year ending 31 March 1950, the cost of the daily at-
tendance money payments was £40,710, and that of the weekly
guarantee was £ 19,232, making a total of £59,942. At the time
when the scheme was introduced, it was estimated to cost some
£100,000 per annum, but owing to the large volume of work
available payments have not been as great as anticipated.

They are financed by a levy equal to 2': d. per paid labour-
hour, collected from employers by the Waterfront Industry
Commission. Though this rate of levy has brought in an in-
come almost twice as large as the expenditure already involved
by the scheme, it has been considered advisable to allocate
most of the present surplus to a guaranteed wage reserve in

order to provide against higher costs in periods of subnormal
shipping.

The scheme is administered by the Waterfront Industry Com-
mission through central pay offices and labour bureaux, from
which the dockworkers receive their wages, work assignments
and payments under the scheme. The wartime Waterfront Con-
trol Commission, comprising three full-time commissioners,
was replaced in 1946 by a Waterfront Industry Commission of
five members, two representing the workers and two the em-
ployers, with an independent chairman. This new Commission
became so divided over questions relating to the guaranteed
wage scheme that it had to be replaced at the beginning of 1947
by the general manager of the Commission, acting as sole com-
missioner; but by November of the same vear a sufficient
measure of agreement on various points at issue had been
achieved between the two sides of the industry to permit the re-
establishment of a Commission with two members nominated
by the New Zealand Waterside Employers” Association and
two by the New Zealand Waterside Workers™ Union.

Netherlands West Indies (Curacao)

It is interesting to note the case of a port in a non-metropolitan
territory which is much less developed than most important
maritime countries and yet can support a guaranteed minimum
wage scheme benefiting a considerable proportion of its dock-
workers. Under an Ordinance which was brought into force on
21 September 1946,%% workers in the Port of Curacao were
classified into regular staff, reserve workers and casual workers,
each class having different rights and duties. In the first class
were placed workers who had worked for at least one year in
the docks and had earned not less than 800 guilders for such
work during the first six months of 1946. These workers must
satisfy certain physical standards and be at least eighteen years
of age, and must live as close to the harbour as possible and
report for work twice a day: they have a guaranteed minimum
wage of twenty-five guilders per week, whether they work or
not. In the second class were included workers who had earned
at least 600 guilders while working in the harbour during the
first six months of 1946, who satisfied certain physical standards
and had attained the age of eighteen years. These workers do
not have a guaranteed wage, and are bound to report for work
only twice a week. The third class consists of other workers who
satisfy certain physical standards and who have attained the age
of eighteen years.

The purpose of the Central Port Office set up under the De-
partment of Social and Economic Affairs in pursuance of the
Ordinance is to provide a single labour pool for all stevedoring
concerns, and also to be responsible for social work. Every
dockworker and every stevedoring concern must be registered
before being allowed to work on the docks or to carry on ste-
vedoring work, and the engagement of unregistered dock-
workers is punishable by law. The worker is paid by the Office,
to which the stevedoring concerns refund the equivalent of the
wages paid. Workers must observe the rules of employment and
obey the instructions of the inspectir in charge of the Office,
who is appointed by the Government, and is assisted by a com-
mittee of three employers and three workers to advise him on
all questions with which the Office has to deal.3*

Measures in other Countries

Wage Stabilization Schemes
Some information is also available regarding the stabilization
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measures which are at present being employed in certain other
countries.

In Norway, 5,000 of the dockworkers belong to unions, and
the vast majority are therefore covered by collective agreements
which provide for allocation of the available work in rotation,
according to the relative earnings of each dockworker, so as to
equalize the total annual earnings of each worker. In Oslo, the
collective agreement also includes a special provision to the
effect that, if a dockworker has earned nothing between 7 a.m.
and 9 p.m. on any day, heis to be paid a wage of 8 kroner for
that day. This sum constitutes attendance money, since it is
payable irrespective of the level of his earnings on the days of
the week when he is able to obtain employment in the docks.
In the ports of Oslo, Arendal, Stavanger, Trondheim and Bodé,
employment offices have been established under the control of
a committee consisting of representatives of workers and em-
ployers in equal numbers and an umpire appointed by the port
authorities. These offices apply the provisions of the collective
agreements, which are reached independently between the Nor-
wegian Transport Workers' Federation on the one hand, and
the Norwegian Employers’ Federation (which includes the
majority of employers concerned with loading and unloading
in the ports) on the other hand.

In India, steps have been taken since the war to stabilize the
employment and earnings of dockworkers. The Dockworkers
(Regulation of Employment) Act, 1948, provides for the intro-
duction of stabilization schemes in the ports of the country;
while the Dockworkers (Advisory Committee) Rules, 1949,
deal with the setting up of a committee, composed of an equal
number of representatives of dockworkers, of employers, and
of the Central Government, to advise the latter upon matters
arising out of the administration of the 1948 Act or any scheme
which may be or has been made under it.

Stabilization schemes under the Act are being introduced in
various ports — those for Bombay, Calcutta and Madras being
the furthest advanced. In these three ports, registration schemes
are already in operation and attendance money or a guaranteed
minimum wage is paid. Under the registration scheme of each
port, dockworkers are divided into groups with different rights
of access to the available dock employment, so that the regular
dockworkers in each port must all be employed before employ-
ment can be offered to casual dockworkers. In Bombay, the
force ofregular dockworkers consists of 2,300 Category A “shore
labourers’, or labourers in the employ of the Port Trust, and
4,000 *stevedore labourers” in the direct and regular employ of
individual stevedores. The *casual’ group consists of 500 Cate-
gory B shore labourers and another 6,000 stevedore labourers
casually employed by individual stevedores on a rotation basis
to meet requirements in excess of those which can be met by the
regular workers. In Madras only shore labourers are registered,
either as “regular’ or ‘casual’, and fluctuations in shipping are
such that there is frequent recourse to the casual workers. Sim-
ilarly, in Calcutta, only those employed by the port commis-
sioners are registered, and they are divided into ‘regular’, on
the primary register, and ‘casuals’, on the secondary register.

An allowance for attendance on days when no work is ob-
tained is payable in Bombay at the rate of twelve annas for
Category A shore labourers, six annas for Category B shore
labourers, and eight annas for casual stevedore labourers; while
regular stevedore workers are permanently employed on a
monthly basis and are therefore not entitled to or in need of
attendance money. In Madras, each worker is granted a re-
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tainer fee and a cost-of-living allowance (amounting to 42
rupees for a 26-day working month), which constitute a mini-
mum wage since they are payable whether he attends for work
or not, There is nevertheless an incentive to seek work, as a
piece-work rate of five annas per ton of cargo handled is also
payable. In Calcutta, a minimum guaranteed wage has been
fixed for labour on the primary register in consultation with the
trade unions concerned, and provision has also been made for
the payment of attendance money.

In Italy, a series of laws relating to the organization of dock
labour were enacted between the two wars. A scheme has been
established under which permanent dockworkers are registered,
and grouped in companies or gangs, and can be hired only on
a group basis. At present there are 14,757 permanent registered
dockworkers, 14,420 of these being entitled to payments to
stabilize their earnings. These sums are payable during slack
periods, and are designed to bring the dockworkers’ earnings
up to the level of remuneration which they receive when the
volume of traffic is normal, normal remuneration being that
which is payable for forty hours of work during a week. Wages
are supplemented by an amount proportionate to the number
of hours out of forty (up to a maximum of sixteen) during
which the worker has been involuntarily unemployed. In terms
of a working month, those who have obtained less than twelve
days' work during the month are paid a sum propotionate to
sixty-nine hours of unemployment, while for those who have
worked 13, 14, 15, 16, 17, 18, 19, 20, or 21 or more days in the
month the corresponding hourly figures for purposes of stabi-
lization payments are 61, 53, 45, 37, 29, 21, 13, 5 and 0, respec-
tively. These payments are made from central funds maintained
by means of contributions from the employers and administered
by a Central Port Labour Committee, whose membership in-
cludes four representatives of port workers. This Committee,
established under the Minister for the Merchant Marine by
recent legislation,® is also responsible for giving advice on
problems of a general character relating to cargo handling and
carrying in the maritime ports and the legal and economic con-
ditions of the port workers, and for the operation of the scheme
of regustration and stabilization instituted for their benefit. A
new stabilization scheme to replace the one described is pro-
vided for in legislation at present under consideration; the new
scheme would involve payment of stabilization supplements to
wages, sufficient to bring actual earnings during slack periods
up to the level of the minimum wage payable to workers who
are fully employed.

Registration Systems

It is clear that control over the supply of labour, through the
registration of dockworkers, and over the demand for labour,
through the registration of employers, is essential to the success-
ful operation of attendance money and guaranteed minimum
wage schemes, and can have a valuable stabilizing effect on
dockworkers’ earnings even by itself. The registration schemes
in operation in other important maritime countries therefore
call for attention since they make a significant contribution to
the workers’ security of livelthood, assist in the efficient organi-
zation of manpower throughout each country, and may be
regarded as a major step towards the introduction of attend-
ance money and guaranteed minimum wage schemes.

Sweden provides an example of a system under which the
dock labour is divided into several categories. In the ports of
that country there are not only two registered groups, the regular



dockworkers in Group A, and the Group B dockworkers, but
also a third, non-registered group of casual dockworkers. The
regular dockworkers are expected to be available in sufficient
number to meet all the requirements at the four calls during the
day, and only when they are all fully employed may Group B
workers be called upon, with resort to the assistance of the
casual workers only when all of the other workers are employed.
If registered workers refuse — as they may under the provisions
of prevailing collective agreements — to work as much overtime
as is required of them, and casual workers are engaged in their
place, the registered workers must be paid at the ordinary time
rate for the number of hours of overtime for which the causal
workers are employed, on the ground that the employment of
the casual workers reduces the amount of employment still
available to the registered workers on the following day. Gen-
erally speaking, rates of remuneration are high in compensation
for the insecurity of livelihood.

Casual non-registered dockworkers, for whom the need has
grown at busy periods during the post-war years, are obtained
through the public labour exchanges, which have made agree-
ments in fifty-three harbours with the local employers’ and
workers’ organizations to act as intermediaries for this purpose,
in accordance with previous negotiations on the national level.
In the eight largest harbours, special exchanges for dockworkers
have been set up by the labour exchanges. In a number of other
harbours, the exchange for dockworkers has been merged with
the exchange for seamen. In these latter cases an attempt is
made to give seamen priority of employment in casual dock
work while they are waiting for a new engagement for employ-
ment on board ship.

In Greece, dock work may be undertaken only by registered
workers issued with trade cards. In Piraeus, which is the main
port of Greece, there are on the register 2,200 regular dock-
workers, and 3.000 supplementary workers who undertake any
work beyond the capacity of the regular workers. In the other
ports of the country there are 3,500 regular workers and 1,000
supplementary workers on the register. In each port having
more than 20,000 inhabitants a commission has been estab-
lished, composed of the labour inspector, the chief port official,
a representative of the merchant shipping companies, a repre-
sentative of the local Chamber of Commerce and Industry, and
a representative of the dockworkers, These commissions are
charged with the responsibility of maintaining equilibrium
between the supply of labour and the need for it in the ports. At
Piraeus, a special Organization of the Port of Piraeus, which
was formed in 1930 to ensure maximum efficiency in the hand-
ling of cargo, has this responsibility. At the time of the Organi-
zation’s foundation, it was provided that there should be no
new recruitment of regular dockworkers in the port, and this
prohibition has been maintained. As a result of the severe con-
ditions arising out of the war and the post-war disruption, a
number of port workers were killed or died of starvation, and
many have been partially disabled. The combined effect of these
factors has been that, in Piraeus, the regular working force is a
small group of men whose average age is high and of whom
some are not very fit or able-bodied, while a much larger pro-
portion of the work than in the other ports is undertaken by
supplementary workers.

Yet it is only the regular dockworkers in Piraeus whose secu-
rity of livelohiod is completely assured. These workers are
regarded as permanent employees of the State, are paid whether
there is work for them or not, and, during busy periods when

there is a great deal of work available, their normal earnings
may be doubled or even trebled. No other dockworkers in
Greece receive any payment on days when there is no work for
them, neither are they entitled to any unemployment insurance
benefit. However, the commissions in the ports, whose respon-
sibilities include the fixing of wage rates, make it a general
practice to take account of the number of days of unemploy-
ment which each dockworker may be expected to encounter
during the succeeding period and to adjust the wage rates fixed,
up to a certain limit, in compensation for the expected loss of
earnings. Apparently it is not difficult to foresee the amount of
unemployment that may be expected to arise in the future; it
is found that dockworkers are out of work during 30 to 35 per
cent of their working time.

In the United States, the supply of dock labour in the ports
on the Pacific Coast is organized under the provisions of a
collective agreement made in 1948 between the Waterfront
Employers’ Association and the International Longshoremen’s
and Warehousemen's Union. The Waterfront Employers’ As-
sociation, with a membership of about one hundred, includes
virtually all the employers of dock labour on the West Coast
except the armed services. There are about 16,000 workers in
the membership of the Union, half of them working in San
Francisco harbour, to whose system of work rotation reference
was made in the first part of this article. Under the agreement
mentioned, a system of bipartite committees has been estab-
lished, headed by a coast committee, with area committees for
each of the four areas into which the coast is divided and a port
committee in each port. The higher committees deal with all
disputes and matters referred to them by the port committees,
which are in direct contact with the details of the labour situa-
tion in each port. It is the responsibility of the port committees
to maintain and operate central hiring halls, to control the
registration lists, and to decide on all questions arising with
regard to the rotation of gangs and the employment of extra
men. When it is necessary to reduce the number of men on the
register, those released must be the workers with least seniority
of service. Non-registered, extra men may be employed to sup-
plement registered men whenever necessary, but non-registered
dockworkers must not be despatched to jobs while there is any
man on the registered list qualified, ready and willing to do the
work in question. It is provided, that gangs, and men not as-
signed to gangs, must be so despatched as to equalize their work
opportunities as far as practicable, having regard to their qua-
lifications for the work to be done. Within the limits of those
eligible to do the work avaiable, employers are free to select
their men: and men are free to select their jobs.

In contrast with other countries, where the costs fall entirely
upon the employers, the expenses of the hiring halls are met
half by the Union and half by the employers. All the personnel
of these halls are selected by the port committees, with the ex-
ception of the ‘despatchers’ (those actually allocating men to
the various jobs to be done), who are nominated by the Union.
No guarantee of earnings has been attempted in these West
Coast ports beyond the provision that, if men are ordered to
report for work or are ordered back from a previous day, and if
less than four hours’ work is available for them, they must
receive four hours’ pay (at normal or overtime rates, as the case
may be). (to be continued)

25. See Infernational Labour Review, Vol. XXI, No. 4, April 1930, pp. 535-537:
Employment and unemployment in some great European ports, by Max Gottschalk,
26. ‘Decasualization in the Port of Antwerp’, in The International Transport
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Radar trials in German Rhine shipping

THE buTCcH Handels en Transport Courant reports that for the
first time a vessel engaged in German Rhine shipping has re-
cently been equipped with radar. A Duisburg Rhine shipping
undertaking has taken this step following extensive trial tests
carried out by the Aachen Technical High School.

The paper points out that opinions on the usefulness of radar
in Rhine shipping operations are still somewhat divided. At-
tention is drawn to the fact that, as a result of the present over-
offering of tonnage and the faster turn-round of vessels in con-
sequence of increasing motorization, the number of Rhine ves-
sels lying empty (at present approximately 100 per working day)
is expected to rise still further. In fact, there is, at the present
time, no longer any question of journeys being undertaken
during the hours of darkness.

The experiment is, however, being watched with keen inter-
est in German Rhine shipping circles, which have an eye to
the future and better times in their industry.

Ground control of aviation for Germans

THE ALLIED OCCUPATION AUTHORITIES in Western Ger-
many have announced in Bonn that they are to hand over
ground control of civil aviation to the West German authorities,
The West German Federal Government is to set up a special
section of the Ministry of Transport which will take over non-
flying functions from the Allied Civil Aviation Board.

The Civil Aviation Board is to hand over gradually the run-
ning of all departments covering air traffic control, navigational
aids, airport supervision, aeronautical information, accident
investigation, and aeronautical telecommunications,

No agreement has yet been reached as to when the Allied Oc-
cupation Authorities will relax their security ban on Germans
being employed on flying duties.

New automatic pilot system developed

A COMPLETELY AUTOMATIC marine pilot system, which fol-
lows any course it receives from a human or automatic source
has been recently developed by the General Electric Company
of America,

Where a helmsman overcontrols the rudder in wind, swells
or currents, the auto-pilot follows its course with an average
variation of less than one-hall of one degree.

Other advantages of the system are:

An automatic compensator which trims the vessels when
there is more force or resistance on one side of the ship than on
the other: a weather adjustment which may be set to minimize
rudder action in high seas, thereby cutting down the stresses on
the hull caused by excessive rudder movement: an override
which permits the helmsman immediately to take the ship from
automatic control and place it under manual operation in emer-
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gencies; and an automatic turn compensator which prevents
the vessels from manoeuvering past the desired compass head-
ing in completing a turn.

FAD steps up technical assistance
to world’s fisheries

ASSISTANCE IN THE DEVELOPMENT of national fisheries is
forming an important part of the Expanded Technical Assist-
ance Programme of the United Nations Food and Agricultural
Organization (Fa0). Under this programme, governments of
countries in the Far East, Latin America and the Caribbean are
receiving advice on the expansion and improvement of their
fishing industries according to an FAao procedure whereby an
expert in the field is attached to a government, at the latter’s
request, for a stated period and for a particular assignment.

The projects already in operation include general surveys of
fishery resources such as is now being carried out by an FAo
Fisheries Biologist in Ecuador. He is being employed on the
biological work involved in preparinga plan for the development,
conservation and general management ol Ecuadoran fisheries.

A preliminary survey, though of a less detailed nature, is also
at present being made in Brazil to determine which types of
technical assistance will be needed to improve fishing methods
and increase domestic consumption.

In Pakistan too, FA0 experts are advising on the development
of afishing harbour at Karachi in order to relieve the congestion
of the present port and provide for the larger mechanized fleet
which the Pakistan Government intends to develop.

Ceylon, on the other hand, is receiving FA o0 assistance in the
mechanization of its fishing fleet and gear in order to increase
production for local consumption.

Other specialized projects aim at spreading Far Eastern tech-
niques for the rearing of fish in ponds in order to furnish a
convenient source of protein. Technical assistance of this nature
has been under way in Haiti since November 1950. Artificial
ponds have been constructed and these have been stocked with
carp from the usa and a fast-growing fish known as Tilapia
[rom Jamaica. Experiments are also being carried out in the
rearing of indigenous fish.

In Thailand, existing fish ponds are operated mainly by resi-
dents in the Bangkok area, but the Thai Government is anxious
to increase fish production for consumption among people
living inland, where animal proteins are scarce and expensive.
It has therefore requested the assistance of an FAo expert in
spreading knowledge of freshwater fish culture methods.

Fishery educational work is also in progress. Under the
sponsorship of the Chilean Government, a Fisheries Training
Centre will be run for ten weeks beginning in January 1952,
It will draw some fifty students from South American coun-
tries, who will receive intensive instruction in fishery biology,
technology, economics, administration and related subjects.




The ‘Wielun Incident’ in Stockholm

Polish
seamen’s
escape
sheds

new light on
Cominform
methods

IN RECENT MONTHS the press of both Sweden and other West
European countries has given details of a number of instances
in which Polish seafarers, profiting from the fact that their ships
touched at Swedish ports, have seized their opportunity of es-
caping from the stifling atmosphere of their own Communist-
controlled countiy and sought a new life in the free world.

One of the latest of these incidents — and certainly the most
revealing to date — is that which involved the Polish steamship
Wielun shortly before her departure from the Swedish port of
Stockholm in September last. On that occasion, the Swedish
police authorities were called upon to investigate reports —
brought to their attention by the 1Te-affiliated Swedish Sea-
farers’ Union — that a member of the Wielun's crew was being
kept prisoner on board under very suspicious circumstances.
The upshot of these enquiries was that the Wielun was eventual-
ly boarded by a strong detachment of Stockholm police, who
took off the ship’s cook, Stanislaw Kulka -~ victim of brutal
treatment and forcible detention on board following an un-
successful attempt to seek asylum as a political refugee.

The ‘Wielun Incident’, as it has come to be known in Sweden,
has infuriated the Polish Communists beyond all measure. Not
only has one of their intended victims been allowed to escape,
but Swedish public opinion has been profoundly shocked and
angered by the glimpse of Communist methods — brief though
it was — afforded by the succesful rescue bid. As a consequence —
and in a vain attempt to justify the maltreatment of Kulka —a
tremendous barrage of propaganda has been launched against
Sweden by the Polish press and radio, and the most violent
charges have been levelled against the responsible Swedish au-
thorities. The latter are accused, in diplomatic Notes couched
in language far from diplomatic, of ‘kidnapping innocent Polish
seamen’ and of preventing them by force from returning to
their native country.

What are the true facts of the Wielun Incident? Let Brother
Jerker Svensson, General Secretary of the Swedish Seafarers’
Union, tell why it was felt necessary to call in the Swedish po-
lice and to carry out an on-the-spot investigation of the mys-
terious events on board this Polish vessel in the capital’s port.
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Brother Svensson’s story begins by stating some simple facts:

‘During the morning of Saturday, 22 September, two Swedish
customs officers put through a phone call to our union office in
Stockholm. They reported that whilst making a last minute in-
spection on board the Polish steamship Wielun they had dis-
covered that a member of the crew, obviously the victim of
physical maltreatment, was being kept in a heavily guarded
cabin. The customs officials understood that the seaman was
being kept on board against his own wishes by force. They
asked whether the Seafarers’ Union could not do something to
rescue him. We at union headquarters acted on this informa-
tion at once. The police in charge of the port district were
notified and asked to investigate the report. They promised to
follow up the matter immediately.’

A surprise visit by the Customs

The two customs officers in question had been watching the
Wielun — due to leave port at any moment — with a feeling of
growing suspicion. In their own words: ‘We sensed that some-
thing funny was going on aboard and we decided to pay an-
other visit to the ship in order to see for ourselves whether or
not our suspicions were well founded. The crew of the vessel
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were obviously taken by surprise when we boarded her once
again. Nevertheless, everything seemed quite normal until we
came to a locked cabin aft. One of the crew was standing guard
oultside the door, but we ordered him to open up. This he even-
tually did, but showed clear signs of extreme uneasiness, watch-
ing our every movement. Inside the cabin we found a man,
dressed only in a blood-bespattered T-shirt, lying on a bunk
and obviously in a very weak condition. Although by now high-
ly suspicious of the whole business we nevertheless carried out
our normal inspection of the cabin without making any com-
ment. In the meantime, the Wielun's master had arrived, ac-
companied by another man, in civilian clothes, but who ap-
peared to the be real authority on board. Both of them remained
in the cabin until we had completed our work and then saw to
it that the door was once again bolted and guarded. We, for
our part, went ashore and immediately got in touch with re-
presentatives of the Seafarers’ Union who, in their turn, notified
the police authorities of our suspicions.”

Swift action by the Swedish police

When the authorities learned of the customs officers’ discovery,
two police cars containing some half dozen plain clothes of-
ficers were sent down to the docks to take a look at the Wielun.
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Several of them went on board and asked to see the prisoner.
The Polish master, however, refused to allow them access to the
cabin in which he was detained, stating that he would only
open up if the police used force. In view of the attitude adopt-
ed by the master, one of the Swedish plain clothes men left the
Wielun and reported back to police headquarters, whilst oth-
ers remained on board to ensure that the cabin was not entered
until further orders had been received.

About an hour later, when the plain clothes officer returned
from police headguarters, things began to liven up. Almost im-
mediately following his arrival, police cars began to arrive one
after the other until, finally, there were nine parked in front of
the Wielun. Eighteen uniformed constables got out, formed up
on the quay, and then boarded the vessel to join their plain
clothes colleagues. They were met by the ship’s captain, the
politruk (political commissar, or in Communist jargon “cultural
and educational officer’) and a representative of the Polish Em-
bassy in Stockholm, which had in the meantime been warned
of the police action. The Polish representative, as might be ex-
pected, protested vehemently against the boarding of the ship.
The police, however, stuck to their guns, clainimg quite cor-
rectly that the ship was under Swedish jurisdiction, and insisting
that they should be allowed to see the prisoner without any




further delay. Finally the captain ordered the door to be un-
locked and the police got their first sight of the unfortunate
prisoner, who was later identified as Stanislaw Kulka, the cook.

The man who escaped

Kulka, who was obviously in a state of extreme fear, whispered
to the policemen that he wanted to be taken off the Wielun.
Without further ado, this was accomplished and a little later
Kulka, wrapped in a blanket and supported by two plain clothes
officers, was helped off the ship. Behind followed a long line of
Swedish uniformed constables, one of whom carried Kulka's
clothes, which had been taken away from him by the politruk.
Driven to police headquarters in Stockholm, Kulka declared
himself to be a political refugee and applied for asylum in
Sweden. It appeared that he had been ashore on the previous
day to visit friends and had then decided not to return to his
native country. Unfortunately for him. however, someone a-
board the Wielun had got wind of his intention. When he went
back to the ship for the last time to collect his belongings, he
was set upon, beaten into semi-consciousness, and locked up in
the cabin in which he was found by the customs officers. But
for the timely intervention of the Swedish authorities, he would
undoubtedly have been taken back to Poland, handed over to
the tender mercies of the communist secret police, and perhaps
have disappeared for ever from human ken.

Postscript

The Polish authorities are still continuing their campaign of

vilification against Sweden. Further diplomatic Notes, alleging
the *kidnapping’ of Polish seafarers and demanding that Kulka
(who is described as a “criminal’) be returned to Poland, have
been received by the Swedish Foreign Office. The Swedish
authorities, for their part, have energetically rejected all such
accusations, pointing out that Kulka has been granted political
asylum in accordance with international law and stating that
consequently there exist no grounds for his extradition. In ad-
dition, the Swedish Government has expressed its willingness -
in accordance with the convention of conciliation and arbitra-
tion between Sweden and Poland — to have the whole question
of Sweden’s treatment of Polish nationals dealt with by the
International Court of Justice.

The latest Swedish Note points out that on a number of oc-
casions Swedish seafarers have been arrested and detained for
long periods in Polish prisons without any reason, or because
of trifling breaches of regulations. It draws attention to the fact
that the Swedish seafarers’ organizations have stated that in no
country are their members submitted to such vexation as those
for which the police in Poland are responsible. There seems
little doubt that this latest wave of victimization and intimida-
tion directed against Swedish seamen is in retaliation for the
humanitarian and lawful action taken by their Government,

Seafarers top list of escapes from Poland

ACCORDING TO THE ICFTU publication Sporlight, August
and September were record months for Poles who chose free-
dom. A significant fact is that, unlike the refugees of the imme-
diate post-war years, many of these recent escapees are young
peoplewho have beensubject toCommunist propagandaatanim-
pressionable age. Below is a list of the more outstanding escapes
during the two month’s period of August and September only.

ey

A Swedish constable leaves Wielun, carryving Kulka's clothin,

2 August: Twelve Polish seamen mutinied aboard the mine-

sweeper HG 11, locked up their officers and brought the boat

into Ystad, Sweden. They were later granted the right of asylum.
Polish seaman Antoni Obertynski walked off the Hugo Kol-

lataj in a British port and was granted the right of asylum.

16 August: Three members of the crew of a Polish motor-

schooner jumped ship in Karlshamn, Sweden.

20 August: Entire crew of five Poles of a fishing boat from

Kolobrzeg (to be found on themapon p. 165)escaped to Sweden.
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22 August: Two members of the crew of the tanker Tarry (which
had been requisitioned by the British Government), Adam
Bajorko and Marian Wozniak, refused to return home,
29 August: Seaman Edmund Ochocki left the fishing vessel
Swinoujscie 104 at Newcastle-on-Tyne, England, and claimed
the right of asylum, which was later granted.
30 August: Two members of the crew of the Swiarowid left
their ship at Karlshamn, Sweden.
5 September: Two seamen, Piotr Szendzik and Aleksander
Pulicz, walked off the Polish ship Bialystok when she was under-
going repairs at West Hartlepool, England.
15 September: It was announced in Berlin that nineteen mem-
bers of the Polish delegation to the international Communist
Youth Rally held in the Eastern Sector had applied for political
asylum in Western Berlin.
17 September: The British Home Office granted the right of
asylum to six Polish seamen who had earlier walked off the
Polish ships Wroclaw and Lech in the Port of London.
24 September: Swedish police rescue Stanislaw Kulka, who had
been imprisoned aboard the Wielun while in port at Stock-
holm. Kulka was ship’s cook and his galley-boy took advantage
of the disturbance on board to make his good escape also.
During the same period four young Poles landed as Malmé
airport in Sweden in a home-made aircraft, while two others
escaped to Paris by stowing away in the tail of an airliner.

How the ‘Polish People’s Democracy’ cares
for its transport workers

YET ANOTHER EXAMPLE of how the Communist State fails to
provide for the workers it professes to represent was given in an
article in the Polish newspaper Kurier Codzienny on 9 Septem-
ber, which states that Warsaw bus conductresses are recruited
from surrounding villages, but no provision for lodging in the
capital is made for them.

‘It was a hot day in September. The passengers travelling in
the trolleybus towards the famous Legia swimming pool watch-
ed with amazement the conductress dozing off in her seat. When
she had sold tickets to all who got in at the last bus stop, she
immediately rested her face in her hands and fell asleep.

‘The majority of conductresses are girls from villages often
as much as 30 or more kilometres from the capital’, continued
the writer. “They came to town to work thinking they would be
able to get accommodation . .. But many conductresses em-
ployed in the Municipal Transport Enterprise have nowhere to
spend the night. They cannot go home, for a daily trip would
be too expensive and would in any case take too long. They go
home once a week, even those who do not live very far away in
villages situated on the suburban pxs (State Road Communi-
cations) lines. These girls cannot afford the fare because the
pKs does not approve any fare reductions. The Municipal En-
terprise, as is already known, has no hotel for conductresses, so
where do they sleep? Sometimes they sleep at a friend’s but they
generally just stay around the bus shed . ..

The writer of this article calls upon the Warsaw People’s
Council as well as the appropriate trade union branch to look
into the matter. He omits to add, of course, that the govern-
ment-controlled trade unions have done nothing about the rate
of wages paid to Polish conductresses, which the writer admits
are too low to allow even those living in the suburbs to return
home after their day’s work.

from Spotlight (an 1c¥TU publication)
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Hungarian railwaymen resent Soviet methods

IN AN UNCENSORED REPORT from behind the Iron Curtain,
Sporlight, a publication of the International Confederation of
Free Trade Unions, quotes the Hungarian Minister of Com-
munications, Bebrics, as having criticized the railway workers
of his country for their obvious reluctance to adopt Soviet
methods, Minister Bebrics, in a speech made on 12 August last,
declared that ‘enemies hiding among the railway workers are
trying to frustrate labour competition by all means in their
power’. He added the somewhat bloodthirsty order that ‘the
last remnants of the enemy must be liquidated without mercy’.

Spotlight comments that it is clear that the ‘enemy’ referred
to are those railway workers who realise that the introduction
of Stakhanovite speed-up methods leads not only to increased
exploitation of the workers, but also to more accidents. The
ICFTU publication points to the case of a Hungarian signal-
woman who, having just completed a six-week training course,
recently allowed an express train to enter the station at Székes-
fehérvar ten minutes too soon. It ran into a local passenger
train killing, according to some estimates, over a hundred
people, but in the Communist press only five.

In recent months, the Hungarian Press has been concen-
trating its critisicm on the railway workers. According to the
4 August issue of Vildgossdg, for instance, the ‘enemy’ is spread-
ing the view that no special preparations are necessary for this
autumn’s peak traffic, since ‘in any case the traffic will be so
immense that nothing the railway workers can do will solve the
problem’. Another Hungarian paper, Népszava, in its issue of
4 September ,gave a long list of wagons which had remained
unloaded in various stations for as long as eighty-eight hours,
with the result that the goods went bad before they could reach
the shops. According to Népszava the railway workers had not
bothered to inform the transport undertakings that the goods
had arrived. The article summed up the situation as ‘careless-
ness, mistakes, lack of foresight and care everywhere’.

The Hungarian Railwaymen’s Union itself was forced to toe
the line on 5 September, when its Executive Committee adopted
a resolution admitting all the charges which had been levelled
against its members. ‘Old-fashioned thinking’ it stated, *and
the old professionals, many of whom are our enemies, have
done everything to prevent the introduction of the excellent
methods proved in practice in the Soviet Union’.

The resolution went on to promise that *disciplinary measures
prescribed by the new code of discipline for railway workers
would be taken against enemy elements’. On the other hand,
railwaymen who ‘take over as many Soviet methods as pos-
sible” (sic) would be helped.

ERP credits granted to West Berlin shipping

WEST BERLIN $HIPPING is the latest sector of the European
transport industry to benefit from the granting of r P credits.
Of twenty-three requests for financial assistance made by ship-
ping undertaking sin the former German capital, sixteen have
already been approved whilst the remainder have, for the time
being, had to be shelved.

The sixteen successful petitioners will receive in all approxi-
mately pm 325,000 (about £ 27,000), which is intended to be
used primarily for the repair and modernization of the West
Berlin fleet. Attempts by the West Berlin city government to




arrange the granting of credits for the purchase of new vessels
have so far been unsuccessful, as the petitioners — mainly re-
fugees — could not furnish sufficient collateral for the sums in-
volved. Since, however, it is obviously in the interests of the
West Berlin shipping industry that its fleet should be not only
maintained but also enlarged ,the Berlin Senator for Transport
and Industry is renewing his efforts to persuade responsible
eCA officials of the need for such special credits being granted.

Hungary to boycott West German port

HAMBURG PORT AUTHORITIES ANNOUNCE that the Hun-
garian State shipping organization has informed them that in
future Hungarian transit traffic will no longer be sent via their
port and that all existing contracts in respect of such shipments
should be considered as cancelled.

The director of the port of Hamburg states that in his view
the Hungarian boycolt foreshadows similar action on the part
of Czechoslovakia. If such action by the latter does in fact
materialize it will become clear that the embargo is part of a
general move by Eastern Europe.

Relevant position of the major European ports

WITH RESPECT TO CARGO HANDLING CAPACITY some
changes in the relevant importance of the principal European
ports have taken place when compared with the pre-war position.

Rotterdam and London, which in 1938 occupied first and
second place respectively, have now reversed their positions.
In 1950 the port of Rotterdam handled approximately 73 per
cent (28.9 million tons) of its pre-war figure, whilst Antwerp,
which has wrested the third place from Hamburg dealt with
90 per cent of its 1938 capacity (22.2 million tons).

Some way behind, one finds Hamburg in fifth place with 42
per cent of its pre-war figure (11.1 million tons), whilst Bremen,
which before the war took seventh place with its 8.9 million
tons, dropped to tenth place in 1950 with 5.9 million.

Other European ports have been enabled to increase their
1938 capacity and as a result have climbed to higher rungs on
the ladder, e.g. Marseilles (from 9.9 million to 12.2 million
tons) now occupies fourth position, Le Havre (from 6.9 10 9.9
million tons) sixth place, Genoa (from 6.9 to 8.1 million tons)
seventh position, whilst Copenhagen (from 6.2 to 7.4 million
tons) has now taken ninth place. Almost unchanged in their
position are Rouen (7.7 as against 7.6 million tons) and Am-
sterdam (5.6 as against 5.2 million tons).

OEEC urges faster turn-round in ports

ACCORDING TO THE MARITIME TRANSPORT SECTION of
the oeec, the carrying capacity of world shipping could be
increased by 25 to 30 per cent ifl delays in ports and harbours
could be eliminated. As a step towards eradicating the causes
of delays in ports and the more efficient use of shipping, the
OEEC has recommended measures to speed the turn-round of
vessels in the ports within their territories. It also recommends
that member countries should instruct their representatives on
the appropriate agencies of the United Nations to draw the
attention of non-member countries fo the necessity of action.

Among the causes given by the ogEC as contributing to the
present slow turn-round are the inadequacy of portand clearance
facilities, local labour conditions, and also flag discrimination.

London’s new dock medical centre opened

THE FIRST FULL-S1ZE MEDICAL CENTRE to be operated by
the British National Dock Labour Board in the Port of Lon-
don, situated in the Royal Albert Dock, was officially opened
by the Minister of Labour on 28 September.

The new centre has been constructed to a special design and
includes the most modern eguipment available for dealing with
injuries and sickness among dock workers. It is more elaborate
than the normal first-aid centre and rest room found in most
British factories and is intended to be used primarily after a
casualty has been given basic first-aid nearer the scene of the
accident.

Experience in fifteen other British ports where centres are
now open has shown that they play an important réle in re-
ducing loss of working time as a result of minor injuries sus-
tained by port workers. In addition, it has been demonstrated
that the workers themselves, pleased with the attention given
to their welfare and the opportunity provided of minimizing
their loss of earnings, show a mare cooperative and contented
spirit and are less likely to become involved in industrial dis-
putes. This latter point was brought out in the report issued in
May of this year by the committee which investigated the rea-
sons for the unofficial strikes in London’s dockland and criti-
cized the low standard of amenities in the port.

The staff of the London centre, as in other ports, consists of
two trained nurses under the supervision of a medical officer.
Treatment will be available to all workers employed in the
docks, whether they be actual dock employees or not. In this
connection, it is pointed out that more than half the cases
treated at the other centres maintained by the Board last year
were not regular dock workers, but port authority employees,
shipyard workers, Coal Board employees. railwaymen, ete.

Radio aid to fork lift truck operations

FORK LIFT TRUCKS ARE NOW BEING USED on an increas-
ingly large scale in us ports and attempts have recently been
made to step up their efficiency by equipping them with a small
radio transmitter-receiver weighing some twenty-five pounds.
The range of the radio apparatus is approximately one mile,
although this is increased under favourable conditions. It is
fitted with both hand-phone and loud-speaker, the latter being
intended for use when it is necessary to pass on instructions to
workers and foremen in the immediate vicinity of the fork truck.

Among the advantages said to be obtained from this new
application of radio are the following:

The saving in time resulting from the lact that one is able to
direct fork lift trucks quickly from one job to another without
their drivers having to report back and receive new instructions.

QOver-all efficiency is greatly increased, since both fork lift
truck drivers and supervisory personnel can immediately get
into touch with the appropriate department in cases of incidents
or when quick decisions have to be taken.

In case of the break-down of or damage to a fork |l|[ truck,
the central control can immediately be informed and is thus
enabled to direct a new truck to the scene of mishap without
the delay occasioned at present,

If necessary, all the fork lift trucks belonging to an under-
taking may be concentrated at a single point for the purpose
of carrying out large-scale operations in the various Us ports.
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Decasualization of dock labour (4)

THE FOREGOING SURVEY of practices affecting the stability of
earnings of dockworkers in different countries of the world has
revealed that the size of their income is ceasing in most ports to
be dependent solely upon the number of tons of cargo which
they are asked to handle. For it has come to be realized that the
service which they perform - a service which is indispensable to
the continued and efficient operation of the port transport in-
dustry ~ includes not only the actual handling of cargo but also
their constant availability in sufficient numbers to undertake
any work that may arise, whether in fact it arises or not, and
their willingness to work intermittently, at a varying pace, for
varying periods of time. They stand ready to make special
efforts at busy times and to accept enforced idleness at times
when traffic is slack.

Furthermore, it is now appreciated that, if dockworkers’
earnings are permitted to fluctuate to the same extent as the
volume of port traffic, the continuing requirements of an av-
erage family can only be met during slack periods out of a
larger amount of savings than the dockworker could or should
be expected to possess. Finally, it is now widely recognized that,
if entry into dock employment remains unrestricted when re-
cruiting is on a casual basis, a strong tendency develops for the
supply of labour to be so large that the average earnings of the
dockworker are insufficient to cover the normal requirements
of his family at any time.

Hence, it has been found that, in those ports where dock-
workers cannot be offered weekly employment, their earnings
have to be stabilized in other ways. The workers must be reg-
istered in order that entry into their profession may be restricted,
and there is a need for attendance money and a guaranteed
minimum wage — a need which has not yet been universally met,
though a good beginning has been made in many important
ports. It may be of interest to consider what conclusions may
be drawn regarding the various methods that have been em-
ployed up till now.

Registration

The main purpose of registration is to control both the supply
and the demand for dock labour, and therefore employers
must be listed as well as workers. The registration of employers
has several advantages. It [acilitates the allocation of labour
from central hiring points by bringing employers into consul-
tation with, and even under the control of, those who have to
judge labour requirements from port to port, dock to dock, and
day to day, and provide for them. It can be used in the interest
of both employers and workers to prevent the entry into the
industry of employers with inadequate capital, equipment or
knowledge of the industry, who would bring in an element of
insecurity. Also, where the law provides that only registered
employers may be permitted to employ dock labour, the reg-
istration of employers creates the possibility of penalizing them
by temporary or permanent removal from the register; this
penalty can be applied where their actions are detrimental to
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the wellare of the workers and to the interests of the industry,
as in the case of an employer who introduces a large number of
unregistered extra workers, perhaps at lower rates of pay, who
are not in fact needed in addition to the supply of registered
workers already available.

There is no need to limit the growth in demand for dock
labour resulting from expansion of trade and shipping unless it
reaches a point where the labour could be employed in another
part of the economy with a greater return to the national in-
come. A sharp decline in employment may have to be arrested
by such means as a subsidy to the industry, but in the long run,
if the relative usefulness of certain ports is tending to decline, it
is necessary to transfer, retrain for work in other industries and
re-cmploy the dockworkers involved, rather than to continue
to bolster the demand for dock labour by artificial means that
are no more than palliatives. The supply of labour must be
sufficient to meet all demands that arise for it, and thus to
ensure the efficient operation of the industry and the avoidance
of a bottleneck at a crucial point in the economy. This may
involve a great deal of persuasion, and the provision of really
concrete guarantees of security, where the workers’ register has
to be increased to the required strength in the face of opposition
based on fear of future unemployment.

It is also difficult to prevent the supply of labour from growing
too large. Suspension of workers from the register in order to
remove what is believed to be an excess of labour is liable to
meet with opposition from employers, partly because they fear
that labour shortages may result during periods of peak traffic.
Opposition from the workers affected is almost inevitable, and
sympathetic support for their case from other workers not af-
fected on this particular occasion is a distinct possibility. Yet,
where such reductions are necessary because labour supply
constantly exceeds demand, the workers will have tq be per-
suaded to accept the reductions if security of livelihood in their
occupation is to be protected, and the solvency of attendance
money and guaranteed wage schemes is to be maintained.

Two questions arise in this connection. If a register has to be
reduced, which workers should be removed from it? It is clear
that any completely inefficient workers included would be easily
recognizable and should be removed, with adequate provision
for transfer to an occupation to which they are better suited.
[deally, the most efficient workers should stay on the register:
but in practice it is much casier to enforce the principle that the
workers with the longest service should be retained, which is
not quite the same thing. However, the seniority principle, in
addition to being easy of application, has the advantage of
promoting social stability, and economic efficiency is probably
not too severely compromised by it. In any case, an age limit
is needed, seventy years being probably the highest limit that
should be considered in an occupation as arduous as dock
work; and this supposes the existence of adequate pension pro-
visions to enable men of this age to cease work in the docks.

The second question concerns the admissibility of exceptions




Close-up of a group of typical Bombay dockworkers during roll-
call. Photograph reproduced by courtesy of Bombay Port Trust

to the general rule that only regular registered workers may be
employed in the docks. The temporary signing on of extra men
to meet urgent labour requirements is probably inevitable in
the circumstances prevailing in most ports today, but the ad-
visability and feasibility of setting a time limit to the duration of
each temporary addition to the labour force should be well
considered, There seems to be great danger of injustice in any
provision of a registration scheme dealing with emergency
labour requirements which has the effect of tempting a sub-
stantial group of workers to seek regular work in the docks,
when there is in fact little or no possibility that they can earn a
sufficient livelihood there, and when they are not covered by
any measures for the stabilization of earnings that may be ap-
plied to other dockworkers under the registration scheme. Per-
haps the safest course, wherever provision is made for the oc-
casional hiring of temporary workers on a purely casual basis,
is to consider exactly what other employment or source of
income is available to ensure the security of livelihood of the
temporary dockworkers. Even increased economy in the opera-
tion of an attendance money and guaranteed wage scheme
through periodic reliance on temporary workers does not seem
justifiable if this question cannot be satisfactorily answered.

Attendance Money and Guaranteed Minimum Wage

Arrangements for the payment of attendance money for each
day without employment are much more common than provi-
sion for a guaranteed weekly minimum wage up to which the
aggregate of minimum earnings and attendance money is raised.
The question arises as to whether an attendance money scheme
can by itsell provide adequate economic security for dock-
workers covered by it.

The aim of schemes to stabilize dockworkers’ earnings is to
ensure that no dockworker’s weekly income falls below the
minimum necessary to support him and his family for at least
one week. It will be recalled that, if under the British and New
Zealand schemes a dockworker is unemployed for a whole

Snapshot of a typical gang of Bombay dockers ( hatch workers on-
Iy ). Note the hooks round their necks. A gang consists of nine men

week, his guaranteed minimum wage for that week will exceed
the total attendance money due to him, because attendance
money is payment for the service of attending, whereas the
guaranteed minimum wage is designed to ensure that the
worker always receives at least a living wage, even though this
amount may be greater than the value set upon his service of
contant attendance during a week when no work was available
for him. The conclusion may therefore be drawn that the pay-
ment of attendance money is an adequate stabilization measure
by itself if the total amount payable during a week when no
employment could be obtained is at least equal to a living wage.
This can only be the case in ports where dockworkers’ minimum
earnings for work done appreciably exceed a living wage, since
the effect on morale and efficiency of equal pay to employed
and unemployed workers would be insupportable. In the ports
of many of the less developed countries wages probably still do
not, and possibly cannot, exceed the living minimum under
present circumstances.

Administration and Finance

The cost of stabilization of employment has to be limited to a
level which will not undermine the economic stability of the
industry. The dockworkers’ confidence in the permanence of a
stabilization schemie can be much better maintained if the
scheme is easily supported by the industry than if it is depen-
dent for its continuance upon a Government subsidy. The cost
of stabilization, like other costs of the industry, will of course
be passed on to the consumers in the price of its services. In
most cases it has been found convenient o raise the funds ve-
quired for earnings stabilization schemes through a levy upon
employers. This is one of the reasons why it has been considered
desirable that employers should have a share in the control of
stabilization schemes. They are in a good position to judge the
limit bevond which the industry cannot raise its prices without
discouraging trade and reducing its income, and their advice
may therefore be valuable when there is danger that the cost of
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Indian dockers manhandie a crate of machinery spares on to a
lorry. Note number of men and the crude methods they employ

the scheme may become excessive. Also, where, as is usually the
case, it is their responsibility to organize operations in such a
wily as to achieve maximum output at minimum cost, the proper
performance of this function involves at least some incasure of
control over all costs.

The efficient performance of such managerial functions as
are transferred to the central administration of the scheme also
calls for the close collaboration of employers. The functions in
question may include hiring, the selection and allocation of
dockworkers to jobs, the formation of work gangs, and the
application of disciplinary measures. The manner in which these
matters are handled is of close concern to the employers in the
execution of their own responsibilities. Finally, employers are
likely to be called upon under any stabilization scheme to reg-
ister, to provide information, to submit to disciplinary action,
and to accept various other obligations, restrictions and in-
structions: and both their appreciation of the need for such
regulation and their readiness to comply with it are likely to be
enhanced by the possession of a share in the control of the
stabilization scheme.

There is also a clear case for participation of workers™ rep-
resentatives in the control of stabilization schemes, on an equal
basis with those of employers. For the workers need representa-
tion with respect to a number of matters on which the decisions
are of vital interest to them. These matters include the size of
the workers’ register, the hiring of temporary workers, the en-
forcement of discipline, and the determination of the workers’
obligation and benefits. Moreover, if the workers have a share
in control, the possibility of the registration of employers being
used restrictively to maintain a monopolistic situation in the
industry is reduced, since the workers may be relied upon to
oppose any action which would in any way reduce their em-
ployment opportunities.

It may also be advantageous for the Government to share in
the control of stabilization schemes, especially where the in-
terest of the general public in the port transport industry is par-
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Wheat seen being shovelled into slings on board a grain freighter.
Photograph reproduced by courtesy of the Bombay Port Trust

ticularly in need of protection — for instance, where the granting
of subsidies has become inevitable, or relations between em-
ployers and workers have become very disturbed, or qualities of
responsible leadership prove to be lacking on one side or the
other. In particular, it should be noted that, where an equal
share in the control of a scheme by workers and employers is
provided for, an independent chairman nominated by the Gov-
ernment or another third party reduces the possibility of dead-
lock and delay when the two sides fail to reach agreement.
However, the degree of Governmental intervention which
may be appropriate and acceptable depends very much on the
traditions of each particular country. No single method of sta-
bilization of dockworkers is likely to be universally applicable.
The ports of the world are situated in countries whose degree of
economic development and whose social and political traditions
differ greatly, There are considerable differences in the type and
volume of the shipping handled, the capacity and skill of the
labour employed, and the relative prosperity of the ports, and
stabilization schemes must be formulated and modified in such
a way as to meet the peculiar requirements of esch case. But
there is probably no port in which the security of livelihood of
dockworkers cannot be assured in one way or another. so long
as the necessary knowledge is available and the will to action in
the matter is not lacking. (concluded)

Vatican to have its own merchant fleet

ACCORDING TO Modern Transport it has now been confirm-
ed that the Vatican State is to have its own merchant shipping
fleet. It has published a decree stating its participation in the
Barcelona Convention, covering the fleets of states which have
no seaports. Its vessels will fly the official Vatican flag and
have the indication Vatican City State’ painted under the ship’s
name. It has been stated that the vessels will be employed
for carrying relief supplies under the auspices of the Vatican.



Overheard conversation

A discussion heard in a Russian railway carriage

A RECENT 18SUE of The Current Digest of the Soviet Press,
published by the United States Joint Committee on Slavic Stud-
ies, contains the following translation of a feuilleton carried
by the Russian newspaper Pravea in its issue of 4 July, illustra-
ting one more facet of Soviet industrial mismanagement:

Recently we overheard involuntarily a very curious conver-
sation between two passengers on a commuters’ train. One of
them was on the staff of the ussr Ministry of Inland Shipping
and the other an official of the paper industry.

‘It’s no use for you even to argue!” the inland waterway man
shouted, ‘please stop denying facts! You'd better practice
healthy self-criticism and admit that the paper industry has not
yet reached adequate standards. You do not produce enough
paper!’

‘Of course, not quite enough, but still =" the official of the
paper industry tried to ward off the attacks of his opponent.

‘Please stop arguing and objecting,” the waterway man went
on more and more heatedly, ‘we need a lot of paper right now.

‘Who is “we” 7

“The Ministry of Inland Shipping. We are very handicapped
by the shortage of paper.’

‘What do you need paper for?

‘And what about directives? Perhaps you would like to write
directives for us?’

‘How much paper would you need for your directives?’

“You think we don’t need much? Let me give you just one
instance. [ want to tell you the story of Order No 210 and you
will understand how right I am to voice my grievances against
the paper industry. Shall I tell you the story?’

‘Please do.’

*Six years ago, in July 1945, the ussr People’s Commissariat
of Inland Shipping produced its order No 210, signed by
People’s Commissar Shashkov in person So you can see how
important that order was.

‘All the directors of shipping companies and shipyard
administrations were ordered immediately to provide special
premises for study centres and study combines and supply
these with the necessary equipment, furniture, lighting and
heating.

‘Three and a half years passed. Much water has gone over
the dam and many orders have been issued by the Ministry of
Inland Shipping since then.

‘And then there was Order No 424, issued in December, 1948.
As you can see, the number of the order is quite an imposing
one. And we hadn’t remained idle: we had written others. Any-
how, beneath this order was the same weighty signature.

“No 424 states sadly that No 210 had been forgotten and
abandoned.’

‘But before four more full years had passed (what efficiency!)
the Ministry had realized what was happening.’

‘And so the new order categorically ordered that the old or-
der be carried out.

‘But in No 424 we again come across the words used in No.
210: “provide (premises), supply light and heat.”’

“This time, taught by bitter experience, the Ministry checked

on the fulfillment of its order not after three and a half years,
but after only eight months.”

*In an official circular from Deputy Minister Cherevko dated
28 July, 1949, we are informed that the categorical Order No
424 ordering the execution of the no less categorical Order No
210 has as yet not been carried out, and hence we categorically
suggest that premises be provided, and heatand light be supplied.

*Exactly seven days later (as you can see the pace nowa-
days is completely different) Comrade Korepanov, head of the
Ministry’s chief personnel administration, sent another official
circular in wheih he suggested that the circular of 28 July, 1949,
be given serious attention because it pointed out that the cate-
gorical Order No 424 (1948) on the execution of the no less
categorical Order 210 has still not been carried out. Conse-
quently —immediately provide (premises), supply light and heat!

“But it seems that in the places in question nobody has any
intention of providing (premises) or supplying light and heat.’

*And this state of affairs accounts for a new order by the
Minister: Order No 431 (November, 1949) which, to put it
briefly, states in the most categorical form that, Comrades, it is
high time to carry out Order No 210 (1945).

‘After the Minister, Deputy Minister Nazavov started a cam-
paign against the shipping companies, shipyard administra-
tions and industrial enterprises. However his circulars brought
no appreciable results.”

‘A year later (November, 1950), Deputy Minister Nazarov
and Comrade Tsvetkov, head of the Ministry's political admi-
nistration, sent out a joint circular on the same theme: provide,
ensure, light and heat!

‘But even this missive carrying two authoritative signatures
did not help. And to this day the Ministry officials keep tire-
lessly writing orders on the same project.”

‘And you ask why we need so much paper!” — the riverman
grew angry again and started to attack his companion,

The paper industry official, stunned by these arguments,
hung his head.

Heavier lorries used in USA

IT 15 REPORTED from the United States that heavier lorries
are now taking the lead in sales in that country. Lorries of
16,000 pounds gross weight and over sold on the domestic mar-
ket last year were nearly double those reported for 1949, Sales
of the heavier type of lorries for the first few months of 1951
were between two and three times those for the same period
of the preceding year.

An Interstate Commerce Commission report states that lor-
ries with gross weight ranging between 19,301 and 26,000 pounds
headed the 1950 list, with an increase of 113,06 per cent. Lor-
ries exceeding 26,000 pounds were second with an increase of
78.69 per cent. Similar gains were shown by lorries in both of
these categories for the first two months of 1951,

The same report reveals that last year a total of 1,182,396
lorries of all weights were sold on the domestic market itself,
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Training schemes for Rotterdam port workers

by J. Kuivenhoven. Chairman, Rotterdam Section ot the
Netherlands Central Union of Transport Employees and Head of the Rotterdam Dockworkers' Section

WHEN CARGOES carried by Netherlands and foreign vessels
began to arrive in the Port of Rotterdam once again after the
war, it became apparent that not only had quays, cranes, sheds
and other equipment been extensively damaged by military ac-
tion but that, in addition, there existed a great shortage of skil-
led dock-workers.

As a result of this fact, in 1947 a committee of inquiry con-
cluded that a system of vocational training for dock-workers
was necessary. Professor F.J. Th. Rutten was commissioned to
draw up a report on the subject and, after he had himself work-
edasadocker in the portfora number of months, this wasissued.

On | September 1949, a new era began in the Port of Rotter-
dam, with the general realization that the work performed by
the docker is a skilled occupation.

At the same time, a committee — on which the trade unions
are represented — was set up for purposes of consultation and
the issuance of directives concerning the training programme.

Innovations are usually looked askance at anywhere and in
this respect the Port of Rotterdam was no exception. The
dockers, and more particularly a number of the older workers,
were suspicious of the vocational training system and claimed
that there was no need for them to take part in it. They said
that they had learned their job the hard way, as a result of
practical experience, and that that method was good enough
for them.

However, those who appreciated the fact that vocational
training would lead to an increase in the number of skilled
dockers in the port registered for a course and, on 5 September
1949, a start was made with the training of individual groups.

The ‘basic training’ is mainly concerned with the following
four points:

1) increased proficiency;

2) theimprovementand maintenance of safe workingstandards:
3) working as a team;

4) giving a general idea of the part played by dock work in the
transport complex and the national economy as a whole.

Basic training lasts ten weeks, during which period forty-
five hours’ theoretical and forty hours’ practical instruction is
given.

During the remaining time, normal dock work is performed
in various undertakings under the supervision of a special in-
structor. In addition, the trainees are given an appreciation of
the following questions:

1) efficient working methods.
2) safety,
3) speed and accuracy.

The diploma system

On completion of the course, those trainees who are considered
as having passed out satisfactorily, receive a diploma for ‘Basic
training — dock work’, It goes without saying, of course, that
those who have completed the course cannot be considered as
*all-round’ dock-workers. Nevertheless, a good foundation has
been laid.
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For those who have succesfully completed a course of basic
training, there exist opportunities of undergoing further train-
ing as, for example, checkers, hatchmen, or drivers, etc.

In addition, there are facilities for taking a course of training
as supervisor. The requirements which have to be met for this
latter course are, naturally enough, of a higher order than those
needed fol the primary training courses. Nevertheless, since the
scheme has been in operation a number of dockers have suc-
ceeded in passing out as supervisor.

A number of dockers, too, have succesfully completed train-
ing courses as checkers, hatchmen, and truck drivers, thus
leading to an appreciable increase in the total of qualified port
workers. This is in the interests not only of the port industry as
a whole but also of the individual docker, who is thereby given
the opportunity of claiming a decent wage on the grounds that
he has been certified as a skilled worker, In addition, there are,
in a number of instances, opportunities of improving his posi-
tion via promotion to a higher category.

Theoretical and practical training

As has already been mentioned above, both theoretical and
practical instruction is provided under the training scheme.
Specially-selected instructors are appointed for this purpose.
Theoretical training is given by them aboard the training vessel
Veteraan, lying in the Wilhelmina dock at Schiedam, and after-
wards they supervise the practical work which is performed by
trainees on board the same ship.

In addition, they are responsible for the supervision of the
ordinary dock work which is carried out by the trainees, work-
ing in gangs, in various Rotterdam port undertakings. This lat-
ter prevents the course from becoming one-sided and trainee
dockers are given an opportunity of dealing with the various
types of cargo handled in the Port of Rotterdam. This practical
work is also of great importance in connection with the ever-
increasing mechanization and rationalization of port activities,

To sum up, we are now able, at Rotterdam, to turn out
skilled dock-workers, fork-lift truck operators, checkers, super-
visors and others, who as a result of their training under the
scheme are enabled more adequately to perform their duties in
the docks.

Postseript

It was reported on 26 September last that the Netherlands
Minister of Education, Art and Science has set aside the sum of
10,000 guilders to subsidize the Rotterdam training for dockers,
on condition that similar sums be contributed by the Rotterdam
city authorities and the port industry. The governmental con-
tribution is approximately equal to one-third of the actual cost
of the training programme.

The Minister stated that in his opinion much careful thought
had been given to the vocational training scheme and that it
could make an valuable contribution to the efficiency of the
port industry, which is so important for the Netherlands eco-
nomy as a whole.




Better safety rules for US ports necessary

DURING THE MONTH OF JUNE, the Director of the Bureau
of Labor Standards of the us Department of Labor, Mr W. 1,
Connolly, testified before a special sub-committee of the House
Committee on Education and Labor in support of a Bill aimed
at strengthening the safety provisions of the Longshoremen’s
and Harbour Workers® Compensation Act.

The projected Bill would give the us Secretary of Labor
authority to issue safety regulations which would be binding
upon all employers covered by the Act and the same authority
over port installations in Alaska, Puerto Rico and Hawaii which
come under the Defense Bases Act. At present, the Labor Sec-
retary is empowered only to make studies and investigations
of safety provisions and the causes of injury at port installations
covered by the Acts, and to make appropriate recommen-
dations to Congress based on these,

In support of the Bill, Mr Connolly affirmed that the granting
of such authority to the Secretary of Labor would provide the
flexibility needed to keep pace with changing industrial con-
ditions and methods as they affect the safety of port workers.
Similar rule-making authority is found in most State labour
departments which have effective safety programmes under
operation, he said.

In addition, the Bill would provide for the establishment and
supervision of safety education and training programmes for
both employers and employees, and would make it the duty of
every employer to maintain a reasonably safe place of em-
ployment for his workers.

Connolly told the sub-committee that the prevention of in-
Jjuries in the stevedoring industry is of parallel importance with
the payment of accident benefits.

Approximately 500,000 workers were covered by the Long-
shoremen’s and Harbour Workers' Act at the end of the last
fiscal year, Connolly pointed out, including longshoremen, ship
repairmen and other harbour employees. He said that a survey
issued by the Bureau of Labor Statistics in 1949 showed steve-
doring to have an injury frequency rate of 66.7 (sixty-six dis-
abling injuries per million man-hours of work) or four times
the rate for all manufacturing industries.

More helicopters for US short hauls

THE INCREASED USE OF HELICOPTERS, particularly those
of the large ‘transport type’, in short-haul operations for the
carriage of mail and passengers has been forecast in a recent
report which has been approved by the United States Air
Co-ordinating Committies.

The report, which is entitled Federal Policy Regarding the
Development of Commercial Transport Helicopters, points out
that at an 85-miles-an-hour cruising speed the helicopter has
a ‘downtown-to-downtown’ elapsed time advantage over 170-
miles-an-hour fixed-wing aircraft, for distances of up to 150
miles. The advantage, says the report, stems from the fact that
the helicopter can operate into a downtown heliport, with little
or no ground transportation time at each end of the journey.
According to the report, air carriers have so far made only a
very limited penetration of the short-haul passenger market,
which constitutes the bulk of the country’s inter-city travel,
and the helicopter may alter this picture materially.

Although the report admits that the direct operating costs
of large transport helicopters now under development will be

somewhat higher than for comparable fixed-wing aircraft, it is
pointed out that savings on ground transport charges may make
total out-of-pocket cost to the traveller equal.

The first application of the transport helicopter will probably
be in metropolitan area services, carrying mail at lower costs
than present small helicopters, and functioning also as aerial
taxi or bus to and from airports. As larger multi-engine types
become available, the report predicts, they will also find a place
oninter-city routes with relatively short distances between stops.

Midtown or close-in heliports are considered as essential to
the successful development of helicopter operations, and the
report cites the need of proper planning to assure the transport
helicopter the close-in landing areas it requires.

Two-fare air travel urged by IATA official

DURING THE COURSE OF HIS ANNUAL REPORT, given at
the Annual General Conference of the International Air Trans-
port Association (1a1A) held recently in London, Sir William
Hildred, Director General of the Association, said that so far
the air lines had only nibbled at the second-class market and
that ‘nothing short of a complete, all-year-round, regular two-
fare system can take full advantage of the desire of the average
man in every country to travel far and wide on his vacation.”

‘The outstanding success of coach travel in the us,’ said Sir
William, ‘has proved beyond doubt that such a system is the
only solution. The rich market of mass travel is still before us
and it consists of thousands of people who would not nowadays
travel at all, not even by any form of surface transportation.
We have done our best to make travel attractive. It is now high
time to make it acceptable to anybody who wishes to make use
of it. The beginning has been made on several domestic routes
in the usa and inside the French Union.’

Air employment up, rail jobs to fall

A LONG-RANGE DECREASE in the number of workers em-
ployed by the us railways and a gradual increase in those taken
on by the nation’s air lines is forecast in a new edition of the
Occupational Outlook Handbook, prepared by the us Depart-
ment of Labor's Bureau of Statistics and the United States
Veterans” Administration.

The handbook, which contains complete reports on 433 oc-
cupations by which Americans earn their living, says that
America’s mobilization efforts have changed the employment
outlook for nearly every type of job in the country, whether
it be related to defence or not. In most fields, it says, the number
of workers needed bhas increased, but in some the impact of
rearmament has had the reverse effect. -

The drop in railway employment may be arrested tempo-
rarily as the stepped-up defence programme creates heavy
demands for rail traffic. Eventually however, says the report,
the decline will continue, since the trend is to employ fewer
workers to handle a given volume of freight.

Air transportation, the handbook notes, has had its ups and
downs since World War II — over-expansion, a steep drop in
employment and then a levelling-off — hut in the long run
steady growth is likely.
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Improved transportation in ECAFE Region

THE EXECUTIVE SECRETARY of the United Nations Economic
Commission for Asia and the Far East, Dr P. S. Lokanathan,
has recently transmitted to the Secretary-General of the United
Nations the Commission’s Econamic Survey of Asia and the
Far East 1950.

In the section of the report dealing with the transport situa-
tion, Dr Lokanathan states that there was in 1950 a marked
improvement in the region’s transport facilities as compared
with previous years, and difficulties in this field were consid-
erably eased in Burma, China and Indonesia.

The restoration and improvement of transport facilities have
figured prominently in the post-war development plans of the
Asian and Far Eastern countries. The British Commonwealth
countries in the region have allocated, for improvements in
transport and communications, more than one-third of the com-
bined estimated expenditure of their national development pro-
grammes under the Colombo Plan for the six-year period from
1951 to 1956.

Nearly one half of the region’s machinery imports in 1949
and 1950 consisted of transport equipment. There have been
significant additions to railway rolling stock, including locomo-
tives. However, operating efficiency is still unsatisfactory and
pre-war standards of maintenance have not yet been regained.

There has been a substantial improvement in railway facil-
ities on the Chinese mainland, where the railway system has
now been basically restored to pre-war standards. Railway traf-
fic was restored for the first time in fifteen years over the entire
length between Peking in the north and Canton in the south.

Throughout the EcAFE region there has also also been a
considerable increase in road traffic. Inland water traffic too
has increased considerably and major improvements to ports
and port facilities have been effected.

Technical assistance for Indonesian airways

THE INTERNATIONAL CIVIL AVIATION ORGANIZATION
(1cA0) is to assist Indonesia in the building up and operation
of an internal airline network. Eight 1cA0 experts are being
sent to Indonesia. Among them are a chief of operations,
instructors and an economist. They will assist the Indonesian
Directorate of Civil Aviation in the supervision of the country’s
air navigation facilities and in a training programme designed
to recruit native Indonesians for the civil aviation industry.

Novel barter proposal from Japan

THENEW YORK Journal of Conmerce reports that the Japanese
Ministry of Transport has recently introduced a novel proposal
for the exchange of Japanese vessels for Brazilian rice, on the
basis of their primary prices.

The proposal has been suggested as a way of solving the per-
plexing question confronting the Japanese shipping industry
which is unable to meet the increasing overseas orders for ves-
sels owing to high construction costs.

1t was stated that the Japanese shipbuilders have recently
received orders for more than fifty ships from the United States,
Brazil and other countries, but that it is impossible for them to
meet the orders due to high steel and machinery costs.

In these circumstances, the Japanese Transport Ministry has
made its proposal for an exchange of Japanese vessels against
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Brazilian rice, prices of both of which are well above the inter-
national level.

The essential points of the Ministry’s proposal are said to be
the following:
1) Japan will buy rice from Brazil in exchange for vessels,
2} The value of each of such ships will be the Japanese standard
price, calculated on the basis of the primary construction cost
plus profits that are expected to be enjoyed by a Brazilian ship-
owner due to the shorter period required for the delivery of a
Japanese-built vessel. In this connection, it is stated that a Jap-
anese shipbuilding firm is able to deliver a vessel within a year
as against the usual three years needed for construction in
other countries.
3) On the other hand, Japan will accept the price of Brazilian
rice which is sixty per cent beyond international levels.

Automatic couplings for Brazilian railway?

THE JOINT BrAZIL-US comMIsston has submitted to the
Brazilian Minister of Transport a plan for the installation of
automatic couplings and air brakes on all rolling stock belong-
ing to the Santos Jundiai Railway. It has also advised that
1,100 new railway cars be acquired for this line.

Organization for road traffic safety in Germany

THE TREMENDOUS INCREASE in the number of motor vehicles
registered in the German Federal Republic - there are now con-
siderably more vehicles in Western Germany than in pre-war
Germany — has been accompanied by a sharp rise in the number
of reported road accidents. In 1950, for instance, 182, 695 such
accidents were registered.

Since it has proved impossible for the State alone to deal ef-
fectively with the problem of road accidents, it was decided in
December 1950 that all West German institutions concerned
with transport should band together in the Bundesverkehrs-
wacht (literally ‘Federal Traffic Watch®) which ,under the chair-
manship of the Federal Minister of Transport, Dr Seebohm,
constitutes a self-help organization made up of those concerned
with trafTic problems. Local “Traflic Watches™ are being set up
in the Linder, urban and rural districts. Their task will be to
advise the responsible authorities on questions of road safety
and methods of ensuring same, such as, for example, road drill
instruction: to submit suitable proposals and to cooperate in
their application. The authorities are to consult the ‘Traffic
Watches' whenever they wish to institute new or alter the cur-
rent traffic regulations, or introduce transport facilities. Besides
the individual members of these bodies. representatives of all
interested organizations, including the 17F affiliate, the German
Transport and Public Service Workers' Union, will be invited
to cooperate in the work of the ‘Traffic Watches’.

New social club for Britain’s railway workers

WHAT IS DESCRIBED AS one of the World's largest clubs is
to be inaugurated on 1 January 1952 in respect of British rail-
waymen and their families. To be known as the British Railway
Staff Association, it will be open to 60.000 railway workers,
their families, retired stafl and the widows of railwaymen. It is
estimated that over a million people will be eligible to join the
Association which will offer, at a small cost, facilities for the or-
ganization of sports, music, arts and other recreational events.




The paosition of fishermen in Latin America

THE TOTAL NUMBER OF FISHERMEN in Latin America at the
present time is estimated to be in the region of 150,000. Their
income in most of the countries of the region, as often else-
where in the world, is generally very low and their standard of

With modern craft and equipment at their disposal these
fishermen would, without any difficulty, master the most mod-
ern fishing methods suitable to their environment and working
conditions. Unfortunately, however, fishermen in most Latin-
American countries find it impossible to obtain credits or loans.
Fisheries activities are handicapped by lack of extension work
amongst the fishermen, and sometimes by their poor conditions
and social organization. Where, however, fishermen are organ-
ized in co-operatives (e.g. in Mexico) or where they are helped
by government development corporations (e.g. in Venezuela)
mechanization of fisheries has been progressing and the social
and economic conditions of the fishermen have been immensely
improved thereby.

Although in the majority of Latin-America countries, fishing
activities are carried on by independent fishermen, the fishing
laws of both Mexico and Brazil encourage the fishermen to
form associations, which are known as Cooperativas and Colon-
ias respectively.

Mexican Cooperativas form the largest group of fishermen,
and account for the greater part of Mexican landings. Coop-
erative fishermen work on a share basis; the Cooperativa hand-
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living consequently very poor. A very large number of small
fishing boats, mostly not powered, are in use. The lack of
mechanization and consequent absence of efficient mass pro-
duction methods account for the very low output per fisherman.

les the sale and distribution of the revenue among members,
according to the value delivered and the relative ownership of
boats and gear.

In 1947 there were 7,639 Mexican fishermen listed as mem-
bers of Cooperativas; in addition,it was estimated that there
were also 4,000 fully independent fishermen working commer-
cially, not members of any of the legally-organized Coopera-
tivas. Mexican laws grant fishermen’s cooperatives certain tax
exemptions and other privileges, such as the exclusive right to
fish certain commercially important species, e.g. the shrimp.

Brazilian law requires fishermen to be members of a Colonia
in that zone in which they live or dock their boats. Celonias are
groups of more than 150 professional fishermen organized for
social, educational and other purposes, their zones being estab-
lished by the competent authorities. In each state there is a
federation to which the local Colonias are subordinated. These
federations, in turn, are subordinate to the General Confedera-
tion of Brazilian Fishermen, the central organization, with its
main offices in Rio de Janeiro.

The majority of Latin-American fishermen are hard working,
enterprising and intelligent. Because they possess these qualities
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they are capable of mastering new techniques and, given expert
instruction, could be relied upon to increase production.

The training of fishing boat masters, engineers and fishermen
in the modern art of fishing is a real necessity for the develop-
ment of Latin-American fishing industries. There are fishing
schools in several countries, e.g. Brazil, Chile and Mexico,
which appear to be doing a good job. However, they need a
good deal of assistance and support. They must be better or-
ganized and equipped to enable them to provide their students
with practical courses: they should be supplied with boats and
modern fishing equipment, and must plan a more efficient
teaching programme.

In several countries, such as Mexico, where fishing laws per-
mit foreign fishing activities in their waters, national legislation
requires the inclusion in the crew of a certain percentage of
native fishermen who in this way are able to obtain an excellent
training in the field. from v a0 Fisheries Bulletin

Ambitious road construction plan for Venezuela

WHAT 1§ sAID TO BE oNE of the most ambitious highway con-
struction plans yet attempted in South America is now under
way in the Republic of Venezuela.

One of the main projects envisaged in the programme is the
construction of an Autopista (super highway) which will link
the port of La Guaira with the Venezuelan capital, Caracas, and
cut the driving time between the two cities by three quarters,

The Autopista will consist of four traffic lanes with concrete
surfaces. By building it in a straight line and cutting three tun-
nels through mountains, the highway's total length will be only
ten miles or one hall the length of the existing road between
La Guaira and Caracas.

Work on the highway began in January 1950 and according
to a recent statement by the Venezuelan Minister of Public
Works it is expected to be completed by 1953, in time for the
Pan American Conference which is due to be held in Caracas
during that year.

Construction work on the Autopista goes on twenty-four
hours a day and as the preliminary work has already been com-
pleted rapid progress is now expected,

The three tunnels already mentioned, all of which will be of
the twin tube type ,will be 3,516 1,445 and 1,060 feet in length.
In addition, three bridges — the largest 1,150 feet long and 991
feet high — will span ravines and rivers met on the new high-
way route.

Apart from the main La Guaira-Caracas highway, many
other roads, capable of handling heavy equipment and travers-
ing the country in both directions, are being constructed by
oil companies operating in the Maracaibo region of Venezuela.
In many cases, driving time between two points will be halved
by the construction of the new road network.

Venezuela is also paying careful attention to the moderni-
zation of her railway system. Railway track is being changed
over to standard gauge and new modern rolling stock obtained.

The Gdteborg dockers’ strike of 1873

THE DOCK-WORKER'S PROFESSION — at least in so far as the
Swedish port of Géteborg is concerned - is one of the fruits
of industrialization.

During the period when craftsmen were still organized
in guilds, the work now performed by dockers and steve-
dores was doubtless done by boatsmen - who were guild-
organized - and the crews of the vessels themselves. It
is also possible that, on occasion, additional workers, proba-
bly unskilled and therefore not enjoying the protection of a
guild, were employed. Early port statutes for Géteborg con-
tain no mention of dock-labour in its modern connotation
and it is, therefore, probable that the volume of shipping
then entering the port did not, as in the case of Stockholm,
justify the formation of a guild catering exclusively for
those employed as dockers.

The first dock-workers” strike to occur in the port must
have taken place during the formative years of Swedish in-
dustrialism, after the occupaion had become a specialized
one and the work-force employed had attained sufficient
proportion to enable a strike to be both effective and ad-
vantageous so far as the workers themselves were concerned.

From 1868 to 1873 all branches of Swedish industry un-
derwent a period of large-scale expansion, as is instanced
by the following figures:

By 1873 the town population had doubled in comparison
with the year 1840, and totalled 539,000, The combined
value of imports and exports had increased - from 85
million kronor in 1852 to 493 million in 1872, whilst during
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the same period the foreign earnings of Swedish shipping
rose to 30 million kronor. The Swedish railways, also, were,
by the year 1873, carrying a volume of goods which was
more than double that of five years earlier.

In all branches of industry, a rise in the work-force em-
ploved was registered. The number of artisans rose from
36,312 to 39,358, of miners from 24,114 1o 28,624 and
of factory workers from 30,242 to 53,334, the biggest in-
crease of all. The number of seamen who found employment
in all branches of the Swedish merchant marine rose from
15,394 10 20,799,

A Swedish historian writing of the period under review,
sums up his impressions as follows: ‘It can be presumed
that during the later years average wages increased by 50
per cent and for skilled work by even more. These wage in-
creases, applving as they did to all groups employed in
industry, brought about a general improvement in living
standards, raised consumption all round and, thereby, ex-
panded the internal market for all types of consumption
goods. This, in turn, led to further industrial expansion and
increased opportunities for profitable investment - all this
being assisted by the favourable financial position and the
high degree of confidence in the future.’

Sweden had also become a field for speculation by foreign
capitalists and capital poured into the country, with the
result that prices were forced up.

The country was thus riding on the crest of a boom. The
rosy economic situation resulting from speculation with




regard tho the Franco-Prussian War of 1870 strongly favoured
industrial development.

Unemployment had been, to a large extent, banished
and its place had been taken by an acute labour shortage
- a shortage so marked that employers were reduced to
employing special agents for the sole purpose of recruiting
workers to industry. These industrial touts were particularly
active in the public houses and beer-shops and likely re-
cruits for the dock industry were their especial target.

Such was the position when the dockers of Gateborg,
in 1873, called what was, on the basis of available records,
their first large-scale strike.

During the years from 1868 onwards a number of minor
stoppages occurred in the port, at first scattered but gra-
dually rising to a numerical climax as the end of the period
was reached. In 1872, some ten are reported to have taken
place and this year saw the beginning of a wave of stoppages
which reached its culmination in the strike of 1873. It is,
however, likely that the total of strikes recorded represented
not more than 50 per cent of those which actually occurred,
since information of this kind was often suppressed or
ignored by the Goteborg Press of that time.

In general, the period immediately preceding 1873 was
characterized by agitation in favour of higher wages and
shorter working hours, whereas, in the years following, the
labour market contracted and the number of strikes was
reduced to a minimum. It was not until 1880 that new de-
mands for improved wage and working conditions made
themselves felt and this new activity was in the main explic-
able by the great strides which trade union organization
had made in the intervening period. It is indeed almost cert-
ain that the dockers’ strike of 1837 had behind it some
kind of unifying organization, though the form which this
took is not so claw, It is, in any event, doubtful whether
the action by the dockers of Gdteborg would have been so
successfull had this not been the case.

The dock-workers were rather late in the field with
their demands for increased wages and shorter working
hours and it is quite clear from the economic trend which
followed 1873 that, had they waited another year before
formulating them, they would have met with infinitely
stiffer resistance from the employers.

The strike began on 10 May, 1873, when between two
and three hundred men walked out, completely paralyzing
shipping in the port. They demanded an increase in wages
from the existing rate of 2 kronor to 2,50 kronor per day.
Although many other employers had already been forced
by circumstances to grant voluntary wage increases and
shorten working hours, the stoppage came as a complete
shock to the stevedore contractors. After some hesitation,
however, and realizing that events had caught up with them,
they decided to concede the men’s claim, which was in any
case not excessive.

It is doubtful whether they realized that the claim would,
barely two days later, be followed by a demand for a reduc-
tion in working hours, but this, nevertheless, happened.
On 12 May, the dockers, after discussion among themselves
on the question of the intolerably long hours then worked in
the industry, asked that they should be reduced by one hour.
The normal hours worked at that time were between 6 a.m. and
9 p.m. and the men wanted these henceforth to be set be-
tween 6 a.m. and 8 p.m. The question of night work was
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A contemporary cartoon depicting a Swedish shipowner shaking
hands with an imported strikebreaker during the strike of 1873

also raised and the dockers asked that all work performed
between the hours of 9 p.m. and 6 a.m. should be considered
as night work and compensated for at the enhanced rate of
25 bre per hour.

One indignant Goteborg newspaper pointed out rather
plaintively: ‘They will now be able to earn as much as 5.50
kronor per working day’ and went on to allege that this was
an exorbitant rate compared with the wages paid to workers
in other industries.

In spite of the reactionary press, however, this point was
conceded as was also a further claim that daily wage rates
should be raised to 3.25 kronor instead of to 2.50 kronor
as had previously been demanded. Thus, only two days after
the beginning of the strike, the dockers' representatives in
the negotiations were able to report that all their demands
had been met in full.

Reporting on the succesful conclusion of the action, the
Sociadist newspaper in Gdotenborg, Forpasten, said: ‘One
can only congratulate the workers on having succeeded,
after a strike lasting a mere two days, in obtaining such a
great improvement in their conditions’, and, knowing the
aversion of dockers to night work, it went on to add: ‘It is
not right that the health of the dockers should be jeopardiz-
ed by their having to perform night work. All work in the
docks should cease at 6 p.m., as is already the case in
Great Britian”,

The strike itself passed off peacefully and led to no in-
cidents, although at one stage the police were called in by
the employers to protect a few strike-breakers. No clashes
occurred as a result of this, however, and contemporary
newspaper reports are unanimous in testifying to the exem-
plary manner in which the dockers bore themselves during it

The improvements registered in the wage and working
conditions obtaining in the dock industry made the Swedish
docker’s position an enviable one and his occupation became
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attractive to outsiders - on occasion teo attractive for his
liking. This was particularly the case from [874 onwards
when the boom period in Swedish industry came to an end and
the Goteborg dockers had to consolidate their gains.

The most important advance made during the strike, how-

ever, was the fact that it taught the dockers the value of
organization - a lesson which they never afterwards forgot.
A basis had been laid for the later formation of a really
strong and effective trade union movement which eventually
resulted in the security now enjoyed by Goteborg's dockers.

A study of employment and achievement in American transport

SINCE 1940 the National Bureau of Economic Research in New
York has published valuable studies in the broad field of Amer-
ican economic activities. Latest in the series of works issued
under its auspices is Harold Barger’s The Transportation Indu-
tries, 1889—1946.: A study of output, employment and producti-
vity. It is a profoundly analytical work for which both the au-
thor and the Bureau deserve high praise. Much may be learned
from its pages concerning the fundamental réle played by trans-
port in the stormy development of the economy of the USA.
Those concerned with industrial welfare should find particularly
instructive the chapters in which the author has set himself the
task of examining such trends in employment, productivity and
technical progress as have become apparent during the fifty or
so years covered by his study the price of which is $ 4.00.

Space does not permit of our doing more than pick out from
the closely condensed mass of information contained in this
book certain general conclusions at which Dr Barger arrives as
a result of analysing many relevant figures and statistics. The
following extracts are taken, by kind permission of the NBER,
from the author’s summary:

“Transportation workers today are more than twice as nu-
merous as in 1889, but percentagewise they constitute a smaller
share of the labor force than formerly. The shrinkage is to be
explained partly by a rapid expansion of output per worker, but
also by the coming of the private automobile and motor truck.
Garage and filling-station attendants, and drivers of privately
owned trucks, are not counted as transportation workers. If
they were included, transportation could probably claim a pro-
portionate share of the labor force as large, or larger, than
formerly.’ -

“Although the share of the transportation industries in the
economy declined, traffic expanded vastly. ... Today in the
course of a year the average American travels perhaps twenty
times as much as his grandparents did in 1889. The prime con-
dition for such enhanced mobility was of course the coming of
the private automobile.’

*Combined passenger and freight traffic of all commercial
agencies (land, water and air) grew five times during the half
century between 1889 and 1939, and almost doubled once again
between 1939 and 1946. But such aggregates conceal the varying
fortunes of different agencies, and especially the marked shifts
that have occured from older to newer forms of carriage . . . .
the newer agencies have grown rapidly, and the older ones have
expanded only slowly or have actually contracted. By and large
the shift has been from rail to highway.’

‘The draft made upon the labor force by the transportation
industries reflects these (and other) changes. In 1889 fewer than
a million persons were employed in producing transportation
services, and four out of five of these worked on the nation’s
railroads. By 1920 total employment had risen to more than
214 million, and the proportion of those who worked for the
railroads had not greatly changed. In 1946 not quite 214 million
persons were employed in transportation, and only about half
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of them were railroad workers. Today highway transportation
employs as many workers as did the railroads in 1889, and air-
line employment is now as large as was waterway at the begin-
ning of our period.

“Practically throughout the six decades traffic rose more rap-
idly than employment. As a result, per worker output of trans-
portation service in 1939 was three times, in 1946 four times,
the 1889 level. Over the half century 1889—1939 productivity
in the transportation industries measured in this fashion in-
creased at an average annual rate of 2.2 percent. For a major
and well-established sector of the economy, this is a rather rapid
increase. Over a like period the annual gain in output per work-
er in manufacturing was 1.8 percent; in agriculture, and also in
mining (excluding oil and gas wells), the annual increase was
1.6 percent. Because in many cases hours ol work were cut, such
figures understate the rise in output per manhour. They indicate
genuine increases in the return from human effort in the indus-
try concerned.’

‘Among individual transportation industries the change in
output per worker varied greatly. The newer industries showed
the sharpest gains in productivity. Airline employment rose
steeply, pipeline employment moderately, but in each case the
growth of traffic was far more rapid than the growth in em-
ployment, so that output per worker shot up, multiplying three
to four times within two decades. (For other new industries,
buslines and trucking, we lack data.) The older industries, elec-
tric railways, steam railroads, and waterways, showed steady
but much more moderate increases in output per worker.’

‘For railroads and for waterways we can measure not only
the input of labor but also the volume of equipment in use. In
the former case, the number of locomotives and cars increased
and later declined, as did railroad employment. The railroads
owned just about as many locomotives and cars in 1939 or 1946
as in 1903. But technology did not stand still. The tractive pow-
er of locomotives and the capacity of {reight (if not of passenger)
cars rose steadily: on the average, the capacity of equipment
about doubled. (Passenger equipment became more comfort-
able, thus rendering better service, but this we leave out of ac-
count.) Roughly speaking, the same amount of labor is needed
to operate a large piece of equipment as a small. The doubling
of equipment capacity per worker therefore contributed to the
rise im output per worker. Labor productivity so measured rose
more than threefold, and output per manhour still faster. Thus
the increase in the capacity of equipment is not in itself suf-
ficient to explain the rise in labor productivity, although we can
see that the former made a substantial contribution to the lat-
ter. To be sure, more powerful locomotives could pull heavier
trains with a train crew scarcely larger than before; but there
were many other ways of saving labor, as in train dispatching
and the maintenance of way. In the case of waterways the
boost given to labor productivity by more capacious equipment
seems (o have been confined to the coastwise tanker trade and
to bulk carriage on the Great Lakes.’



