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The ITF in Latin America

hy Omer Becu, General Secretary

THE DECISION TAKEN BY THE EXECUTIVE COMMITTEE OF THE ITF to set up
an office in Mexico City, for the purpose of giving a new impulse to its activities in
Latin America, will necessarily have a healthy influence on the transport workers’
trade union movement in that part of the world.

In view of the present position of trade unionism in Latin America, particularly
in so far as the transport workers are concerned, the decision is clearly a wise one,
and the time is appropriate to review the preliminary steps taken by the Secretariat
of the 17F, and to outline the proper basis for building up a proper regional organi-

zation in the future.

I'here is no doubt that the 1TF is the
first — not to say the only international
trade secretariat — to give such consid-
erable attention to the setting up of a
regional organization of its own in La-
tin America. A number of advances and
setbacks in the past have given the ITFa
good deal of valuable experience as a
basis for determining the form which its
future Latin-American regional organi-
zation should take, and have convinced
it that during the last two decades the
transport workers’ trade union move-
ment of the Continent has developed
clearly-defined characteristics of its own,
In the circumstances, and in response to
repeated suggestions from some of its
Latin-American affiliated organizations,
our International is preparing to take
steps to bring the transport workers of
the Continent into the powerful world
movement whose interests it has the
honour to represent and defend.

To help our readers to get an approx-
imate idea of the work which awaits our
new office, in the first place, and the
regional organization that will arise
from it in the second, we propose to
consider briefly the present situation of
the transport workers' trade union
movement in Latin America.

Organization

Although during the last few years there
has been a growing tendency to set up
i Latin America national industrial
trade unions or federations, there are
wll countries whose trade union move-
ments, including the transport workers’
trade unions, are suffering from the
harmful effects of local or national dis-
persion. For lack of adequate organiza-
tion it often happens that even in coun-
tries of relatively small commercial or
mdustrial importance, several separate

trade unions — of motor drivers, dock-
ers, etc. — exist and compete with one
another for a comparatively small num-
ber of possible members. 1t is encour-
aging to find, however, that this situa-
tion is tending to disappear, because the
idea of setting up unions of national
scope for the different branches of trans-
port is growing from day to day. And
even in countries in which these sep-
arate national organizations can boast
of many years of successful activities, the
interdependence of transport as a whole
has led the organizations in some coun-
tries — such as Brazil, Chile, and Uru-
guay — to set up confederations uniting
the national unions or federations in the
several industries, thus putting them in

Low rent apartments
provided for Government employees
in Mexico City,

where the ITF is to establish
its new regional office for

the South American Continent

a better position to defend the interests
of the workers they represent.

International relations

In general it can be said that except for
an occasional and precarious direct af-
filiation — or in a few cases affiliation
through national centres - the transport
workers of Latin America remained for
all practical purposes isolated from
their fellow-workers in other countries.

This was due partly to lack of any
clear conception of the significance of
international solidarity — more neces-
sary today than ever to the development
of any trade union — and partly to the
fact that, as a comparatively young
movement, it was obliged to devote a
great part of its energies to avoiding the
snares of an employer class of semi-
feudal pattern, or government interfer-
ence and indifference.

This, however — as a result of travel
abroad for study, and for international
conferences and congresses — has not
prevented the leaders of Latin-American
transport workers from recognizing the
need to share fully in the worldwide
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activities of theiTy

an excellent urge
which is often frustrated by the condi-
tions under which their trade unions are
forced to exist.

The international trade secretariats,
whether of transport or other industries,
are therefore under an obligation to do
their best to unify the Latin-American
trade union movement ol their respec-
tive national industries — an indispen-
sible preliminary to making of it an ef-
fective instrument, and to making pos-
sible its integration in the international
movement.,

The 11F adopted this wise policy
many years ago, and as a result of the
decision of the Executive Committee is
taking steps to carry it into practice. As
a basis for its immediate activities it has
more than a million transport workers.

Government interference

Government interference is one of the
obstacles which only too often hinder
the normal work and development of
trade unions in Latin America. This
interference takes different forms ac-
cording as it comes from a frankly total-
itarian regime, a more or less tolerant
dictatorship, or a democratic govern-
ment unable to steer clear of outside
influences and interested advice. Of

Nicaragua, one of the Central American

countries, is building over 160 miles of

new roads using construction machinery
Sfinanced by a loan from the World Bank.
The roads will connect villages, towns and
cities, and will open up new farming areas
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A prematurely-aged Bolivian Indian
mother and child. Although certain coun-
tries in the region have a comparatively
high standard of living, a general charac-
teristic of the Latin American economy
is still poverty of the working classes

these three patterns examples can be
found from one end of the continent to
the other.

Since they are well known to all, it is
hardly necessary to go into details of
the methods used by dictatorial regimes
such as those in power in Argentina,
Venerzuela, Peru, the Dominican Repub-
lic, ete. Suffice it to say that for the dic-
tators the end always justifies the means
il itenables them to keep their hold over
their peoples.

But it is necessary to point out once
more that the trade union movements
in these countries are in the hands of
men who follow blindly the instructions
of the dictators. The latter naturally
take radical steps to suppress any at-
tempt at disobedience or rebellion with-
in the trade union movement; and even
when there is no actual rebellion, trade
unions which are not friendly to the
regime are ruthlessly deprived of their
legal status in the interests of others
which are set up under the protection of
the government.

The 1rr will always remember the
way ~ half-way between guile and vi-
olence — in which Peron broke up its
affihated  General Confederation  of
Maritime and Related Trades, simply
because its leaders were not willing to

become his tools. Such is his fury that
five vears later, on the flimsiest pretext,
he has imprisoned a man of the highest
character, whose only crime was to have
been one of the leaders of the Confed-
eration.

The Peronist example also applies to
the other Latin-American countries sub-
ject to the whims of dictators. In some
cases their foolish attitude towards de-
mocracy leads them to give the Com-
munists free play inside the trade unions,
as has occurred in Venezuela, and more
recently in Peru, where the Communist
Senator Juan Luna has been officially
appointed ‘Technical Secretary” of the
National Union of Motor Drivers.

Current legislation in Brazil, which
empowers the Government to take over
a union whenever the Minister of La-
bour thinks fit, offers us another aspect
ol government interference in the life of
the trade unions: though in this case the
result is less harmful than in those pre-
viously mentioned.

Like our Argentine friends, the Bra-
zilian seamen have every reason to com-
plain of government interference in mat-
ters outside its jurisdiction which should
rightly, in any case, be brought before
the law courts. A little more than a year
ago the Minister of Labour - lending
himself, intentionally or unintentional-
ly, to Communist endecavours to get
possession of the Seamen’s Federation ~
ordered the seizure of the Federation,
in spite of the fact that the Supreme
Court had on two occasions pronounced
itself in favour of the legally-elected




Central America is the strip of land that links North and South America, It is divided into five small countries: Guatemala, El Sal-
vador, Nicaragua, Costa Rica, and Honduras. The isthmus is an area of contrasts with centuries-old scenes blending in with modern
improvements, as illustrated in the two photographs on this page showing an old dirt road and a modern bridge in El Salvador

Executive Committee of the union.

Communist acrivities

From an impartial study of the Latin-
American trade union movement as a
whole, the clear inference can be drawn
that notwithstanding its displays of
propaganda, and occasional actions
aimed at winning over further trade un-
ions, or recovering their losses, the Com-
munists have lost a great deal of ground
throughout Latin America.

It is a secret to nobody that a few
years ago the Confederation of Workers
of Latin America (CTAL), an organiza-
tion under the direction of Lombardo
Toledano which follows the Communist
line, could boast of being in command
of the situation. But its decline started
from the very moment that the Inter-
American Confederation of Labour
(c1T) was founded in 1948 in the capital
of Peru; and this decline has become
accentuated in proportion as the mem-
bership and prestige of the Inter-Amer-
ican Regional Organization of Workers
(or1T), the Latin-American regional
organization of the rcrru which re-
placed the ciT, have increased.

It is undeniable that there is no longer

any national trade union centre of any
importance still belonging to Lombardo
Toledano’s crar. Banished from Gua-
temala — and subject to any influence
which he may be able to exert indirectly
here and there — all he has left is the
Confederation of Workers of Ecuador,
and possibly an occasional odd national
trade union. All that counts in the La-
tin-American trade union movement
now belongs to the ORIT or maintains
with it friendly relations that will not be
long in turning into effective affiliations.

This does not mean that international
Communism will give up its plans. On
the contrary, it is as active as ever, and
thanks to the substantial funds at its
disposal it has its agents everywhere,
and can perform such spectacular feats
as to take to the Vienna Congress of the
wrTU the astonishing number of one
hundred and ninety-eight Latin-Amer-
ican delegates, for all the world as if the
whole trade union movement of the con-
tinent belonged to it.

The Communists’ loss of membership
and prestige is the best proof that the
democratic workers of Latin America
have become convinced - as is happen-
ing in a part of Western Europe where

trade unionism has deep roots — that
though Communism is prodigal with its
slogans, it has little else to offer to im-
prove their living and working condi-
tions. Its chief aim is - as evervone
knows — to take advantage, for its own
purposes, of any difficult situation
through which workers anywhere may
be passing — launching them on hopeless
strikes, only to leave them in the lurch
after the propaganda objective has been
achieved, and after severe damage has
been inflicted to the economy of the
country which has been the scene of
their disruptive activities.

One of the characteristic features of
these activities is the maximum use of
their recognized skill in the art of pre-
tence and infiltration; and when they
fail to win over the organization to
which they have laid siege they do all
they possibly can to undermine its pres-
tige and destroy it. These tactics, of
starting what are known in Europe as
‘unofficial strikes’, have occasibnally
given the servants of Moscow a few
short-lived successes.

Peronism and the trade unions
Another discordant note is provided by
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Vagueros or cowboys cutting selected
animals out of a herd. Cartle raising is
still one of the most important industries
on the Latin American Continent. In
countries such as Argentina and Brazil,
the catile population is considerably in
excess of the human (UN photograph)

the Association of Trade Unionist Work-
ers of Latin America (ATLAS), an
alleged Latin-American trade union
centre set up by Peron for the obvious
purpose of confusing the free trade un-
ion movement and preparing the ground
for introducing the continent to his ab-
surd ‘justicialism’, But the vicissitudes
through which the leadership of ATLAS
has passed since it was set up leave little
doubt that it will not survive its foun-
der — and Peron is not immortal.,
Notwithstanding the large sums of
money laid out by his embassies, and
the visits paid to Buenos Aires by a few
trade union leaders from other coun-
tries, thirsty for notoriety or well-paid

jobs, the organizations set up by Peron’s

‘Labour Attaches’, with the help of Ar-
gentine funds, are perfectly harmless,
The greatest successes of these officials
lie in being received ostentatiously by
the largest possible number of states-
men, though they have a weakness lor
Peron’s fellow-dictators. But as we have
pointed out, the latter would rather
have the Communists in their service, as
they are cleverer,

Christian trade unions

While Christian (RomanCatholic) trade-
unionism has solidly-established or-
ganizations in a few Latin-American
countries, it cannot be said that it has
any considerable influence in the trade
union movement of the continent as a
whole. In December 1954, however, for
the purpose of reorganizing its member-
ship and trying to change its present
position, the International Confedera-
tion of Christian Trade Unions held a
congress in Santiago de Chile where it
decided to set up a Latin-American
Christian Trade Union Centre,
It is, of course, too early to estimate
(continued on the next page)

Chile, with its 2,600 miles of mountain-
ous coast line, has in recent years built
up a flourishing fishing industry which
gives employment 1o abour 7,000 fisher-
men. Our photograph shows Quintay tuna
fishermen bringing their carch ashore



FAO aids the fishermen

by R. H. Fiedler, Acting Director, FAO Fisheries Division

WHILE IT IS ESTIMATED THAT THE TOTAL FOOD PRODUCTION OF THE
woRLD has more than regained the pre-war level per head ol population, more
than half the people of the world still go to bed hungry and lack sufficient animal
protein in their diet to keep them strong and healthy.

At first glance, statistics can sometimes be misleading, and this is so in the case
of the figures for overall production of food, because the greatest increases have
taken place in highly developed countries and not where they are most urgently
needed. This is illustrated by the fact that nearly half the increase in agricultural
production since 1934-8 has taken place in North America which supports only
seven per cent of the world’s population, whereas the Far East, which supports
fifty per cent of the world’s population, has only managed to maintain its pre-war
level of Tood production. This situation is aggravated by the fact that in the Far
East (excluding China) population is growing at the same rate as in North America

since 1934-8; both have increased by twenty-five per cent.

Again, the level of food production per
head ol population reflects only in a
general way the level of food consump-
tion per head. For example, in highly
developed areas such as North America
the wage earner spends up to about forty
per cent of his income on food. but in
the Far East almost all the wage earn-
er's money goes to buy food and, even
then, it is inadequate to provide proper
nourishment for himself and his family.

This comparison is, of course, be-
tween the two extremes in the overall
food supply situation in the world, but a

similar disparity exists between all the
highly developed and the under-deve-
oped countries. The difference in stand-
ards of living in the two groups has be-
come so great that thoughtful men and
women throughout the world have seen
the need for nations to cooperate in an
international organization to increase
productivity and standards of living
where they are so regrettably low.

The formation of the Food and Agri-
culture Organization of the United Na-
tions in 1945, following the Hot Springs
Conference in UsA in 1943, is, of course,

(continued from page 60)

the importance of this decision for the
transport workers’ movement though
there are in a number of Latin-American
countries trade unions, and even na-
tional federations, whose sympathies
might lead them to join the new organi-
zation,

Feonomic situation

It is well known that Latin-American
cconomy. taken as a whole, presents as
many different aspects as the topog-
raphy of the many countries belonging
to the region. But while the economy of
one particular country or other may be
llourishing. thanks to the effective use
made of its natural resources, a general
characteristic is poverty of the working
classes and many difficulties for the
transport workers. It must be admitted,
however, that in some countries — Urn-
puay, for instance — the railwaymen, as
u oresult of great efforts, have secured

conditions which are comparable with,
or perhaps even superior to, those of
their fellow-workers in the more ad-
vanced countries. But this is the excep-
tion rather than the rule, so it should be
the task of free trade unionists whose
conditions are more normal to help
their less fortunate comrades in Latin
America to win for themselves living
and working conditions more in har-
mony with the times in which we live.

With this material, and in the face of
this situation. the 17F is preparing, in
close cooperation with the or17 to lay
the bases of its Latin-American regional
organization. The tenacity with which
it has pursued its aims over a long per-
iod of years, added to the prestige en-
joyed in Latin America by Brother
Trifon Gomez — to whom the Executive
Committee of the 1TF has entrusted this
no less delicate than important mission
— offer sure guarantees of success.

in line with the trend towards interna-
tional cooperation politically and in all
spheres affecting the wellare and inter-
ests of the people of the world. It is part
ol a continuing process which seeks
peaceful and orderly development. Thus,
the decision by the governments of a
number of nations to organize FAO to
cover all the fields concerned in food
production, such as agriculture, forestry,
fisheries, economics and nutrition, was
no mere wartime or stop-gap measure.
And year by year in the ten years which
have passed since FAO came into being,
it has become increasingly evident that
long-term planning by an international
organization is essential in tackling the
complex problem of promoting an in-
crease in world food production, The
problem is too big for nations to tackle
singly or in small groups, a fact which is
now widely recognized by governments
and by people generally, with the result
that membership of FA0 has grown to
seventy-one nations.

This growth in membership has, of
course, added to the complexity and to
the urgency of the task facing Fao. Some
idea of the magnitude of that task may
be gained from the fact that, to carry
out the policy with which it is charged,
the Organization has to collect, analyze,

Here a demonstration is being given by
an FA O expert to show Ecuadoran fisher-
men how they can improve the salting
and drying of the fish which they catch
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interpret and disseminate information
relating to nutrition, food production
and consumption; promote scientific
and other research: improve education
and administration throughout the food
industries: conserve natural resources;
improve methods of food production,
processing, marketing and distribution;
and provide technical assistance at the
request of member-governments.

The part played by Fisheries Division

In this great and continuing task, the
Fisheries Division has a very significant
part to play. The importance of the
fishery resources of the world in relation
to total food production and the supply
ol essential animal protein in the diet of
the masses of the people, especially in
under-developed countries, has only re-
cently been recognized, and hitherto
little attention has been paid to the
place of fisheries in the overall econo-
mic picture. Few fisheries statistics were
available, technologically the industry
lagged behind other food-producing in-
dustries, and there were only piecemeal
plans Tor conservation ol stocks and
orderly development of the resources
and the industry. But today, with the
arable land areas of the world almost all
worked by man and the pressing need
for increased food production, the fish-
eries of the world are seen as a vast
potential source of food supply. At pre-
sent, world production of fish is esti-
mated to be about 26,000,000 metric
tons a year (excluding 325,000 tons of
edible whalemeat, which are equivalent
to the vield of boneless meat from
1,800,000 average weight steer) and it is
believed that this production can be
increased to some 50,000,000 metric
tons a year, a production which, accord-
ing to fishery biologists, is not beyond
the capacity of known resources. But,
of course, il it is ever to be attained there
must be continuing international coop-
eration, long-term planning, a huge in-
vestment in fishing boats, gear and
equipment, sustained research, and
training and education of personnel in
all branches of fisheries.

It is the task of FAO to promote action
along these lines, working in coopera-

Two FAO experts are currently engaged
in carrying out a five-year plan for the
development of fish culture in the inland
waters of Haiti which was originally
drawn up by an FAO expert at the re-
quest of that country’s governmment
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tion with other international organiza-
tions such as the United States Foreign
Operation Administration, the Colom-
bo Plan, the International Council for
the Exploration of the Sea, the Interna-
tional Bank for Reconstruction and
Development, the Organization for
European Economic Cooperation, the
United Nations, and so on.

For efficient and logical working, the
Fisheries Division is organized in three
branches, Fisheries Biology, Fisheries
Economics and Statistics, and Fisheries
Technology, which work under the di-
rection of Dr. D. B. Finn, Director of
the Division. The Chief Technical As-
sistance Officer operates in the Office of
the Director, while for operating “in the
field" to maintain liaison with member-
governments and carry on policy and
work, the Division has organized Re-
gional Fisheries Offices in Asia and the
Far East, Europe, the Near East, and
Latin America.

Along with all other Divisions in FAO,
the Fisheries Division carries out a Reg-
ular Programme and an Expanded Tech-
nical Assistance Programme, which is a
logical extension of the Regular Pro-
gramme work.

In promoting the orderly develop-

ment of the world’s fisheries resources
it is essential to collect, analyze, inter-
pret and disseminate statistical and oth-
er information for use by FAO experts,
by member-governments and by all
those persons engaged in fisheries work
throughout the world. As part of the
effort to improve the flow of informa-
tion the Division publishes many reports
covering all branches of fisheries work.

The Division's Regional Offices have
an important part to play in develop-
ment work. Many governments in coun-
tries with underdeveloped fisheries have
no highly organized fishery administra-
tion, which is essential to orderly, plan-
ned progress, so the Regional Offices
help governments to set up and develop
fisheries services. They also conduct on-
the-spot surveys and investigations, sup-
plement information supplied to ¥a0 by
governments, and provide the Secre-
tariat of the Regional Councils in the
Far East and the Mediterranean Area.

A large part of the Division’s Regular
Programme work has been to supply
help to governments in the fields of fish-
ery economics and statistics, biology
and technology. The work has been of a
diverse nature, ranging from projects
which promote the development of re-




gional, national and international fish-
eries policies, to those dealing with
specific problems of fishing, fish culture,
handling and distribution of fishery pro-
ducts. In all such Regular Programme
work there is, of course, a need to main-
tain the flow and exchange of informa-
tion, to helpwhich the Division regularly
publishes the Yearbook of Fisheries Sta-
ristics, FAO Fisheries Bulletin and World
Fisheries Abstracts in English, French,
and Spanish editions.

The Expanded Technical Assistance
Programme was set up in 1950 and it has
enabled Fao to give greater assistance in
organizing and developing the world’s
fisheries, especially in those countries
with under-developed fisheries. All Divi-
sions of FAO have already provided tech-
nical assistance to about sixty countries.
For example, between 1 January 1952
and 30 June 1953 some 624 experts were
employed, 334 working ‘in the ficld” in
some fifty-five countries. Moreover, ad-
vanced training has been given to hun-
dreds of selected students from these
countries. Such students, known as
‘fellows’, are trained in countries with
highly developed technical and educa-
tional establishments,

Fisheries Division, naturally, has ta-
ken an active part in technical assistance
work, such as introducing mechaniza-
tion to fishermen who have hitherto re-
lied on oar and sail, improving the de-
sign and performance of fishing boats,
teaching fishermen to use modern fish-
ing gear and methods, organizing the
handling, marketing and distribution of
fish and fishery products, developing
fish pond culture in various countries,
and so on. All these activities have the
same basic aim: to increase fish produc-
tton and consumption. This not only
leads to the increased supply of animal
protein in the diet of masses of people
in underdeveloped countries, but it tends
to raise their standard of living general-
ly. For example, fishermen who are
taught modern methods of fishing with
mechanized boats are able to work more
cificiently, going farther to sea to off-
shore fishing grounds, getting there and
back quicker while carrying more and

Fishing canoes on the beach at Accra,
Gold Coast. In a number of regions FAO
has been able to demonstrate to indig-
enous fishermen the value of boar design
improvement. It was FAO whichorganized
e fwest International Fishing Boat Con-
creny in 1953 ( Photograph by FAO)

better fishing gear, which leads to bigger
catches, enabling them to improve their
earning power and so improve their liv-
ing conditions,

Fisheries technology

In the ficld of fisheries technology the
work programme can be divided under
four headings: (1) fishing boats and
harbours; (2) fishing gear and methods;
(3) handling, processing, and distrib-
uting fishery products: (4) collection
and dissemination of information.

It is estimated that at least fifty per
cent of all the capital invested in the
fishing industries is in boats, and mea-
sures which lead to an improvement in
safety at sea, seakindliness, lower fuel
consumption, higher speed, and so on,
are of great importance to fishermen
and owners. FAO experts have done
much work in this field, especially on-
the-spot advisory work in Asia and the
Far East and Latin America, and have
also secured widespread exchange of in-
formation among naval architects. Fa0
organized the first International Fishing
Boat Congress in 1953 (held at Paris,
France, and Miami, usa) at which some
seventy papers written by naval archi-
tects, marine engineers, boat owners and

builders, deck equipment manufac-
turers, and others, were presented. The
papers covered fishing boat design and
construction, engines, gear and equip-
ment, safety at sea, etc. These papers
and the discussions which followed their
presentation are being published in book
form this year under the title of Fishing
Boats of the World.

An interesting point to note is that
even the most highly developed coun-
tries have bencfited from the exchange
of information and consultations be-
tween experts.

In addition to mechanization pro-
grammes, FAO experts have also assisted
or will assist in planning fish harbours
and associated shore facilities in Pakis-
tan, India, Ceylon, Israel, and else-
where.

A good deal of attention has been or
will be given to introducing and encour-
aging the use of mechanical power in
the handling of fishing gear in small
boats, and much work has been done
successfully in this field in Brazil, Chile,
Haiti, India, Iran, Iraq, Israel, Liberia,
Saudi Arabia, Syria, Turkey, and Yugo-
slavia.

The experience of FA0 shows that lack
of proper handling, processing and dis-




Trainees undergoing a course at the Fisheries Statistics Training Centre sponsored by the Indo-Pacific Council of the United
Nations Food and Agricultural Organization here examine the carch as fishermen come in at the port of Tachin in Thailand

tributing facilities is often a stronger
deterrent to fisheries development than
lack of toats and gear, and FAO experts
have been busy in this field, doing direct
technical advisory work. Fish handling
and preservation methods in use in hot
climates have received special attention.

In 1950 FA0 organized a meeting on
the technology of herring utilization,
held at Bergen, Norway, and attended
by 100 persons from a dozen countrics.
As a result of this meeting an FA0 Com-
mittee on Fish Handling and Processing
was set up. It has four active working
groups dealing with (1) chilling of fresh
fish: (2) bulk freezing of fish; (3) pre-
packaged fisheries products:; and (4) fish-
eries products for consumption in tropi-
cal countries, These groups concern
themselves with transport and distribu-
tion of products as well as with proces-
sing.

FAO technical assistance projects in
fish processing are being or will be car-
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ried on in Brazil, Burma, Chile, Ecua-
dor, India, Liberia, Turkey, and Yugo-
slavia.

In the collection and dissemination of
information, Fao experts review all the
important technical and trade publica-
tions dealing with fisheries and summa-
rize the mostimportantarticles for pub-
lication in World Fisheries Abstracts,
published bi-monthlyin English, French,
and Spanish. This publication is used
throughout the world by technologists,
research workers, administrators and
other experts in various branches of
fisheries work.

FAO also prepared various handbooks
on subjects of fisheries, technology, bib-
liographies, film lists, technological dic-
tionaries, studies on world practice in
fish inspection and commodity stand-
ards of fisheries products.

Economics and statistics

In the field of economic and statistics

a0 has had, and still has, a great deal
ol work of vital importance to do be-
cause statistical information on the or-
ganization and results of fish produc-
tion and marketing is essential in realis-
tic planning of fisheries development.
Apart from assisting governments to
improve their fishery statistics, FAO has
also published biennially since 1947 the
FAO Yearbook of Fishery Statistics with
the object of bringing together, in com-
parable form, statistics on fish produc-
tion and trade in the seventy-one mem-
ber-countries of Fa0. Allied to this is the
meeting which Fao convened in Copen-
hagen in 1952 te discuss ‘Purpose and
Methods in Fisheries Statistics’, which
led to recommendations for improve-
ment in measures adopted to solve the
problems involved.

Fish marketing problems are not re-
stricted to countries with underdevelop-
ed fisheries, which is illustrated by the
fact that the Organization for European



Fconomic Cooperation and Fao made a
joint study of the fish marketing situa-
tion in Western Europe because mar-
keting problems were seriously under-
mining the stability of the fishery in-
dustries. As a result, a report was pub-
lished, *Fish Marketing in oEec Coun-
tries’, which recommended improve-
ments, and a Fisheries Sub-Committee
was set up, with which FA0 maintains
regular liaison, to promote improved
marketing practices and to increase fish
consumption.

Discussions in the rao Indo-Pacific
Fisheries Council disclosed that ineffi-
cient marketing organizations was frus-
trating plans in many parts of the region
to increase fish production, so FA0 or-
ganized a Fish Marketing Training
Centre in Hong Kong. Some thirty per-
sons from thirteen countries of South-
Fast Asia and the Far East went through
a six-weeks’ course comprising theoreti-
cal instruction and practical demonstra-
tions in the Hong Kong Fish Marketing
Organization which, since World War 11,
has built up a most efficient system for
the collection and wholesale disposal of
catches, benefiting the whole fishery in-
dustry in that area. The course included
a series of seminars where marketing
conditions in the Indo-Pacific region
were critically discussed and measures
for improvement were considered.

Although thereisa great need in many
parts of the world to increase consump-
tion of fish to add to the animal protein
in the diet of the mass of people, there is
also considerable consumer resistance
to fishery products, based on ignorance
of their nutritional and economic value.
740 has, of course, worked on this prob-
lem. For example, a rao expert worked
for two-and-a-half years in Chile, dem-
onstrating the value of fish consumption
as a means of overcoming a serious defi-
ciency of animal protein in the diet of
the mass of people in the lower income
groups. A feature of this work has been
the very successful use of schools through
which children have been encouraged to
want dishes based on abundant, low
priced varieties of fish. As the result of
this work the Government has organ-
ized its own programme to encourage
consumption of fish products. The same
cxpert has carried out similar campaigns
in Yugoslavia and Mexico.

In the orderly development of fisheries
it is of the utmost importance that there
should be first-class management of all
enterprises, otherwise results will not

come up to expectations. FAo has done
much important work in this field, sup-
plying commercial consultants to advise
on management problems. A typical
case is that of the Bombay Pilot Deep-
Sea Fishing Station when the Govern-
ment of India found difficulty in the
continuous operation of its trawlers and
in handling the catches. rao sent an ex-
pert to advise and assist in improving
the efficiency of the trawling operations,
turnround of the vessels and main-
tenance of them. ‘

Fisheries biology

The work of fisheries biologists is in-
dispensable in realistic planning for dev-
elopment of fisheries, for the biologists
are concerned with the animal and veg-
etable life in the seas and inland waters
on which fishery industries are based.
Those planning fisheries development
and those who carry out the fishing
operations need all available informa-
tion on the location, characteristics and
extent of resources, whether exploiting
the resources will be harmful or whether
stocks should be conserved and/or cul-
tivated and, if so, how best to implement
the policy. To provide satisfactory ans-
wers to all the questions asked calls for
intensive and extensive research work
and constant study of a multitude of
factors which affect animal and veg-
ctable life in the waters of the world.

It can be readily understood that in
the field of fisheries biology FA0 has a
very important part to play in assisting
the development of the theory and meth-
ods of research, promoting the use of
the research and data accumulated, and
encouraging the application of the
knowledge gained.

The Division is constantly engaged
on the vast work of surveying the living
aquatic resources of the world. Not only
must the species of fish and other or-
ganisms of economic value be deter-
mined but an appraisal made of the
stocks available and of all the factors
likely to affect their growth and repro-
duction and exploitation. Information
of this nature is essential, for instance,
in deciding on conservation schemes
and international agreements control-
ling fisheries, such as those concerned in
the International Fisheries Convention
(1946), which adopted measures affect-
ing fishing in the North Sea.

The development of fish-pond culture
and of fisheries in inland waters gen-
erally is also dependent for basic infor-

mation on the Regular Programme
work of the survey of aguatic resources.

It is interesting to note that, at present
the greater part of fish production comes
from a relatively small area of the seas,
and that in some places there are vast
stretches of water that are either under-
fished or not fished at all. The work of
the biologists, is, so to speak, to chart
the resources and determine how they
shall be exploited to the best advantage.
For example, Costa Rica and Panama
both possess shrimp resources and un-
der the TA programme an rao fishery
biologist is at present investigating the
situation and advising the governments
concerned on ways and means of ma-
king Full use of the available resources
of this crustacean.

Some idea of the scope of the activi-

o, S

Dy Fernando de Buen (right), an FAO
marine biologist, carries out scientific
examination of tuna in a Chilean fishing
port so that the fishes™ feeding grounds
can be located. Chile, with an abundant
supply of fish, is engaged in a vigorous
campaign to increase both fish produc-
tion and consumption ( FAQ photograph)

ties of FAo fishery biologists can be gain-
ed from the fact that during 1934, for
instance, not only were they carrying
out Regular Programme work but they
were also engaged on Expanded Tech-
nical Assistance in thirteen countries:
Haiti, Jamaica, Dominica, Honduras,
Guatemala, Egypt, Iran, Burma, Thai-
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The best way of overcoming the general lack of protein in the diets of the population of the Far East is by stepping up the produc-
tion and consumption of fish. This photograph shows experiniental fishing being carvied out with a seine net under FA O supervision

land, Panama, Costa Rica, Turkey, and
Brazil. The biologists assisted the gov-
ernments of these countries in many
ways, from investigating and surveying
various fishery resources to developing
fish ponds and raising and releasing til-
apia and other suitable species of fish in
ponds and other inland waters, both
open and closed. In Haiti, for example,
FAO biologists have helped to establish a
flourishing fishery in both ponds and
rivers. They have built nursery and
rearing ponds, stocked with carp from
Alabama, obtained through the coop-
eration of the us Fish and Wildlife Ser-
vice, and from Israel, and tilapia, ob-
tained from the Government fishery ser-
vice in Jamaica. Fry and fingerlings have
also been released in the rivers and other
inland waters. FAO experts have been
working on the Haiti project since 1950
and have trained local personnel in fish
culture practice, with the result that
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considerable quantities of fish are now
regularly available and in keen demand,
thus adding much-needed animal pro-
tein to the diet of the people.
Thailand, where an Fao fisheries bio-
logist worked for three-and-a-half years,
provides another example of the suc-
cessful development of inland fisheries,
especially in extending fish-pond culture

to the hinterland where the mass of

people have a great need for more ani-
mal protein in their diet. The rao expert
assisted the Fisheries Department of the
Thailand Government to increase fish
culture, cultivate suitable local species
of fish, and release fry and fingerlings in
ponds, paddy fields, canals and rivers.
As a result, the inland fisheries have
developed remarkably well and the Fish-
eries Department is now able to deliver
about 450,000 fingerlings a month to
fish farmers for rough release and stock-
ing. Such development work is still going

on but this time the major effort will be
made by the Government itself.

These are only a few examples of the
kinds of assignments which have been,
and are being, carried out by Fao Fish-
eries Division, but so great is the need
to develop the world’s fisheries as part
of the great task of increasing food pro-
duction, that it can be said that no more
than a start has been made. What has
been done so far, impressive as it is, is
no more than pioneer work, man’s first
effort, through international coopera-
tion, to meet a situation which is as
challenging as any he has faced in the
past in opening up new countries and
new continents. But this is an adventure
of another kind, perhaps more exacting
and more difficult than any encountered
by the pioneers of the past, and on its
successful outcome depends the health
and happiness of many hundreds of mil-
fions of human beings.



Towards

the 48-hour week in
Dutch road transport

DEBATES ON THE ESTIMATES IN THE DUTCH PARLIAMENT present an opportu-
nity each year of calling ministerial policies into question. The debates on the 1955
Estimates dealing with the Ministries of Transport and Labour gave Dutch mem-
bers of Parliament interested in transport workers” affairs another opportunity of
raising the question of amending the regulations governing hours of work in the
Dutch road transport industry which are based on the fifty-five-hour week. Accord-
ing to the usual practice, members’ observations on the subject were recorded in a
memorandum to which both the Ministers concerned gave replies.

Revision on the basis of
a 48-hour week

The Minister of Transport stated in his
reply:

‘Reference has been made in the debate
on the Estimates to the regulations on
hours of work in the road transport in-
dustry. Some time ago, a draft amend-
ment to these regulations was produced
in collaboration with the Central Office
of the Labour Inspectorate and sent to
employers’ and employees’ organisa-
tions concerned in order to ascertain
their views. The opinions expressed by
these bodies diverged so widely, how-
ever, that, in consideration of devel-
opments taking place both nationally
and internationally in social policies in
the transport field, my Ministry decided,
in agreement with the Ministry for So-
cial Affairs and Health, to await the
results of the international develop-
ments.

These have now reached a more ad-
vanced stage, and my Ministry, in col-
laboration with that of Social Affairs
and Health, proposes at an early date
to submit further recommendations to
amend the regulations on working
hours in the road transport industry on
the basis of the developments which
have taken place in the international
ficld and after further consultation with
the transport interests concerned or
otherwise.

As some members speaking on this
subject have rightly assumed, the pres-
sure brought to bear by the Chamber to
ensure that the forty-eight-hour work-
ing week is taken as a basis when amend-
ing the regulations on working hours in
the road transport industry is not the
reason for no final draft amendments

having been submitted by the Depart-
ment. It is the intention of the Minister
for Social Affairs and Health and of my-
self to base further talks with the trans-
port industry on the international agree-
ments arrived at which, as can be assum-
ed to be generally known, take the
forty-eight-hour week as their basis.’

International factors

In his reply, the Minister of Labour
stated:

“The preparation of amendments to the
regulations on hours of work in the road
transport industry has met with consid-
erable difficulties. One of these was the
fact that employers” and employees’ or-
ganizations were unable to reach agree-
ment on one of the main points — the
weekly maximum to be laid down in the
regulations.

A second factor making for delay and
which should be mentioned was the fact
that it was necessary in view of the rapid
and significant growth of international
road transport, to ensure that any new
regulations on hours should harmonize
as far as possible with the international
regulations which were in course of pre-
paration. These have since been for-
mulated.

Both the memorandum approved by
the Inland Transport Committee of the
1Lo and the Standard Set of Rules of
the Economic Commission for Europe
of the United Nations, initialled on
15 March 1954 but not yet ratified by
the countries of western Europe, take
the forty-eight-hour week as their start-
ing point. My ministry, as well as the
Ministry of Transport, is of the opinion
that the working week of forty-eight
hours should ultimately be the standard
observed in this country, although pos-

sibly averaged out over a period longer
than one week. The question, however,
is whether this highly desirable state of
affairs can be brought about immediate-
ly or whether the change shall be effected
in stages.

Inspection problems

The statement continues:

‘There is a further difficulty inherent in
the system of inspection. At present,
checks are carried out solely on the road.
1n spite of every precaution taken in the
form of the driver’s log, malpractices
have not been entirely obviated. It has
been considered whether an improve-
ment could not be introduced by means
of a system whereby supervision is car-
ried out partly at the office and partly
by means of road checks. There always
remains the weakness, however, that
any checking system is dependent on
the cooperation of the driver.’

Procedure

In conclusion, the Minister stated:

‘In the working out of further details,
we must not fail to hold discussions with
the organizations concerned. My Min-
istry has had talks with the Ministry of
Labour with a view to putting these dis-
cussions on a different level. The course
envisaged is that of drawing up a num-
ber of main points as a basis for the
regulations and passing these on to an
authorative body to be determined at a
later date.’

Teamsters gain
300,000 new members

BROTHER DAVE BECK, Presi-

dent of the rrr-affiliated Inter-
national Brotherhood of Teamsters, has
recently reported an increase in mem-
bership of 300,000 during the last two
vears. He told the mid-Winter meeting
of the Teamsters' executive board that
the union’s assets went up more than
$3 million last year to a total of
$34,627,000. Included in the assets is a
$314 million expenditure on a new head-
quarters building which was opened in
Washington last month.

Brother Beck told the bo ard that he
believed union funds should be used
extensively in organizing activities and
other measures which would aid its
membership. Plans are now being made
to establish a national legislative divi-
sion in Washington, and expand expend-
iture on publicity.
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To the _port workers of the North Se

The idea of uniting those who work and live in the ports spaced along the continental
seafront of the North Sea and English Channel - to recall a slogan of the early 1920's:
‘from Cuxhaven to Dunkirk® - has stirred the imagination of dockers for generations.

Vision come true

Obstacles of one kind or another have
always prevented the realization of this
dream. In February this year, at a meet-
ing held in the port of Amsterdam, at
the heart of the region, dockers’™ rep-
resentatives from the four countries

concerned — Belgium, Holland, North-
ern France and Western Germany
made a determined start with translating
the idea into reality.

Under the auspices of the [TF

The meeting was held at the initiative of
the International Transport Workers'

Federation. The 1TF, which today has a
membership of well over six millions in
all the countries of the free world, and
has always devoted special attention to
the social problems of the port industry,
sees in the sponsoring ol regional activ-
ity a valuable way of furthering interna-
tional work.

In three days of discussions in Am-
sterdam the foundations were laid of
the regional dockers’ community. The
essential thought behind it is that by a
regional approach to the social problem
of the dock industry much greater re-
sults can be obtained than by isolated
and haphazard action.

Economic rivalry a brake
on social progress

As long as the national groups are iso-
lated. social progress in each country is
blocked because of the economic advan-
tage it represents to the others. Regional
community of action is the way out of
the difemma.

Regional programme of action

The first need of the new community
was a joint programme of action for the
region. The Amsterdam conference con-
structed one around thesc basic points:
1) Forty-hour week for all dockers.
2) Regularity of employment for all
dockers.
3) Principle of co-management in the
dock industry.
4) Regional integration of the port
industry.

Forty-hour week

This is the first and foremost demand on
which the regional action of the dockers’
community will be concentrated in the
months ahead. Let us therefore enlarge
on it a little. The forty-hour working
week is now the declared goal of all
sections of the trade union movement
which have not yet won it. The case for
it is as strong for the arduous job of the
docker as for any. With the help of the
membership the trade unions intend to
give it the highest priority.

Realistic proposition

The time is past for presenting trade un-
ion demands without first reflecting how
they are to be realized. Dockers know




nd Channel Region

that the forty hours are possible if they
can be reconciled with the needs of port
traffic. This is how the Amsterdam pro-
gramme sces the detailed application of
the forty-hour week:

Formightly average

Working hours must be averaged over a
fortnight. This flexibility is especially
important in the port industry, owing to
the fluctuations of port traffic and the
consequent variations in the demand for
manpower.

Normal working day

I'he bulk of port traffic can be handled
during a normal working day of not
more than eight or seven hours, accord-
ne to local preference, situated between
cight a.m. and five p.m.

Long week-end

Most of the work can also be finished
fore one p.m. on Saturday, to satisfy
hat has become almost a recognized

institution for nonutility workers: the
long week-end.

A certain latitude must be allowed,
however, for handling an inevitable
small residue of work at week-ends.
Therefore the programme proposes a
limited number of week-end gangs, on
the understanding that:

a) They are only used for urgent
work.

b) There is a special agreement on
the subject between the employers and
the unions.

¢) Such work is counted towards the
forty hours per week.

Limirted shift worlk

On weekdays too there will remain a
certain amount of work which cannot
be done during the normal limits. 1t can
be coped with by means of a shift sys-
tem. The system must, however, be ap-
plied not only to meet the requirements
of the industry: it must also ensure the
men a fair deal. In particular:

a) Work outside the normal limits
(eight a.m. to five p.m.) must be kept to
a minimum.

b) It must be properly compensated,
by higher pay or shorter hours.

¢) It must be fairly shared according
to local conceptions.

d) Not less than twelve consecutive
hours of rest must intervene between
two days of work.

End of overtime

It is calculated that the system described
will eliminate practically all overtime.
The bulk of work must be done during
the normal working day, what remains
must be disposed of by shift working.
Overtime would therefore only be
necessary in exceptional circumstances.
Two hours, for finishing a ship or doing
work of an emergency character, is the
limit set by the Amsterdam programme.

Programme to be followed up

The Amsterdam programme is not in-
tended to remain a pious expression of
hope. It is a programme of work, to be
taken up by the trade unions with their
employers in the immediate future.

A Working Party was set up in Am-
sterdam which will keep the realization
of the programme under constant re-
view and convene further regional dock-
ers’ conferences to register the progress
made.

Role of the rank and file

Everything possible will be done by the
leadership 1o ensure that the Amster-
dam programme is translated into real-
ity with all speed. But the most essential
condition for success is the active inter-
est and participation of the rank and
file in the efforts of their leaders.

Unity is strength!

We conclude this manifesto with an ur-
gent appeal to all dockers of the North
Sea and Channel ports to play their part
in building the regional community and
realizing the above immediate program-
me.
Join your Trade Union! It needs your
backing ! Enrol your fellow workers ! One
hundred per cent trade unionism is the
target! Close and constant cooperation
between leadership and membership is all
important!
On behalf of the 1TF
0. Becu, General Secretary

London, April 1955
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Communism

AN UNOFFICIAL STRIKE CALLED LAST SPRING BY SWEDISH DOCK WORK-
ERS against the terms of an agreement negotiated by the 17r-affiliated Transport
Workers” Union has recently had an interesting sequel before the Swedish Labour
Court. The latter, which was established in 1928 and consists of three impartial
members plus two each representing the trade unions and the employers, had to de-
cide whether the strike had been called in breach of the Court’s Statutes. After due
deliberation, it found that the strike was in fact an illegal one and, as it is empower-
ed to do by law, levied fines on both the individual dock workers concerned and
their local union branches. In all, the fines totalled 340,000 kr. (£23,460), ranging
from 165,000 kr. in Gothenburg — where the strike began — to 1,600 kr. in the small
port of Hudiksvall. The individual fines went up to 175 kr. (£12) per docker - again
in the port of Gothenburg. Compensation for damage resulting from the strike paid
by the Gothenburg branch came to another 175 kr. per docker.

Because they have wider application
than the events which originally pro-
voked them, we give below in translation
some editorial comments on the strike
which appeared in our contemporary
Transportarberaren, published by the
Swedish Transport Workers™ Union. Its
Editor, Brother Wrenby, writes:

It was, of course, clear to everyone
that the Court’s decision would go
against the unofficial dock strikers. The
law is so framed that it left very little
room [or doubt on this point. On the
other hand, there was some conjecture
as to whether the Court would impose
maximum fines or modify them accord-
ing to the circumstances.

In the event, it took the latter course.
Nevertheless, the verdict leaves one with
a certain feeling of discomfort. Not so
much because a law which had been
approved by the trade unions has had
to be applied, but because so many oth-
erwise decent, law-abiding workers al-
lowed themselves, without thinking, to
be dragged into these pointless strike
actions. The idea was, of course, pri-

Gothenburg is Sweden’s premier port and
its second-largest city. Communist in-
fluence is strong among sections of its
dock workers, who have touched off un-
official strikes on ffwo recent occasions
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marily to show solidarity with those of
their colleagues who started the strike
without caring about the consequences.
This as an explanation and not as an
excuse.

Responsibility falls most heavily on
the port workers of Gothenburg, who
have now begun an unofficial strike on

on the Swedish wateriront

two occasions. It 15 understandable if
their colleagues in other ports feel bitter-
ness towards them. The total amount
levied in fines comes to several hundred
thousand crowns, and our port workers
are not so well-ofl that they can treat
that lightly, In future, it would be useful
il certain people would remember that
in our country we possess labour legis-
lation which has been drawn up with the
approval of the trade unions. If the
workers of Gothenburg do not want to
abide by it, then, as the Transport
Workers” Union has clearly pointed out,
they should place themselves outside
the democratic trade union movement.

Of course, the Communists are now
shouting their heads off about ‘class
verdicts” and “class justice’, That is to be
expected, for these people are in favour
of anything which creates unrest on the
labour front. The Conservatives say




that they do so out of sheer evil, but the
explanation is not as simple as that. We
know a number of Communists who
have no more evil in them than the av-
erage country storekeeper who gives his
vote to the People’s Party (liberal party
which derives its main support from the
middle class. — Ed.).

But, just as one finds religious fanat-
ics, 50 one also finds the political variety.
Such people are completely untouched
by factual arguments. For them, the
Soviet Union takes the place of Heaven.
They believe that the majority of people
in our country would be happier if the
Soviet system were introduced here as
well. But, at the same time, they are
shrewd enough to realize that under a
free and democratic electoral system the
Swedish people will never vote for Com-
munist dictatorship. However, they rea-
son that if they can create chaos and
unrest in the country’s economy, they
might have an opportunity of seizing
power and, with outside help, even of
maintaining it.

This reasoning on their part is just as

logical and “realistic’ as one can expect
from a policy of opportunism. It is noth-
ing to raise one’s eyebrows at. Events
elsewhere in the world have shown that
the most unlikely things can happen in
this particular political field.

The Communist attempts to create
distrust of our labour legislation and
the Labour Court, like their support for
the unofficial strikes, is nothing more
than a link in a consistent policy aimed
at creating unrest . . .

They have no difficulty in finding sup-
port among easily-swayed groups of
workers, amongst whom they have pre-
viously sown the seeds of distrust of the
responsible trade unions. If an agree-
ment happens not to give everything
that was expected, then their job is made
all the easier. Incidentally, there can
hardly have been any agreement signed
in this country which the Communists
have admitted to be a good one.

They can even fall back on the old
revolutionary vocabulary of the pre-
1918 period. Communist propaganda
is nothing if not conservative. It talks

about “class verdicts” and ‘class laws’,
for all the world as if nothing at all had
happened in this country since we of the
Labour Movement first began to exert a
decisive influence on its government.
Swedish society of today is completely
different from that which existed, for
instance, at the time of the Great Strike
(the Swedish general strike of 1909, —
Ed.). Nevertheless, the Communists go
on merrily churning out exactly the
same slogans as the Labour Movement
used then.

Unfortunately, there are still workers
who fall for this line. We are dealing
here with a conservatism of mental
equipment which blinds those afflicted
with it to the real situation. We now
have possibilities of furthering workers’
demands without recourse to unofficial
strikes, for we have built up legally-
established negotiating machinery —
something we did not have at a time
when even the workers’ right to organize
was not recognized. It is this machinery
which is now characterized as ‘class leg-
islation” by the Communists.

New version of ‘in the red'?

A sPEECH made by the Soviet
\t‘ Minister for the Merchant Ma-
rine and quoted in the Soviet review
Vodnyi Flot seems to be indicative of the
current problems of the Soviet shipping
industry.

The Minister vigorously criticized the
working methods of various unspecified
shipping companies, underlining the
long delays during repair work, misuse
of materials, and the length of time
spent in port by Soviet ships compared
with those of the capitalist countries. In
1953, for instance, the average period of
immobilization per vessel had been 113
days, while Soviet ships had spent only
forty per cent of their time actually at
sen, the rest being lost 1 port.

FFollowing an unsuccessful attempt to
remedy the situation by amalgamating
the two responsible ministries — an at-
tempt which had resulted in increased
hureaucracy and not in a more rational
use of the fleet — a return had had to be
made, without improvement, to the old
Aystem.

I'inally, however, the Minister had
hud a brainwave. He had decided that
the only cure for the present bad utiliza-
ton of the fleet was more intensive
wuloctrination of all Soviet merchant

navy personnel, from whom evidence
of a true *Communist” spirit would
be demanded! Presumably he intends
to cut his losses in shipping and try to
recoup on thesale of Marxist text- books.

Too many
drawing a pension?

THREE out of every five Austrian

railway workers are drawing a
pension. There are at present employed
on the Austrian railways some 60,000
persons entitled to retire on pension
compared with 88,901 actually drawing
a pension in 1954.

These figures were quoted during the
course of a recent review of railway-
mens’ pensions given by Richard
Freund, President of the Austrian Rail-
waymen's Union (affiiated with the
ITF).

The present figure of nearly 90,000
shows a marked increase over the num-
ber of railway staff drawing a pension in
1924 which was 52,252, For the pension
scheme to be on a financially sound ba-
sis, it was contended, the ratio of those
actively employed to those on pension
should be four to three, and not, as at
present, four to six.

Other figures quoted show that among
those at present drawing railway em-
ployees’ pensions there are sixty-seven

men and 160 women over ninety years
of age; 2,777 men and 2,955 women be-
tween eighty and ninety: and 4,900 men
and 5,362 women between the ages of
seventy-five and eighty.

Accident problem in
Sweden’s merchant marine
'i‘ IN A RECENT ISSUE, Sjioman-

nen, published by the Swedish
Seamen’s Union, had some strong words
to say about the frequency of accidents
involving seafarers on board Swedish
ships. Latest figures issued (for 1953)
showed that the total number of acci-
dents was 2.020. While this was actually
a decrease of 7.6 per cent on the 1952
total, the number of fatal accidents con-
tinues fo show an alarming upward
trend, having increased by twenty-five
per cent from eighty-four in 1952 to 104
in 1953,

In an editorial, Sjgmannen, says that
it is high time some concerted effort was
made to combat the accident problem
in the shipping industry. Pointing to the
far-reaching measures taken in this field
in shore industries, the Editor writes
that no safety organization whatsoever
at present exists in shipping and calls
upon the seafarers to demand that some-
thing be done about it.
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The British railway crisis

by 1. 8. Campbell, General Secretary, National Union of Railwaymen

TWICE WITHIN JUST OVER A YEAR,
Britain escaped by the narrowest of
margins the national disaster of a rail-
way strike. That railwaymen, with a
vecord of thirty-five years without a
national strike (save for the General
Strike of 1926)should display such deter-
mination is an indication of their intense
dissatisfaction born of long years of
low wages.

In July, 1953, the three railway trade
unions jointly decided to submit an
applicationfora fifteen percent increase
which aimed no higher than maintaining
the value of the 1947 level of wages,
which had been depleted by the rise in
the cost of living and compared unfa-
vourably with those paid in other in-
dustries.

Vigorous opposition by employers

The National Union of Railwaymen
with 370,000 members in all grades, the
Associated Society of Locomotive En-
gineers and Firemen with some 67,000
footplate men, and the Transport Sal-
aried Staffs’ Association representing
91,000 clerical and administrative stall
realized that they would meet with
strong opposition. Wage demands in all
industries were being met with vigorous
and determined opposition by employ-
ers who used both economic and polit-
ical arguments to defeat the unions.

The railways were no exception. They
strongly resisted the claim from the
start. Their strongest argument was
that they could not afford to pay better
wages as they were, in fact, running at a
heavy loss. This was a difficult argument
to counter. Parliament had placed an
obligation upon the British Transport
Commission (BTC) to ensure that the
railways paid their way, ‘taking one
year with another’.
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But clearly that statutory obligation
could not be allowed to stand in the way
of a living wage for railwaymen who
were faced with a constantly-rising cost
of living.

There was plenty ol public sympathy
with the railwaymen in their struggle for
higher pay but nobody seemed prepared
to do anything about it.

The claim was promptly rejected in
direct negotiations with the British
Transport Commission and was referred
toan independent Tribunal whichaward-
ed in December, 1953, an utterly inade-
quate flat rate increase of 4s. a week.

Background of financial restriction

This was immediately refused by the
three unions. The NuR stood by a deci-
sion to strike until an undertaking was
given that all grades would receive a
six percent increase. There was also a
separate undertaking to review the whole
wage structure which was badly in need
of revision.

At an early stage in the negotiations,

it was evident that the BT C’s conception
of a new wage structure was far removed
from that of the NUR. Again it was a
question of finance. The Commission
went so far as to express the wish that
they could pay better wages, but they
maintained that their financial position
made it absolutely impossible.

Against this background of financial
restriction, the hopes for a wage struc-
ture worthy of the industry receded. In-
stead of an imaginative approach to the
problem of replacing a structure long
since hopelessly out of date, it became a
matter of exhaustive and exhausting
discussion to obtain an extra shilling or
two.

No solid progress could be made in
the face of repeated protestations by the
Commission that they had already ex-
ceeded the limit of their financial re-
sources. They were adamant that they
could not afford another penny. It
seemed pretty obvious at the time that
until something could be done about
the Commission’s financial obligations,




nothing more could be obtained by
negotiation. The Nur Executive Com-
mittee therefore reluctantly concluded a
settlement in October, 1954,

A grave situation

Meanwhile, the prolonged negotiations
had increased the hopes of the member-
ship that some new, worthwhile wage
structure was being formulated. When
the terms of settlement became known,
with the very small increases extracted
from the Commission, there was a spon-
taneous and widespread revolt. The
situation was grave. There was a danger
of unofficial stoppages breaking out all
over the country. So intense was the
feeling that the Executive Committee
felt that the only honest and practical
course was to inform the Commission
that the settlement had proved entirely
unacceptable to the membership and to
request the resumption of negotiations.
This request was declined.

Within a matter of weeks, fuel was
added to the lire. The same Tribunal
which, in December 1953 had awarded
a meagre 4s. to all grades of railwaymen
now announced their decision on a sep-
arate application presented by the NUR
and the ASLEF in respect of locomotive
grades. This award far exceeded the
final offer made by the Commission in
negotiations.

The Commission, which had been so
adamant that they could not afford an-
other penny on the wage bill, now ac-
cepted this award at an annual cost of
£3 million. It is true they said they did
not know where they would find the
money, but the fact remained that they
undertook to meet the cost of the award.

As there has always been a close link
between the rates of signalmen, guards,
firemen, and drivers, it was obvious that
the rates of these and other grades
would need adjustment.

Commission’s illogical attitude

Unfortunately, the Commission seemed
reluctant to face up to the logical conse-
quences of their acceptance of the award
to locomotive grades. Their only pro-
posal was that the Nu R should submit a

Brothers J. 8. Campbell and J. W. Staf-
lord, General Secretary and President
respectively of the NUR, arriving at the
Law Courts to give evidence before the
Court of Enquiry into the British railway

wes dispute (Phoro: Keystone Press)

new claim. This would have meant com-
mencing negotiations all over again in
an atmosphere of hopelessness created
by the Commission’s repeated plea that
they could not raise the money.

This proposal was quite inadequate
to meet the critical situation which was
rapidly developing.

An approach was then made to the
Minister of Transport in the hope that
he would suggest some way by which
the Commission could pay reasonable
wages while awaiting the financial ben-
efits expected to accrue from plans for
the future, including a scheme for revis-
ed freight charges and extensive modern-
ization of the railways.

This approach was unsuccessful and
my Executive Committee concluded
that the only hope of obtaining justice
for the membership was to call upon
them to withdraw their labour,

The effect was immediate and dramat-
ic. The Minister of Labour set up a
Court of Inquiry to investigate the cau-
ses of the dispute and to report.

My Executive Committee welcomed
the invitation to the NUR to appear be-
fore the Court. They were convinced

that the railwaymen had such a strong
case that it would stand the closest
examination. That confidence was prov-
ed to be fully justified.

The members of the Court of Inquiry
were Sir John Cameron, Dean of the
Faculty of Advocates, Sir Colin Ander-
son, a vice-president of the British Em-
ployers’ Confederation, and Mr. Harry
Douglass, General Secretary of the Iron
and Steel Trades Confederation and a
member of the Tu ¢ General Council.

Solution had to be found

The essence of the case which I present-
ed on behalf of the NUR was that the
great benefits of cheap transport for
industry and reasonable fares for the
public should not for ever be enjoyed at
the expense of low wages for railway-
men. The Commission’s fear of the
financial consequences of meeting the
NUR'S wage claim was understandable
but the issue could not remain unresol-
ved for ever. Some way would have to
be found of enabling the Commission
to pay the better wages they had expres-
sed the wish to pay.

In words that made their meaning




After long years of low wages, British railwaymen have now succeeded in estab-
lishing the important principle that cheap transport should not be enjoyed by the
community ar the expense of the men who are responsible for operating it ( BR photo)

crystal clear, the Court declared in an
interim report :

‘Having willed the end, the nation
must will the means. This implies that
railwaymen employees of such a na-
tional service should receive a fair and
adequate wage, and that, in broad terms,
the railwayman should be in no worse
position than his colleague in a com-
parable industry.”

The Government’s acceptance of the
Report and the BTC’s subsequent ac-
ceptance ‘in the spirit and the letter’
meant that, at long last, the Nur had
succeeded in removing the main obstacle
to fair and adequate wages. No longer
could the Commission plead that they
were unable to pay better wages be-
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cause of their financial constitution.

Negotiations were at once resumed in
an entirely different atmosphere and the
claim for fifteen per cent for all grades
was virtually conceded in full.

It is no over-statement to say that this
achievement by the Nur will rank as
one of the greatest victories ever won by
railwaymen. It was made possible be-
cause the NuURrR Executive Committee
and the rank-and-file membership were
united and resolute in their determina-
tion.

Friends have acclaimed it as ‘a spec-
tacular victory'. Enemies have condem-
ned the Government for ‘giving in to
the NUR". Its effect will be felt in other
nationalized industries, for a vital prin-

ciple has been established — fair wages
are a first charge on the industry.

One conclusion is evident. The bar-
gaining power of a trade union still de-
pends on the respect it commands. That
respect, in turn, depends on the extent
to which the workers in an industry are
organized and are loyal to their leaders.
Although it should be used only as a
last resort, the strike weapon is still the
very foundation of trade union power.

The coming years will bring many
changes on British railways. No one can
foresee the full effects of vast schemes of
modernization and re-equipment. But
the NUR can face the future with con-
fidence: its members have provided
abundant evidence of their loyalty to
heir union.

‘Journey logs’ for
Swedish long-distance lorries

From | JuLy NEXT, all heavy
@ lorries engaged in Swedish long-
distance road haulage will be required
to have as part of their normal equip-
ment a so-called “journey log™ (firdskri-
vare) or driving indicator, which will
automatically register the vehicle'sspeed,
the duration of its stops, when and
how far the vehicle has been driven, etc,

The decision to make the introduction
of the new device compulsory has been
taken by the State Motor Traffic Com-
mittee and details of the types of vehicles
to which it will apply are now being
worked out. Main reason for the Com-
mittee’s action is that the ‘journey log’
will make it possible to keep a proper
check on the implementation of work-
ing hour legislation in Swedish road
haulage.

An official of the Committee has
pointed out that fatigue resulting from
long hours at the wheel has been proved
to be the cause of many accidents and it
is hoped that the number of such acci-
dents will be appreciably reduced once
the new indicator is standard equipment
on heavy lorries.

Readers of the 1T¢ Journal will per-
haps recall that in our January 1954 is-
sue, Brother Svensson of the Swedish
Transport Workers™ Union, writing on
the results of an investigation into lorry
drivers’ hours of work carried out by
his organization, stated that the intro-
duction of the journey log in Sweden
might be the only way of preventing the
exploitation of road haulage workers.




FEW PEOPLE IN EUROPE REALIZE that, in its Atlantic fisheries based on the
New England coast, the United States possesses an industry which can look back on
a history spanning almost three centuries. Of the five main fishing ports strung
along the coast above New York, two — Boston and Gloucester — were already sup-
plying the world with codfish in the 1660's, whilst a third, New Bedford, was the
headquarters of a fleet of whalers during the 18th and 19th centuries. Today. fisher-
men still work out of these three ports, as well as from Rockland and Portland,
whilst the New England industry as a whole is responsible for supplying some
eighty per cent of all domestically produced fresh and frozen packaged fish in the

United States.

Something of the problems and hopes
of this comparatively little-known fish-
ing industry and the men who work in
itis told in a new volume recently added
by the Harvard University Press to its
excellent series of Wertheim Fellowship
Publications — a series which has already
supplied us with first-class studies of
industrial relations in the three Scandi-
navian countries. Professor Donald J.
White's book ‘The New England Fish-
ing Industry’ (54.00) is a worthy addi-
tion to it and is that rare thing — a study
of an industry which gives proper atten-
tion to its labour problems and conflicts.
As such, it can be read with profit by all
who are in any way interested in work-
ing conditions in the fishing industry.

The modern New England fishing in-
dustry is concerned with some 260,000
square miles of what Professor White
calls ‘the world's better fishing territory’,
and gives employment to approximately
4,000 fishermen, many of whom are
descendants of fishermen-immigrants
{rom other countries. Some eighty spe-
cies of edible fish and shellfish inhabit
the shallow waters within three days’
wiling distance of the principal ports
and eight or nine, of which haddock,
redfish, flounder, cod, whiting, pollock
and hake are the most important, make
up the bulk of the ports™ catch. Both
purse seining and otter trawling are
practised, the latter method having be-
pun to replace hand-and-line fishing as
lute as the early 20th century.

I'he fishermen of New England have

Operating the winch that lifts the fish net

whoard a fishing vessel our of the port of

Gloucester. Photo by Charles Phelps
Cushing and US  Information Service

a tradition of solid union organization
which goes back some forty years. The
first practical attempt at establishing a
permanent association to defend their
interests was made in 1915, when the
Fishermen's Union of the Atlantic was
formed. During the war years and those
immediately following the Armistice,
this union became a powerful force in
the industry and by 1920 represented
nearly all fishermen aboard the larger
vessels based on Gloucester and Boston.
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An American fishing industry

It was in 1920 too that it won its best
wage settlement, providing for $130 per
month plus four dollars per thousand
pounds landed in winter and three dol-
lars per thousand pounds in summer.
Only three years earlier, the monthly
rate had stood at $35 plus five dollars
per thousand dollars realized by the
catch.

However, 1920 proved to be the peak
year for the Fishermen’s Union. By the
end of 1921, writes Professor White,
relentless industry opposition and a
disastrous six-month strike against at-
tempted wage cuts had nearly crippled
the union. Although it continued to
exist for more than a decade and even
called two further strikes in 1933 and
1934 it was only a shadow of its former
strength and the failure of these two
stoppages led to its final disintegration.

The present union, known as the At-
lantic Fishermen’s Union, owes its exist-

N




ence to organizational efforts between
the years 1935 and 1937, Originally a
C10 union, it is now affiliated with the
AFL through the 1 rr-affiliated Seafarers’
International Union, from which it ac-
cepted a charter in 1941, From an initial
figure of 800 it has increased its member-
ship to about 4,000, more than three-
quarters of which is accounted for by
the three ports of Gloucester, Boston,
and New Bedflord. The remainder come
fromPortland, Rocklandand New York.

Heading the union is Captain Patrick
McHugh, who has been Secretary-Trea-
surer since  its  inception. Brother
McHugh is characterized by the author
of The New England Fishing Industry as
‘a fighting personality (who) has over
the years held the respect and admiration
ol the men. In the tough battles to se-
cure effective organization, (he) stood
up foursquare to the owners, partic-
ularly the Boston dealer-vessel owners.
Indeed, he has never flinched in the face
of employer pressure, and the men know
it". Like many of his union’s members,
Brother McHugh originally came to the
United States from another country
with a large fishing population, in his
case Newfoundland.
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Much of the conflict between labour
and the employers in the New England
fishing industry centres around the
method of compensation which has
been adopted. As in many other coun-
trics which have sizeable fisheries, the
remuneration received by Atlantic coast
fishermen is directly influenced by the
size of the catch. However, in New Eng-
land the share system is much more rad-
ical in form than in most European
deep-sea fishing industries, where a com-
bination of basic wage and a share in
the catch proceeds is the general rule. In
fact, as the siu’s Seafarers’ Log has
remarked succintly in a feature on the
Atlantic Fishermen’s Union: ‘Fisher-
men don’t work for wages: they share
in the net profits of the catch’.

The system which has been in exist-
ence since 1928%) is known as the ‘profit-
sharing lay.” Under it, writes Professor
White, certain trip expenses are deduc-
ted from the gross value of the vessel’s
catch, called the ‘gross stock’. These
charges are ‘above-the-line expenses’.
The remainder, called the ‘net stock’,
is divided between the vessel owner

®) Before that vear, a small monthly wage, plus
share, was paid.

Lorenzo Scola, a New England fisher-
man, looks over the side for a school of
mackerel. Mackerel schools are known
to cover as much as ten square miles, to
contain as many as one million barrels
of fish (US Information Service photo)

and the crew in stipulated percen-
tages. The principal running expenses
of the trip, called ‘below-the-line ex-
penses’, are deducted from the crew’s
gross share and the remainder is split
evenly among all members of the crew,
including the captain. The latter recei-
ves, in addition, a percentage of the
owner’s share. The specialists aboard,
such as chiefl engineer, mate, and cook
receive a bonus in addition to a full
share in the catch. These payments are
known as ‘pers” and are usually deduct-
ed from the gross stock.

Labour conflicts over the operation
of the lay system have been particularly
bitter in the port ol Boston, mainly be-
cause the majority of vessel owners
there are also dealers and themselves
buy a considerable proportion of the fish
landed. Professor White shows that the
three contracts negotiated in the port
between 1939 and 1946 were signed only
alter aggregate losses in fishing time of
more than thirteen months. A dispute
spread over the latter part of 1945 and
the first half of 1946, for instance, led to
a tie-up of the Boston fleet which lasted
for as long as six months. This particular
dispute, which ended in a complete vic-
tory for the Atlantic Fishermen's Un-
ion, was concerned exclusively with the
lay arrangement; the union demanding
and eventually winning a division of the
net stock which gave crew members six-
ty per cent.

A further cause of conflict in Boston
concerns the actual sale of fish on the
New England Fish Exchange. What
Professor White describes as a ‘singular
feature of the Exchange rules’ is the
‘sellover” — a provision that there may
be a resale, as second or third quality,
of any fish which do not qualify as first
quality when they are removed from a
fishing vessel afrer the original sale. Un-
fortunately, as Professor White points
out, the rules of the Exchange do not
furnish any objective standards for dis-
tinguishing first from second quality
fish. All that they say is that ‘No. 1 fish
must be bought as number | fish. No. 2
fish must be bought as number two'.
Both grades are allowed to be sold as




fresh fish, as distinct from third-quality
fish, which is not so saleable. A signif-

icant feature of the actual operation of

the system is that although during the
last ten years dealers have often insisted
that fish were *No. 2°, they haverarely
asked for fish to be classified as third
quality,

Professor White points out that the
sellover nearly always reduces fish prices
and that, since fishermen’s incomes are
directly linked to those prices as a result
of the operation of the lay, the Atlantic
Fishermen's Union has fought the sell-
over system bitterly. Since, as has al-
ready been mentioned, many of the
port’s trawlers are owned by dealers,
the clash has been carried over into the
field of collective bargaining.

In the two other major ports — Glou-
cester and New Bedford — industrial re-
lations have, on the whole, been consid-
erably smoother than in Boston. There
has been a minimum of conflict over the
profit-sharing lay (Professor White
writes that the lay arrangements are
substantially the same as in pre-union
days) whilst the operation of selling
rooms by the Atlantic Fishermen’s Un-
1on in both ports has helped to eliminate
disputes over prices. In addition, the
majority of vessel owners are not dealers
as well and this has ensured that such
differences over prices as have arisen
have been separated from the collective

bargaining process. Most of the trouble
in the two ports has in fact concerned
weighing methods and weight allow-
ances (the latter being the determination
of the proper percentage to be deducted
for ice and trash in fixing the final value
of a fish cargo). Attempts by some New
Bedford dealers to make use of a varia-
tion of the Boston sellover system have
been met by the union, which has in-
troduced a sale contract signed by both
captain and dealer in the selling room.

In his two final chapters Professor
White turns f{rom his description of
existing conditions to an analysis of the
New England fishing industry’s prob-
lems and a discussion of possible ways
in which these could be solved. Although
it is difficult (and certainly presump-
tuous) for those of us who are unfamil-
iar with the industry to pass any opinion
on his suggested improvements, the
reader of these chapters cannot fail to
be struck by the pivotal role which
Professor White assigns to the Atlantic
Fishermen's Union and his obvious con-
cern for the welfare of the men upon
whom the future of New England in-
dustry so much depends.

The end of the chase. Members af a mack-
erel hoat erew pull in their nets and raise
the slippery catch so that the dip net can
transfer it to a larger vessel

Report on
British trawling industry

E ACCORDING TO FIGURES given
in the annual veport of the Dis-
tant Water Section (Hull, Grimsby and
Fleetwood) of the British Fishing In-
dustry some British trawler skippers
were earning as much as £6,500 last
vear, whilst average earnings were over
£4,000. Deck-hands, on the average,
made more than £20. The report adds
that these earnings were for work which
was both “difficult and dangerous’.

Last year saw the worst fishing weath-
er in decades and three vessels of the
Distant Water Fleet were lost, with
thirty-eight lives.

Fish caught by distant-water trawlers
provided a total of 865 million Ib. for
home consumption. The fish was
brought home by a fleet of 273 ships
and the amount landed was an increase
of 7,098,360 1b. on the figure for 1953.
It realized a total of £19,033,821.

Atomic merchant ships
within 10 years?
A MEMBER OF THE UNITED

i‘ STATES FEDERAL MARITIME
BOARD, Mr. G. J. Minetti, is reported
to have predicted that there willbe atom-
ic-powered vessels in service with the
United States merchant fleet within ten
years, and possibly several years earlier.

Reporting that the tests of the United
States-built Nawtilus, the first atomic-
powered submarine in the world, have
been outstanding, he said that the Mari-
time Board felt that one of the main
contributions it could make to the wel-
fare of the United States merchant ma-
rine was in the field of research into
advanced forms of propulsion.

Mr. Minetti named as other import-
ant contributions research on cargo-
handling machinery with the object of
reducing turn-round time, and research
aimed at increasing the earning ability
of vessels.

Shipping circles in New York consid-
er that the comments by Mr. Minetti
are a clear indication that the Maritime
Board is actively considering the possi-
bility of building atomic-driven vessels.

A Norwegian nuclear scientist has
recently stated that only special types
of ships would have atomic propulsion
within twenty years. These were ships
in constance use over great distances, or
at high speeds. A big tanker would be
one type of these atomic-powered ships.
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Interior of the present rehabilitation
workshop. Conveniently sited near the
main factory entrance, it should even-
tually be able to accommodate up ro fifty
persons. It is decorated in light colours
and particular care has been taken to en-
sure that it is well lighted and ventilated

Rehabilitation workshop for British railwaymen

IN RECENT YEARS the medical profession, and orthopaedic surgeons in particular,
have placed increasing emphasis upon the importance of rehabilitation. This has
been reflected in Great Britain in the hospital rehabilitation centres and in Govern-
ment schemes such as Industrial Rehabilitation Units and the Remploy Factories.

It had been recognized for some time
that, in railway workshops such as those
at Swindon (some 75 miles west of Lon-
don), a special problem was presented
by the injured workman. The construc-
tion and repair of railway engines and
rolling stock is heavy work and not only
are the basic jobs, such as fitting and
assembly, of a heavy nature but the
machine tools and plant employed are
generally of a size and capacity greater
than the average.

Although figures are not available it
would seem that the period of absence
following injury or illness tends to be
longer in the case of men from this
heavy industry than from those engaged
in light production factories. In the first
place, as the work is heavy, a man will
have to wait until his recovery is more

Left :

Simple machine tools have been installed
and the normal operating levers have
been replaced by others specially adapted
to exercise various muscles and foints
Right :

With the object of providing the greatest
possible variety of work, certain tvpes of
light bench work, such as filing and the
assembly of small components, are also
available in the workshop
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nearly complete, and secondly, light
work is scarce in such workshops, and
where available it may already be used
to sustain in employment those who by
reason of injury, illness or advancing
years have some permanent partial in-
capacity. It was therefore felt that in the
large railway works at Swindon there
was a special need for a rehabilitation
workshop. This need has been filled by
the construction of a rehabilitation
workshop on a site near the factory.
The British Railways (Western Re-
gion) Rehabilitation Workshop, to give
it its full title, aims at providing pro-
ductive work for convalescent patients,
and an occupation which is of thera-
peutic value, by adapting machinery to
provide a form of carefully graduated
work to a selected group of muscles, or
to give the opportunity for creating

increasing ranges of movement in one
or more joints.

The present workshop, erected on a
site near the main factory, should even-
tually be able to accommodate up to
fifty persons if necessary, but it is pro-
posed to build up towards this gra-
dually in the light of experience with a
smaller number. The number at present
employed is ten.

The workshop is visited daily by the
Medical Officer responsible for the med-
ical organization, and the work of the
cases employed is considered by him
with the assistance of the Workshop
Foreman who is responsible to the Car-
riage and Wagon Works Manager for
the day-to-day running of the shop, ma-
chine maintenance, development and
discipline. A record is kept of the types
of work undertaken by each patient, and
an endeavour is made to provide several
kinds of occupation during a working
period so as to prevent boredom and
fatigue. The great majority of men

(continued on the next page)




Four nations break down the barriers

by Poul Trier Pedersen (drawings by Anton Hansen)

As the result of an agreement which be-
came effective in July of last year, four of
the five Northern countries — Denmark,
Finland, Norway, and Sweden — have
established a common labour market
which makes it possible for Scandinavian
workers to move about from one country
o another unhampered by passports, la-
bour permirs, and similar red tape. How
this return to the pre-1914 world came
about is told in this article from the
Danish Foreign Office Journal:

In this way many Scandinavian artisans
gleaned experience. A fair number stay-
ed abroad and made for themselves a
home and a future there; but the great
majority returned to their homeland, all
the wiser and better for what they had
seen.

The outbreak of war in 1914 put a
stop to this artisans’ International. The
frontiers were scaled and Scandinavians
became stay-at-homes. And by the time
the guns had been stilled, the countries
of Europe had grown self-sufficient.
Restrictions and unemployment made
the whole idea of getting a job abroad
llusory.

Another great war drew its mailed
fist over Europe — from Narvik to Sicily
and from Stalingrad to Brest — leaving

DANISH ARTISANS OF THE OLDER GENERATION are fond of recalling how much
easier things were ‘in the good old days’ - to be more exact, before the First World
War. When a man had served his apprenticeship and passed his test — when, in
short, he was a fully fledged craftsman — then was the time to see something of the
world. 1t was a case ol starting out while you were young and adventurous and be-
fore family responsibilities in the shape of wife and children arrived to prevent you.

The whole world lay open before vou, You could go east to Sweden, north to
Norway, or south (which was much more ‘foreign’ and so more attractive) to Ger-
many, France, Switzerland. and Austria. True, you had not much initial capital and
your whole luggage could be packed into the knapsack on your back. But you had
your legs to carry you and you had learnt how to use your hands. A meal and a
night's lodging could always be earned somewhere. ..

behind a world of paper and bureau-
cracy. A wall of trade monopolies, visas,
residence permits, and work permits

was erected which confined artisans and
other workers to their homes in earnest.

continued from page 78)
working in the shop are suffering from
[ractures or orthopaedic conditions,
and they have been referred to the Med-
ical Officer in charge by the Swindon
Accident Surgeon with whom close
lison is maintained. It has been de-
cided to place a time limit of eight weeks
on patients in the workshops, although
certain exceptions to this rule will be
mnde, Chronic cases which are unlikely
1o improve are not admitted because of
the possibility of adversely affecting the
morale of those for whom the whole ob-
wot of their course in the workshops is
the recovery of full function in the
Whortest possible time. Those men who
tequire physiotherapy while undergoing
whabilitation are referred to the Special-
w1 in Physical Medicine, whose treat-
“wwnt centre is fortunately within 200
vards of the workshop.

Apart from accident cases it is hoped

to provide for those who require ‘toning
up’ after operation or long illness and
with this end in view all the general
practitioners in the area have been in-
vited to refer such patients who are rail-
way employees for rehabilitation work.

While working in the Rehabilitation
Workshop men are paid at the basic
rate applying to their normal work. It is
appreciated that this will not be as much
as their normal earnings where piece-
work is concerned. Admission is en-
tirely voluntary. Men in this workshop
begin work ten minutes later and finish
work ten minutes earlier than the nor-
mal factory hours 10 enable them to
avoid the usual rush in the approaches
to the Works.

Since the scheme started a number of
cases have passed through the workshop.
Great interest has been shown in the
scheme, and help and encouragement
have been received from all quarters.

More efficient use of manpower

In the Northern countries, however, it
has once more become possible to satisfy
the desire to go abroad and work — not
only for artisans but for general and
salaried workers as well (though not for
persons running their own businesses).
Under an agreement signed and ratified
by their governments, Denmark, Fin-
land, Norway, and Sweden now form a
single labour market.

The agreement became effective on
July 2, 1954; and under its terms a na-
tional of one of the four countries who
wishes to work in another no longer
requires a permit. As from the same
date, he does not even need a passport

Tuckling the red-tape monster

to enter another Northern country, or a
residence permit to live there.

In fact, it is now as easy as it was ‘in
the good old days’.

It should be said that the desire to
facilitate travel was not the only motive
which inspired the statesmen who made
this agreement. They also had certain
other objective in mind - objectives none
the less worthy because they are econom-
ic. They reasoned that one big labour
market had a better chance of employ-
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ing its manpower efficiently than four
small ones.

This motive is indicated in the agree-
ment: ‘“The governments of Denmark,
Finland, Norway and Sweden... are of
the opinion that the facilitating of free
mobility of manpower between the

Northern countries will benefit the eco-
nomic and social development of these
countries.’

In other words, it is desired to attack
at the same time both unemployment
and shortage of labour.

But to achieve this object something
more is required than opening the fron-

tiers. Full information about employ-
ment conditions in all the Northern
countries will have to be readily avail-
able at any time. A Danish forestry
worker who happens to lose his job will
not know as a matter of course whether
there is work to be had in Swedish for-
ests. So there must be some place where
he can apply for information on these
matters.

Consequently, the agreement calls for
cooperation between the central labour-
exchange authorities, so that persons
who apply to their local offices can be
told of vacancies in the other countries
which it covers."

The idea of close cooperation be-
tween the Scandinavian countries is
more than 150 years old. In the nine-
teenth century its principal manifesta-
tion was an academic and literary move-
ment called ‘Scandinavism’. Mutual
understanding between the Northern
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countries grew to such proportions that
the wars of former times gave way to
relations under which the very idea of
war between any of them was enough to
raise a smile.

But in spite of the steadily growing
feeling of solidarity, Scandinavism gave
few cash returns in the political and
economic sphere. Taken as a whole, it
got no further than solemn declarations
and fraternal assurances.

Since the end of the last war, how-
ever, there has been a decisive change of
emphasis. The movement’s former aca-
demic and slightly unrealistic character
has been translated into practical coop-
eration which sets itself well-defined pol-
itical and economic aims — and realizes
them.

The common Northern labour market
is one such aim that has now been re-
alized. Another is the introduction of

reciprocal health-insurance arrange-
ments under which nationals of the
Northern countries are entitled to free
sickness benefits and facilities in any of
the four countries in which they happen
to be. The next objective is a Northern
Customs Union, which would turn the
Northern countries into a single eco-
nomic unit. There has already for a num-
ber of years been cooperation in air
services through the Scandinavian Air-
lines System. Discussion no longer cen-
tres round the possibility of the North-
ern countries becoming, in some near or
distant future, a single State or federa-
tion of States. But, slowly and surely,
they are extending their fellowship of
interests from field to field.

And then one day all these reforms
large and small may become the founda-
tion on which the boldest ideas can be
realized.

Asian Transport Workers’ Conference in Tokyo
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A FURTHER STAGE IN THE DEVELOPMENT of the ITF's regional activities
will be reached this month with the holding, in Tokyo, of the Federation’s
first Asian Transport Workers' Conference. The Conference, which is being
held from 4 to 8 April in Tokyo's Metropolitan Assembly Hall, will be at-
tended by transport workers from Hong Kong, India, Indonesia, Japan, the
Republic of Korea, Malaya, and Pakistan, together with Asian representa-
tives of the 1cFTU acting as observers. Diplomatic observers from a number
of Asian and European countries, including Burma, Cevlon, France, Bel-
gium, India, Pakistan, Thailand, and the United States, have also been in-
vited. Main aims of the Conference will be to strengthen the bonds between
transport workers’ unions in the Asian area, to give them an opportunity of
stating their views to fellow trade unionists in other parts of the world, and
to consider plans for the eventual establishment of an Asian Regional Sec-
retariat of the 1rr.
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Transport Workers’ Federation

President: A. DEAKIN
General Secretary: 0. BECU

Asst. General Secretary : P, TOFAHRN

7 industrial sections catering for

RAILWAYMEN

ROAD TRANSPORT WORKERS
INLAND WATERWAY WORKERS
DOCKERS

SEAFARERS

FISHERMEN

CIVIL AVIATION STAFF

Founded in London in 1896

Reconstituted at Amsterdam in 1919

160 affiliated organizations in 54 countries

Total membership: 6,000,000

the aims of the ITF are

i support national and international action in the struggle against economic
sploitation and political oppression and to make international working class
wiidarity effective;

w cooperate in the establishment of a world order based on the association of
ol peoples in freedom and equality for the promotion of their welfare by the
ommon use of the world's resources;

1 seek universal recognition and enforcement of the right of trade union organi-
MAON §

o defend and promote, on the international plane, the economic, social and
coupational interests of all transport workers;

represent the transport workers in international agencies performing functions
«hich affect their social, economic and occupational conditions;

furnish its affiliated organizations with information about the wages and
«wking conditions of transport workers in different parts of the world, legisla-
o aifecting them, the development and activities of their trade unions, and
wr kindred matters.

Headquarters in London since the outbreak of the Second World War

Affiliated unions in

Argentina (Tllegal) ¢ Australia ¢ Austria
Belgium o British Guiana ¢ Canada

Chile ¢ Columbia ¢ Cuba ¢ Denmark

Ecuador ¢ Egypt ¢ Estonia (Exile) ¢ Finland
France ¢ Germany ¢ Great Britain

Gireece ¢ Grenada ¢ Hong Kong o Iceland
India ¢ Israel ¢ Italy o Jamaica

Japan ¢ Kenya ¢ Lebanon o Luxembourg
Mexico ¢ The Netherlands

New Zealand ¢ Nigeria ¢ Norway

Nyasaland ¢ Pakistan ¢ Poland (Exile)
Republic of Ireland e Rhodesia

Saar e St. Lucia ¢ South Africa

Spain (Illegal Underground Movement)
Surinam ¢ Sweden ¢ Switzerland

Syria e Trieste ¢ Trinidad ¢ Tunisia ¢ Urnguay
United States of America
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