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Union members on the Flying Tiger Line
dramatized their dispute with manage-
ment by recruiting a live tiger for picket
duty at one of the company’s hangars.
The incident received wide publicity in
newspapers, newsreels and on television
programmes in North America, and help-
ed to bring the strike to the public notice
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Iinternational solidarity effective...

hy OMer Becu, General Secretary of the ITF

THE ITF CONSTITUTION LISTS THE FOLLOWING AMONGST THE OBJECTS OF OUR

FEDERATION:

a) to support national and international action in the struggle against exploita-
tion, and to make working-class solidarity effective;

b) to defend and promote, in the international plane, the economic, social, and
occupational interests of all transport workers.

These are no empty phrases amongst the
affiliated organizations of the 1TF and
their importance has again been shown
in recent months in the civil aviation in-
dustry where calls for international col-
laboration have been nobly answered,
and where action taken has secured ben-
eficial results for hard-pressed afTiliates
— in Germany for flight personnel of the
revived Lufthansa, and in America for
maintenance members of the Interna-
tional Association of Machinists (1AM).
It is particularly true in civil aviation, as
in other sectors of transport possessing
so deep-rooted an international charac-
ter, that international action only can
bring the desired results; the outcome
of both campaigns has conclusively

proved that organized labour is pre-
pared to cooperate in order to establish
satisfactory and, as far as possible, uni-
form working conditions.

The German problem

In the closing months of 1954, our Ger-
man affiliate, the Union of Public Serv-
ice and Transport Employees (6Tv)
commenced negotiations with Deutsche
Lufthansa AG on behalf of flight per-
sonnel; details of current salaries and
service conditions operative in other
European airlines were furnished to our
affiliate in order that adequate standards
could be obtained for its members. By
March of this year an impasse had been
reached, the company refusing to grant

salary scales commensurate with those
prevailing in Europe — indeed the ‘final
offer’ was in the order of only seventy
per cent of the average figure. Here was
a challenge that could not pass unheed-
ed; whilst no one would wish to prevent
Germany from resuming her place in
world aviation, it was unthinkable that
she should renew activities at the ex-
pense of those operating her company’s
aircraft. Expressing our shock at the
extremely low offer, we recommended
that our German organization should
continue to oppose the rates, and from
ITE headquarters we embarked on a
Press campaign which was accorded
widespread publicity throughout West-
ern Europe and North America. Our
immediate objective was to focus world
public and aviation opinion on the low
wage policy of Deutsche Lufthansa, and
to compel the company to have second
thoughts; this wasaccomplished through
the medium of our press release, which
we quote hereunder:
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“The pre-war German civil airline,
Deutsche Lulthansa A, after protracted
negotiations, is to recommence sched-
uled services within Europe on 15 May
1955, and on trans-Atlantic routes as
from | June 1955.

Airline personnel the world over, and
especially in Europe, have looked for-
ward to this event, and have awaited
with much interest the announcement
of salary scales and working conditions
of German flying stafl. The Internation-
al Transport Workers® Federation (Civil
Aviation Section) now learns on unim-
peachable authority that the company
seeks to introduce salary scales far be-
low those of other European air trans-
port undertakings: rates offered are only
seventy per cent of the average salary
paid.

This is undoubtedly unfair competi-
tion to which the flying staff of all other
airlines will take grave objection; such a
low wage policy will endanger the eco-
nomy of other air operators and the
livelihood of flight personnel. [t will be
understandable if European airline com-
panies register strong protest against
the German airline resuming activities
on such a basss.

The International Transport Workers'
Federation expects that the appropriate
German trade union will adopt a firm
attitude agamnst such an intolerable pot-
icy, 1t has informed its civil aviation or-

ganizations throughout the world of
these conditions, and has pointed out,
particularly to its European affiliates,
whose personnel will fly in direct com-
petition with the new airline, that they
should be prepared to assist by all pos-
sible means in the event of action having
to be taken to secure social justice for
Lufthansa personnel.

The International Transport Work-
ers’ Federation has no desire to prevent
German civil aviation from regaining its
rightful place in the world provided that
established social standards are being
respected inan industry with such a deep-
rooted international character and pro-
vided that it does not indulge in a cut-
throat competition on the back of its
personnel, Civil aviation personnel can-
not tolerate that an economically-devel-
oped Germany will play such a scandal-
ous role in civil aviation as is the case
with Panama in the shipping industry.’

The response from affiliated organi-
zations was immediate: not only did
they ensure adequate publicity in their
national press, but assurances of soli-
darity were received by the 11 Secre-
tariat to the effect that, should our Ger-
man friends decide to strike, no flying
stalT of other countries would operate in
their stead, Ground stafl organizations
were equally adamant that no servicing
or refueling facihities would be granted.
Hence all loopholes had been sealed;

German flight personnel were one hun-
dred per cent behind their organization,
and the reactions of the company were
awaited.

Outcome of struggle

That our publicity campaign had the
desired result, namely, to cause Luft-
hansa management to think again, was
fully demonstrated by subsequentevents.
Our afliliate ~ which had earlier broken
oll negotiations on the salary issue - was
approached by the company to recon-
sider its attitude ; negotiations were later
resumed, resulting in salary scales being
awarded on a par with those obtaining
in other European air transport lines.
The Union of Public Service and Trans-
port Employees has affirmed that such
an outcome would have been impos-
sible but for the 1r¥ campaign, and the
determination  and the sympathetic
cooperation ol civil aviation organiza-
tions. Social justice had resulted from
prompt, vigorous, and united action at
internationul level.

The American scene

I'he American air transport scene has
recently been clouded by one of the
longest and bitterest struggles in avia-
tion memory, our ground stafl afliliate,
the International Association of Machi-
nists, one ol the largest trade union or-
ganizations in the vus, having been en-
gaged — though happily, not single-han-
ded — in conflict with Flying Tiger Air-
lines, Incorporated, an international,
non-scheduled carrier. Payment of sub-
standard wages, refusal of management
to negotiate on increases, and unwilling-
ness of officials to arbitrate except on
their own terms provoked a strike of
ground maintenance personnel, which
lasted from June to October 1955, The
airline’s failure to agree to any wage
improvements in spite of general indus-
try-wide increases forced 1AM mainte-
nance men to lay down their tools after
our affiliate had spent six months in
fruitless negotiations which culminated
in a company attempt to force a five-
per-cent wage reduction — withdrawn
only when it was made clear that the
Association would tolerate no such

At London Airport, the sixteen unions
constituting the Trade Union Side of the
British National Joint Council for Civil
Air Transport unanimously decided that
no ground facilities of any kind should be
granted to Flying Tiger aircraft landing




Scenes hl.v this were common during the str rA eat F h ing Tlge-r maintenance centres in the United States. Members of the IAM s
sister unions refused to cross the US picket lines which had been established, while ITF international boyeortt action saw fo the rest

treatment. The strike eventually came
when the 1aM did not feel that the com-
pany’s action in presenting withdrawal
of the cut as its final offer represented
bargaining in good faith.

Our American friends had, in the
spring of 1955, negotiated increases for
maintenance members employed by
Eastern, Capital, Northwestern, Nation-
al, Trans World, and United Air Lines:
these ‘Big Six’ rates, the pancrn for the
industry, now range from $ 2.01 to $2.33
hourly plus longevity pay after two
years, whereas Flying Tiger rates ran
from $ .91 to $ 2.27 with three years
required to reach the top rate before
longevity pay started. Principal demands
by the 1AM were:

a) a threc per cent wage increase;
b) the union shop:

¢) improved vacation, holiday, and
sick-leave provisions.

In addition to the proposed five per
cent wage cut, the company countered
with a downward revision of benefits.
The union called for arbitration as pro-
vided for by the Railway Labor Act:
the company refused to arbitrate any-
thing but seniority questions. Having
thus exhausted all strike-prevention ma-
chinery, Flying Tiger mechanics over-
whelmingly voted in favour of with-
drawing their labour.

International repercussions

The dispute had worldwide repercus-
sions far surpassing the immediate eco-
nomic issues involved, since it precipi-

tated the first aviation global boycott.
The 1am found itself faced with a num-
ber of difficulties not normally encoun-
tered by striking unions. At American
airports it was, of course, able to main-
tain its picket lines, but the company
also plied between points outside the
continental limits of the United States
as, for example, between the West In-
dies and London on passenger immi-
grant operations, and aircraft did not
return to America for a considerable
period. Additionally, Flying Tigers at-
tempted 1o continue overseas operations
by flying out strike-breakers from Ame-
rica to a number of major international
airports, and had no resistance been put
up against the company outside Ameri-
ca, no satisfactory settlement might yet
have been reached with our affiliate.
Within the United States, the provisions
of the Taft-Hartley Act meant that as-
sistance from any other American civil
aviation organization would have been
illegal. Alone, the 1AM states, they would
not have had a chance to win the fight
for wage equality with other us airline
employees. ‘Fortunately, we were not
alone. Qur cause was supported not
only by our own union of nearly 900,000
members and by sister unions in the
United States and Canada, but also by
the first international aviation boycott
ever organized through the 1Tr.’
Within a very short time we had se-
cured assurances from civil aviation or-
ganizations throughout the world that
ground staff were refusing to handle the

aircraft, equipment, and cargoes of Fly-
ing Tiger Airlines. Whilst it was not
possible for a number of reasons to
close every gap, and whilst Flying Tigers
were able to continue certain operations,
they were particularly hard hit at other
airports where a total ban was imposed.

Action taken at London Airport is
particularly worthy ol mention. On re-
ceipt of a call for assistance, the Scere-
tary of the Trade Union Side of the
National Joint Council for Civil Air
Transport called together the constituent
civil aviation organizations, which un-
animously decided that no ground facil-
ities of any type would be granted Flying
Tiger aircraft landing in London. Bri-
tish Overseas Airways Corporation,
who were under contract with Flying
Tigers to afford maintenance, loading,
and cleaning services, and who for the
past eighteen months had chartered
Flying Tiger aircraft for passenger immi-
arant flights, also agreed that no work
should be undertaken on aircraft not
carrying noac-booked passengers. We
are confident that the heavy blow dealt
at London Airport was largely instru-
mental in bringing about an acceptable
agreement, and we are most grateful for
the spirit of solidarity shown both at
London and elsewhere.

Sympathetic support within America
also played its part in the successful re-
sults obtained. The American Federa-
tion of Teachers was one of the first to
respond. It announced that it had can-
celled a transatlantic charter trip of its
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Lufthansa pilots undergoing training.
Earlier this year, international solidarity
was instrumental in defeating an attempt

to employ them at substandard rates

members for which Flying Tiger Air-
lines was to have supplied transporta-
tion. Other groups acted similarly. At
New York City, for example, Jacob S.
Potofsky, Prestdent of the Amalgamated
Clothing Workers ol America, took
quick action when he learned that a
group of Furopean refugees, sponsored
by his union and other organizations,
was being brought to the United States
in a chartered Flying Tiger plane. He
called on the Intergovernmental Com-
mittee for European Migration, the
agency responsible for the charter, to
make other arrangements for the trip.

The incident aroused considerable in-
terest and comment in industrial and
aviation circles in a number of coun-
tries. In the United States, a columnist,
whose articles appear in over two hun-
dred daily newspapers, wrote thus: *The
precedent has been set for world action,
This technique of working unity on a
world front is a significant sign of things
to come. This time it is an airline, but
this solidarity of world labour could
take on many another corporation in
international trade.” Certainly this first
aviation boycott on a world basis has
been a remarkable demonstration of
solidarity, and there should now exist
no uncertainty that whenever and wher-
ever necessary, labour, which rightly
claims equal partnership within the civil
aviation industry, will make its voice
effectively heard. Not only has this dis-
pute linked American and European la-
bour more closely than ever before, but
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the action taken has proclaimed the fact
that bad customs and injustice will not
be allowed to flourish.

Results within America

Meanwhile, the mounting pressure being
applied began to make itself felt within
America, and on 6 October 1955 the
1AM was able to announce the successful
conclusion of an agreement, and the
termination of the strike on the previous
day ‘thanks to the solidarity of the free
labour world and particularly the 17TF.
Flying Tiger mechanics will be lorever
grateful to the v and its affiliates
throughout the free world whose dra-
matic demonstration of international
union solidarity played such an impor-
tant part in helping them win their fight
for justice.” As a result of the agreement
reached, the company would:

a) raise wage rates to the level of

those paid by other airlines under con-
tract with the 1am;

b) restore all striking employees to
the same seniority position, classifica-
tion, shilt, and location they occupied
when the strike began;

¢) withdraw all court suits and unfair
practice charges.

The contract runs to 15 January 1957.

Looking ahead

The tre is proud to have played its part

in keeping with its Constitution — in
bringing about a just settlement in both
the German and American disputes.
Within the past decade aviation has vir-
tually annihilated distances and has ren-
dered geographical frontiers almost

meaningless; no longer can man live
apart in splendid isolation, and whilst
customs in one State or region may still
well differ from those in another, man’s
dependence on his neighbour daily be-
comes more obvious, Particularly is this
true in the realm of labour where the
concern of one must become the con-
cern of all. Allow poor standards to
develop on one continent, and their evil
impact will soon be felt upon another.
The 17F is thus determined that, in so far
as lies within its power, international
labour conventions shall govern the
standards within the civil aviation in-
dustry at the earliest possible moment.
In this connection, a start is being made
at the 1Lo 1956 Bipartite Civil Aviation
Conference where representatives of em-
ployers and employees will meet inter-
nationally for the first time in an at-
tempt to resolve a number of important
flying staff problems. We hope that this
Conference will provide a stepping-stone
towards the establishment of regular
machinery under the auspices of the Lo
for dealing with civil aviation problems.
Our ultimate goal is the conclusion of
those very necessary international con-

(continued on the next page)

The end of the Flying Tiger story came
after fifteen weeks of unremitting struggle.
A satisfactory strike settlement was ne-
gotiated in October by 1AM Viee Presi-
denr Elmer E. Walker (seated) and (left
to right) Jack Carter, President of IAM
Lodge 1903, and Grand Lodge Repres-
entatives C, Z. Lindsey and John Sweeney




Seamen and fishermen in Iceland

by JON S1GURDSSON, Secretary of the Reykjavik Seamen’s Union

ICELAND WAS SETTLED BY STURDY
NORWEGIAN VIKINGS AND SEAFARERS
over a thousand years ago, and ever
since the Icelanders have been a nation
of seamen and fishermen. For centuries
the country was isolated, far away from
the beaten track, and used to be referred
to as the Hermit of the Atlantic. Now-
adays, due to rapidly improved air ser-
vice, the country is right on the northern
air lanes. Until the turn of the last cent-
ury the nation lived under primitive con-
ditions. To-day we have adopted new
techniques and up-to-date methods and
can with pride call ourselves a modern
society.

The first two trade unions in Iceland
were established in 1897, but, here as
elsewhere, the trade union movement
encountered great difficulties in its in-
fancy and one might say that it did not
come into its own until 1916 when a na-
tional federation was founded.

When constituted, the National Trade

(continued from page 224)

ventions governing social conditions in
the industry — similar to what has al-
ready been achieved for the maritime
field. The road ahead may be long and
difficult, but we shall continue consist-
ently with our objective — the establish-
ment of sound and just practices on a
global scale.

Union Federation of Iceland consisted
of five trade unions with a membership
of some 600 workers. Now there are 162
trade unions affiliated with the Federa-
tion with a total membership of 27,500 —
about eighteen per cent of the country’s
total population.

The organization of the trade union
movement in Iceland is in many respects
different from that in other countries.
There are very few national unions cov-
ering individual trades throughout the
country. Instead, individual unions in
each locality are directly affiliated with
the national organization, and each of
these unions negotiates its own agree-
ment on wages and conditions with the
employers or the employers association
in its area or community. However, of

late, we have seen a number of unions
comprised of members who work in the
same or similar fields of employment
forming a national union, which in turn
operates within the framework of the
National Federation.

Wages are relatively high in Iceland,
while at the same time the cost of living
is very high. The purchasing power of a
worker’s wages in Iceland, however,
compares very favourably with most
European countries, due to the strength
and solidarity of the trade union move-
ment of today.

Communist threat

Simultaneously with the introduction
and adoption of new and modern tech-
niques, which have greatly increased

225



our productivity, many beneficial move-
ments and ideas have come to Iceland
from other countries. At the same time,
however, some undesirable and highly
dangerous movements have been intro-
duced here and been able 10 take firm
root, One of these is Communism, which
now has considerable strength in this
country, especially within the trade un-
ion movement.

In 1944 the Communists succeeded in
gaining majority control of the Trade
Union Federation and holding it for the
next four years. In the Autumn of 1948
the workers of the three democratic par-
ties united in a successful effort to free
the Federation of Communist control.
During their term of office the Commu-
nists had flagrantly abused their posi-
tion while in control of the Trade Union
Federation to further their own political
aims.

The new democratic Executive Board
was composed of six Social-Democrats,
two representatives from the Independ-
ence Party (Conservatives) and one from
the Progressive (Agrarians). This form
of Executive Board continued for three
terms, until the Autumn of 1954, (The
Trade Union Federation holds a Na-
tional Convention every other year). The
Communists then launched a major
propaganda campaign, the main theme
of which was a ‘united workers’ front’,
and they made many enticing offers of
‘unity and co-operation’ to us Social-
Democrats, and finally succeeded in

gaining the support of the then Chair-
man of the Social-Democratic Party,
followed by twenty-five other prominent
Social-Democrats, in the election of rep-
resentatives to the Federation Conven-
tion, The result was that Communists
and some of their allies were elected as
officers of the new Executive Board by a
very slight majority, sometimes by a
narrow margin of only one or two votes.

When the Communists had thus once
more gained virtual control of the na-
tional trade union organization they im-
mediately planned a programme of ac-
tion, and gained the consent of most of
the unions controlled by them to de-
nounce all existing wage agreements,
which then terminated on | March this
year. Generally speaking they demanded
a sixty to seventy per cent direct wage
increase plus various fringe benefits, A
few unions, controlled by Social-Demo-
crats, also denounced existing agree-
ments and decided to enter the dispute
from the beginning, but bitter contro-
versies immediately rose between them
and the Communists over which course
of action to take in order to gain im-
proved terms and conditions. The So-
cial-Democrats wanted to force a reduc-
tion in the price of essential commodi-
ties, without a reduction in wages, and
thus increase the purchasing power of
the workers” wages and at the same
time prevent further inflation, while the
Communists demanded a direct wage
increase, and this policy prevailed

How's this for size? An lr('imrdic"; Jisherman proudly holds one of the day's catch.
He is well dressed to meet the rigours of his calling - one of the world's hardest

throughout this very long dispute.

General strike

On I8 March a strike broke out, involy-
ing twenty unions ol some 7,000 skilled
and unskilled workers. This strike lasted
[or six weeks, until 28 April, when new
agreements were finally reached.

The outcome of the dispute was an
increase of ten per cent in basic wages,
paid holidays increased [rom fifteen to
eighteen working days, or from five per
cent to six per cent of paid wages, a full
cost of living bonus on basic wages,
computed every three months. 1t was
also agreed that a general unemploy-
ment insurance fund be established into
which employers would pay a premium
of one per cent of all general workers’
wages, each municipality one per cent,
and the State a premium of two per
cent. Workers do not have to contribute
to the fund.

When the agreements had been con-
cluded there was considerable dissatis-
faction over the results, and particularly
over the fact that the course of demand-
ing a direct increase in wages had been
chosen, for many realized the danger of
a continued race between wages and
commodity prices, and it has already
appeared that this fear was not unfound-
ed, since the price ol all essential con-
sumer goods has risen considerably, ex-
pecially home produced consumer goods,
such as agricultural produce, cte. 1t has
not been accurately computed what the
purchasing power of a worker's wages
1s right now, but it is maintained by ma-
ny that it is no greater than before the
long and costly dispute. The new con-
tracts for workers other than seamen are
for the most part valid until 1 June 1956.

The average basic wage ol an unskil-
led male worker doing general daytime
work is now Kronur 10.17*) per hour,
plus a cost of living bonus of Kronur
6.51, making a total of Kronur 16.88.
Wages for women workers average Kro-
nur 7.70 base, making a total of Kronur
12.63 including the cost of living bonus.
The cost of living index on which the
total wages are based was 161 points at
the time of the new agreements. At the
present time, five months later, it is 164
points, and it is expected to rise to 172
or more by 1 December. Many look
upon this unfortunate development with
fear and anxiety, and not without rea-
son, for inflation is a wicked and insi-

*) £1 equals 45.70 Kronur.



Revkjavik, capital of leeland and site of the headguariers of the Revkjavik Seamen’s Union, has a population of just over 60,000

dious economic disease which hits hard-
est the poorest amongst us.

Seamen’s Union of Reykjavik

Although the Icelanders were first of all.
and still are, a nation of fishermen, our
seamen were not the first to organize a
trade union. A few seamen’s unions were
established soon after 1900, but they
were shortlived, and our secamen were
virtually unorganized until the Reyk-
javik Seamen’s Union was established
in the Autumn of 1915. The union was
soon engaged in a hard struggle with
shipowners and it was not long before
it applied for affiliation with the Inter-
national Transport Workers' Federa-
tion of which it has been a member ever
since.

The decision to seek affiliation with
the 17¥ has proved 1o be one of the most
fortunate steps taken by our union, for
it has frequently sought support from
the Federation at times when much has
been at stake, and this has invariably
resulted in a succesful conclusion of the
union’s disputes with shipowners. It is
worthy of special mention how quickly
and whole-heartedly the 1Tr has res-

ponded when we have sought its assist-
ance, and the writer, as the secretary ol
the Reykjavik Seamen’s Union, hereby
expresses special gratitude and apprecia-
tion for the invaluable help and support
which the 1TF has extended to our union
in years gone by.

The Seamen’s Union of Reykjavik is
composed of seamen on both fishing
ships and cargo and passenger vessels,
and it is sale to say that due to the ener-
getic leadership of their union they now
enjoy wages and working conditions
that are fully comparable with the best
anywhere in the world, and 1 should like
to describe these somewhat further.

Wages and conditions
on board trawlers

Icelanders now own more than forty
trawlers, all of which are large and new
and good diesel ships, fitted with the
most up-to-date equipment. Last Au-
tumn the Seamen's Union terminated
existing contracts with shipowners and
announced a strike and a stand-still of
the fishing fleet if new agreements had
not been reached before a specified date.
The evening before the strike was to

start, negotiations resulted in a new
agreement, which brought every deck
hand, cook and stoker on a trawler with
an average catch of fish an average wage
increase of thirty-one per cent or Kr.
1,400 (£ 31-0-0) per month. Wages and
conditions are now as follows:

1) Permanent monthly wages (incl.
cost of living bonus, 164 poinis)
Deck hands, stokers
and 2nd cooks . leel.  kr. 2,132.00

Net repairers . . ., . 2,427.20
Boatswains and Ist
cooks . . . . % » 2,960.20

2) All hands have free victualling

3) Share of carch when fishing in ice:
When fishing in ice for sale on a foreign
market the crew receives seventeen per
cent of the total sales value of the catch
minus eighteen per cent. The bonus thus
received is divided evenly among all
hands, but never by more than thirty-
three. If a fishing vessel sells its catch for
an amount exceeding £ 9,000 each crew
member receives an additional bonus of
0.3 per cent of the amount in excess of
£9,000.

4) Share of catch when fishing in ice
for the domestic market:
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Seventeen per cent of the total value of
the catch is equally divided between all
crew members, but never by more than
thirty-one.

The price of cod, cleaned with the head
on, is fixed by contract at Icel. Kr. 1.00
(5d.) per kilo (2.2 Ib), and proportiona-
tely the same for other fish.

5) Share of catch when fishing in salt:
When fishing in salt every crew member
receives Icel. Kr. 10 (4s. 5d.) for each
ton of salted fish landed at an Icelandic
port. If the catch is sold in a foreign
port the crew receives nineteen per cent
of the total sales value of the catch, mi-
nus eighteen per cent for costs. This
nineteen per cent of eighty-two per cent
of total sales value is divided equally
among all crew members, but never by
more than thirty-eight.

6) The bonus from fish liver-oil is
Icel. Kr. 40.00 (17s. 6d.) per ton for each
crew member.

7) At the completion of each fishing
trip vessels stop in the home port for at
least twenty-four hours during which
time all crew members have shore leave.
This leave may not exceed forty-eight
hours even if the vessel stops in port for
a longer period.

8) On all fishing trips each deck hand

is guaranteed a twelve-hour rest during
a twenty-four-hour period, while stokers
work eight hours in every twenty four.

9) When a vessel sails overseas with
its catch two-thirds of the deck hands
have the right to remain at home with
full pay plus a payment of Icel. Kr. 29,52
per day for board. They also receive a
share of the sales price of the catch, as
mentioned above.

10) Each seaman receives an annual
holiday of eighteen working days at full
pay or six per cent ol his wages, plus all
bonus from the catch.

In addition the new agreement con-
tains various other provisions relating
to bonuses from fish meal, fish quick-
frozen on board ship, further shore-
leave rights, etc. With the above listed
wages and conditions, a deck hand on a
ship with an average sized catch should
have an annual wage of Icel. Kronur
60,000 (£ 1,310) based on a fishing sea-
son of ten months.

New demands

The secamen have now asked for certain
adjustments of these terms, without de-
nouncing the agreement, in view of the
increased cost of liivng; for as the per-
manent wage is only one-third of the
total wages received by trawler seamen,
and they receive a cost of living bonus
only on this part, an increase in the cost
of living is bound to hit them rather
hard. The shipowners have replied that
they do not find it possible to make any
adjustment of these terms, except to a
very small extent, and notice of termina-
tion of the existing agreement as of 1
December this year is likely.

During the last two negotiations on
trawler wages we sought the assistance
of the 11r, which made widespread pre-
parations to help us by imposing a serv-
ice ban on lcelandic trawlers in foreign
ports. This action, beyond the slightest
doubt, was a major factor in the dis-
putes’ successful conclusion without an
actual strike having to be called.

Wages and terms
on motor vessels (drifters)

There is a great number of smaller fish-
ing boats in Iceland, from thirty to one
hundred tons in size. In Reykjavik alone

Homeward bound with a full carch on
board the trawler lurches in heavy seas.
Icelanders have been a nation of fisher-
men for over a thousand years and possess
a modern well-organized fishing industry

about forty such vessels are fitted out
regularly, and in some fishing towns
many more, such as for example in the
Westman Islands off the south coast of
Iceland. The usual terms of employment
on these boats is that the catch is shared
equally by the owners of the boats and
the crew. The crew then divides its share
equally between all members while the
owners pay an extra bonus to officers
from their share. The crew shares in the
cost of fitting and operating the boats
on a basis and in proportions negotiated
and agreed upon before the season starts.
Members of the crew provide their own
board. Asaminimum guaranteed month-
ly wage each crew member receives a
basic payment of Icel. Kr.1,941(£42-8-0),
or a total of Icel. Kr. 3,183.24 (£ 69-0-0)
at the present cost of living index. In
most cases the share of each seaman is
higher than the guaranteed monthly
wage, but this is still necessary in order
to guarantee the sailors a minimum
wage and as a safeguard against a poor
catch and other misfortunes.

It has been decided to call for a new
agreement covering the motor boats as
of 31 December this year, and to de-
mand a higher guaranteed wage and
adjustment of the wages of motor vessel
seamen corresponding with the increase
in wages of workers ashore.

Wages and terms
on merchant vessels

For a long time we Icelanders owned no
ships carrying cargo and passengers
overseas, and had to depend entirely on
others in this respect. To-day we own
thirty cargo and passenger vessels in
addition to a number of smaller trans-
port ships, and the Seamen’s Union of
Reykjavik negotiates the wages and con-
ditions of the seamen on all these ships.

On 1 June this year existing agree-
ments had run out. A strike had been
called for 8 June if new agreements had
not been concluded by that time. Work
went forward relentlessly on the nego-
tiation of new agreements. These were
finally signed on 12 June with only one
ship having been held up for one day.
A considerable increase in the guaran-
teed monthly wage for deck hands and
others was the result of this new agree-
ment which provided a guaranteed
monthly wage approximately twenty-
eight per cent higher than before, plus
various improvements in fringe benefits.

In general outline the wages and terms
on merchant ships are now as follows:




1) Permanent monthly wage (inclu-
ding cost of living bonus, 164 points)
a) Carpenter, boatswain

or leading deck hand. Kr. 3,522.72
b) Fully qualified deck

hand . o «  3.198.00
<) Apprentice . . . . . ., 222876
d) Chief stoker, engineer

assistant (greaser of

diesel engines) . . . ,, 3,0655.56
¢) Stoker and cleaner. . ,, 3,468.60

On oil tankers the monthly wage is
five per cent higher.

If there are two watches in a twenty-
four hour period, the basic monthly
wage is higher by Kr. 128.
2y Overtime:

a) When watches are kept the amount
paid for each half hour or fraction is
Kr. 8.86. Should the number of over-
time hours worked according to this
paragraph exceed twenty, the time over
and above this number of hours is paid
for in accordance with para b.

b) When watches have been completed
the amount paid for each half hour or
fraction between the hours of 5 p.m. and
7.30 a.m., and during holidays, is Kr.
13.04.

(3) Workinghoursashore, whena ves-
sel has anchored or tied up alongside
and watches have been completed is,
from 7.30 a.m. to § p.m. From this are
deducted twenty minutes for breakfast,
from 9 to 9.20 a.m., one hour for lunch,
from 12 o’clock noon to 1 p.m., and
twenty minutes for an afternoon coffec

Iceland’s latest passenger vessel, the
‘Gullfoss™ leaving Reykjavik harbour on
its bi-weekly trip to Leith and Copen-
hagen. The Seamen’s Union of Reykjavik
negotiates wages and conditions aboard
all Icelandic cargo and passenger vessels

break, from 3 to 3.20 p.m.

4) There are three watches for each
twenty-four hour period. It is permis-
sible, however, to have two watches on
board ships under 500 tons.

5) Should a deck hand. who has been
employed by the same shipowner for a
period of one year or longer, sustain in-
juries in the line of duty, or fall ill, ne-
cessitating his leaving the ship in a for-
eign port, he is paid his full wages until
he is again employed, or again reaches
his home port, which should be as soon
as his health and available transporta-
tion permit. These wages are paid for a
maximum of two weeks in the case of a
deck hand who has been in the employ-
ment of the shipowner for one vear, and
one month in the case of a deck hand
who has been employed by the same
shipowner for two years or longer. The
daily allowance paid by the State Social
Insurance Administration goes to the
shipowner. If the seamen himsell is re-
sponsible for the accident or the illness,

[ e -
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Strikebound Icelandic trawlers. The
strength and solidarity of the Icelandic
trade union movement have ensured Ice-
landic workers relatively high wage rates

the case is handled in accordance with
maritime law.

6) Deckhands have every other day
off duty while a ship is lying in the port
of Reykjavik. or any other home port,
as well as in Hafnarfjordur, if watches
have been completed. The days off
granted in this way may not, however,
exceed a total of four a month for each
deck hand (including Sundays but ex-
cluding church or contractual holidays).
If it is not possible to grant the full num-
ber of days off duty during the year or
the period of employment, the days due
are paid for, at the end of the year or on
discharge, at the rate of 1/30th of the
man’s monthly wage, in accordance with
Art. |, para 1, and Art. 3. In addition a
deck hand receives two half days or one
whole day off per month at a foreign
port of call. Should unforeseen circum-
stances make it impossible to grant these
days off duty, compensation is paid in
accordance with Art. 2, para b. On Sa-
turdays, if watches have been completed
and the ship is not leaving port, deck
hands’ shore leave is granted as follows:
if the ship is in a foreign port, at twelve
o’clock noon: if the ship is in a home-
land port during the period 1 May to
30 September, at twelve o’clock noon.

If the departure of a vessel from home
port or from a foreign port falls upon a
Saturday, deck hands are granted shore-
leave from twelve o’clock noon, unless
weather or other special circumstances
prevent this. Crew members, however,
may be recalled from shore leave to
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make ready for sea, the work thus per-
formed being paid for in accordance
with Art. 2, para b. Deck hands may
not be kept on board ship to do painting
or cleaning or other similar work, de-
priving them of their shore leave.

7) Annual vacation is ¢ighteen work-
ing days, or six per cent of total wages.

8) On board ships of 100500 tons
there must be at least two fully qualified
deck hands and two beginners:; on board
ships of 500-2000 tons, there must be
six fully qualified deck hands: and on
board passenger vessels over 3000 tons,
eight fully qualified deck hands. Boats-
wain and carpenter count as deck hands.

This covers all the principal points
concerning wages and working hours.
The new agreement ol course contains
many other provisions relating to fur-
ther leave and rights; what duties are to
be performed while on watch; what spe-
cial jobs are paid for at overtime rates;
a payment of Kr. 29.52 for board, while
on leave; etc., etc.

All living conditions on board ship,
whether on fishing vessels or merchant
ships, have greatly improved over the
last few years, especially in the com-
paratively large number ol new ships
which have been added to the Icelandic
fishing and sailing fleet. Good andrea-
sonable hours for rest and sleep have
been ensured aboard most ships, and
every endeavour has been made to im-
prove the standard of safety on board
ship and at sea.
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National economy

In the last fifteen years there has been
hardly any unemployment to speak of,
except seasonal unemployment in cer-
tain parts of the country, especially in
towns and villages on the east, north
and west coasts. In the south and south-
west part of lceland there has been such
a demand for labour, however, that
workers from those parts that suffer
from seasonal unemployment have been
able to go south for work. It has proved
increasingly difficult to get enough men
to go to sea, and it has consequently
been necessary to import seamen from
abroad. During last winter’s fishing
season for example there were 500 sea-
men from the Faroe Islands on Icelandic
fishing ships.

For centuries we lcelanders lived en-
tirely from agriculture and fisheries, but
during the last fifty years there has been

Icelandic wawler ar anchor. Iceland’s
trawler fleet consists of some forty ves-
sels of recent construction and fitted out
with the most up-to-date equipment

a rapid and most remarkable change in
the division of national occupations.
The table at the foot of this page, gives
some idea of this development of our
national economy.

This table shows the remarkable change
that has taken place over a period of
fifty years. To-day more people are listed
under ‘manufacturing and other craflts’
than under agriculture and fisheries
combined. Despite the large decrease in
the number ol people engaged in these
two basic industries, however, the over-
all yield has grown to such an extent
that it has never been larger than at the
present time. Several important factors
are responsible for this, the main ones
being the vastly increased use of good
and modern machinery and implements
in our agriculture; an extension of the
area of cultivated land; and large and
new fishing vessels equipped with the
best and most up-to-date machinery and
gear,

The total quantity of fish landed in
lceland as of | September 1955, (i.e.
during the first cight months of this
year), reached 373,54/ tons, which must
be considered a sizeable quantity con-
sidering the lact that Iceland is a nation
ol only 156,000 inhabitants.

lceland is a good country, and its
people energetic and ambitious. If it is
possible to stop the wave of extremes
which invariably follows the influence
of totalitarian and dictatorial political
doctrines, il national affairs are conduc-
ted with firmness and with a view to
serving the interest of the people as one
economic whole, the lcelanders have
every reason to look forward to a good
and reasonably prosperous future.

Percentage of population

Engaged in:

1910 1920 1930 1940 1950

Agriculturey » « e w v & wow w SLD 429 35.8 30.6 19.9
Pishetles o« « v vomow wow w5 o« w o 180 18.9 16.7 15.9 10.8
Manufacturing and other crafts . . . 8.2 11.3 18.9 21.3 32.5
Other occupations. . . . . . . . . 228 26.9 28.6 32.2 36.8

100.0  100.0  100.0 100.0  100.0



Twenty years of the

US Railroad

Retirement Act

AUGUST 29 MARKED A MOST SIGNIFICANT MILESTONE for the men and women
who work in the us railroad industry. On that date in 1935, the railroad retirement
system came into existence. In the twenty years since the Railroad Retirement Act
became law, railroad workers have broadened and improved their social insurance
plan so that they and their families can better cope with the economic problems

which arise in their daily lives.

From small beginnings, when there was
only a retirement system. the plan for
railroaders gradually blossomed forth
into a comprehensive system of social
insurance protection against all the ma-
jor economic hazards which can harass
the working man. Thus, today, rail-
roaders enjoy the protection of four in-
tegrated programmes — a retirement
system for aged and disabled employees;
a survivor benefit system for the fami-
lies of deceased employees; an unem-
ployment insurance system [or employ-
ees who become unemployed through
no fault of their own; and a sickness in-
surance system for those who are tem-
porarily unable to work because of
sickness or injury.

Figures tell story

The important role that the retirement,
survivor, unemployment, and sickness
benefit programmes have come to play
in the lives of the nation’s railroad work-
ers and their families can be illustrated
in cold figures. Since benefit operations
began in July 1936, five billion dollars*)
has been paid out under all four pro-
grammes; $ 3.7 billion in retirement,
$ 663 million in survivor, $ 634 million
in unemployment, and $ 280 million in
sickness benefits. The annual amounts
paid in retirement and survivor benefits
have increased steadily from the begin-
ning — only $ 4 million in the fiscal year
1936-7 — until they now have reached a
rate of about $ 575 million a year. More
than 1,400,000 persons have drawn ben-
efits under the Railroad Retirement Act
alone, and, at the present time, 616,000
men, women, and children are on the
Board’s monthly annuity rolls. In 1936-
7, only 7,000 persons received retirement
benefits; but in the following year, the

*) The US billion is a thousand millions,

number of beneficiaries jumped to
117,000 — including 3,000 survivors —
and benefits rose to $83 million.

Aware of need

The legislative history of the railroad
social insurance plan goes back to the
early 1930°s. Actually, however, the
movement got under way much earlier,
when the railroads, in trying to solve
the problems of caring for the older or
disabled workers, put their own pension
plans into operation.

Early in the depression days of the
1930's, us railway labour leaders took
advantage of the general awareness of
the serious need for legislation protec-
ting workers against financial depend-
ency. They began their campaign to
provide, through legislation, a social in-
surance programme on a national scale
for all railroad workers. These early
efforts culminated in the passage, on 27
June 1934, of the first Railroad Retire-
ment Act. This law, however, was never
put into operation, because it was de-
clared unconstitutional by the us Su-
preme Court in May 1935.

A second Railroad Retirement Act
was passed on 29 August 1935, but its
legality was also challenged. However,
before the issue was settled in the courts,
railroad management and labour sat
down together and agreed upon a mutu-
ally-satisfactory plan, which became the
Railroad Retirement Act of 1937,

The system of old-age and disability
retirement benefits and nominal survivor
benefits which was set up in the 1935 Act
was carried over, for the most part, in
the 1937 law. In addition, the Railroad
Retirement Board was authorized to
take over from the railroads the pay-
ment of pensions to employees whom
they had already retired under their own
private plans.

Help for unemployed

While protection for aged railroad em-
ployees was becoming a reality, a move-
ment to protect employees who become
unemployed was developing. In January
1933, the Railway Labour Executives’
Association adopted, as part of its legis-
lative programme, a proposal to enact a
federal law requiring the railroads to
create payroll reserves for the purpose
of stabilizing employment and for mak-
ing payments to unemployed workers.
The movement was given considreable
encouragement by the findings of the
Federal Coordinator of Transportation,
recommending the establishment of a
nationally-administered system of un-
employment compensation for trans-
portation workers. A bill was drafted by
the Association and was adopted by
Congress in June 1938, to become effec-
tive | July 1939.

With the passage of the Railroad Un-
employment Insurance Act, the railroad
insurance programme was well on its
way ; but there was still much to be done.
However, it was not until 1946 that any
major legislation designed to strengthen
the programme was put through. Amend-
ments to the retirement system, passed
on 31 July of that year, greatly liberal-
ized disability annuities, increased re-
tirement benefits in the lower brackets,
and established a system of monthly and
lump-sum survivor benefits.

In 1948, retirement benefits were
raised substantially, and in 1951, both
retirement and survivor payments were
increased. Also, in 1951, other impor-
tant changes were made in the retirement
act. These amendments provided for
annuities for the wives of retired em-
ployees, and allowed retirement credit
for service after age sixty-five. They also
established a ten-year service require-
ment for all benefits and provided for
transferring to the social security system
the railroad credits of employees who
retire or die with less than ten years of
service.

Equality gnaranteed

A provision was enacted which guaran-
tees that the benefits for railroad em-
ployees and their families shall be at
least as much under the Railroad Re-
tirement Act as they would be if railroad
employment were covered by the Social
Security Act. Finally, the amendments
provided for reinsuring part of the rail-
road retirement benefits with the social
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security system. This was done for the
purpose of crediting the railroad retire-
ment system with certain savings which
accrue to the social security system be-
cause of not covering railroad employ-
€es.

Further changes were made in the
Railroad Retirement Act on 31 August
1954, One of them made it possible for
widows without dependent children to
draw annuities at age sixty, instead of
age sixty-five. Another granted annui-
ties to disabled children past age eight-
een and to their widowed mothers,
Furthermore, the maximum earnings
creditable to railroad employees were
raised from § 300 to $ 350 a month. At
the same time, the Railroad Retirement
Tax Act was amended to make a similar
change in the maximum monthly earn-
ings on which employees and employers
pay taxes.

The most recent changes in the retire-
ment act came on 13 August 1955, Of
the two important changes made, one
raised the maximum annuity that can be
paid to the wife of a retired railroad em-
ployee from $40 to $ 54.30 a month.
The other revision was to permit, wid-
ows, widowers, children, and parents to
receive a railroad survivor annuity and
a social security benefit at the same time
without any reduction in the railroad
annuity. Of course, a survivor cannot
receive two benefits on the basis of the
same person’s employment.

The first major amendment in the

Railroad Unemployment Insurance Act
came in 1946. At that time unemploy-
ment benefits were increased, and the
law was extended to include payments
to employees who were unable to work
because of sickness.

Benefits increased

Amendments in 1952 and 1954 raised
both unemployment and sickness benefit
amounts very substantially. Also, the
amendment in the latter year changed
the maximum taxable and creditable
earnings from § 300 to $ 350 a month,
the same as under the railroad retire-
ment system.

Today, after twenty years of opera-
tion under the railroad social insurance
programme, it is clear that a hope of
many years standing has in large part
been fulfilled. Since employment is the
basic means of economic security for
workers and their families, the need for
protection against the hazards which
stand in the way of continuing employ-
ment is of vital importance to all work-
ers. For those in the railroad industry,
this protection has been provided by the
programmes established under the Rail-
road Retirement and Railroad Unem-
ployment Insurance Acts.

Looking ahead to the next twenty
years, us railroad workers can be cer-
tain that the plan of social insurance
which they have built up is strongenough
to meet any demands which the future
may place upon it.

World is catching
more fish

Fisu propuUCTION in most

parts of the world has increased
substantially since 1939, a fact which
is revealed in the statistical tables in the
‘Historical Section’ of the latest edition
of the ¥Fa0 Yearbook of Fishery Statis-
tics published by the United Nations
Food and Agricultural Organization in
Rome.

Some idea of the increases which
have taken place can be gained from
the following figures:

Immediately before the second world
war, yvearly fish production by African
countries is estimated to have been
about 470,000 metric tons; in 1953 it
had reached an estimated 1,540,000
tons - an increase of more than 220 per
cent,

In South America the figures show
240,000 metric tons in 1938 and 590,000
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tons in 1953 — an increase of more than
140 per cent.

In North America, fish production
was estimated to be about 3,150,000
metric tons in 1938; in 1953 it was about
3,450,000 tons — an increase of nearly
10 per cent.

In Europe the fish catch was about
5,470,000 metric tons in 1939; by 1953
the figure had grown to an estimated
7,160,000 tons — a huge increase in live
weight approaching 2,000,000 tons.

Australia and New Zealand have also
substantially increased their production.

The figures available for Asia, how-
ever, do not show such remarkable
increases, although it is significant that
Japan, one of the world’s greatest fish-
ing countries, has not only recovered
the loss in production sustained between
1944 and 1949 as a result of the war but
is now catching more fish than ever
before — 4,577,000 metric tons in 1953
compared with 3,562,000 in 1939.

A warning to taxi-users

DANGER to vehicle drivers and

the general public, resulting {from
exhaustion due to overlong hours at the
wheelis a problem throughout the world.
A disquieting example of the danger
which taxi-passengers, for example, may
unwittingly run, was instanced recently
by the Belgian Transport Workers' Un-
ion (an 17F affiliate).

A driver, newly engaged by a garage
hire-company*), one of many operating
in and around Antwerp, reported to the
Union that he had been required to
work an excessive number of hours. The
actual number of hours worked during
the first eleven days of his employment
totalled 1384 hours for a mere 1,025
francs (about £7.8s. 0d.) an average of
7.40 frs (approx. 1/-) per hour. His re-
fusal to work further under such con-
ditions was met by the garage proprietor
with a demand for a fortnight’s notice.

Details of his schedule for the period
show that for the first week (Monday to
Saturday inclusive) he worked a daily
turn of 1114 hours — from 5.30 a.m. to
5p.m.~aweekly total of sixty-nine hours
well in excess of general industrial hours
of work stipulations, but one allowing
him a rest period of 1214 hours between
turns. In the second week, however, he
worked a total of 6934 hours from Sun-
day to Thursday inclusive, this time with-
out adequate rest periods, as is shown by
the following schedule:

Sunday 5 p.m. to 4 a.m. (11 hours)
Monday 5 p.m. to 4 a.m. (11 hours)
Tuesday  8.30 a.m, to 3 p.m. and 5

p.m. to 4 a.m. (17V5 hours

with rest periods of 414 and

2 hours between turns)
Wednesday 1 p.m. to 3 a.m. - a fourteen
hour stretch, followed by a
rest period of barely 5 hours.
Two turns from 8.45 a.m. to
2p.m.and 5p.m.to4am.,
respectively.

Thursday

The Union has reported the case to
the Belgian Labour Inspectorate as an
infringement of working hours legisla-
tion, in continuance of its campaign for
the introduction of uniformity in hours
and wage rates for employees engaged
in the taxi-cab industry.

*) Two types of taxi service operate in Belgian
towns; companies operating licensed taxis with ranks
in various parts of the town, and garage hire-services
taking bookings by phone. A considerable variance
both in waces and hours of work results from the
existence of these two systems.




Working conditions
in truck transportation

in Canada

A SURVEY WAS MADE by the Ca-
@ nadian Department of Labour in
April 1954 of the conditions of work of
non-office employees of truck transpor-
tation firms in Canada.

The survey covered nearly 8,900 non-
office employees in 247 firms throughout
Canada. Of these firms, 117 with 4,286
employees were in the province of On-
tario, thirty-nine firms with 1,087 em-
ployees in British Columbia, thirty-
eight firms with 1,839 employees in
Quebec and the remainder in seven oth-
er provinces.

Normal weekly hours of work

At the date of the survey nearly eight
per cent of the employees worked for
firms reporting a standard working week
of forty hours and nearly fifty per cent
were on standard schedules of over forty
and up to forty-eight hours a week,
while for approximately forty-three per
cent of the employees the standard week
was more than forty-eight hours. The
incidence of these various work weeks
was as follows:

Normal Establish- Non-office
weekly ments employees
hours
40 19 703
4214 5 310
44 53 1,355
45 17 577
over 45 and
under 48 15 | 575
48 52 ‘ 1,532
over 48 86 3,841
Total 247 | 8893

I

Nearly 3,700 employees in 104 firms,
mostly in the province of Ontario, were
on a five-day week schedule.

Paid statutory holidays

Of the 247 firms concerned in the survey,
eleven (274 employees) gave no infor-
mation on statutory holiday provisions
and fifteen (408 employees) reported
that none were granted. In the province
of Ontario, where nearly half of all the
firms and employees were located, the
number of such holidays most common-
ly granted was seven, while in British
Columbia and Quebec (the provinces
containing the highest number of firms
and employvees) the most frequently en-

countered were seven and six respec-
tively. In Manitoba, where there were
seventeen firms with 730 employees, the
granting of nine paid holidays was the
common practice. The number of paid
statutory holidays in relation to the
number of firms and employees affected
are set out in the following table:

Number Establish- Non-office
of days ments | employees
1104 8 113
5 11 454
6 27 | 1,179
7 40 1,255
8 111 4,524
9 17 | 493
10 to 11 7 193

Total 221 | 821

Annual vacations with pay

One week of annual vacation with pay
was granted in 216 firms to 7,688 em-
ployees after one vear of service (and
sometimes a shorter period). Two weeks
with pay were granted in 212 firms with
8,077 employees — in fifty-four of them
after one or two years of service, in 102
after three years and in fifty-six after five
years or other periods. In forty firms
three weeks after twenty years or similar
long periods of service.

Daily rest periods

A common practice reported by 117 of
the firms in respect of 3,911 employees,
was to grant two daily rest periods of ten
or fifteen minutes per day.

Merchant fleets of Europe

¢ A TOTAL OF 4,196,000 TONS OF

SHIPPING, comprising 3,394,000

tons of new vessels and 802,000 tons of
second-hand tonnage acquired abroad
was added last year to the merchant
fleets of countries which are members of
the Organization for European Eco-
nomic Co-operation (0eec). These fig-
ures are shown in a study prepared by
the Maritime Transport Committee of
the organization.

During the year, the amount of mer-
chant shipping lost (108,000 gross tons),
broken up{668,000tons)and sold abroad
(1,483,000 tons) totalled 2,259,000 tons,
but the report states the net increase
was probably slightly less through in-
ternational ship sales among the OEEC
countries.

The amount of new and secondhand

tanker tonnage commissioned in the
period was 1,370,000 tons and 180,000

tons, respectively, while 77,000 tons of
tankers were broken up and 333,000
tons sold abroad by member countries
during the year.

Largest increment to national mer-
chant fleets was in the United Kingdom,
which added 1,087,000 tons of new ship-
ping, and 225,000 tons of second-hand
vessels. Disposals by uk shipping com-
panies included 403,000 tons broken up
and 513,000 tons sold abroad.

Both these figures, it is stated, were
substantially greater than in 1953, when
new and second-hand tonnage commis-
sioned in Britain amounted to less than
one mn, tons, and the losses by scrap-
ping and sales to just over 600,000 tons.

A number of the statistical tables giv-
en in the oEEC supplement to its annual
report for 1954 have been compiled
from figures already published by Lloyd’s
Register of Shipping and supplemented
by Government returns.

Rubber - road material
of the future?

A REPORT issued by the British
@ Rubber Development Board
shows that increasing use is being made,
in a number of countries, of natural rub-
ber for road construction purposes. In
1954, a total of 108 stretches of rubber-
ized road was laid in Australia, Great
Britain, Malaya, New Zealand, South
Africa, and the United States of Ameri-
ca, and the report indicates that, as a
result of the more favourable attitude
now adopted by road engineers, rubber
roads are likely to be used to an even
greater extent in the future,

The Board further reports that con-
siderable advances have been made, as a
result of laboratory tests, in solving the
technical problems of incorporating
rubber into bitumen, thus facilitating
road construction in those parts of the
world, such as the Indo-Pakistan Sub-
Continent,where considerable variations
oftemperatureoccurbetweentheseasons.

Rubber is also being used to a greater
extent in railway construction work.
Following successful trials, British Rail-
ways have introduced rubber pads for
use on the permanent way. These pads,
inserted between rail and sleeper, reduce
vibration and have consequently resul-
ted in a considerable reduction in track
maintenance costs. Experiments are al-
so being carried out in the use of rubber
in the manufacture of ferrules, clip fas-
tenings, and other devices used on the
permanent way,
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The free trade unions of Japan -

Democracy’s bulwark

by Y. HArRAGUCHT, Director, ICFTU QOffice in Japan

WHEN THE TRADE UNION MOVEMENT IN JAPAN WAS AT ITS PEAK in the postwar
years, during 1948 and 1949, its total membership amounted to 6,700,000. By mid-
June, 1954, this figure had decreased by about three-quarters of a million to 5,986,000,
according to the Japanese Ministry of Labour. This is 39.6 per cent of the total
number of employed workers. Such a percentage is not altogether unsatisfactory
for a movement which hardly existed before the war, and the figure also compares
favourably with those of more industrially advanced countries.

The movement at present suffers from several defects and weaknesses. There is a
serious lack of unity among the truly democratic forces: in some important indus-
tries the percentage of organized workers is often very low or divided between
several different unions; the internal structure of industrial unions tends to be on
a company basis.
Four national centres nese workers as organized, for in some
of the most important industries the
degree of organization is extremely low,
and also it happens that where organi-

There are at present four national cen-
tres. The largest is the General Council
of Trade Unions, Sohyo, which com-
prises thirty-seven industrial unions hav-
ing about three million members. Next
in size comes the Japanese Trade Union
Congress, Zenro, comprising four in-
dustrial unions and one national centre,
with about 800,000 members. Then
there is the Federation of Industrial Or-
ganizations, Shin Sanbetsu, with four
unions and about 40,000 members. And
last is the All-Japan Congress of Indus-
trial Unions, Sanbetsu, with two unions
and 12,000 members. Sanbetsu is Com-
munist-controlled.

There are also a little more than thirty
national unions which do not belong to
any of these national centres. Their
membership amounts to 750,000. And
local and company-based unions, like-
wise not belonging to any of these na-
tional centres, organize approximately a
further 1,400,000 workers.

The immediate task of the Japanese
trade union movement is obviously to
unite workers into national industrial
unions capable of becoming a firm foun-
dation for a strong national centre,

It is somewhat misleading, perhaps,
to have spoken of 39.6 per cent of Japa-

With the exception of a very few organ-
izations — including those catering for
railwaymen — most of the major indus-
trial unions are federations of unions
which are organized on a company basis
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zation has taken place, it has resulted in
several different unions instead of one
union.

Examples of this weakness occur in
many industries. Construction workers
number approximately 1,700.000: of
these, only 270,000 are organized and
those 270,000 are divided between four
different unions. The total number of
harbour workers is estimated o ke about
80.000: only 20,000 are organized. Very
low percentages are found also in ship-
building, the metal industry (except
steel), and white-collar workers (except
teachers and public employees). Shop,
restaurant and hotel employees are not
organized at all. In construction and




Japanese trade wunionists meet in con-
Sference. Since the war, the Japanese
movement has grown info a numerically
strong organization with a membership
15 timmes that of the highest pre-war figure

harbour work and in the metal industry
there is a considerable number of small
and medium-sized private firms. These

enterprises are financially weak; and _

since, in Japan, the main function of
trade unions is to improve wages and
working conditions, unions cannot ef-
fectively exercise that function on be-
half of workers in such firms. Their la-
bour relations are governed by very
deep-rooted feudalism and paternalism,
which also have prevented the growth
of trade unionism.

Many temporary workers

An additional obstacle to trade union-
ism is the large proportion of temporary
workers — Japanese unions, as a prin-
ciple, organize only regular employees.
Temporaries are found especially in con-
struction and harbour work.

The internal structure of the so-called
industrial unions constitutes another
weakness of the movement. With the
exception of a few, such as the National
Railway Workers™ Union and the Japa-
nese Seamen’s Union, most of the major
industrial unions are federations of un-
ions organized on a company basis.
These company-basis unions have a top-
heavy executive, big enough for a na-
tional union. In most cases, every mem-
ber of the executive is a full-time and
paid officer: rank-and-file members very
rarely volunteer to do union work,

Many national unions have a check-
off arrangement with their firms. A Min-
istry of Labour survey shows that, over
the last five years, ninety-five out of
every one hundred union members paid
their dues. In one month in 1954 the to-
tal amount of dues paid was over 900
million Yen — nearly £ 900,000 or about
2,500,000 us dollars. More than twenty-
seven per cent of a union’s income is
spent on personnel. The survey we have
mentioned stated that 3,741 unions, with
a membership of three millions, had
over 20,000 full-time employees. In oth-
er words, there is one full-time paid em-
ployee for every 150 trade union mem-
bers. The result is financial weakness
and a lack of enthusiasm among the
rank and file.

National unions to which company-
basis unions are federated receive a part
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of these latter's dues. As members are
not directly affiliated to national unions,
their interest remains rather local: and
their officials are more anxious to
strengthen their own unions than the
national federation. The inevitable re-
sult is that the national union’s control
over its afliliates is weakened. The first
step to strengthen the trade union move-
ment in Japan is to reorganize its struc-
ture and strengthen the national unions.

Immediately alter World War 1, the
trade union movement spread rapidly in
Japan and reached its peak in 1935, when
membership was more than 400,000.
This, however, was not an organized
movement based on genuine trade union
principles as now established in Western
countries. Only since World War Il has
trade unionism in Japan been based on
freedom of association and speech and
intended to improve conditions general-
ly through collective bargaining and un-
der guarantee of law,

Dominated by Feudalism

Before World War 11, the political sys-
tem of Japan was dominated by feudal-
istic ideas deliberately fostered by the
ruling class to safeguard their own po-
sition of power. As a result, democratic
movements such as trade unionism con-
centrated their efforts on attempting to
get political and social freedom. Such
tendencies were common in various
Asian countries, the movements’ main
purpose being generally to fight against
colonialism: in Japan, however, the first
aim was to overthrow the militaristic
dictatorship. When this was finally de-
feated in Japan, the foreign military oc-
cupation introduced a democratic legal

basis, on which the trade union move-
ment has grown into a numerically strong
organization. Even now, however, the
tradition of political revolutionism cau-
sed by militaristic oppression is still
deeply rooted in the thinking of many
trade unionists. This is why the move-
ment has an appearance of being a po-
litical struggle and an outlook which is
a mixture of trade unionism and “syndi-
calism’. Syndicalism, in Japan, means a
workers” mass movement to break down
the existing political system.

This strong political element means
that political differences are militating
against the unity of the trade union
movement. Only a few openly Commu-
nist Party unions are completely domi-
nated by political revolutionism, the
Sanbetsu unions. Other unions in gen-
eral support either the Right-wing or the
Left-wing Socialist Party. The Labour
and Farmer Party, which can be placed
between the Communist and the two
Socialist Parties, is only small and has
little influence on trade unions, with the
exception of one or two.

The majority of the unions belonging
o Sohyo (the largest centre) tend to
support the Left-wing Socialist Party,
while the majority in Zenro tend to sup-
port the Right-wing Socialist Party. In-
dividual members, of course, are quite
free to choose their allegiance. Practi-
cally all unions are in favour of a reuni-
fication of the two Socialist Parties.
Talks on this subject have been held
during the past few months by both par-
ties, and if amalgamation is accomplish-
ed the present conflict between Sohyo
and Zenro would be at least partly re-
lieved and the ultimate possibility of
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their unification increased. To a large
extent this will depend on whether ele-
ments in Sohyo whose sympathies seem
to lie more with the Labour and Farm
and Communist Parties rather than with
the Socialist Parties, can be brought un-
der control.

Liaison between free unions

The free trade unions in Japan maintain
alooseliaisonamong themselves through
affiliation with the 1ICFTU. At present the
International has eleven affiliates: the
five unions afliliated to Zenro, with a

total membership of 800,000, and six of

the unions afliliated to Sohyo, with a

Japanese trade unions are now closely
associated with the international move-
ment, both through the ICFTU and the
ITS. Here Japanese transport union offi-
cials K. Suzuki, 1. Nonoyama, C. Oba
and K. Hihara are seen discussing the
Public Corporations Labour Relations
Law with the Assistant General Secreta-
rv, Paul Tofahrn, before meeting the Min-
ister of Labour for talks on this subject
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total membership of 937,000,

In 1953 1crrTu affiliates suffered a cer-
tain set-back. The main factor in this
was the political over-sensitiveness of
the unions, which were too much con-
cerned with state diplomatic policy and
were led to misunderstand the policies
of the 1cFTU in relation to world poli-
tics. For example, it was frequently
charged that the 1cFTU was openly sup-

Nearly 40 per cent of Japan's employed
workers are organized in trade unions.
In some of the most important industries,
thedegreeof organizationisextremelylow

porting the rearmament of Japan against
the wishes of the Japanese trade unions.
Such misunderstandings or false accu-
sations have been systematically and in-
tentionally spread by the Communists.
In this case, the effective publicity and
activities of the 1crru in Japan helped
to clarify the position.

Recently, however, certain anti-lcFru
elements have been spreading a new
false accusation. The 1crru takes a
strong stand on refusing cooperation of
the free trade union movement with the
enemy which seeks to destroy it. The
Communists are twisting this by saying
that the 1CFTU is opposed to Japanese
trade with Communist countries and the
reopening of diplomatic relations with
them. They are also spreading the re-
verse of this propaganda: that it is nec-
essary for the Japanese trade union
movement to maintain friendly relations
with unions in Communist China and
the Soviet Union because trade must be
resumed with these countries and diplo-
matic relations with them reopened.
Such propaganda, spread by WFTU un-
ions, is swallowed by naive young trade
union members. Slogans like ‘peaceful
co-existence’, ‘unity of international la-
bour fronis’ and “united action® have a
strong appeal to many Japanese unions.

Natural to obey orders

Propaganda of this nature is specially
effective among Japanese unions for sev-
eral reasons. First, the genuinely free
trade union movement in Japan is only
ten years old. It is traditional and char-
acteristic of the Japanese people to obey




Japanese industry employs a high pro-
portion of women. Some of the worst
cases of industrial exploitation—of which
the OMI spinning dispute was one ex-
ample — have involved female workers

orders: this makes it easy for them to ac-
cept the theory that *in “socialist™ coun-
tries even a trade union can become a
part of the state organization.” It does
not occur to them to analyse the actual
political, economic and social system in
the present-day Soviet Union or Com-
munist China to find out whether it real-
ly is socialism in action.

Secondly, there is the profound psy-
chological effect on the people of Japan
in general of their miserable defeat in
World War 11, caused through Japanese
imperialist aggression, and by the sub-
sequent post-war difficulties. After de-
feat came seven years of foreign military
occupation; for a few years many peo-
ple lived on the edge of starvation; the
repatriation of former soldiers and ci-
vilians from Manchuria, the Chinese
mainland, Korea and South-east Asia
meant a rapid increase in the popula-
tion; industry was too devastated to ab-
sorb these repatriates and the national
economy was severely affected by the
loss of these former colonies. All this
has caused the people as a whole to
renounce war unconditionally. Econo-
mic difficulties have led to a desire to
make approaches to the Soviet Union
and China in the economic sphere and a
blank refusal to pay increased taxation.
Rearmament is always most expensive,

Such feelings make them an easy prey
to international Communist slogans like
‘peaceful co-existence’ and ‘unarmed
neutrality’. Hence the danger that the
Communist policy of arming ‘socialist’
countries to the teeth while demanding
peace, neutrality and disarmament in
‘capitalist’ countries, and of promoting
productivity in ‘socialist’ countries while
sabotaging productivity in ‘capitalist’
countries may infiltrate into the Japa-
nese trade union movement, abusing
some members’ naivety and good inten-
tions.

Movement must be united

The 1crru has placed its hopes of pre-
serving and promoting democracy in
Japan on the Japanese trade union move-
ment. It believes that this movement
can, and must, become an ever stronger
bulwark against totalitarianism whether
Communist or reactionary. But to be-

come an effective force against all forms
of totalitarian threats, the Japanese tra-
de union movement must be united in
democratic and free unionism. With
this aim in view, the 1cFTU has worked
in Japan with great patience and under-
standing to achieve the maximum unity
possible among the trade unions and to
enlighten the workers and their leaders
on international matters so as to help
them to unite the free world trade union
movement.

Technical training
tor young inland waterway
workers in France

NEW DEMANDS in professional

KD
L2 and technical knowledge likely to

be made on France's future inland boat-
men as a result of the development of
the French inland waterway industry,
both technically — in, for example, the
increasing changeover from wooden to

iron boat building and the use of self-
propelled vessels - and as a part of the
European economic structure, were dis-
cussed at a recent meeting of the Man-
agement Board of the Lille Inland Wa-
terway Schools. As a result, a proposal
has now been put forward to the French
education authorities for the setting up
in Lille of a regional, or national, tech-
nical training centre for young boatmen
which they may attend, optionally, from
the age of fifteen years on termination
of their compulsory schooling.

Lille already possesses a well-equip-
ped elementary boarding school for
French boatmen’s children of from se-
ven to fourteen, and a Technical Train-
ing Centre for Boatmen established in
1944, The latter, through lack of funds,
possesses no boarding accommodation,
however, and has therefore concentrated
on correspondence courses for young
boatmen in passage through Lille. Since
its inception it has catered for more than
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1,000 pupils. The Centre already posses-
ses a considerable amount of equipment
and is situated conveniently close to the
port of Lille.

The proposals now being put forward
by the Lille School administration sup-
plement proposals presented in Septem-
ber 1954 by the Inland Waterway Inter-
Union Committee lor consideration by
the French Education Minister, recom-
mending the granting of funds and land
expropriation authority for the transfor-
mation of the Centre into a boarding
school, On the financial side, recom-
mendations include the provision of Sta-
te funds, under the Apprentice Training
Centres Construction Law of 21 Feb-
ruary 1949, the virtual subsidization of
the Centre during the first two years of
its new existence, the payment of schol-
arships or maintenance allowances, ac-
cording to family circumstances, by the
technical education authorities, and
school attendance allowances by the In-
land Waterway Family Allowance Fund.
On the equipment side the Lille school
administration recommends the instal-
lation of a floating school, perhaps a
self-propelled vessel with its hold fitted
up in the form of workshops, to be at-
tached to the shore establishment, but
sufficiently mobile to be taken to other
parts of the waterways network to pro-
vide instruction lor other young boat-
men temporarily stationed there,

The draft educational programme
drawn vp by the Lille school authorities
envisages a two-year shore training per-
iod at the Centre, after which pupils
would take an examination for an ap-
prenticeship certificate; then an eighteen
months period ol practical training on
board ship (including at least six months
on a self-propelled vessel), prior to exa-
mination for a certificate of navigational
and technical proficiency. During the
eighteen months® practical training, the
Centre would continue to assist the
trainces by providing correspondence
courses. The training syllabus would in-
clude general educational subjects (ma-
thematics, physics, first aid, general and
inland waterway legislation, geography,
specialized articles in the French lan-
guage concerning waterway develop-
ment and travel, and the German lan-
guage) together with training in all bran-
ches of technology affecting the inland
waterway industry; the latter to be sup-
plemented by visits to port installations,
river shipyards, engine factories and
modern lock constructions.
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Book reviews

DOUBLE TALK: THE LANGUAGE OF
COMMUNISM by Harry Hodgkinson
George Allen & Unwin; 149 pp.; price
16s.

In HIS PREFACE to this guide to

the language of Communism,
Mr. Hodgkinson points out that, to the
Communists, words are fashioned for a
precise function. The language of Com-
munism is ‘an armoury of weapons and
tools intended to produce support or
dissolve opposition to them. The mean-
ing of a Communist word is not what
you think it says but what effect it is in-
tended to produce.” Most of us tend to
accept words at their face value and the
Communists trade on this fact. It is
therefore advisable to find out before-
hand exactly what they mean by such
words as ‘freedom’, *democracy’, and
‘peace’. The author of ‘Double Talk' has
tried 1o help us to do so by providing us
with a glossary of words in modern
Communist usage, showing by means of
copious illustrations not only what they
meant to Marx and Lenin but what they
mean today to Stalin’s successors.

LO FACIT 1954
Swedish Trade Union Federation, Stock-
holm; 48 pp.; 50 dre

A TASTEFULLY PRODUCED AND WELL
ILLUSTRATED GUIPE to the activities of
the Swedish Trade Union Federation du-
ring the year 1954, A summary of the or-
ganization's annual report on activities,
it consists of a number of short sections,
each giving a clear and concise account
of one aspect of the Federation’s work.
Subjects dealt with range from a report
on the work of Swedish joint industrial
committees to a review of the Federa-
tion’s activities in the ficlds of publicity
and education. Reports on the work of
the 1cFrTu and the 1Lo are also included.

ANOTHER HOAX
International Confederation of Free Tra-
de Unions; 35 pp; 15.0d. or 15 US cents

A TELLING EXPOSURE of the Commu-
nist wrTu’s much-publicized ‘Charter
of trade union rights’. Examining the
latter document section by section in the
light of evidence from Communist sour-
ces, it demonstrates that none of the
principal rights that the w¥Tu now pro-
claim are enjoyed by workers behind the

Iron Curtain or in Communist China.
Since ninety per cent of the wrru's
membership is to be found in the Com-
munist areas, the Charter is revealed for
what it really is — another hoax.

An itinerant schoolmaster

AS AN AFTERMATH to the die-

sel-glectric revolution on rail-
roads, the itinerant schoolmaster is
again making an appearance on the
American scene.

Five or six times a year, depending
on the railroad demand, the General
Electric Company sends out from its
central maintenance schoolin Erie, Penn-
sylvania, a travelling ‘teacher’ to aid
roads requesting instruction on oper-
ating and maintaining GE diesel-elec-
tric locomotives.

Actual classroom sessions are set up
on railroad property and everyone, par-
ticularly shopmen, who has anything
to do with locomotives is invited to
attend. ‘Texts’ consist of instruction
books explaining the hows and whys
of operating, maintaining and overhaul-
ing equipment.

A locomotive school semester, on
the average, is one week.

GE's travelling school is an extens-
ion ol its regular maintenance course
held several times a year at the company
Locomotive and Car Equipment De-
partment in Erie, Pennsylvania. Sub-
ject and frequency of these schools are
also determined by customer demand.

In 1953 there were two schools on
industrial haulage equipment and two
on medium-sized switching locomo-
tives. A special school was set up for
one railroad that sent all of its shop
personnel to Erie.

Railroad personnel come from half-
way around the world to attend the
Erie school, often on very short notice,
The training given is usually in a spe-
cialized subject, although on certain
occasions the entire field of locomitove
and car equipment is included in the
same course.

Students came from the Indo-
nesia State Railways, Chilean State
Railway, Argentina State Railways, and
General Flectric overseas affiliates in
1953, and one student in 1954 came all
the way from Thailand.

Schools on locomotive and car equip-
ment have been conducted by GE in
every part of the United States since
World War 11, when the diesel-clectric
first began taking over from steam,




Building railways - the hard way

JUDGING BY A REPORT SUBMITTED TO THE FIRST CHINESE NATIONAL PEOPLE'S
CONGRESS by the Minister for Railways, Teng Tai-Yuan, the Chinese Communists
are making heavy going in the railway construction programme under their first
Five Year Plan. Describing the technical equipment of the existing railways as very
backward, (only six per cent of the total length consisting of double tracks, for
example), the Minister explained that over half the investment in the railways was
to be devoted to strengthening and improving existing lines. Confessing that the
new lines which were to be built during the first Five Year Period could not meet
the needs of the various fields of industry, the speaker nevertheless described them
‘as fundamentally compatible with the overall economic construction’, He looks
1o be doing a bit of face-saving here, however, as the amount of construction, on
his admission, is dependent on ‘the current capability of training designing and
construction personnel’. Just how well this branch of the service is doing may be
judged by the (act that, ‘in the building of the Fengtai-Shacheng railway, which is
about one hundred km long, the surveying and designing work alone took the
equivalent of one whole year of work by 460 technicians’.

Noting that the first half of the Five
Year Period had passed with forty per
cent of the construction plan fulfilled,
the Minister went on to say that they
had acquired some experience and train-
ed a number of cadres, all of which pro-
vided a specific guarantee for the reali-
zation of the five year plan. For the sake
of the Minister’s head, if for no other
reason, we hope his prediction proves
correct. As for the ‘experience’ to which
he refers, this presumably includes the
illuminating discovery during the past
few years that ‘railway building is an
arduous task requiring not only a large
amount ol capital but, what is more im-
portant, a large amount of technical
facilities’. The ‘decadent’ democracies
could have told him that, but then the
Communists like to learn the hard way
apparently, preferring to do it wrongly
their own way rather than correctly in
the manner of the ‘effete capitalist sys-
tems’.

No record of progress, or lack of it, of
a construction programme in a Com-
munist state is complete without a re-
cital of sins, coupled with exhortations
to everyone to do better than the obvious
inefficiency of the system can possibly
allow him to do, finishing up with threats
against ‘saboteurs’, ‘enemies of the
State’, etc., etc. It's an old record, and
the needle is worn, but it is about the
only one the Communists have to meet
the occasion,

We learn that the major sin commit-
ted by those responsible for railway con-
struction during the first part of the
Five Year Plan was extravagance and
waste. There were also serious sins of

omission. In fact, the impression con-
veyed by a perusal of the long list of
their ‘crimes’ is that whatever they did
was wrong, and whatever they did not
do ought to have been done. ‘Waste’, we
are told, *was found in the blind increase
of standards, particularly in non-pro-
ductive construction projects: those
which should have been small were ex-
panded. those which should have been
limited were increased, those which
should have been inexpensive were made
costly, and even those which were un-
necessary were built”. The Minister went
on to give examples of the ‘reckless rais-
ing of standards in construction pro-
jects'. His long list includes the use of
five pairs of copper cables instead of one
on the Chengtu-Chungking railway ; the
laying of 1,800 sleepers per km on trunk
lines where *600 would have been ade-
quate’: and the opening of ‘unnecessary’
stations. Presumably among the ‘un-
necessary’ stations are to be numbered
some of those lucky ones which were
given ‘several hundred metres of oil-
painted railings and cement platforms’.
These embellishments struck the Min-
ister as being particularly wasteful.

e was also moved 10 oriticize the
designing personnel sharply for their
stubborn insistence on ‘erecting a build-
ing on the same level, for the sake of
beaury, (thus entailing unnecessary fil-
ling in and digging) instead of following
the natural contours’. The Chinese ar-
chitects, doubtless imagining they were
dutifully following the Party Line by
first flattening everything, have now
learned tbe lesson that, in the Commu-
nist State, not only does Truth flee when

Communist ideology comes in by the
door, but Beauty too must hide her head.
We are not certain whether some of
the construction engineers and archi-
tects responsible for these errors are not
also busy hiding their heads — if they are
still. wearing them. They have a lot to
answer for — ‘mistakes in designing;
poor organization of construction; fail-
ure to give attention to procuring con-
struction material locally; low labour
productivity; poor handling of machin-
ery; confusion in the control of materials
and poor quality work’. :

Communists would not be Commu-
nists if they did not try to put the blame
fairly and squarely where it does not be-
long. The Minister runs true to type. He
thus ascribes the waste to ‘the lack of
the economy viewpoint on the part of
our leading cadres and engineering tech-
nicians and to their inadequate under-
standing of the significance of the pro-
gramme of the Central Government
regarding vigorous economy practices
and priority construction’, This, we feel,
is being a bit rough on the engineers. It
is almost like expecting them to be clair-
voyants as well as railway engineers.
Apparently they are required to inter-
pret the long-term economic policies of
the Central Government at a time when
an impartial judge might incline to the
view that the Communist Central Gov-
ernment does not seem to know what
these are itself.

The Minister himself showed signs of
trying to do some tricky footwork on
two stools. Taking up a stance on one
stool, he said: ‘The State has devoted a
comparatively large proportion of its in-
vestment in capital construction to the
railways’. Then, nimbly jumping on to
the other, he went on to say: ‘It is there-
fore of great importance for the railways
to carry out strict economies’. That does
not sound a very logical inference 1o us,
and we suspect the Chinese railway en-
gineers themselves did not draw this
apparently, to a Party man, obvious
conclusion. On being given sixpence to
spend on sweets they naturally thought
they were allowed to spend it on sweets.
We have a strong suspicion that the Cen-
tral Government, consisting doubtless of
good Communists but few, if any, good
railway engineers, is itself contributing
in no small measure to the waste and
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extravagance of which the Minister com-
plained by sending out useless directives.

In order to implement one of these,
on the reduction of construction costs,
the Minister sent out teams to inspect
the work of building new railway lines in
North-West and South-West China.
They ‘discovered that the phenomenon
ol waste was serious in capital construc-
tion projects’. Part of this waste would
seem to be organizing teams in compli-
ance with Central Government direc-
tives to inspect work being done. The
Central Government would have been
more helpful if it had sent out directives
clearly laying down what could and
what could not be done.

In fact, taking a leafl from the Minis-
ter’s book, we might say that the Com-
munist Central Government is issuing
directives when it should not and failing
to issue them when it should. The Min-
ister, being part of the Government and
therefore a good Party man, obviously
could not say this himself. He therefore
put the blame on the railway stafl, This,
of course, 1s good Communist Party pol-
itics but a little hard on the staff.

This note of ‘*heads I'm right, tails
you're wrong' was maintained by the
Minister throughout his adress on the
shortcomings of the railway staff, He
accused the engineering technicians of
failure to differentiate between imme-
diate and future needs and the construc-
tion personnel of mechanically follow-
ing the blueprints (we are not quite
certain whether he has made a point
here or not); of failing to argue vigor-
ously when waste had been discovered,
letting the errors be borne by the desig-
ning personnel. These, in turn, ‘fearing
responsibility, unlimitedly raised the
standards of designing and blindly raised
the safety co-efficient’. The result, the
Minister informed his listeners, was los-
ses for the State.

When the Minister said ‘losses for the
State,” he was of course referring to
financial losses. If we did not know just
how low the Communists rate human
life, particularly when considerations of
humanity are liable to interfere with
Communist cconomic theory, we should
have been a little surprised at the Min-
ister’s greater concern for money than
for safety of life on the railways. Rating
money higher than human safety, il we
are to believe Communist propaganda,
is @ monopoly of the ‘capitalist’ States.
It is gratifying to have it confirmed by
the Minister for Railways of Commu-
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nist China that it is also a ‘sin’ in that
country to raise the safety coefficient
and thus run the State into unwarranted
expense.

In thus addressing the National Peo-
ple’s Congress, Teng Tai-Yuan doubt-
less had good reasons, not unconnected
with his continued existence as a Minis-
ter in a Communist government, for
slating the workers in this fashion. We
have searched his speech high and low
for anything which might be construed
as faintly approaching a word of praise
for their endeavours in the past or as
giving some encouragement for the fu-
ture. Not a word is to be found. The
only reference to past achievements is
an oblique one used as a stick to beat
them further. ‘The achievements pro-
duced in railway work during the past
few vears; he said, ‘have encouraged the
growth of arrogance and complacency
among our leading cadres. The existence
of such an attitude will certainly lead to
blind conservatism, stubbornness and
subjectivism, and will also create the
aimless pursuit of formality, the raising
of standards, and impractical work
styles’. So now they know!

Public travel in London

NEW FIGURES FOR RUSH-HOUR
@ TRAVEL in the Central London
area have recently been issued by the
London Transport Executive. The fig-
ures, compiled after special tests were
made, show that during the morning and
evening peak periods over a million peo-
ple travel in and out of London's West
End and the City by buses, tubes, and
main line trains.

The heaviest quarter-hour of the day
is between 5.30 and 5.45 p.m. During
this period, no fewer than 180,000 peo-
ple are leaving the Central Area - 33,000
more than during the next busiest period
of the evening rush, which is 5.45 to six
p.m. In the morning, the heaviest quar-
ter-hour is between 8.45 and 9 a.m.,
when 170,000 people enter the West End
and City.

For the complete hour of eight to nine
a.m., the number of passengers entering
the Central Area is 477,000, showing an
increase of 12,700 over a year previously.
Between five and six p.m., the number
of people leaving is 606,000, a slight de-
cline of 6,100 as compared with the pre-
vious period, evidence of a trend for
some Central London workers to go
home later.

The figures show, it is stated, that the
general intensity of peak-hour traffic re-
mains as great as ever, despite the fact
that some reduction has taken place in
the volume of London Transport traffic
as a whole.

It has also been shown that there has
been some drop in passengers travelling
to and from work in the peaks by bus
with a more than corresponding increase
in the number travelling by rail.

The main reasons for this are the short-
age of stafl on the road services, which
has caused some service mileage to be
lost, and the effects of increasing road
congestion.

Of the 1,048,500 workers who leave
Central London each evening, 447.900
travel by underground railway, 234,600
by bus and trolleybus, and 366,000 by
the suburban lines of British Railways.
Checks at fifty Central London Under-
ground stations showed that between
5.30 and 5.45 p.m. passengers are pour-
ing into them at the rate of 6,000 every
minute.

To ease the intense pressure during the
rush-hours on the transport services and
to give Londoners more comfortable
journeys to and from work, efforts are
now being made to have the working
hours of Central London’s shops and
offices staggered. On the proposal of the
Minister of Transport, the Transport
Users' Consultative Committee for Lon-
don Transport, is now negotiating with
employers in three main Central London
business areas — Whitehall, Holborn,
and Oxford Street - to see if starting and
finishing times can be altered so as to
spread the traflic more evenly in each
quarter of an hour and so ease the rush-
hour problem.

The Swiss merchant fleet

today
SwITZERLAND had an occean-
\b going merchant fleet of thirty-one
ships, totalling 165,000 tons, at the end
of last year, according to the annual re-
port of the Swiss Political Department.
During the year, four vessels aggrega-
ting 33,600 tons, were sold.

Of the 702 seamen in Swiss vessels,
287 were Swiss, or forty per cent, com-
pared with only seven per cent in the
year 1947,

The increase is stated to be primarily
due to the development and improve-
ment in the training facilities for Swiss
seamen. There is, however, still a short-
age of trained officers.
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Transport Workers’ Federation

Acting President: H. JAHN
General Secretary: 0. BECU
Asst. General Secretary : P. TOFAHRN

7 industrial sections catering for

RAILWAYMEN

ROAD TRANSPORT WORKERS
INLAND WATERWAY WORKERS
DOCKERS

SEAFARERS

FISHERMEN

CIVIL AVIATION STAFF

Founded in London in 1896

Reconstituted at Amsterdam in 1919

160 affiliated organizations in 54 countries

Total membership: 6,000,000

The aims of the ITF are

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

to cooperate 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;

to 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 maftters.

Headquarters in London since the outbreak of the Second World War

Affiliated unions in

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

Chile ¢ Colombia ¢ Cuba ¢ Denmark

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

Greece ¢ Grenada ¢ Hong Kong ¢ Iceland
India ¢ Isracl ¢ Italy ¢ Jamaica

Japan e Kenya ¢ Lebanon o Luxembourg
Mexico e The Netherlands

New Zealand ¢ Nigeria ¢ Norway

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

Saar ¢ St. Lucia e South Africa

Spain (Illegal Underground Movement)
Surinam ¢ Sweden ¢ Switzerland'

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