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It is not customary for the ITF to publish in its Journal extensive reports on
its Sectional Conferences, but an exception has been made in this instance in
order to draw the attention of all our affiliated organizations in particular, and
our readers in general, to the very complicated problems of the civil aviation industry
and the difficulties with which we are faced internationally. Doubtless as the
Civil  Aviation Section develops, it will become part of the very important
activities of the ITF, having regard to the international character of the industry

sPosition reporting’

by OMER BEecu, General Secretary of the ITF

THE MOST REPRESENTATIVE CONFERENCE in the history of the 1ty Civil
Aviation Section took place, at the invitation of our German friends, in
Stuttgart on Monday and Tuesday, 18 and 19 July 1955. It was fitting that
Germany should be the scene of the meeting since recent months have wit-
nessed her rebirth as a sovereign state. and, with it, the resurgence of her
civil aviation. Students of air history are fully alive to the important role
played by the German airline prior to World War I1, and there is little doubt
that the national characteristics of industry and efficiency will again serve it well.

All flying stafl’ categories from major

countries of Western Europe and North

America were represented by the nine-

teen delegates from ten affiliated organ-

izations: they comprised both trade

union officials and active airline officers

from Belgium, France, Germany, Great

Britain, Netherlands, Sweden, Switzer-

land and the United States, thus pro-

viding the conference with a wealth of

experience and specialist talent. The In-

ternational Federation ol Air Line Pi-

lots’ Associations (IFALPA) was repre-

sented in observer capacity. The agenda

was composed as under: -

1) Election of Sectional Vice-Chairman

2) 1o 1956 Bipartite Civil Aviation
Conference

3) Flight Crew Complement

4) Crew Fatigue and Flight Time Limi-
tations

5) Aircrew Retirement Pensions

6) Aircrew Sickness Insurance

7) Aircrew Accident Insurance.

—

Our new Vice-Chairman

Since problems facing flying staff and
ground personnel differ in character, it

The new Sectional Viee-Chairman, Cap-
tain F. Verpoorten (centre), discusses a
point with the General Secretary and
Hrother Horst of the TWU. Captain Ver-
poarten, who is active in both ITF and
IFALPA circles, was unanimously elect-
vl to suceeed the late Captain Stolz

has been found necessary to divide the
Civil Aviation Section into two Sub-
Sections, one for flying, the other for
ground stafl. Because our Sectional
Chairman, Bro. Lapeyre, of the French
Public Works & Transport Federation,
represents an organization of ground
staff, it has become customary to elect a
Vice-Chairman drawn from a flying staff
affiliate who presides at meetings of the
Flying StafT Sub-Section,

The election of a new Vice-Chairman
had unhappily been rendered necessary
by the untimely death, in a flying acci-

dent in February 1955, of Captain Stolz

of Belgium, who had occupied the posi-
tion of Vice-Chairman since June 1953,
A number of well-merited tributes were
paid to his memory, and the conference
stood in silent homage prior to dealing
with agenda items.

Ournew Vice-Chairman, Captain Ver-
poorten, also of Belgium, is no stranger
to international civil aviation circles;
for a number of years he has represented
his organization both at 1Tr and 1FaLPA
gatherings, and has made substantial
contributions to the discussions. He is a
keen trade unionist intercsted in all pha-
ses of civil aviation social problems: he
is moreover an airline captain of proved
ability, and our Flying Staff Sub-Section
looks forward to a time of increasing
progress under his leadership.

1LO 1956 Bipartite Civil Aviation
Conference

For the 1TF, the International Labour

Organization (1L0) is an instrument of

"
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inestimable value; ever since that body
was formed in 1919, we have closely par-
ticipated in its work, from time to time
submitting proposals and supporting
material dealing with holidays with pay,
social security measures and hours of
duty, and even, on occasion, drafting
international labour conventions. There
is also a wide field of opportunity to
cover in this respect on behalf of civil
aviation personnel, but the difficulty to
date has been the lack of adequate ma-
chinery to cope with such problems.
As far back as 1951 representations

B &

will be devoted almost entirely to flying

stafl’ problems, will be: -

1) Review of Conditions of Employ-
ment in Civil Aviation;

2) Hours of Work of Flight Personnel;

3) Income Security of Flight Personnel
on Retirement or Grounding.

As is usual with 1Lo bipartite confer-
ences on transport subjects, the 1Lo
Workers' Group has turned to the most
representative international organiza-
tion within the industry, namely the t1e,
for nomination of employee represent-
atives, and it was the task of our Stutt-

French delegates Maritaud, Hérvicault, Dabry, and Grandjean {scated, {eft to
right) made some very effective contributions to the discussions. Captain Dabry
is the representative of all flving staff on the board of management of Air France

were made to the Lo Tor civil aviation
personnel: whilst technical problems
were dealt with by the International Civ-
il Aviation Organization (1CA0), com-
mercial problems by the International
Air Transport Association (1aTA), the
Lo, largely because of its internal ma-
chinery, had not becn able to devote
much attention to the social problems
of the industry. Now its Governing Bo-
dy has reacted to 1TF proposals, and will
convene a special conference, which will
be bipartite, in 1956, at a place and on
dates to be announced later. We hope
this conference will be the forerunner of
a permanent Civil Aviation Commission
to function on similar lines to the Joint
Maritime Commission for the maritime
industry. The 1Lo 1956 Conlerence will
be the first time in the history of the in-
dustry that representatives of civil avia-
tion employers and employees have met
internationally, and the agenda, which
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gart Conference to select such delegates,
having agreed on the countries, which
had been previously stipulated by the
ILO as ten, to participate in the 1956
discussions.

The selection of countries posed no
small problem: all quarters of the world
had to be considered; Europe was ob-
viously a *must’, having regard to the
move towards the co-ordination and
integration of all modes of European
transport; the United States, with its
pioneering experience and intensive do-
mestic and international aerial network,
must be represented; South America,
with vast mountainous regions and jun-
gle areas, where, eminently, aviation is
the most suitable form of transport,
must merit a conference seat; aviation in
the Far East was becoming increasingly
important; in addition to the geographi-
cal spread, there was also the question
of civil aviation trade union organiza-

tion within a country to consider, as
well as its affiliation w.th the wider in-
ternational trade union movement; in
order that the Workers’ Side at the forth-
coming Conference should speak with
one voice, it would be wise to select as
many countries as possible where the
1TF had affiliates; it was equally impor-
tant that where individuals were nomi-
nated from unaffiliated organizations,
such individuals should be in ideological
agreement with 1T¥ policies. It became
apparent, as the question of representa-
tion exercised the minds of delegates,
that, of necessity, certain countries with
tegitimate claims would have 10 be dis-
appointed, since the decision of the Lo
Governing Body to limit representation
to ten countries was quite final. After an
exhaustive exchange of views it was un-
animously agreed that representation at
the 1o Conference should be as fol-
lows: Belgium, Brazil, France, India,
Mexico, Netherlands, Sweden, Switzer-
land, United Kingdom, United States,
with the proviso that should any of the
aforementioned countries be unable to
be represented, or to adhere to ITF po-
licy, Germany should be invited to serve
as a substitute.

Turning to the nomination of indi-
viduals, the conference was guided by
the following considerations: delegates
should be such that all flying stafT cate-
gories were fairly represented: they
should also be trade union officials versed
in flying staff problems rather than ac-
tive airline officers since the latter, of
necessity, would not be so conversant
with conference procedure - the latter
could however well serve as technical
advisers to their national delegations
and could be appointed at a much later
date. The list of nominees ultimately
agreed was: -

A. Valkeners (representing all Belgian
flight personnel;

D. Héricault (representing all French
flight personnel);

A. Piccardt (representing all Dutch flight
personnel):

R. Lindfors (representing Swedish cabin
personnel);

H. Pfeiffer (representing Swiss flight en-
gineers, radio officers and cabin person-
nel):

D. Tennant (representing British navi-
gating and engineer officers):

C. Sayen (representing American pilots)
the 1TF Secretariat undertaking to ob
tain the names of the Brazilian, Indian
and Mexican delegates. Bro. J. Steldinger




A general view of the ITF Civil Aviation ( Flying Staff] Conference held at Stuttgart. The Conference, which discussed a number
of vital questions affecting air crew personnel, was attended by representatives of ten affiliated organizations from eight countries

(representing all German flight person-
nel) to represent his country if necessary.

Flight crew complement

Across the years the Civil Aviation Sec-
tion has devoted considerable attention
to this fundamental problem, and or-
ganizations have been also pressing na-
tionally for its solution. ITF activities
over the past few months have been
aimed primarily at securing an agree-
ment with traLPa for the crew comple-
ments of four-engined, long-distance
aircraft, thereby carrying out the man-
date of our Paris Civil Aviation (Flying
StafT) Conference of 1953, which rightly
contended that the flight crew comple-
ment problem was of vital import to all
flying staff organizations, and which ap-
poimnted a sub-committee to carry out
discussions with IFALPA.

I'he Joint Statement, which had al-
ready been approved by iFaLPA’s Gov-

erning Body, at its Annual Conference,
in Montreal, April 1955, was presented
to the Stuttgart Conference for I1TF
ratification. It is reproduced hereunder:

Joint statement
on crew complement by IFALPA
and the ITF

‘The International Federation of Air
Line Pilots™ Associations and the Civil
Aviation Section of the International
Transport Workers' Federation

‘Prompred by the desire to maintain at
all times the highest possible safety stand-
ards in civil aviation, and bearing in
mind the technical development which
is rapidly taking place and the constant
adoption of new types of aircraft for
commercial operation;

‘Note with concern that the crew com-
plement regulations in force in various
countries are of an unsatisfactory na-

ture, and that practices widely differ;

‘Having regardto the fact that national
regulations of various countries are in
many respects based on the recommen-
dations of 1cAo, and that these recom-
mendations are capable of a wide range
of interpretation;

*Decide to bring their united views on
crewcomplement requirements for long-
distance air transportation to the atten-
tion of all interested national and inter-
national bodies in order that safer and
more uniform standards may be estab-
lished, and to take such other action as
may be deemed necessary to achieve
this end;

*Considerthat the minimum-lightcrew
complement requirements shall be as
follows:

PILOTS

That all four-engined aircraft shall carry
a minimum of two properly qualified
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and certificated pilots at all times, and
such additional flight crew members as
may be required by the subsequent par-
agraphs.

NAVIGATORS

That a flight crew member holding the
appropriate flight navigator’s licence
shall be carried, except where, after con-
sultation between the appropriate au-
thorities and interested bona fide organ-

izations representative of the flying staff

concerned, itis established that adequate
ground aids do not necessitate the car-
riage of such a member.

FLIGHT ENGINEERS

That a flight crew member holding the
appropriate flight engineer’s licence for
the aircralt concerned shall be carried.
He shall act in the sole capacity of flight
engineer and shall be provided with a
separate station and suitable instruments
and control apparatus.

Except where, after consultation be-
tween the appropriate authorities and
interested bona fide organizations re-
presentative of the flying staff concern-
ed, it is established that the aircraflt de-
sign or type of operation does not neces-
sitate the carriage of such a member.

RADIO OFFICERS

That a flight crew member holding a
radio officer’s licence and acting in the
sole capacity of radio officer shall be
carried, except where, after consultation
between the appropriate authorities and
interested bona fide organizations repre-
sentative ol the flying stafl concerned,
it is established that the carriage of such
a member is not necessary.’

Prior to formally approving the Joint
Statement on behalf of the 1TF, a full
and frank discussion took place on the
flight crew complement problem. Cer-
tain delegates, notably those of British
and American non-pilot organizations,
expressed considerable misgivings at
recent trends within their countries. They
felt that pilots were too willing to as-
sume non-pilot duties aboard aircraft,
and were becoming so overloaded that
there was a danger of safety being im-
perilled. Britain and America would
remain the major aircraft constructional
countries for some years, and what was
established there would inevitably serve
as a guide to other countries. There was
an urgent need for flying staff organiza-
tions to be consulted in the blue-print
stage of aircraft design in order to en-
sure the adequate manning of aircralt in
the dual interests of safety and opera-
tional efficiency. In Great Britain, the
Britannia aircraft, a turbopropeller ma-
chine of all-up weight of 164,000 Ibs.,
had been constructed with no station for
a flight engineer: in France, the Cara-
velle, a twin-engined turbojet, had been
built for two-pilot operation, and these
practices could only be severely con-
demned. There was no desire on the
part of non-pilot delegates to set them-
selves against technological progress,
but they sincerely believed that faster
and more complex aircralt warranted
the use of specialist personnel engaged
only on their own duties,

Dealing with the need for consulta-
tion in the early stage of aivcraft design,
the Conlerence unanimously passed the
following resolution:

“This Flying Staff Conference of the

1TF Civil Aviation Section;

‘Meeting in Stuttgart 18 and 19 July
1955;

*Noteswithconcerntheincreasing prac-
tice of aircraft designers and airline op-
erators to predetermine the flight crew
complements of new aircraft types by
providing crew accommodation which
is found to be insufficient, and which
cannot be modified at a later stage ex-
cept at considerable expense and crew
efficiency ;

*Asserts the right of organizations re-
presentative of the flying staff concerned
to be consulted in the blue-print stage of
aiveraft design with reference to crew
accommodation and rest lacilities.”

The question of flight crew comple-
ment cannot be divorced from that of
pilot-operated radiotelephony, and a
number of delegates expressed concern
at the increasing practice of dual-capa-
city working in this regard. Captain Jean
Dabry, of the French delegation, and
representative of all flying staff on the
Board of Management ol Air France
whose experience of air operations ex-
tends over twenty-eight years —, expres-
sed the wholehearted opposition of
French fiyers 1o pilot-radio duties. it
was his considered view that four-en-
gined transports required a fully spe-
cialized minimum five-man crew; al-
though reduced crews might be able to
operate in good weather, in bad condi-
tions, both from a communications and
meteorological aspect, reduced crews
could not expect to perform salely and
efficiently the onerous tasks demanded
of them. Aircralt were [or long periods
out ol communications contact over the
North Atlantic; aural strain in main-
taining a permanent listening-watch on
radio-telephony not only caused fatigue
but led to diminution of hearing capa-
city, and some pilots had failed their
physical examinations, and thus lost
their licences, due to a deterioration in
hearing powers.

Admittedly, the problem of flight crew
complement — by ‘flight crew comple-
ment” we exclude cabin personnel, for

Two United States representatives at the
Conference were Captain Clausen (cen-
tre) of our old-established American avi-
ation affiliare, ALPA, and Brother J.
Horst (right) of the TW U Air Transport
Division, latest US union to join the sec-
tion. On the left can be seen Mr D, S.
Follows, Secretary of 1FALPA, who
the Conference attended as an observer




whom separate provision must be made

is both basic and urgent: basic, since,
until it is resolved, there are certain so-
cial problems that cannot receive ade-
quate attention; urgent, since once bad
practices are allowed to grow within this
yvouthful industry, it will take years 1o
eradicate them. The 1TF, notwithstand-
ing technical advances, sees no reason
1o modify its earlier attitude, that, in
principle, a five-man minimum special-
ist crew is needed for long-distance op-
erations: it is however sufficiently realis-
tic to concede that an analysis of aircralt
types and routes flown - the latter with
reference to radionavigational aids avail-
able — may well be necessary in order to
pass judgment on the sufficiency, or
otherwise, of crew complements carried.
It is obviously impossible in an inter-
national declaration such as the 1TF/
IFALPA Statement to lay down minute
details, but the Statement — which is the
result of mature thinking and expert ad-
vice — goes to the core of the matter by
placing repeated emphasis on the need
for consultation between affiliates of the
two Federations and between them and
the appropriate authorities, be they gov-
ernmental or operating, before any re-
ductions are made in crew complements
carried: implicit in the Statement, pro-
vision is equally made for such consul-
tation in respect of the crew comple-
ments of entirely new aircraft types. We
feel that it may be years before 1cao
deals constructively with this problem:
to date it has conveniently passed it on
to Contracting States, who. in many in-
stances have passed it on to airline op-
crators. We also feel that if the Joint
Statement is implemented. both in spirit
andinletter, thenworldemployee organi-
zations may well be on the way to solv-
ing what has hitherto appeared an in-
tractable problem. The matter of con-
sultation cannot be too strongly stressed.
since this is the foundation stone on
which all else is built: it is the function
ol no one aircrew category to seek to
impose its will upon another —all organ-
izations are equally concerned in the
solution of this problem and, by acting
in unison now, sound customs may be
established and safety to the travelling
public assured. The need for consulta-
tion will be felt in the measure in which
cach affiliate of the two Federations
recognizes the moral obligation attach-
g to it to observe the Statement. This
may well require an educational process
Lo convinge the many national organi-

zations, who, not unnaturally, are pri-
marily concerned with their own mem-
bership, that the problem extends far
beyond the confines of any one particu-
lar group, and that ‘injury to one is in-
jury to all’. It is in that spirit of solidar-
ity and good faith that objectives will be
achieved, both nationally and interna-
tionally.

The adoption of the Joint Statement,
which was formally moved by the dele-

Host to the Stuttgart Conference was the German Transport and Public Service

the solution of this proklem — although
the subject will be dealt with at the 1Lo
1956 Conference — and such attempts as
have been made have largely been on the
initiative of national flying stafl organi-
zations. 1CA0 has postponed further con-
sideration of erew fatigue until the stud-
ies being undertaken by Contracting
States are complete: 1ATA is on record as
saying that ‘under existing regulations
and modern operational procedure with

Workers' Union (OTV), two of whose representatives, Brother J. Steldinger,
head of the OTV Civil Aviation Section (behind flag), and Caprain K. Nonnenburg,
a Deutsche Lufthansa Flight Captain, (extreme right, facing camera) are shown here

gate of the American Air Line Pilots’
Association, and seconded by the dele-
gate of the British Radio Officers’ Un-
ion, was carried unanimously.

Crew fatigue and flight time
limitations

The need for effective and realistic in-
ternational and/or national legislation
on this score is long overdue: whilst
crew fatigue is a difficult subject to study
objectively, it actually exists as a serious
operational hazard, and it is no exag-
geration to say that in certain countries
there is considerable public disquiet at
the excessive flight and duty hours of
aircrew personnel, and at the number of
fatal air accidents that have recently oc-
curred in which fatigue has been the
prime, or a contributory, cause. Interna-
tionally, little or no progress has been
made over the past few years towards

present-day aircraft, fatigue was rarely
encountered in aircrew to a degree that
interfered with the proper performance
of their duties’. Yet the duty and flight
hours of aircrew personnel in the fol-
lowing recital of air accidents speak elo-
quently of the need for legislation to
lessen or eradicate this evil:

1) Orient Airways” Convair AP-AEG,
13 March 1953
Loss of eleven passengers and five crew;
flight crew on duty 2215 hours, and had
aircraft reached destination, period
would have been in excess of twenty-four-
hours.

2) Skyways York G-AH FA, Atlantic,
2 February 1953
Loss of thirty-three passengers and six
crew: flight crew on continuous duty
over nineteen hours, and had aircraft
reached Gander, period would have
been in excess of twenty-three hours.
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3) BOAC Constellation G-ALAM,
Kallang, 13 March 1954
Loss of thirty-one passengers and two
crew; captain had been on duty over
2115 hours,

4) Air France Constellation, Connec-
ticut, 3 August 1954
Miraculously no casualties; flight crew
at controls over fifteen hours and on du-
ty in excess of eighteen hours.

5) Trans Canada Air Lines Super-
Constellation CF-TGG, Brampron, On-
tario, 17 December 1954
Captain on duty in excess ol sixteen
hours.

Our Stuttgart Conference had before
it the following set of figures represent-
ing 1TF policy regarding flight and duty
hours:

SHORT HAUL l.(')N(._-' HAUL

Flight Duty Flight Duty

Time Time Time Time
Week 32 40 60 80
Month 90 150 100 150
Quarter 255 255
Year 900 900

Although no final decision was arrived
at, it devoted much time and thought to
the feasibility and desirability of inser-
ing a daily duty time limitation for shori
hauls. All delegates were convinced of
the need to have such a limitation, al-
though the actual number of hours to
form such limitation was referred back
to the Secretariat for further study, The
conference was unanimous that both
flight and duty time limitations must be
negotiated with governmental licensing
authorities, and that it was not the prov-
ince ol airline operators to dictate what
limitations should apply.

A delegate outlined the present posi-
tion within his country which may be
said to be similar to that prevailing in a
number of other European countries.
The smaller national airline operators
would never have been able to com-
mence services in the 1946/47 period
had not flight personnel responded to the
call to work and fly excessively. That po-
sition, which the companies found most
agreeable, and which flight personnel
imagined would last only a few years,
was still normally accepted: there was
the added complication that the system
of remuneration included ‘hourly flying
pay’, and certain pilots, particularly the
younger element, were prepared to fly
the maximum possible number of hours
in order to earn more pay — they might
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thereby unwittingly contribute to acci-
dent risks and shorten their working
lives. The conference was therefore firm
in its intention that sooner or later, a
daily limitation must apply.

The problem was to agree on an ac-
ceptable definition of ‘duty time': some
felt it should be the total of flying time
plus ground duty time: others contend-
ed that all time spent away from home
base should comprise “duty time’. Some
felt that the normal industrial limit of
cight hours” duty time should apply also
to civil aviation; others felt that the
figure should be in excess of eight, and
to save making exceptions, suggested
that the limit should be ten. It was finally
agreed that the 1TF Secretariat should
continue its research into the question,
producing definitions of ‘duty time’,
‘short hauls’ and “long hauls” and bring-
ing the recommendations arising rom
such study to the next 1rr Civil Aviation
(Flying Staff) Conference, in order that
a final policy can be agreed and can be
implemented at the 1Lo 1956 Civil Avia-
tion Conference.

Arising out of the general discussion
on crew fatigue, several delegates in-
formed the conference that certain air-
lines still refused a regular reserved seat
for its cabin staff, and it was frequent
practice for stewardesses to have to sit
in the toilet during take-ofT and landing.
The conference unanimously condem-
ned such a practice in the following
resolution:

“This Flying Staff Conflerence of the
1TF Civil Aviation Section;

‘Meeting in Stuttgart 18 and 19 July
1955

‘Having received reports that certain
airline operators fail to provide ade-
quate aircraft seating arrangements for
cabin personnel;

‘Having further noted the fact that
working conditions of such staff, partic-
ularly on long-distance schedules, are
more physically demanding than those
of operating crew members;

*Protestsagainstsuchconditions which
cannot but harm labour relations and
which present intolerable strain on staff
concerned ;

*Calls upon the appropriate airlines
to provide a regular reserved adequate
seat for each cabin stafl member in or-
der to minimize fatigue and thus increase
efficiency.

Social security provisions
The reports of the Secretariat on Air-

crew Retirement Pensions, Aircrew Sick-
ness Insurance and Aircrew Accident
Insurance were noted by delegates, but
were referred back for further study by
the Secretariat which was instructed,
with the assistance of affiliated organi-
zations, to bring its research up to date,
with a view fully to considering these
subjects at the next 1TF Civil Aviation
Conference, and to planning the policy
to be followed at the 1o 1956 Confer-
ence when the agenda item ‘Income Se-
curity of Flight Personnel on Retirement
or Grounding’ is under discussion.

Future aims

The Section looks forward to the 1o
1956 Conference, and, as indicated in
the foregoing paragraphs, has a number
of studies to undertake in order that the
next 11F Conference — which must take
place in the first half of next year — may
finally agree on the policy to be followed
by the Workers' Side on hours of work
and income security of flight personnel.
Additionally, there must be a meeting
of the ten employee representatives to
decide on the tactics to be adopted at the
Conference,

Without doubt, our Stuttgart meeting
marked a step forward in the life of the
Section; it was good 1o see a number of
new faces, particularly amongst serving
airline officers who, by the very nature
of their duties, are unable to maintain
continuous contact with international
conference procedure, but who can, and
doubtless will, publicize our work
amongst the aircrews of the world. The
Section continues to grow, both numer-
ically and in prestige; these words are
written in no mood of complacency -
the pressing problems that beset us per-
mit of no such attitude — but at the con-
clusion of such a meeting as our Stutt-
gart Flying Staff Conference, it is help-
ful to take stock of our position in
order to see where we stand and whither
we tend.

We can rightly claim to be the pro-
moters of the 1Lo 1956 Conference; we
now represent one third of the total
world civil aviation employee strength;
we have recently established a relation-
ship with 1cao whereby we are invited,
as observers, to attend its meetings,
With these important international con-
tacts, the Section, with the loyal support
of its affiliates, will continue to work for
effective aviation legislation, and, with
it, the social and economic betterment
of its members.




Ihe headguarters of the Maritime Union
ol India are situated in the same building
ws an insuranee company. For nearly four
vears, the union, then the Indian Mer-
chant Navy Officers’ Association, pos-
wased no central offices of its own

Organizing
India’s
Merchant
Officers

hy J. F. SoarEs, Hon. Secretary.

I TF Indian Regional Information Office

ORGANIZING LABOUR IN INDIA is usually beset with difficulties not encoun-
tered in the more advanced and literate countries of the West — where traditions of
trade unionism have lain long and strong. Organizing middie-class (white-collar)
libour, such as Merchant Marine Officers, presents difficulties of a more peculiar
kind. These are characterized by apathy. fear-complex and, to a certain extent.

class-consciousness.

O the more than 900 unions registered
i Bombay State — and of the hundreds
ol others in the country - few, if any, it
can be truly said, have a more deservedly
igher reputation than that enjoyed by
the tre-affiliated Maritime Union of [n-
lii, Bombay.
Much constructive work, the signing
collective agreements, an effective
evance machinery and last, but not
1st, a thoroughly business-like admin-
tration have made possible the earning
that reputation.
I'he Maritime Union of India — an
panization of officers serving in India’s
Merchant Marine — is young as unions

go and small in membership terms, but
quite a giant in terms of achievements.
These latter, however, have not been
easily come by ; rather have they been the
results of painstaking and continued ef-
forts on the part ol its executives.
With that tribute as a background, I

may perhaps be permitted to sketch for
the benefit of our readers a profile of

this Union: a profile which carries the
characteristics of faith in a cause, deter-
mination, and pride in the accomplish-
ment of work well done.

The beginnings ol the Maritime Union
of India go back to October 1938, when,
around a dinner table at Calcutta, three

Cadets in the employ of the Scindia
Steam Navigation Company of Bombay
nursed the idea of forming a seamen’s
union to combat ‘the unfairness of con-
ditions ofTered Indian officers™. Theidea,
germinating in the mind of Brother B.
Mani (since deceased), found fruitful
soil in his two companions, one of them
being Brother D. S. Mungat, later to be-
come the General Secretary of the Un-
ion and presently the 1IcFTU’s Asian Re-
gional Secretary.

The three pioneers then proceeded to
sell their idea to their colleagues in the
Scindia Company. but,it must be record-
ed, not with any pronounced success.
Many of the latter scoffed at the idea of
a ‘union for officers’, others were very
frankly antagonistic, and still others dis-
mally pessimistic of success. However,
the three brothers were not greatly dis-
heartened at the lack of enthusiasm
shown for their idea but persisted in
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their efforts to evoke the interests of
their friends and colleagues, all in the
employ of the same Scindia Company.

Persistence however has its own re-
ward and it was not long — a matter of
six months or so — bzfore the idea began
to catch on: that an association or union
was necessary to defend and promote
the interests of the floating stafT of the
Scindia Company.

The seeds of unionism sown in 1938
and so carefully nurtured fructified a
vear later. In Bombay's Servants of In-
dia Society's Hall on 3 December, 1939,
a meeting was held. This meeting, at-
tended by twenty-seven Navigating, En-
gineer and Radio Officers, and presided
over by the recently deceased Brother N,
M. Joshi, founded the Indian Merchant
Navy Officers’ Association. Brother Jo-
shi, then a member ol the Central Legis-
lative Assembly, was elected its first
president, with Brother V. B, Karnik, a
leading trade unionists ol the city, as the
first General Secretary. Brother Jamna-
das Mehta m.L.A., and an equally well
known labour leader, was the Associa-
tion's first treasurer. The Executive Com-
mittee of fifteen members included two
of the pioneers: Brothers D. S. Mungat
and C. Sankunni.

Following the formation of the Asso-
ciation, a vigorous organizing drive was
launched - mostly through the appoint-
ment of shipboard representatives. Such
representatives — non-paid union-enthu-
siasts — were ‘to carry on propaganda for
the Association, enrol new members,
collect subscriptions and remit them to
the office, and keep the Association in-
formed about the needs and grievances
of members on board his ship’. These
nameless representatives fulfilled their
assignments well; for, as the Association
later recorded, ‘membership and funds
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have increased and it becomes necessary
to enrol as members of the Association
officers from other companies also’.

The Scindia Company, a pioneer in the
field of marine transport in India, grant-
ed ‘informal’ recognition to the Associa-
tion soon after its formation and readily
accepted representations made by the
Association on behali ef its members in
their employ.

Formal recognition of the Association
as the sole bargaining agent for its mem-
bership, membership which in the years
1939-4] was made up largely of em-
ployees of the Scindia Company, how-
ever came the hard way: a story which
is worth the telling.

Soon after the outbreak of World
War 1l the Scindia and other Companies
proposed the granting of a *“War Risk
Bonus'. The Scindia Company suggested
that this be of the order of twenty per
cent for seamen ratings and fifteen per
cent for officers. This proposed differen-
tiation in rates was naturally resented
and formed the main ‘grouse’ ol every
ship's officer. However, matters were
not left at the stage of grousing alone
but were carried a stage further when
ship-board meetings were called by the
officer-personnel of two ships then in the
port of Rangoon. At this meeting, the
decision was taken to refuse to renew
*Articles of Agreement’, which in the
case of the two ships were due to expire
shortly. The officer-personnel of a third
ship, coming into port a few days later,
reinforced the decision taken by their
fellow-officers and went a step further
by serving notice on the Company that
they would refuse to sail out of port un-
less their demands, as set forth by the
meeting, were conceded. As was to be
expected, this threatofa sit-down’strike
caused quite a stir in the Company’s of-
fices at Bombay, which were not slow in
issuing the usual threats and warnings.
These, however, went unheeded and on-
ly helped to make the membership more
resolute — a fact which, a few days later,
resulted in formal recognition being
granted to the Association. A signal
victory was thereby won by the Union,
demonstrating once again that to them,
as to others, union security is the foun-
dation upon which all other securities
rest.

J. D. Randeri,
the Maritime Union of India, seated at
his desk. To his right: Brothers K. D.
Pracdhan and K. P. Kolah, joint secretaries

General Secretary of

On formal recognition being granted
the Association, a ‘negotiating commit-
tee’ was set up to place before the com-
pany certain issues which were then
sources of concern to the membership.
These referred to the non-promotion of
Indian officers to senior ranks, inade-
quacy or absence of seniority rules, the
payment of a special war-risk allowance,
catering arrangements aboard ship and
the sub-normal wages of Radio Officers.
The growing strength and importance of
Association as a bargaining unit for the
employees ol the Scindia company was
evident when all the issues cited above
were successlully settled to the material
and moral advantage of its membership.
Among the immediate gains to the
membership were: (a) a twenty per
cent wage increase retrospective to Sep-
tember 1, 1939: (b) introduction of a
provident fund system lor floating-staff
employees: (c) extra-leave privileges for
convenanted (European) officers: (d) in-
crease in family allotment rates; and
(e) full-pay for stand-by duties.

For nearly four years after its inaugu-
ration the Association had no central
offices of its own, sharing offices in Bom-
bay City with the Indian Federation of
Labour, to which it was then affiliated.
It was not until 1943 that the Associa-
tion’s headquarters were established in
spacious premises on the second floor of
a Bombay building which it still occu-
pies. With the acquisition of new prem-
ises and the appointment of additional
secretarial stafl and full-time officials,
the Association set about preparing it-
self to negotiate for a collective agree-
ment with Scindias. Simultaneously, a
vigorous membership drive was launch-
ed to organize the unorganized, partic-
ularly the officer-personnel employed in
the coastal services and in other com-
panies trading from bases in India. This
organizing drive was taken up with zest
and before long — by mid 1943 — the As-
sociation was able to announce good
progress in its efforts to bring into its
fold officer-personnel of not only the
Bombay Steam Navigation Company.
but the British India, Mogul Line and
Asiatic companies as well.

Whilst this organizational drive was
in progress, the step was taken of chang-
ing the name of the Association from
the Indian Merchant Navy Officers’ As-
sociation to the Maritime Union of India
This decision was given effect to on 21
December, 1943, and the Union was
formally registered under that name on



May 1953 saw the inauguration of the
Indian Scafarers” Federation of which the
Maritime Union of India is a constituent.
From left to right: Dinkar Desai, Omer
Becu (General Secretary of the ITF), the
late N. M. Joshi (first President of the
MUI), I. G. Desai, M. V. Nuri, and the
Hon. S. Shah, Minister for Labour, Bon-
bay. At the microphone, M. E. Serang

13 March, 1944,

At the Association’s third annual con-
vention held in October 1941, the mem-
bership, which was then still largely
made up of employees of the Scindia
company, adopted a charter of demands
for submission to the company. In De-
cember, negotiations fora memorandum
of agreement — not a collective agree-
ment, as we understand it - were initiat-
ed and speedily concluded. This agree-
ment, coming into force in February
1942, resulted in greatly improved con-
ditions for the Union’s membership.
What these improved conditions meant
m terms of monetary gains were illus-
trated in the Union’s brochure, *A ten-
vear record of progress’ — but more of
that brochure later.

In April 1944 during a visit to the
United Kingdom of the Union’s vice-
president, talks were held with Brother
J. H. Oldenbroek, then the General
Secretary of the 1TF, to have the Union
affiliated to the International. The affil-
jation was considered by the Manage-
ment Committee at its meeting held in
September 1944 and the Union was ad-
mitted to membership as of | October,
1944, Brother Oldenbroek, in conveying
to the Union the decision of the Man-
agement Committee, wrote: *... There is
a lot of organizing work to be done in
India and we feel sure that after the war
when the political independence of your
country has been realized there will be
an ever greater opportunity of devel-
oping a powerful trade union movement.
In those efforts the 1TF will be prepared
L0 give you active assistance, so we hope
vou will not hesitate to call on us when
you are in need of advice and help. You
may be assured that such help will be
[orthcoming to the extent of our ability".

The Maritime Union of India had in-
deed need only a few years later to in-
voke that help so generously proferred

und it came not so much in the form of

wlvice but in the actual shape and physi-
i1l presence in Bombay of Brother Omer
Hecu, then the 1TF's General Secretary.
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That was in August 1952, when during a
bargainingcrisis between the Unjon and
the Scindia Company, Brother Becu in-
tervened successfully to avert an immi-
nent strike.

However, to return to our story. The
years 1944 and 1945 saw the Union con-
centrate on its organizational drives,
resulting in an increase in membership,
which by early 1946 totalled 720 — ac-
counting practically for over ninety per
cent of the officer-personnel employed
in the Indian Merchant Marine. The
Union had by now also increased the
scope of its activities: it was granted
recognition by most of the shippingcom-
panies and by the Government and soon
earned for itsell the reputation of being
the best conducted union in the country
— a reputation which it continues to
maintain, safeguard and advance.

The Maritime Union of India. as be-
fits an organization of seamen — tradi-
tionally international in outlook — has
not been content to rest on its laurels
and devote itself exclusively to the eco-
nomic needs of its membership. Down
the years since its foundation it has rais-
ed its voice in support of the Interna-
tional Seafarers’ Charter, the ratification
of 1Lo Conventions, and the proper
training of officers and ratings.

Space does not permit of my telling of
the Union’s many and diverse activities:

mention can therefore be made of only
a few.

The Maritime Union of India cogni-
zant, as always, of their obligations to
help their less fortunate brethren — the
seamen-ratings—setoutin 1944 to organ-
ize seamen. They sponsored the format-
ion of the Indian Seafarers’ Union and
despite difficulties entailed were able to
enroll a satisfactory number of seamen
from Bombay City. The Union had sub-
sequently to be wound up on becoming
part of the All-India Seafarers’ Federa-
tion.

In 1946 the Maritime Union helped
found the All-India Seafarers’ Federa-
tion, with Brother Aftab Ali, long a lead-
er of Calcutta’s seamen, as President.
The Federation was soon recognized as
the representative organization of In-
dia’s seamen and, as such, took part in
the Seattle Conference later in the year —
the Maritime Union being represented
by Brother Mungat as member of the
workers™ delegation. Whilst in England,
en route to India, Brother Mungat suc-
cessfully concluded negotiations for af-
filiating the Union to the Officers’ (Mer-
chant Navy) Federation, affiliation being
made effective as of December 1946. The
Officers” (Merchant Navy) Federation,
it may be mentioned, is a 32,000-strong
organization embracing officers’ unions
of the British Commonwealth. It has
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alfiliates in Canada, New Zealand, Ma-

laya, Hongkong, Australia, Pakistan
and India.

The year 1946 saw the Union lay the
foundation for the many collective-bar-
gaining agreements it subsequently ne-
gotinted. The first of these, with the
Scindia Company of Bombay, came into
effect April 1, 1947, and lor the first time
provided for benefits till then unknown
in this country. Modelled on the lines of
a4 many-provisions type agreement and
based on the proposals embodied in the
International Sealarers” Charter, the
new agreement provided for, among
other things: union recognition; mini-
mum wages: hours of work and over-
time; privilege, examination and medi-
cal leave; dirty cargo, overseas, victual-
ling and travelling allowances: death
and disability benefits; provident fund
and bonus rights: payment lor stand-by
duties: and compensation for loss of
personal effects.

This first standard collective agree-
ment, subsequently renewed, was later
to form the basis of agreements with
other shipping companies, which now
total six, covering perzonnel employed
by all major Indian shipping companies.

During the currency of this agreement

two years - the Union increased the
scope of its activities - all conditioned
by the needs to increase benefits and
services to its membership. As a first
step, the Union set up a well-stocked
library of technical books on navigation,
seamanship, marine engineering, radio
telegraphy and allied subjects. Early in
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1946, the Union, as an additional szrvice
to 1ts membership, started a Nautical
School. This school, staffed entirely by
executives of the Union, met a long-lelt
want, for it provided the much-needed
and eagerly sought preparatory instruc-
tion for certificates of competency as
Navigators and Engineers - and no such
school or Institution previously existed.
It is gratifving to record that this pio-
neering effort of the Union was given
due recognition when, later in 1948, the
school was taken over by the Govern-
ment to form the nucleus of the Ministry
of Transport’s Nautical and Engineering
College. It may be mentioned in passing
that all the present teaching staft of the
college have been members of the Union
many having been members of its Work-
ing Committec.

The increasing need to serve the mem-
bership more fully necessitated the Un-
ion's opening a branch office at Caleutta,
this being accomplished in October 1947.
With the opening ol this branch, an
effective organizational drive was started
among the personnel employed in the
Harbour Masters” Department of the
Calcutta Port Commissioners, nearly all
of whom were very soon enrolled as
members of the Union.

The year 1948 was a particularly no-
table one for the Union, for it was in
October of that year that the Union was
honoured to be called upon by the Inter-
national Transport Workers™ Federa-
tion to set up on its behalf a Regional
Information Office at Bombay. Brother
D.S. Mungat, the then General Secre-

Former Union Labour Minister, the Hon.
V. V. Giri, visits the MULI's offices. He is
seen chatting with Miss M. Kara, with
W. Dorchain, ITF representative in New
York, on his vight. Miss Kara is flanked
hy J. F. Seares, author of this article and
ITF Indian representative,and D. S. Mun-
gat, ICFTU Asian Regional Secretary

tary of the Union, as the 17F represent-
ative in India operated from offices of
the Union. He continued to hold his ap-
pointment till his taking up in Novem-
ber 1950 the Asian Regional Secretary-
ship of the tcrru. On the inauguration
of the Indian Seafarers’ Federation in
May 1953, of which the Maritime Union
of India is a constituent, the 17¥’s Re-
gional Information Office was transfer-
red to the new premises of the Federa-
tion from which it presently operates.
In 1949, as part of its campaign against
‘freeriders’ (non-members, who, it must
be stated, did not exceed ten per cent of
the potential membership), the Union
brought out a beautifully illustrated
lour-colour brochure: *A ten-year re-
cord ol progress’. The handiwork of
Brother L. €. Ghatak, Staff-artist ol
‘Oceanite’, quarterly journal of the Un-
ion, the brochure — since brought up to
date as a black and white reprint — show-
ed in arresting form the progress of the
Union since its inception, demonstrat-
ing to the sceptical and freeriders alike
that in unity lies strength. Strikingly
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© A view of part of the offices of the MU/
showing some of the staff at their desks

Teatured therein were the numerous gains
to the membership in terms of wages and
service conditions, Comparative tables,
featured in boxed panels, showed that
the Union had, in its first decade of
existence, brought about benefits such
as examination leave, overtime pay-
ments, overseas and passenger ship al-
lowances. Membership then stood at
1,200, later to be reduced as a result
of a decision taken to withhold union
membership from officers employed in
the Pilotage and Berthing services of the
various ports.

Down the vears since its formation
the Union has abided by certain basic
principles, principles so sound that to-
day they remain unchanged: discipline,
knowledge of the job, peaceful methods
for settlement of disputes, direction of
the Union by men rom the industry it-
self, and active and enlightened interest
in all things maritime.

The mut is unique in that of all the
unions in the country, the Executive of
the mu1 is made up — with one single
exception — of persons and members
from the industry itsell, all serving Mer-
chant Marine OfTicers — a factor possibly
directly responsible for the excellence of
the organization.

In this briel portrayal of the Maritime
Union of India - more famihiarly known

as the Mut — it is impossible to detail all
the fields in which the Union has made
valuable contributions. These contribu-
tions have ranged all the way from par-
ticipation at meetings of the Joint Mari-
time Commission of the 1o to setting
up a Cooperative Society and Stores.
The mui has received both national
and international recognition, as evi-
denced by the many distinguished labour
and political leaders who have visited its
offices and commented on the excellence

of its administrative and industrial set-
up. It has consistently provided for its
membership every possible  benefit
within the principles of free labour
operating in a free democratic world.

The Maritime Union of India has not
yet come of age; it has nevertheless
achieved maturity and is respected in
the councils of scamen in India and
abroad as an organization, lree and de-
mocratic, pledged to the service of all
those who go down 1o the sea in ships.

United Nations flag

at sea

IN AN EARLIER 1SSUE Of the
@ 1TE Journal we reported on the
fact that ten deep-sca fishing trawlers
supplied to South Korea by the United
Nations Korea Reconstruction Agency
had sailed from Hong Koeng for Pusan
flying the flag of the United Nations.
I'his novel development has since had a
sequel at a session of the International
Law Commission, when the whole ques-
tion of the right of the United Nations
to register ships and fly them under its
own flag was raised.

I'he matter came up when the Com-
mission was discussing the revised arti-
cles on the regime of the high seas. The
{ ommission had before it a letter from
Mi. Constantin Stavropoulos, Legal
¢ vunsel to the United Nations, in which
e called attention to the “interesting
precedent” of the ten motor trawlers

-

built at Hong Kong and destined to help
in the rehabilitation of the fishing indus-
try of South Korea. As British registry
was unavailable, they were registered by
the United Nations and navigated to
Pusan under its own flag. The letter ask-
ed that the Commission’s articles on the
high seas should not imply that the right
to register vessels is necessarily confined
to States.

The Cuban representative also asked
the Commission not to exclude the right
of the United Nations and other inter-
national bodies possessing juridical ca-
pacity to register ships. He was strongly
supported in this by Professor Scelle of
France who, invoking the crusades in
defence of Christianity and the usage of
the Hanseatic League, said that the Unit-
ed Nations was in fact a juridical order
with the right to own and sail ships. To
those who counselied prudence in ap-
proaching the question, Professor Scelle
remarked: ‘Prudence, yes, but do not let

prudence become pusillanimity”. The up-
shot of the Commission's discussions
was that it rejected the proposal by the
Cuban representative but approved the
suggestion of Greece that the Commis-
sion should take note of the letter and
consider the matter at a later date,

Study courses popular
with Norwegian seaman
EvERY MONTH between 100 and

d’ 150 Norwegian seamen sign up
for correspondence courses organized by
the State Seamen’s Welfare Office. To
meet the demand for reading matter, the,
Office bought £ 2,000 worth of new
books last year for its world-wide library
service. Welfare Office Director Frede-
rick Haslund also reports that about 260
Norwegian merchant vessels are now
equipped with film projectors and that
some 540 complete film shows are now
in constant circulation among ships all
over the world.
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The National
Railway Workers’ Union

of Japan

THE NATIONAL RAILWAY WORKERS' UNION is one of the largest trade unions
in Japan, comprising 380,000 railwaymen of the 440,000 employees of the National
Railway Corporation, a government-controlled public corporation operating the
State-owned railways throughout the country.

The trade union movement of Japan, unable to develop freely in pre-war days
because of the prevailing feudal and militarist conditions, has made remarkable
progress since the end of World War 11. Organized labour has increased more
than twelve times as compared with the largest number recorded in the pre-war
period. The working population (excluding peasantsand fishermen) totals about
13,000,000, of which forty per cent (i.e. some 5,500,000) are organized in 580
individual trade unions. The National Railway Workers™ Union was amongst those
unions which came into being amid the upsurging democratization movements
after the war.

With the defeat in World War 11, the
whole country was thrown into com-
plete confusion. The nation’s economy
was on the brink of ruin. Prices were
soaring, due to the exireme shortage of
food and all daily necessities.
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In such a confused situation, railway
workers started to organize in local
trade unions in defence of their living
conditions. Representatives of these lo-
cal unions met at Katayamatsu in Fe-
bruary 1946 for the purpose of orga-

A large modern marshalling yard on the
Japanese State Railways network. Aver-
age period spent by trucks in yards is
stated to be between six and eight hours

nizing a national federation of their
unions. This memorable day was mark-
ed by a ‘go-slow’ strike on local train
services in Tokyo, coupled with a de-
mand for a living wage. Thus, the Gener-
al Federation of State Railway Work-
ers” Unions formally started at the
inauguration meeting in Tokyo on
March 15, 1946.

Strike movements were spreading all
over the country and the first May Day
celebration after the war was attended
by several hundred thousand workers
in Tokyo alone.

Meanwhile the railway authorities
were planning personnel retrenchment
as a step in their ‘rationalization pro-
gram’ and on 24 July 1946 announced
the dismissal of 75,000 employees. The
Federation of Railway Workers held an
extraordinary convention in August in
Uji-Yamada city to strengthen the uni-
ty of railway wokers in a struggle against
this mass dismissal. The railway work-
ers, with Mr. Seiichi Suzuki as the pre-
sident of their organization, launched a
vigorous campaign against the em-
ployers which lasted more than fifty
days, and issued a nation-wide strike
warning, to take effect on 15 Septem-
ber. Faced with this evidence of unity,
the railway authorities were obliged to
accede to the demands of the em-
ployees and withdrew their dismissal
notices on 14 September. As a resull
the Federation called off the general
strike slated for 15 September.

In spite of the brilliant victory of the
railwaymen in their fight against dis-
missal, their living conditions were get-
ting worse because of a vicious inflation
which was accelerating day by day. The
railway workers therefore demanded a
wage increase, and a joint strike com-
mittee of all the government and public
employee’s organizations was establish-
ed in which the railwaymen’s federa-
tion played a leading part. A joint state-
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ment in the name of 2,600,000 govern-

ent and public employees was issued
alling for a nationwide strike on Ist
February, 1947. However, General Dou-
glas McArthur, Supreme Commander
ol the Occupation Forces, issued an
order on 31 January banning the strike.

At the national convention held in
lizuka city in March 1947, the strategy
and tactics of the February Ist strike
were sharply criticized and a motion to
oust communists from the central and
local committees was proposed, giving
rise to a heated debate between the pro-
communist and anti-communist groups.

Meanwhile the railwaymen’s Federa-
tion got four railwaymen's representa-
tives returned to the Lower and Upper
Houses.

On 4 June 1947, at the national con-
vention in lzu-Nagaoka city, the Gener-
1l Federation of the State Railway
Workers' Unions was formally dissolv-

1 and reorganized into a centralized
national union named ‘National Rail-
way Workers' Union” (KOKUTETSU
RODO-KUMIAL).

I'he Union had to continue its hard
truggle in defence of the railwaymen’s
living standard in the face of soaring
prices. In April 1949, in an attempt to
emasculate the Railway Workers™ Un-
ion, the Government enacted the Public
Corporation Labor Relations Law de-
dgned to deprive the workers on the
State-owned railways of the right to
trike. The National Railway Workers’
Linion held its Sixth National Conven-
tion in April, 1949 in Kotohira city at
which a programme lor a joint campaign
was adopted to reinforce unity of action
with all the government and public em-
ployees with a view to breaking down
the offensive launched by the ruling

rcles.

Immediately after the Convention,
the National Railway Corporation
(State-owned railways) issued a notice

dismissal to 95,000 employees. The
Central Committee of the Railway
Workers” Union which met at Atami
on 23 June decided to resort to all sorts
of tactics, including strike action, in its
light against these mass dismissals. It
vas in this acute situation that a number
it railway accidents occurred the

Operating a rail replacement machine.

VMaintenance of overburdened tracks on

lupanese railways has become a serious
lem for the men who are emploved
he permanent way department
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The safety of Japan's major lines, stat-
ions and yards is guaranteed by automatic
block signals controlled by electric relay

death of the Director-General ol the
National Railways SHIMOYAMA, run
over by a train, a case ol automatic
starting and crashing ol a driverless
train with no passengers aboard at
Mitaka Station in Tokyo, and the case
ol derailment and turning over of a
train near Matsukawa Station in Fu-
kushima Prefecture. Government offi-
cials commented on these accidents even
before an actual investigation was start-
ed, suggesting they were the work of
certain militant unionists. The Govern-
ment and railway authorities exploited
these accidents to break the solidarity
of railway workers and succeeded in
carrying out the dismissal of 100,000
emplovees, including fourteen top lead-
ers of the Union.

The National Railway workers found
it very difficult to carry out their plans
for improving their living and working
conditions because their actions were
restricted by the Public Corporations
Labour Relations Act. This is a special
law governing the industrial relations of
the employees (900,000 in all) of eight
public corporations having independent
accounting and controlled by the
Government, including the Communi-
cations Agency, the Tobacco Mono-
poly Corporation, the Mint, and the
Railway Corporation, Article 28 of the
Japanese Constitution guarantees the
right of workers to organize and to bar-
gain and act collectively. Of these three
fundamental rights of workers, the last
one, i.e. the right to act collectively
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The policy of the Japanese railways iy to replace steam wrains by electric and diesel
equipment wherever possible. Several hundred diesel rail-cars, consisting of ten or
maore cars, have come into service on branch lines and operate at up to 95 km. per hour

(meaning the right to strike) is denied
to public corporation employees under
the Act, which substitutes a system of
arbitration - the right to strike being
denied because of the importance of
these industries to public life. This cate-
gory of workers had the right to strike
till 1949, when the government de-
prived them of this right as a step in
carrying out its reactionary programme.
This is obviously contradictory to the
Constitution which guarantees the right
of workers to act collectively. More-
over, thearbitration system which should
be a substitute for the right 1o strike
has always been disregarded by the Gov-
ernment and railway authorities. A stu-
dy of the Public Corporations Labour
Relations Act shows it to be unjust and
full of contradictions. Article thirty-five
for example stipulates that the arbitra-
tion award shall be binding upon both
the public corporation and the emplo-
yees. This is nullified by Article sixteen,
however, which lays down that “any
agreement involving the expenditure of
funds not available from the appro-
priate corporation budget or available
corporation funds shall not be binding
upon the Japanese Government and no
funds shall be disbursed pursuant there-
to until appropriate action has been
taken by the Diet.” In point ol fact, nei-
ther the railway management nor the
Government has so far accepted the rul-
ing of the arbitrators in any case involv-
ing a wage dispute dealt with by the
Commission. The Union is consequent-

ly obliged to adopt various tactics in
defence of the living standards of the
railwaymen.

In the year-end disputes of 1952 and
1953, characterized by demands for
higher wages and a year-end bonus,
the railway workers resorted to such
tactics as refusing over-time duty, work-
ing to rule and mass taking of leave.
The Railway management dismissed a
number ol Union leaders as responsible
for the mass leave-taking tactics, which
the employer construed as contravening
Article seventeen of the Public Corpor-
ations Labour Relations Act. In the
present state ol railway equipment,
strict working to rule would cause con-
siderable delay in train operations.

In 1954, the National Railway work-
ers were again demanding higher wages
and in support of later claims the Union
initiated a work to rule movement early
in November, which caused some delay
in train schedules. Shortly before this
the Minister of Labour had told news-
men that it was illegal for strikers to
form picket lines. and the Deputy Min-
ister of Labour issued a notice of similar
import. Since the issue of this official
notice the police force has increasingly
intervened in strike actions, arresting
militantmembers of theunions, The Nat-
ional Railway Workers™ Union was not
exempted from this type of oppression
by the official powers. During the course
of November, more than forty members
of the Union were arrested for alleged
interference with the execution of offi-




cial duties or in the conduct of another
person’s business or on other grounds.
I'he railway workers, however, contin-
ved their work to rule and mass leave-
taking tactics till the middle of Decem-
ber. The railway management took
steps to penalize 135 active union mem-
bers by means of temporary suspension
from oftice or wage cut for their active
part in this struggle, The Union made
a vigorous protest against these high-
handed methods of the management.

The National Railway Workers™ Un-
ion has so far had a very hard struggle
to improve the railwaymen’s living and
working conditions which are truly
wretched. The average wage of an em-
ployee of the National Railway is only
15,650 yen a month (£15.10s.) This is
the wage of an employee of thirty-two
years of age with twelve years' service
ind having two dependents. It is com-
posed of a basic wage of 13,000 yen,
local allowance 1,450 yen and depen-
dents’ allowance 1,200 yen.

As a rule 8 hours per day are worked
not including the rest time for lunch.
In some special kinds of service (cer-
tain station duties for example) a turn
of duty can be anything up to twenty-
four consecutive hours. The rate for
overtime is time and a quarter.

The National Railway Workers” Un-
ion with the solid support of its mem-
bers is firmly determined to continue
its efforts for improving the living and
working conditions of Japanese rail-
way workers. It is making efforts to
strengthen the international unity of
the working people of the world, es-
pecially of those of Asia, to increase
the well-being of all peoples and to
secure world peace.

lop:

lapanese railwaymen watch the progress
of a freight truck as it is handled by an
up-to-date truck retarder in one of the
country’s big rail marshalling yards

Centre:

Efficient operation by use of up-to-date
loading and unloading equipment in
freight terminals contributes to a good
turnround of cars on the Japanese State
Railways

Bottom:

Ihe Japanese State Railways have devel-
oped a bus and road haulage network to
werve remoter areas and to expedite their
wervices in heavy traffic zones. Some
[,500 buses are currently being operated




In a recent issue of our contemporary Sjomannen, published by the Swedish Seamen’s Union,
Brother Gunnar Carlsson has drawn attention to the fact that, despite an increase in the
size of the Swedish merchant marine, the membership of the union fell last year. He es-
timates that there are at present some 2,000 unorganized seafarers, many of them foreign
nationals, aboard Swedish vessels — particularly those based exclusively on foreign ports. In
the following article, Brother Uhlin*) deals with some of the problems involved in organizing
Swedish seafarers and the steps which the union is at present taking to overcome them

Problems of Seafarers’ Organization in Sweden

by GEORG UHLIN, Swedish Seamen’s Union

IN ANUMBER OF IMPORTANT RESPECTS, the Swedish Seamen’s Union is faced
with problems both more intractable than, and different from. those affecting
other unions affiliated with the Swedish Tuc. Its members, or those who should
be members, are spread over the whole of the globe, in all ports which can be
trafficked by merchant ships. For this reason, the structure of the organization
differs considerably from that of ordinary unions. There are, for instance, no
proper branches, each seaman being a direct member of the organization, and
there are consequently no local registers of members. The nearest equivalent to
the local branches set up by shore unions is the union representative: an official
employed and paid by the national organization, who is entrusted with the job of
watching over and defending the interests of both the union and its members in
a particular locality,

representatives at  Narvik,

In the larger ports, the union represen- Antwerp,

tatives have the help of assistants, whilst
in the smaller ports one finds local offi-
cials employed on a commission basis.
Outside Sweden, the union has full-time

New York and San Francisco. In the
three latter ports, their general acti-
vities are combined with responsibility
for hiring.
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Union goes to the members

The member can pay his dues and re-
ceive help in dealing with his problems
in every port in which the union main-
tains a representative — irrespective of
where he is domiciled. As a rule, how-
ever, it is the union which goes to the
members, in that union representatives
visit the vessels on which they are ser-
ving. Conditions in shipping generally
present special problems here: most
vessels spend only short periods in port
and the local offices of the union may
perhaps be situated in the centre of the
city, over a mile or more from the docks.
The work ol organization is thus made
both difficult and costly, but at present
it is not possible to do it in any other
way.

The work of negotiation too is diffi-
cult and complicated. There are no
‘local” conflicts, that is unless one counts
those affecting the crews of tugs, water-
men, lock-keepers and a few other
groups of ‘non-mobile” members. Most
other differences are settled by negotia-
tions with the officers aboard ship or
with the owners by letter and telephone.
The union representative in Gothen-
burg can thus be negotiating with a
shipping company in Stockholm, whilst
his opposite number in Stockholm is
carrying on talks with shipping com-
panies whose headquarters are in Goth-
enburg. A number of disputes must,
of course, also be dealt with by national
officials or must form the subject of
central negotiations with the Swedish
Shipowners’ Association.

High cost of administration

In order to carry on all these activities
efficiently, the Seamen’s Union must

*) Since this article was written, Bro. Uhlin has been
appointed as liaison officer between the union and
its representatives aboard ship.
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~employ an unusually large number of
officials in relation to its membership.
Since all the expenses involved are a
direct charge on the union’s funds, the
cost of administering the organization,
considered in per capita terms, is also
unusually high. The cost of postage
alone is probably about twenty times
as great as in other unions, since much
of what is despatched must be sent
by air mail to distant ports. A par-
cel weighing one kilogram (214 pounds)
sent by air mail to Australia or the
China coast, for instance, costs about
100 kronor (about £7 or 19 dollars).
ITit were sent by sea mail, it would
probably arrive about a month after
the ship to which it was addressed
had left.

At the present time, however, even
local union offices and visits to ships
are not sufficient to maintain the con-
tinuity of organizational work. There
are difficulties in the recruitment of new
members and the collection of dues:
there are difficulties in maintaining ade-
gquate contact with the membership.
During the last twenty years the char-
acter of the Swedish shipping industry
has changed: it now ‘exports itself’,
Swedish ships do not return to Swedish
ports and the maintenance of proper
union representation abroad runs away
with a lot of money. Vessels now remain
away from Sweden, operating be-
tween far-distant ports, for two and
cven five years at a stretch! On some
ol them, the crew members are all Asian
personnel, others do not even have
Swedish officers. The remainder are
Cermans, Spaniards, Britons and peop-
le of other nationalities, Who is to or-
panize these crews, to collect their union
dues, and look after their interests?
Particularly when the ships on which
they serve do not even come near a
I'uropean continental port for years on
end.

In the face of this situation, the union
first began to make use of a kind of
check-off system, i.e. the members on
board sent home a certain monthly
nmount, sufficient to cover their dues,
through the appropriate shipping com-
pany. The seaman’s right to send home
money in this way, limited to three au-
thorizations per month, is, by the way,
luid down in the Swedish Seamen’s Law,

High turn-over of membership

However, there still remained at least
two important problems to be solved:

Swedish

The character of

.- - % -“ : i
E e R B B 7 e :

shipping has very largely changed: it now ‘exports itself”.

This has increased the need for expensive union representation in foreign ports
P

first and foremost the satisfaction of the
membership’s demand for more or less
continuous contact with their union
and, in addition, the achievement of
continuity in organizational activities -
in other words, the problem of organiz-
ing those seafarers who sign on Swedish
vessels outside Sweden. To a very large
extent 100, the maritime industry is an
industry of young men and women and
the annual turn-over is as much as one-
third of the total membership. In addi-
tion, new vessels are constantly being ad-
ded to our merchant fleet, Since the end
of the war, for instance, its tonnage has
increased from 1,600,000 to 2,720,000
gross registered tons. This development,
incidentally, is likely to continue at ap-
proximately the same pace. The process
of organization — winning new mem-
bers and arranging for the collection of
union dues — is therefore likely to re-
main a continous one.

A number of suggestions for solving
these problems were, in fact, discussed.
In the end, it was decided to opt for
something like the British shop steward
system. A decision to this effect was
taken at the 1945 Annual Congress and
the following year an agreement was
reached with the Shipowners’ Associ-
ation, giving a ship’s crew the right to
elect a trade union representative from
among themselves. Under the agree-
ment, the representative must possess
certain qualifications with regard to sea
experience, details of which need not
detain us here, He must also be provid-

ed by the union with some form of
legitimation which can be shown to the
officers on board. The agreement also
laid down stipulations on the competenc-
ies and powers of shipboard represen-
tatives, which have been supplemented
on various occasions since.

When this activity, which fairly soon
aroused the interest of members, had
been in progress for a few years, a spe-
cial official was appointed at head office
to maintain contact with shipboard re-
presentatives. It was also his task to
distribute working material and to give
the shipboard representatives both ad-
vice and aid. The union also issued a
correspondence course, known as the
‘Seafarers’ Course’, and it became one
of the ship’s representatives’ jobs to
arrange for study-circle activity built
around this. This succeeded very well
and resulted in a notable increase in
educational work.

Difficulties of
shipboard representatives

The number of shipboard representa-
tives also rose to a very marked degree,
reaching 350, which is about the maxi-
mum figure to date. However, even this
accounts for only approximately one-
third of the vessels in the Swedish mer-
chant fleet. On the remainder, there
were and still are no union representa-
tives. Since we now seem to have reach-
ed saturation point under the present
system, this type of activity has tended
to stagnate. There are a number of
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As a general rule, it is the Swedish Sea-
men's Union which goes to its members
and not the other way round, in rhat
union representatives in the port visit
the ships on which members are serving

reasons for this. One of them is the fact
that the more conservative and anti-
trade-union officers (read shipmasters!)
are strongly opposed to the seafarers’
new trade union policy and are reluctant
to accept it.

Shipboard representatives who were
active on behalf of their union and their
colleagues on board were not looked on
with particular favour, and on vessels
which spent long periods trading be-
tween distant ports, thus making it diffi-
cult for the union to give proper support
to its representatives, officers of the type
mentioned above were in a very strong
position. The wunion representative
found himself inan unenviablesituation ;
he was directly in the line of fire and it
was not difficult to pick him ofl. He
became a kind of outcast: his life was
made unpleasant ; and he himsell made
fun of. He did not even receive whole-
hearted support from his shipmates.
Trade unionism and trade union activ-
ities are not among the most popular
subjects at sea and when the union rep-
resentative, due to the reasons already
detailed, was unable immediately to
achieve the settlement of disputes or
approval of claims, his members began
to drift away. The crews of such vessels
might also include forcigners, for in-
stance Balts, Germans and others, who
had never previously been familiar with
the idea of trade unions and trade union
activity. In the end, with the die cast
against him and pressure becoming un-
bearable, the representative either gave
up his office or left the ship.

The ones who never give up

However, there is always a solid core of
members who never give up the struggle,
but take on the task of organizing and
negotiating in ship after ship. They are
doing admirable work, but in spite of
this the total number of shipboard rep-
resentatives never seems to rise above
that magic figure of 350. It has, three-
fore, become clear that other methods
must be employed.

Something over a year ago, the un-
ion’s Executive Committe decided that
some kind of payment should be made
to ship’s representatives who were re-
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sponsible for enrolling new members
and despatching union dues to head
office. The percentage of organized sea-
farers was falling at the time and this
was one of the measures taken to reverse
the trend. In addition, the union’s pro-
paganda activitics were concentrated
on that very important sector of trade
union work: recruitment and dues col-
lection.

The response was not long in forth-
coming. At the present time, the ship’s
representatives are responsible for ap-
proximately twenty per cent of all new
recruitment, and despatch or check dues
cards which presumably represent a
similar percentage.

The problem of increasing the num-
ber of ship's representatives so that it is
something closer to the number of Swe-
dish merchant ships is, however, still
unsolved. In addition, opposition rom
the type of officer already mentioned
seems 1o be stiffening. Capable, quali-
fied members are there, but the problem
is how to get them into action. That
problem cannot be dealt with by pub-
licity alone — a new policy and new
tactics are necessary. The undersigned
has both written and spoken in support

et
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of a proposal that can be summed up
in a very short slogan: *The union must
be on board every ship’. It is no longer
enough to have ship’s representatives:
an organization which often has to
weather storms needs something a little
more stable in its distant outposts. In
the case of a trade union organization
there is no better method of achieving
such stability than by ensuring that it
is firmly based upon its rank-and-file
members. In the case of seamen, the
basic unit could be the equivalent of a
trade union branch ashore, a member-
ship group, or a ship’s club. However,
to play its role as an executive organ
properly, such a unit would have to
have a committee of capable and respon-
sible members who know how to deal
with essentials rather than with grouses
for their own sake.

New obligations for members

To carry the idea into practice involves
a lot of work and considerable difficul-
ties, the former particularly in the ed-
ucational field. The important thing is
to get the members themselves to accept
obligations and responsibilities which
they formerly did not need to accept.



“Fortunately, there is already a fairly
large group of members who are defi-
nitely organizationally-minded. There
are, for instance, the present ship’s rep-
resentatives, who have long had to put
up with snubs and unpleasantness be-
cause of their trade union activities;
there are former representatives who
have resigned their posts at one time or
another; and those who have previously
had experience of trade union work
ashore. There are certainly enough
capable people among them to fill 2-3,000
committee seats, at least as a start.

At the union’s last Congress there
were a number of resolutions calling for
a constitutional amendment which
would provide for the creation of mem-
bership groups or ship’s clubs on board.
In one of these it was even proposed
that the amendment should be made
compulsory and that the ship’s group
should become the basic unit of the
union. However, the Congress decided

on the advice of the Executive Com-
mittee - to adopt a wait-and-see attitude
on this point. There is nevertheless no
veto on the creation of such clubs in
order to stabilize and increase union
activity on board ship. Developments
in this field during the five-year period
preceding the next Congress will pre-
sumably have a decisive effect on the
treatment of this question in the future.

Close to a solution

In respect of educational work too,
the Congress took a decision which will
certainly bring us closer to a solution of
the organizational problem. Five Gre
ol weekly dues will be set aside for an
cducational fund, which will mainly be
used for the training of those members
interested in taking up trade union and
industrial safety work. In addition, a
special official is to be appointed to act
as Educational Secretary and to assist
crew members in their leisure-time
pursuits.

The main tasks — at least during the
lirst few years — will, however, probably
be to push forward with the work of
organizing, to produce chairmen (ship's
representatives) who are capable of
negotiating, and to train corresponding
wecretaries. The important thing now
v to secure widespread interest in an
activity which has, up to now, only con-
cerned a minority of our members. On
land, the member who is interested
learns the ABC of trade unionism in
the local branch; at sea there have never

been branches where he could do so.
This is an obvious handicap which must
now be made good by the membership
of the Swedish Seamen's Union with
as little delay as possible.

The task is a difficult but completely
practicable one. Crews in distant trades
and on board vessels operating under
longterm foreign charters must them-
selves create the anchorage and shelter
which are essential if their working con-
ditions are to be protected and improved.
The important thing is to strengthen
the union’s financial position and enlar-
ge its fighting fund by means of active
organizational effort. The union, for
its part, must back up the ship’s clubs
and give them all the support that is
both reasonable and possible. Suitable
members must be trained for work on
the executives and first-class study ma-
terial must be made available for edu-
cational work on board. The union must
also see that there are no delays in the
supply of information to those working
on board. In addition, ways and means
will be have to be found of giving the
ship’s representatives compensation for
their extra work and expense.

All this costs money, but the outlay
involved is absolutely essential if the
seafarers’ trade union organization is
to maintain and increase its strength.
A large number of seamen, mainly
foreign but also some Swedish, are at
present unorganized on board ships

based on distant foreign ports. This
means that there is a considerable loss
of income for the union. The problem
of securing 100 per cent effective orga-
nization must be solved, however much

work and expense it may involve.
(with acknowledgments to Fackfireningsrirelsen)y

On the whole, the Swedish maritime
labour force is a youthful one. One result
of this iy that annual membership turn-
over is as much as one-third of the rotal

Israel to extend
her fishing industry

THE ISRAELI GOVERNMENT is

actively engaged on plans which
will ultimately result in the realization
ol a national fishing programme inte-
grated with the country’s food and agri-
culture policy.

Work is now in hand on a fishing port
which, when complete. will be one of
the most up-to-date of its kind in the
world. The site chosen is empty land
due for industrial development, border-
ing the Kishon River, which flows into
the Bay of Haifa, a short distance from
the entrance to the port.

Few fishing harbours of any impor-
tance have been planned as complete
new entities within at least the last fifty
years. The opportunities to combine all
the latest techniques and rapid fish-
handling ex-trawler to cold storage and
subsequent marketing for distribution
throughout the countries are enormous

and a new fleet ol specially-designed
trawlers is being constructed in Ger-
many under a reparation agreement to
operate from the base.

AsatApril 1955 Israel possessed thirty
trawlers of varying sizes, the largest
being about seventy feet in length. A
preliminary new building programme
of five trawlers is in hand in the ship-
yard near Haifa, whilst a further three
are under construction in Germany, in
addition to which a special ship for
training fishermen is at present on the
drawing board.

The technique of fishing is a young
oneas far as Israel is concerned and the
people in that country are anxious to
obtain all technical assistance possible.
With this in mind, the Government
of Israel has recently approached the
International Cargo Handling Coor-
dination Association with the request
that it should appeint an expert who
is capable of planning the port and lay-
ing it out for most fishing operations.
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Post Office Savings Bank for Swedish seafarers

AN INTERESTING SIDELIGHT on the special facilities which are available
to seafarers in Sweden is provided by the news that this year marks the
twenty-fifth anniversary of the establishment by the Swedish Post Office
Savings Bank of a special department for the exclusive use of seamen.

The seamen's Post Office Savings
Bank, which is situated in Stock-
holm, has its own account code refe-
rence sJix and is used by some 5,500
seafarers. The total amount of sa-
vings at present stands at 4,500,000
kr. (about £300,000). The fact of
its existence has encouraged many
seafarers who would not otherwise
have done so to bank at least part
of their earnings against a rainy day.

It would, however, be a mistake
to think of the bank as a mere col-
lector of money. It also provides a
number of valuable services to its
customers scattered all over the
world. Seafarers, like their fellow
workers on land, have many respon-
sibilities which make necessary the
payment of money both in their home
country and abroad and it is here
that the Seamen’s Savings Bank can
be of particular assistance. Some
seafarers, for instance, request the
bank to make arrangements for
their rent to be paid regularly; others
ask that periodical payments should
be made to their dependents or to
cover hire purchase obligations: still
others write in to the bank to ask
that fees in respect of correspondence
courses, etc. should be met by it.

OEEC studies automation

in Europe

THE USE OF AUTOMATIC PRO-
@ DUCTION CONTROL PROCESSES
and the progress made in the manufac-
ture of electronic computers have been
investigated under the auspices of the
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Some of the services provided by
the bank are of a more personal
nature. Many sealarers like to send
flowers to their wives and sweet-
hearts and, here again, the bank will
make the necessary arrangements.
Recently, one seaman wrote in and
asked that a money order - a birth-
day gift - should be sent to his aged
mother. At the same time he said
that he would like a few lines of
verse in honour ol the occasion to
accompany the order. Although it
does not employ any poets the bank
not only sent the money but saw Lo
it that a suitable message was writ-
ten and enclosed.

The young ladies who are respon-
sible for most of the work at the Sea-
men’s Savings Bank say that their
job is a pleasant one. They report
that seamen make good customers,
that they are friendly and under-
standing, and that the feeling of
personal contact makes the work
extremely satisfying. That the sea-
farers for their part appreciate the
services provided is testified to by
the many letters of thanks which
are received and by the flowers and
other similar presents which are
from time to time sent to the staff.

okkc European Productivity Agency by
a group of European technicians, sociol-
ogists, and trade unionists. The group
decided to undertake an enquiry on
these problems among member-coun-
tries of the Organization,

During the next few months, these
countries will report on conditions with

regard to automatic techniques in their
industries and on the prospects which
these techniques secem to open up. On
the basis of this information, the group
will fix the date of an international sym-
posium, to be attended by experts from
member-countries engaged upon the
technical, economic, and social prob-
lems resulting from automation.

The results of the survey to be made
in member-countries will enable the
European Productivity Agency to gauge
the scope of the problems raised by the
introduction of automatic processes and
discuss them at international level. It
will then be able to provide those in
responsible positions with full informa-
tion on the subject.

European transport body
proposed by

Council of Europe

: THe CONSULTATIVE ASSEMBLY
@ OF THE CouNciL oF EurROPE
has put forward proposals for the crea-
tion of a European Transport Union,
which are to be laid before the seven
governments which took part in the Mes-
sina Conference earlier this vear,

A permanent European Transport
Committee is envisaged under the plan.
Members of the committee are to be few
in number and limited to experts who
may be expected to work on a European
basis rather than represent national
views. The organization would be com-
parable with the High Authority of the
European Steel and Coal Community
but for the present lacking its supra-
national powers. The recommendations
of the permanent European Transport
Committee would be subject to approval
by a permanent conference of European
transport ministers before having the
force of law,

The Netherlands delegate emphasized
that the permanent Conference of Euro-
pean Transport Ministers had failed to
achieve real progress in the matter of
integration of European transport inas-
much as the Ministers represented the
views of their various national govern-
ments. An independent transport com-
mittee, it was urged, might well prove a
way out of the impasse. Such a commit-
tee would reach its decisions on a purely
factual basis and pass on its proposals
to the Ministers forapproval. In this way,
competing rail networks, many of them
operating at a loss, as well as road and
air transport, could be rationalized,




'International

Transport Workers’ Federation

Acting President: H. JAHN
General Secretary : 0. BECU

Asst. General Secretary : P. TOFAHRN

7 industrial sections catering for

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 I1TF are

1o support national and international action in the struggle against economic
exploitation and political oppression and to make international working class
solidarity effective;

to cooperitte in the establishment of a world order based on the association of
all peoples in freedom and equality for the promotion of their welfare by the
common use of the world's resources;

to seek universal recognition and enforcement of the right of trade union organi-
zation;

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

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

1o furnish its affiliated organizations with information about the wages and
working conditions of transport workers in different parts of the world, legisla-
tion affecting them, the development and activities of their trade unions, and
other kindred matters.

RAILWAYMEN

ROAD TRANSPORT WORKERS
INLAND WATERWAY WORKERS
DOCKERS

SEAFARERS

FISHERMEN

CIVIL AVIATION STAFF

Headquarters in London since the outbreak of the Second World War

Affiliared unions in

Argentina (Illegal) ¢ Australia ¢ Austria
Belgium ¢ British Guiana ¢ Canada

Chile ¢ Colombia ¢ Cuba ¢ Denmark

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

Greece ¢ Grenada ¢ Hong Kong o Iceland
India e Israel o Italy o Jamaica

Japan ¢ Kenya ¢ Lebanon ¢ Luxembourg
Mexico ¢ The Netherlands

New Zealand ¢ Nigeria ¢ Norway

Nyasaland ¢ Pakistan ¢ Poland (Exile)
Republic of Ireland o« Rhodesia

Saar e St. Lucia ¢ South Africa

Spain (Illegal Underground Movement)
Surinam ¢ Sweden ¢ Switzerland

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









