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The wind of change
and the trade unions

SINCE THE END OF THE WAR, the iny
national movement has been giving ew|
growing allention lo activities in thy
countries which are still in process |
development. There is no longer any reas|
to explain why this should be, for tr
unionists everywhere are agreed on §
need to give maximum help to the emergs
trade unions of Africa, Asia and L&
America.

It is, however, still necessary to sty
the very real urgency of the task. Evel
are now moving so rapidly that is|
becoming increasingly difficult to I-u1
pace with them. New States are spring
up all over Africa, for instance, and w|
them new and independent trade uni
which in the years to come will have |
important voice in their countries’ affau
both social, economic and political.

These new movements must be able|
rely on the assistance of their more ey
rienced brothers when it is needed. In 4
early stages of their existence they m
sometimes require financial aid and si
must be taken to ensure that they do o
ask for it in vain, Even more important th
money, however, will be their need |
support and advice in overcoming teeth|
troubles in the field of organization ¢
negotiation.

The task of the modern trade un
official is a complex one and dema|
the acquisition of a huge fund of praci|
knowledge and experience. We in the ol
trade unions can help to shorten
process, but to do so effectively means 1
we must have available men capable |
giving on-the-spot advice and assistay
in the regions. The recruitment and try|
ing of such men is a matter of high priot|
for the international trade union movens
and one on which it should concenti|
its efforts in the immediate future. To de|
at the present juncture could mean 1
we will be too late.

The wind of change is also blowing ||
the trade union movement. Let us m
sure that we have it behind us.
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Guillebaud =

now you see it, now you don’t

TuE coMMITTEE set up at the end of 1958 to inquire into British railwaymen’s

pay and how it compared with pay for similar work done in other industries
now produced its findings. After making what appears to be a remarkably
wgh comparison of railwaymen’s wages and salaries and those paid for similar
¢ in other industries, the committee’s main conclusion was that railwaymen as a
¢ were about ten percent worse oflf than other workers. The committee, how-
also found that within the service some railwaymen are worse paid in relation
wir responsibilities than others. For this reason they do not suggest a flat ten
ent increase all round but make two main distinctions, firstly between salaried
ind weekly rated manual workers (the so-called ‘conciliation grades™) and second-
ciween different categories within the two groups. The distinction between sal-
Cataff and conciliation grades is based on a comparison of the special advantages
disadvantages associated with railway employment. This entailed a comparative
v of a whole range of subjects such as hours of duty. overtime and weekend work,
Livs, sick leave, pension contributions and benefits, prospects and job security.

ommittee decided that in the case of
v staff the disadvantages just about
“lled out the advantages and there was
ore no reason for altering their ori-
ecstimate that salaried staff would
umbly have to be given ten per cent
o bring their salaries into line with

those prevailing in outside industry. In the
case of the manual workers, however, the
committee found that a comparison of ad-
vantages and disadvantages left the rail-
waymen with a small net advantage. They
therefore decided to modify their original
view and decided that, with certain reserva-
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On the face of i1 at least, the acceptance of the
Guillebaud Report would seem to imply that the
signal iy now set at go for a long-needed increase
inrailwaymen’s wages. T he Conservative Govern-
ment, however, is determined thar if it pays up
then it will have something for its “generosity’

tions, eight per cent would be a just and
reasonable increase for this group. As it
happens, the reservations apply to not far
short of half the total number of men em-
ployved in the so-called conciliation grades.
The committee decided that certain cate-
gories — permanent way staff, signal and
telecommunications staff (other than la-
bourers), shunters and head shunters, sig-
nalmen, passenger and goods guards, driv-
ers and motormen ought to receive a
differential increase of five per cent in addi-
tion to the basic increase of eight per cent,
Another differential increase of ten per
cent, recommended for certain higher cate-
gories, is of relatively minor significance
beside that which gives an increase of thir-
teen per cent to almost half the workers,
including drivers, guards and signalmen,
leaving the other half, which includes port-
ers and firemen, to content themselves with
eight per cent.

Now it has long been realized that British
railwaymen are badly underpaid. The only
question up to now has been, how badly?
The Guillebaud Committee was set up, it
will be remembered, in the summer of 1958
after the Railway Staff National Tribunal
had found that the basic rates of pay of
railwaymen were low in comparison with
those cited to the Tribunal as applying in
other nationalized industries, public ser-
vices and certain private undertakings, but
that the British Transport Commission
simply had not the money to pay for a wage
increase. Since then, whenever railwaymen
have brought up their grievances they have
been told *Wait for Guillebaud!" Now that
Guillebaud is here there can be no reason
for delaying any longer. Or at least one
would have thought so.

Much as one welcomes them, it is clear
that the recommendations of the Guille-
baud Committee do not in themselves solve
the essential problem — namely the shortage
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of the wherewithal to put them into effect.
The British Transport Commission is as
hard up today as ever it was, which means
that it is now up to the Government to
honour this long-standing moral and finan-
cial debt to Britain's railwaymen. How-
ever, although the British Conservative
Government has not been able to evade the
recommendations of the Committee, there
are alarming indications that they intend to
use them in yet another onslaught on the
already reeling and battered British Trans-
port Commission. The price of Guillebaud,
it seems, 1s to be further dismemberment.
AL least this was what seemed to emerge
from the Prime Minister’s statement in the
House of Commons shortly alter the publi-
cation of the report when, after going so far
as to indicate that his government accepted
‘the objectives underlying the report of the
Guillebaud Committee — that fair and rea-
sonable wages should be paid to those en-
gaged in this industry’, he went on to warn
that *others also must accept corresponding
obligations™. Railwaymen, the Prime Mi-
nister pointed out, would have to accept
that *the industry must be of a size and pat-
tern suited to modern conditions and pros-
pects’, Just what sort of a size and pattern
the Prime Minister had in mind came out
in his warning to the public that they for
their part would have to accept ‘certain
sacrifices of convenience. for example in the
reduction ol uneconomic services™ as well
as ‘some increases in fares and charges’. It
was then the turn ol the British Transport
Commission, who, it scems, will have to sell
off some of their more profitable assets in
order to pay back all the money they owe to
‘the Treasury®, a debt which Mr. Macmillan
quite frankly described as “heart-breaking’.
Cheers from behind him at this point can

Notice to our readers

The next issue of the ITF Journal will
he a special double issue covering
the months June and July.

It will be devoted mainly to our
26th Biennial Congress which is being
held in Berne.

The modernization of British  Railways iy
proceeding rapidly. but its benefits may well
he counteracted by the stated intention of the
Government to “reorganize” the British Trans-
port Commission — the body created 1o achieve
arational coordination of the country’s rransport

have left the Prime Minister in no doubt as
to the popularity such a move would have
among his own lollowing. Some must have
concluded that there would be rich pickings
here, for it is quite on the cards that these
assets will be worth much more in a few
years' time than anything the Commission
could get for them today. For all the others,
nursing their traditional rage against all
things wasteful and state-owned,
whose favourite sport it is to go out gun-
ning for the nationalized industries, was
not this as good as an assurance that they
were nol after all to lose their favourite
lame duck? With all their profitable assets
disposed of for a song, how can the affairs
ol the src help but go from bad to worse.

This. of course, would not be the first
time that the Conservative Government has
disposed of the profitable assets ol the
British Transport Commission. There is the
classic and catastrophic example of 1953
when the Government casually brushed
aside all the work the Commission had put
into developing a sound co-ordination of
road and rail transport and handed over a
large part of its road haulage assets to pri-
vate enterprise. Although the Commission
[rankly warned the Government at the time
of the disastrous consequences this brutal
reversal of policy would have for the future
ol the nation’s transport system, the Con-
servatives persisted. The fruits of their po-
licy are now to be seen in the accumulated
deficit of £350 million which is supposed to
be breaking Mr. Macmillan’s heart. (At the
end ol 1953 the sTc balance sheet showed
an accumulated deficit of £27.3 million.
There were deficits of £4.7m., £20.8m. and

those

The public will be expected to foor the bill &
shape of higher fares and a drastic reduci)
services, Perhaps the Government is hoping -
they will blame the railwaymen for this ne
than a Government which has deliberately »
sed the trend towards a planned transport §)

£14.1m. in 1948, 1949 and 1950 respectiv|
a small surplus of £0.1m. in 1951, and »
pluses of £4.5m. in 1952 and £4.2m. in |}

and a credit adjustment of £3.5m
31.12.52 in respect of expenditure chary
to revenue but recoverable in road hauly
liguidation, There were, of course, defs
from 1954 onwards.)

On past evidence then railwaymen i
well feel that they have little to hope |
from yet another Governmental “reorgas
ation” of the work of the Commission |
‘the better use’ it proposed to make ol |
Commission’s assets. This time, moreo|
the Commission has been warned in o
vance against making any unfavours
comments. The government, it see
knows best:

*And the Commission must accept th
will help us and all concerned in trying
solve this, not on theoretical or doctrir
lines, but in the way we think it can ben
the best for everyone concerned.” Whal
alternative to ‘theoretical or doctrin
lines” should be, Mr. Macmillan left ra
vague. On the disposal of the profitable
sets. however, he thought Lt is
than likely that the people to be emple
to do this will be those who are the n
expert in this field.” Since Mr. Macmy
seems to see this field as one that does
properly concern the British Trany
Commission, it is not unreasonable to
pose that the experts he has in mind
real estate and property development ¢
panies.

As for the ‘reorganization” of wha
left, the only proposal the Governmen!
so far come forward with has been




ntralization’, a magic word in Conser-
¢ ears, but one which does not seem to
much bearing on the actual difficulties
g the railways., After all, the idea of
wal accounting, under which each re-
s supposed to be as far as possible

self-accounting and responsible for
conduct of its own affairs, is one that
teen tried before without success. The
wroduction of this discredited system
ol course, show in detail the extent to
b certain regions are more profitable

others: but unless the idea is to act on

mformation by reducing services
o drastically in the least profitable re-
L it is difficult to see what exactly will

been achieved by the exercise. The
«on here, of course, is, can the Gov-
sent possibly act on this information
it wants to? Profitability alone is no
- uate measure of the efficiency of an
- rtaking which is run partly as a public
¢, and the implication ol regional ac-
witing, if the process were carried to its
- ome, would be to concentrate reduc-
. of unprofitable services in the regions
v the losses sustained by them are
. est in proportion to the profits made
\ e better paying services. Such a policy
Il seem to make no provision for the

o ominous warning of things to come, the

A Prime Minister has stated that railway-

‘ vould have to accept that “the industry must
8 u size and pattern suited to modern
& ons and prospeets’ or to his idea of them

8 Swnal, May 1960
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particular constitution of a region where,
for all that it is as a whole rather less pro-
fitable than other regions the public service
rendered is essential to the whole economy
of the region and where, consequently, a
wholesale abandonment of services would
have a particularly disastrous effect. Grant-
ed that the railways are run partly as a
public service and that more profitable
services must subsidize the less profitable
ones within a region, there is no good
reason why one better placed region should
not subsidize a less advantageously placed
region. The logical result of strict water-
tight regional accounting would surely be
that an unprofitable but badly needed ser-
vice in one region might be closed down

just because it happened to be in a region

with a lot of similar services, whilst an even
more unprofitable and perhaps less essen-
tial service could be kept going in a more
advantageously placed region. Such ques-
tions can be shelved for the moment, for
the Government has convinced itselfl that
it iy acting, that is is doing something. It has
appointed a so-called ‘“special advisory
group’ to look into the matter. There will
be time enough to face up to realities when
the “group” reports to the Government.
The situation, then, as far as the railway-

Permanent way staff were among the groups of
railwaymen for whom the Guillebaud Report re-
commended a differential increase of five per cent
as well as the basic wage rise of eight per cent
which applies to those in the conciliation grades

men are concerned, seems to be this. The
Guillebaud Committee has recommended
wage increases. They have laboriously
amassed an impressive body of statistical
information relating railwaymen’s wages to
the wages paid in other industries for com-
parable work. The conclusions confirm
something that was known two years ago
when the Railway Staff National Tribunal
admitted that railwaymen were underpaid
but that the British Transport Commission
could not afford to pay for a wage increase.
Now that the Government have the facts
and figures there can be no more prevari-
cating on the justice of the railwaymen’s
claims. The Government, however. are
determined that if they have to pay up, they
will have something for their generosity.
From their own statements it seems clear
that they intend using the wage increases
which they can no longer hold back to
force on the public a drastic reduction of
this essential public service. The perverse
logic seems to be that the public will blame
the railwaymen for the ‘inconveniences’
they have to suffer.

Electrification plan
for Finnish railways

FOLLOWING TWO AND A HALF

YEARS of preparatory work, plans
have now been drawn up for an extensive
clectrification of Finland's railway system.
The Finnish rail network has a total route
length of 5,200 kilometres and present
plans are that approximately 900 km of
this will be electrified. Much of this will
involve double track, so that the total
length of permanent way to be switched
over to electric operation will be more in
the region of 1,700 km.

If the plan is adopted it will involve an
important change in Finnish rail policy.
Up to now, this has been based on the
replacement of steam by diesel traction.
Under the new plan, which is expected to
take some ten vears to complete, diesel
locomotives which become surplus will be
transferred to the non-electrified section of
the network.
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The Second Law of the Sea Conference

A sethack for the forces of reason

THE FAILURE OF THE SECOND LAW OF THE SEA CONFERENCE (0 find a solution to
E the problem of the territorial seas and fishing zones is deeply disturbing, Any
agreement would have been better than none. As observed in the joint statement circu-
lated by the 1crru and 1TF to governments before the Conference, without an agreement
we should be left with the worst of possible worlds. Unfortunately, that is precisely what

seems (o have happened,

Abortive conferences are nothing new in
the history of the United Nations. But this
failure is particularly disheartening. That
political factors would play a part was only
to be expected, but the Conference seemed
set to tackle its task in economic terms,
particularly the question ol fishing zones.
That in the end it failed can only mean that
political factors did more than play a part
and were allowed to decide the outcome.
It thus not only disappointed the hopes ol
an international settlement ol the fisheries
problem: it dealt another hard blow at the
United Nations idea of composing differ-
ences between nations by negotiation.

The disappointment is made keener by
the fact that hopes of a positive result were,
right up to the end, high. In fact the re-
quired two-thirds majority was only missed
by the narrowest of margins. But the really
disturbing fact is the lailure of governments
to agree on what surely is not an insoluble
problem given a willingness to approach it
in a spirit of realism and co-operation, It is
the lack of that spirit even on an economic
issue which is so alarming.

In Geneva the respective positions were
made so clear, and the formula proposed in
the final stages revealed such a thorough
understanding and such an earnest desire
to do justice to all concerned, that it seems
incredible that the Conference ended in
deadlock. The issue between Britain and
leeland is particularly illustrative. The ob-
jective observer could not but sympathize
with the plight of a country like leeland
faced with the prospect of the decline of the
industry on which its economy is mainly
based. That it was, in human terms, en-
titled to the fullest consideration and pre-
ferential treatment as regards fishing re-
sources off its coasts is undeniable. But the
same undoubtedly applies to the British
fishing industry which depends so largely
upon the fish supplies in the same waters.

No advantage was therefore to be gained
by a legalistic wrangle about economic ne-
cessity or historical rights. These are mat-
ters on which understanding is quickly
reached once there is a will to do so. The
problem was to [ind a solution which
would give adequate satisfaction to either
without inflicting undue injury on the
other. Obviously it could only be done on a
basis of give and take.

We must honestly say that the proposal,
made jointly by the Canadian and United
States representatives, for a six-mile coastal
limit plus an adjacent six-mile fishing zone,
with provision for a ten-year transition
period during which countries with tradi-
tional rights could withdraw their fishing
fleets, contained the elements of a reason-
able compromise. For it meant that the
claim of those who wanted a twelve-mile
fishing limit would have been satisfied after
a lapse of ten years, while those adversely
affected would have had a breathing space
for readjusting themselves to the new situa-
tion. Above all, it would have meant a
striking demonstration of the possibility of
solving economic difficulties by a reasoned
approach,

But it was not to be. One cannot help
wondering what those who rejected the
solution expect to gain by the situation of
unresolved tensions which now will con-
tinue to exist in the fishing industry, The
countries which were willing to make a
phased withdrawal from the disputed fish-
ing grounds are now hardly likely to do so.
The costs of this, to all parties concerned.
will certainly be heavier, in more ways than
can be foreseen at present, than the tempo-
rary mutual sacrifice which would have
been entailed by the solution proposed in
Geneva.

The analysis is so elementary that it
seems futile to make it. It is difficult to
escape the impression that the Conference

was doomed in advance because sg
where or other good faith was lackiny
this were so the outlook would be blach
deed. For if lack of good faith caused
failure of the Second Law of the Sea (
ference, the trouble lies much deepel
would mean that there is no hope of setl
any of the problems dividing nations

Yet hope must not be abandoned. Ip
closing stages of the Conference in Gey
it was suggested that the problem shoul|
referred to yet another conference. |
hope may seem forlorn, but we must g
hoping that the countries will have §
chastened by the dilemma again confn
ing them, and that ata Third Law of the
Conference wisdom would finally pre

There are now signs that the tension following the N
of the Second Law of the Sca Conference is less tha
feared, thanks ta the attitude taken ap by the Britig
leclandic Govermments and to the fuct that some g
ments have heen havine second thoughts which make I
likelv that a further conference might be more sueo

Belgian fishing industry in dange
A SURVEY OF THE BELGIAN FISH

E INDUSTRY, undertaken by the

partment of Economic Studies and rece
published, reveals a "dangerous’ stau
one of the country’s important indusy
In the opinion of the authors of the rep
fully supported by facts and figures,
decline in the industry is mainly atuy
table to a shortage of recruits. Encoun
ment is given in this connection, howe
in the form of prizes and vouchers fof
purchase of equipment to promy
candidates at the training schools.

Another danger emphasized by
authors is that of over-fishing. The su
(published in book form: La I
Maritime Belge, Etude Economique,
neste & Hovart — also in the Fle
language) emphasizes that stocks
declining in the Channel and North
and that there is little likelihood of ¢
being replenished. Noting that the
essary measures to ensure replenishe
have been discussed at many internats
conferences, the authors go on to ren
that ratification and implementatio
agreed measures are nevertheless [
with great difficulties.




atlv-published study of the Belgian fishing
ovowhieh has been undertaken by the
wiment of Economic Studies points our
er-fishing and a shortage of recruits are
oducing @ “dangerous state” in the industry

wacribing the Belgian fishing industry,
wok notes that it is mostly in the hands
sner-skippers. Thus, in 1957, only nine
ool 396 shipowners had more than one
«l. Only sixteen shipowners were
ating as limited liability companies.
ment of the crews is either on a purely
w¢ basis or a fixed monthly wage plus
uller share. As regards the catch itself,
peak year was 1947 with over 75,000
o In 1957 it was just under 50,000 tons,
# . h was nevertheless well over the 1939
hoof a little more than 39,000 tons.
wse figures, however, are far from
~hung the country’s potential consump-
& tunlike the Netherlands which exports
oxeess). The authors explain this by
cvence  to the different  fishing: the
~erlands having no deep-sea fishing,
8 of her catch being pelagic. with
& g predominating,

Correction

Ve would like to apologize to readers
Lowr April isswe for a number of typo-
caphical errors which ocewrred in the
wticle *Railroad propaganda ignores the
wis' by Brother George Leighty. The
wns mentioned in the article should
wve been quoted in dollars throughour;
wiome cases, however, the pound stevling
v was substituted in error. We sin—
wely regret any confusion which was
wised by this.

wnal, May 1960

Philipp Seibert
President, German Railwaymen's Union

Profile of the month

STRONG-FEATURED, BROAD-SHOULDERED PHILIPP SEIBERT, the energetic head
of the 450.000-member German Railwaymen’s Union (Gdep), must certainly be
one of the youngest labour leaders in the world. Only just turned forty-six, his
career in one of Germany's most powerful and influential trade unions has given
a new look to that very much overworked word *meteoric’, for he achieved the
highest office in his organization only twelve years after his first union appoint-
ment — that of Youth Secretary for the Mainz[District. And for three of those
twelve years he had already served as deputy to our old friend Hans Jahn — now

enjoying a well-earned retirement.

Seibert had, however, seen quite a lot
of life — and death too — before he began
to play an active role in the post-war
trade union and Social Democratic
movements. Born in the Rheinland in
March 19135, he had only a brief period
of civil employment before the Army
stepped in when he was just twenty,
took him off’ for the next decade and
introduced him to war service on fronts
all over Europe.

One still sees reminders of that en-
forced period of Army life in his erect
bearing, precision of speech and neat-
ness of dress.

However, although a former sergeant-
major, there is certainly nothing of the
military martinet about Philipp Seibert.
It is true that he is used to speaking his
mind. but he does so with tact and fore-
thought, His powerful and staccato
voice will often drop into softness, while
his firmness of manner is tempered with
genuine good humour. Good humour
is in fact one of the dominant features
of his whole personality. He looks out
at the world through keen eyes which
often have a twinkle in them and he
laughs often, obviously taking pleasure
in it, Among his circle of acquaintance
he has a well-deserved reputation as a
raconteur with a huge fund of stories
to draw upon.

Philipp Seibert has three main inter-
ests in life; his work as a railwaymen’s
leader, his family (wife Liselotte and
his l6-year-old son), and his tropical
fish. Aquaria are his spare-time passion
and he even has one standing in his
office. The peaceful life of the aquarium
stands in strong contrast to the world
of controversy, conferences and hard

negotiation in which the trade union
leader has to spend so much of his time
and it is easy to understand the fascin-
ation which Seibert finds in it.

Opposite the Gdep’s fine new buil-
ding is the headquarters of the Board
of Management of the Federal Rail-
ways. Like his predecessor, Seibert is
Vice-President of the Board. for the
railwaymen have a say in the running
of the railways under the co-determina-
tion laws which the German trade
unions fought for and won. As a mem-
ber of the Board. Seibert not only looks
after the interests of his membership
but also has an opportunity of indulging
another of his interests — transport
policy. He has made it clear that he
believes the present financial situation
of the railways to be due to faulty
transport policies which should be
changed.

He has been equally blunt in stating
that the members of his union will
not accept that social progress should
stop short at the railways. That is
why the Gdep is pressing vigorously
for improvements in the financial
situation of all its members — manual
and white-collar workers alike — for a
further reduction in working hours
from the present forty-five to forty per
week, and for far-reaching changes in
the regulations covering annual leave
and working time.

Under Philipp Seibert’s leadership
— the leadership of a young man with
young ideas — the railwaymen of
Western Germany can confidently look
forward to advancing still further along
the road of social progress in the years
to come.




The International

Association of Machinists

by J. WiLvtiam O'coNNELL, Executive Assistant 1o the International President (TAM )

Tom TALBOT, RAILROAD MACHINIST, was 4 journeyman. and proud ol it. As a

E] craltsman, and as a husband and Father, he had ambitions, Not any great ambitions,
but ambitions for the basic rights and economic rewards to which he was entitled as a
free man and a journeyman machinist.
I'hus, when Tom Talbot called together eighteen of his fellow workers to meetl beneath
the friendly shadows of an engine in a pit in Atlanta, Georgia, on 5 May 888, he had
certain objectives clearly in mind.

Basically, because he was convinced that
only through organization could the rail-
road machmists achieve social and eco-
nomic justice, he wanted to form a union.
He wanted to use that union to achieve a
few clear-cut goals., First he wanted -
creased wages For himsell and his lellow
machinists. In the quarter century since he
had entered on his apprenticeship, Tom
Talbot had seen wages slip from $3.50
$4.00 a day to $1.80-%2.50 a day. Talbot
thought that was unjust. Furthermore, the
present wage rate was too low to permit
him to let his son continue his education
beyond the eighth grade, and he knew that
a sound education was the one sure road
to opportunity and advancement,

Second, he wanted to use the union to
protect the quality of his cralt against the
steady intrusion of imcompetent mechanics
whose lack of skill undermined standards
of craftsmanship and wages.

And third, he wanted to obtain these
ends without recourse to what he called

106 ‘the old and unsuccessful plan of strikes’.

Under Talbot's leadership. the union
continued its open denunciation ol the
strike weapon [or the first two years ol its
existence. And when the constitution was
amended at the 1890 convention (o set up
strike machinery, every precaution was
made to safeguard against hasty and ill-
considered strike action. The strike pro-
position had to have the secret ballot sup-
port ol three-quarters of the affected
members present and voting at a meeting
called for the purpose. If the membership
approved, the matter had to be referred to
the union’s top executive body for a final
attempt at settlement, and, if that failed,
approval of strike action. The same
fundamentals continue to govern the strike
procedures ol the International Association
ol Machinists today.

Incidentally, one of the first serious
strikes under the new procedure was called
in protest against the action of a foreman
in a Richmond, Virginia, railroad shop in
placing a labourer on machinists” work,
Firm action was taken by the union to

The 1AM holds ity first Convention in Al
front 6 ta 10 May 1889, exactly one vear o
ity foundation. Thirty-four delegates atrended
Convention representing 1,500 organized i
nists. Today, membership of the 1AM is are
the million mark. The Association hays over 2

lodees in both the United Srares and Cami

protect the standards and quality of
machinists’ craft.

The 1890 constitution also establis!

basic principles for the trial of meml
charged with violating the laws, rules
principles of the union, with full reg
for their individual rights, including
right to trial by their peers in accorda
with established principles of Anglo-Sa
justice. They still govern the trial and aj
als procedures of the 1am seventy yi
later.

The founders of the 1am built wisely
well. And their program of action. in
ding increased wages. increased len
time, apprenticeship training and polil
education and action, is as modern
today’s American labor movement.

The new union grew rapidly. Al
1889 convention delegates from thirty-

local lodges represented 1,500 memis

And geographically the union had exp
ed from the city limits ol Atlanta, Geo
east to Norfolk, Virginia, west to Puc
Colorado. in the Rocky Mountains, «




Lalveston, Texas, and north to Harris-
¢ Pennsylvania,

4 the second convention in 1890, the
w counted 4,000 members in 104 lodges
‘wenty-seven states and one Canadian
mce, Its southern boundary had moved
Laredo, Texas, on the Rio Grande; its
hern limit  to  Stratford, Ontario,
da; and it had pushed westward to
Pacific with local lodges in San Fran-
o, California, and Seattle, Washington.
there can be little doubt that the
nization of the union by a group of
vad machinists was a key factor in
ucing the rapid growth in membership
the expansion ol geographical bound-

‘e eastern part of the United States was
-y highly industrialized; the West

wl was well on its way: and the moun-
- and canyons of the Rockies were
- ang forth treasures in gold, silver and

~owr. But the westward spread of indus-
’ o empire was still being blazed by the
~oads, and the railroad shops still
red the first employment to machinists

4

e United States hnternational Associa-
on of Machinists, formed over seventy
vars ago, is one of America’s largest
wons with a membership around the mil-
an mark, distributed over the railroad,
ceraft and air transport indusiries as
ol as ina number of other industries cal-
ag for the skill of the machinist. Long
coociated  with the ITE through its
 wwmbership of the US Railway Labor
wecutives” Association, the IAM affi-
ated divectly with the ITF in December
S0 in respect of its civil aviation
wmbers, In 1957, when the IAM held
st Air Transport Conference, the
wion had some 40,000 members on the
cound staffs of forty-one airlines. The
WM has aver 2,000 local lodges in over
W distriets in both the United States
vl Canada. It is a leading member of
w AFL-CIlO, having first joined the
WL oin 1895, while its International
“eiident since 1949, Albert J. Hayes,
‘o been a Viee-President of that body
ol Chairman of its Ethical Practices
wnmittee since 1955.
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and other shop trades in new towns and
cities. Not only that, but the restlessness
of the ‘booming’ machinists carried them
westward with the progress of the rails, and
they took with them the tidings and the
missionary zeal of the new Machinists’
Union.

The importance of the railroad machi-
nists in building the new union is evidenced
by the Fact that *Old 88" — Local Lodge 88
of the 1am in the mining town of Butte,
Montana, was actually organized in
February, 1888, nearly three months before
Tom Talbot and his fellow craftsmen met
in the engine pit in Atlanta. Yet so isolated
were the Butte machinists from the main-
stream of their trade that they did not
apply for a charter until the spring of 1890.
Afiliation with the Machinists” Union not
only gave them increased strength, but also
provided them, through annual conventions
and the columns of the Machinists” Monthly
Journal, with a chance to ‘swap news’ and
plans for progress with other organized
machinists throughout the country.

For the first three decades of its exist-
ence, the 1am expanded steadily, despite
occasional financial panics and business
setbacks with their inevitable adverse
effects on employment, and in the face of
opposition by one of the most ruthless
anti-union organizations of employers in
the history of American labor-management
relations, the National Metal Trades Asso-
ciation. At one point in the years preceding
World War I, the Association boasted an
army of ‘certified strikebreakers’, whose
numbers were double the membership of
the 1am. Yet the Machinists” Union conti-
nued to grow, and by 1919 the union hit a
peak membership of 330,000, accounting
for one-eighth of the membership of the
entire American labor movement.

Yet. it was not in membership alone that
the Machinists’ Union grew, but also in
prestige and leadership within the American
Federation of Labor, In 1898, three years
after affiliation with the ArL, the Machinists
were selected by that organization to lead
the campaign for a 9-hour day in the metal
industries. The 1am also led the move for
the establishment of trade departments in

Founded on principles of absolute democracy,
the IAM has opened its doors to all workers in
the craft irrespective of race or colour. It
however bars from office any member advocaring
totalitarian  philosophies.  Conununists
banned from TAM membership in the mid-20s.

were

the ArL as a means of encouraging co-
ordinated programs of action. When the
Metal Trades Department was established
in 1908, 1am President James O’Connell
became its President. And five years later,
in 1913, Machinist A. O. Wharton became
president of the new Railway Employees’
Department. Wharton retained that post,
serving with distinction during the historic
railroad shop-craft strike of 1922, until he
was named president of the 1am in 1926.

The same degree of progressiveness
can be noted in the internal affairs of
the Machinists™ Union. Specialists were

The sixth President of the IAM, the late Harvey
W. Brown, admiring the recently dedicated
statue of the IAM s founder, Thomas W. Talbot,
in Atlanta Park, Georgia. With him are the
grandson and the grear grandson of the man
wha, with a handful of friends, met on 5 May
1888 to found one of America’s biggest unions
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The badee of office passes on. Albert J. Hayes
takes the oath of office as Swedish-born 1AM
General Secretary Treasurer Eric Petersen and
General Viee-President Elmer Walker look on.
Al Haves has been President of the Mach-
inists since 1949, and Chairman of the AFL-
ClO  Ethical Practices Comumittee since 1955

admitted to membership in 1903, apprenti-
ces in 1905 and women in 1911,

Undoubtedly these early evidences of
leadership and progressiveness helped lay
the foundation for the 1aMm’s position in the
modern American labor movement and for
the favorable reputation it enjoys in labor-
management circles.

Perhaps President Hayes ol the 1am put
his finger on the quality which underlies
these marks of progress and leadership in
some remarks he made before a graduating
class of the Harvard Trade Union Project
in December, 1953, (The Project, by the
way, was developed by the late Summer
Schlicter of Harvard University for the

IAM members cargo handling on a Swissair
De-6A. Long associared with the ITF through
its membership of the I'TF-affiliated US Railway
Labor Executives' Association, the 1AM affiliat-
ed direct with the ITF in respect of its civil
aviation members in December 1950. In 1957
the TAM held its first Alr Transport Conference

purpose ol making available to trade union
leaders in capsule form the kind of training
available to students and leaders of business

in the Graduate School of Business
Administration).

After noting that the history of Harvard
extended back to the days of early colonial
America, 1AM President Hayes commented

‘Without the willingness, the ability and
the courage to change. without the capa-
bilities of meeting new challenges, this
great institution of Harvard University
would not be here today. It has met its
obligations  successfully and  thus has
contributed in great measure to the progress
nl' our _l:’,l'clli L.'Ulll'lll'}.’.

“This is the real test of any institution in
a free. democratic society. If it can meet the
new obligations and responsibilities ol an
advancing country it will endure. II' it
cannot, or does not for any reason, it will
not endure. This 1s as true of the institution
of organized labor as it is of any other
institution in our society. We too must
change to keep pace with a changing
country and to effectively meet new obli-
gations and responsibilities which are thrust
upon us by progress . ..

Throughout its history the 1am has shown

ability to adapt itself to the requirements of

a rapidly developing industrial system and
a dynamic social structure.

But, it is important to note, the 1am has
remained responsive to the changing de-
mands of industry and society without ever
abandoning the basic democratic prin-
ciples which motivated its founders. And
this fact helps explain why, in a period
when labor in America has been subject to
investigation, smear and attack, the 1am,
when it is mentioned, is mentioned as an

example of clean, democratic unions

The International insists upon filling
responsibilities and exercising the aul
rities delegated to it by the membershiy
the union’s laws and constitution. On
other hand, the members, through (
more than 2,000 local lodges, insist up
protecting their rights and maintain:
their autonomy where there has been
delegation of authority. The result ¢
practical and well practised system
checks and balances, which has kept !
International leadership closely aware
the desires of the membership, and
latter constantly alert to and intereste
the policies and problems ol the Ii
national. It is the preservation of
founders™ spirit which has kept the ¢
responsible toits obligations and respons
to the needs and wishes of its memben
spite of the difficulties of maintai
direct personal contact and practisingd
democracy in a large and far-flung orga
ation.

From a handful of railroad machinis
May 1888, the 1am has developed into
of the largest and most diversified |
unions on the North American conti
Its members work in almost every cong
able phase of American industry
commerce, from the automotive
machinist at the corner garage, to
employee of a mighty aircraft comj
And in the latter type of plant, where
1AM has been organizing industrially
the mid-1930s, the membership o
everyone from the sweeper in the assel
plant to the tool and die maker in
research and development department

There are 1am local lodges in more
1.000 towns and cities in the United S



! Canada. They vary in size rom 25 to
W0 members. Some of them are organi-

in a cralt basis, others on an industrial
w. The type of local lodge is tailored to
' the needs of the members to be served,
ther evidence of the adaptability of the

In a large metropolitan industrial
wr, where lodges are organized on a

various lodges are co-ordinated through
drict lodge. District lodges also exist in
o transportation field, to permit unified
. on by local lodges dealing with the same
loyer at far-Mlung points across the
m. District lodges are also utilized in
* aireraft industry, to permit heavy con-
rations of membership to be broken

Vay 1960

1 basis, the objectives and activities of

~on into small units for the purpose of

From an old print. A pictorial record of the
first IAM shop in the manufacture and servicing
of aireraft. This picture, taken in 1911, shows
LAM members employved by the Aerial Naviga-
tion Company of Girard, Kansas, The TAM
signed its first agreement with the railvoads with
the Santa Fe in 1892. First airline agreement
way sighed by ITAM with Eastern Lines in 1939

giving the members a more direct voice in
the processes of collective bargaining and
the administration of collective bargaining
agreementes.

In spite of the diversification of 1am
membership and its heavy concentration in
the manufacturing industries, the Machin-
ists are still very active in the field of trans-
tation. Today, as in its earlier years, the
1AM is one ol the major non-operating
unions in railroading, as it is in ship repair.
It is the major union in both airline and
motor transport maintenance and repair,
And it is the major union in the related field
of aircraft manufacture, although this
category of work is classified as manufac-
turing rather than transportation. The
heavy concentration ol 1am membership in

Cwembership is distributed over the railroad, aircraft and air transport industries and is also to be
n a wide range of other industries calling for the skill of the machinist. Here we see IAM
wics carrying out a check of a Swissaiv transport plane before it leaves for Zurich.

A

In the 30s labouwr and management in the USA
came into open conflict with management using
strong arm methods to keep labour ‘in line’.
This scene of vielence, showing armed strike

hreakers breaking up peaceful picket lines
occured during the Mohawk Valley strike of
1936. The US Congress outlawed violence
and strike-breakers as a result of the reports
of the La Follettee Civil Liberties Committee

non-transport fields would probably be no
surprise to Tom Talbot and his fellow
founders. They were railroad machinists,
to be sure. They founded their union in a
railroad shop, and most of the early local
lodges were in railroad shops. But the 104
local lodges which were chartered during
the two years of Tom Talbot's official
leadership also included lodges outside the
roads. We have already mentioned “Old 88°
in Butte, Montana. And even before that
formerly independent union affiliated, the
Machinists Union had chartered similar
groups ol machinists in San Francisco and
Seattle. Like *Old 88’, these West Coast
local lodges are still integral and active
segments of the 1am.

Tom Talbot and his fellow craftsmen in
the Atlanta shop had very few fixed ideas.
The believed in democracy as a fundamental
tool of trade unionism. They felt a sense of
obligation to the public. They held that
agreement, not industrial strife, was the
end of effective unionism. The organization
which they created has adhered faithfully
to these basic concepts. And on the founda-
tion of adherence, the 1AM has become one
of the largest and most respected unions in
North America.

B e
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Seventy-five years of service

THEITF-AFFILIATED SAILORS  UNION
\'b OF THE PACIFIC, founded on 6 March
1885, can now look back on over seventy-
five years of service. From the very start,
the union was fortunate in finding the
strong leadership the times demanded in
the person of Andrew Furuseth. For
nearly fifty years Furuseth held the position
of secretary. Realizing that bad customs
and laws had to be changed before seamen
could win the position rightly theirs, he
soon began a campaign of lobbying in
Washington for better legislation. Before
he had finished his work, he could point to
the Maguire Act of 1895, the White Acl of
1898, the Seamen’s Act of 1915 and the
Jones Act of 1920 as his solid accomplish-
ments. He was succeeded in office by
another fighter - Harry Lundeberg. During
Lundeberg’s twenty-one years as Secretary
the Sailors’ Union successfully withstood
attacks from every quarter — from ship-
owners, politicians, Communists and rival
unions. It grew steadily in power and today
can point to a record of achievement on
behall of its members of which any union
could be proud, The working conditions
and social security enjoyed by sup members
today are a testimony to the fighting spirit
ol these two great leaders.

Newfoundland loggers’ dispute
before ILO

THE INTERNATIONAL LABOUR OR-
GANISATION'S COMMITTEE on Free-
dom of Association has advised the Lo
governing body to request the Canadian
government to look into the dispute be-
tween the Newfoundland loggers in the
International Woodworkers of America
and the Premier of Newloundland. The
union states that as a consequence of a
strike for better wages and for a reduction
of the working week from sixty hours,
Premier Smallwood launched a campaign
to ban the union from Newfoundland. He
introduced legislation to de-certifly the
union and to give the government the power
to dissolve certain unions and confiscate

their funds where ‘it appears’ that certain
circumstances obtain. This action., the
union states, is in direct violation of the
freedom of association.

Drivers to retire at sixty?

TRANSPORT DRIVERS IN LUXEM-
@ BOURG are still awaiting legislation
introducing compulsory retirement — ac-
companied by pension compensation — at
the age of sixty. A legislative enactment
to this effect, i.e. lowering of the retiring
age to sixty in the case of road transport
drivers and the establishment of a special
pension fund in compensation, has been
‘on the table’ since October 1958, Since
that time, a new government has taken
office — but still nothing has been done to
promote this important piece of legislation
covering a branch of the country’s industry
which, in the words of the rrr-affiliated
Luxembourg Railway and Transport
Workers' Union, is by way of being the
Cinderella of the nation’s industries.
Commenting on the government’s dila-
toriness in  handling this subject. our
affiliate stresses that, under modern road
transport conditions, nobody can seriously
contend that a driver of advanced years
cannol constitute a possible danger.
Reports have been studied, the Union
continues, talks at high level have taken
place, and promises have been given. The
Union would now — at long last - like to
see some action.

Pleasure boats
under flags of convenience

A NEW CASE OF HORRORS under
flags of convenience is reported from
Denmark. We are glad to say, however.
that the flags this time are not those of
Panama, Liberia or Honduras. In fact so
far as is known there is nothing disrepu-
table about the flags themselves. Only
about the use that is made of them. Another
new feature of the case is that this time it is
not in the first place the seafarers them-
selves who are likely to suffer from the use
of flags which in the circumstances must

be considered as more or less exotic, |
the travelling public —if the term *travel!
public’ can properly be applied to the me
hordes who, according to our source (|
Danish Marine Catering Workers™ Uni
are daily disorged on the quayside [
fleets of taxis and fight their way up |
gangways on to the swarming decks of
so-called pleasure boats that ply betws
Denmark and Sweden.

Sometimes known as ‘show boats’
‘fancy restaurants’ the main attraction ()
these vessels offer their clientele seens
be an ad lib. consumption of tax-
alcohol and the novel experience of gett
drunk at sea. That they are also exposed
the equally novel experience of drown
is a risk that people in such a condition |
hardly likely to appreciate. I there wey
collision — and this is not such a rem
possibility in the heavily trafficked was
between Denmark and Sweden - o
shudders to think of the chaos and py
there would be with over a thousand hu
beings crowded on the decks of quik
small ship with a crew of only a dozen
5o to get them out of it.

There are, however, more immed:
hazards which deserve to be brought to
attention of the authorities. Food poison
may not be so dramatic as shipwreck ©
it can be fatal and all civilized county
have laws and regulations to prevent |
outbreak of epidemics. Naturally, |
countries under whose flags the floar
‘fancy restaurants’ sail have their stands
on the hygienic handling and preparat
of food destined for human consumply
The only trouble is that the relevant aut
rities are too remote to enforce o
standards on board these particular shy
There is thus nothing to prevent the (v
meals on board vessels [rom being o
pared by cooks suffering from tuy
culosis, or from venereal or skin dises
Washing facilities and the general stani
of cleanliness in these kitchens may
may not be up to standard. Nobody kn
but it is only reasonable to suppose the
the absence of any effective control 1y
standards have lapsed.

In the end then the case has, on a «




o, all the essential features of the world-

o« operation of ships under flags of

© wwenience. The lives of human beings
being hazarded for the sake of the
wlry profit to be gained by evading the
crous restrictions of national legislation,
1wl in this case it is the general public
' not the workers in the industry who
wld be the first to suffer from this
meditated contracting-out of a social
~ogation, will not of course deter those
whers from voicing their conscience on
matter, and from showing that they
vust feel responsible for the health and
ity of their fellow men.

new political party in Canada?

A NEW POLITICAL PARTY, more
svmpathetic towards and represen-
“we of labour’s interests, is in the offing
& Lunada. Commenting on this develop-
&, our affiliate, the Canadian Brother-
ol of Railway, Transport and General
‘kers, points out that at its last national
© wwention the Brotherhood went on re-
1 us supporting the new party which is
I w formed by organized labour, the
©operative Commonwealth Federation,
I wrs and other interested parties.
© e new party is expected to come into
&y at a joint founding convention in
I called by the Co-operative Common-
~th Federation (ccr) and the Canadian
~our Congress (cLc). Both of these
~os are expected to discuss and decide
£ e creation of the new political party
'»- wir forthcoming conventions. Mean-
Jajoint ccF-cLe committee has been
~unng the ground for the coming
sagntion.
' idea of a political party in Canada
woresent the people dates back many
. states our affiliate. If the ccr joints
~ Lbour and similar social groups in a
party (it continues) it will only be
ng out the original intentions of the
~zations to link together labour, far-
organizations and liberal-minded
i a party ‘dedicated to the task of
~wratically rebuilding our society so
ocoperation will replace greed, con-
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structive development will replace exploi-
tation of man by man. and unity of farmer
and worker — east and west — French-
speaking and English-speaking will replace
disunity and deliberately contrived conflict’.
Among the objectives of the new party
to be discussed at the forthcoming cLc
and ccr conventions and at the proposed
joint constituent convention are:
1) to unite all progressive people and
organizations in Canada into Federal and
Provincial Parties financed and democrati-
cally controlled by individual and affiliated
members;
2) to plan the use of Canada’s human and
material resources to achieve an ever-
expanding economy dedicated to the
service of human needs above private
profit;
3) to broaden economic and social as well
as political democracy by expanding the
role of co-operative and public ownership
wherever desirable in the interests of the
people;
4) to co-operate with people and move-
ments everywhere whose aim is to abolish
poverty and exploitation, to extend free-
dom, to establish the equality of all
peoples and races and to build a lasting
and just peace,

Going up?

ONE WAY OF DELIVERING GOODS
TO THE WAREHOUSE, saving a lot of
heaving and straining, has been discovered
by a well-known Austrian goods transport
concern. It conveys an entire railway goods
wagon — with contents — up to the second
floor of its warehouse in Vienna by means
of a special lift designed for the purpose.
That is a °lift" of some forty tons, and is
claimed to be something new in the way of
bulk goods handling. The advantage, of
course, is that railway trucks with contents
can now be as readily and conveniently
dealt with on the second floor of the ware-
house as on the ground floor where track
run-in and handling of the goods present
no particular problems.
This development is, of course, in line
with the ever-increasing mechanization

Something new in the way of nioving heavy loads

for further mechanical handling. A railway truck

weighing, with contents, some forty tons is
conveyed by outside [ift 1o the second floor of a
Vienna warehouse. A press of the button and up
she goes ! (Photo of the Deutsche Bundesbahn)

noticeable in the field of goods handling.
Today, the fork-lift truck, moving band,
and a number of other appliances, are a
common sight wherever large-scale hand-
ling of bulk goods is a primary concern.
For the most part, however, this kind of
work has been confined to ground level.
This movement into a ‘second dimension’,
as it were, is by way of being an innovation.
It does mean of course that fewer and fewer
men are being required to handle more and
more goods. Providing the social gain
resulting from increased mechanization is
equitably spread among all those affected,
in the form of higher wages and shorter
hours throughout trade and industry, such
changes may be welcomed by those engaged
in the industry. The proviso. however, is a
very big one, and road transport workers
and, in particular, dockers are vitally con-
cerned with the problem of increased
mechanization in the handling of cargoes
and goods.

When one man, by pressing a button at
ground level, can move a railway truck
weighing, with contents, some forty tons
up to the second floor of a warehouse in a
matter of a couple of seconds, there to be
further handled by other mechanical
appliances, we have clearly come a long
way — in terms of labour saving — from the
days of the wheelbarrow. Unfortunately,
this mechanical progress has not been
matched by an equitable distribution of the
social gains resulting therefrom. The dog
is still taking his master for a walk.

..
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Bargaining problems

of Swedish Railwaymen

by Gustav KovLarRE, Swedish Railwavmen's Union

AS MEMBERS OF THE STAFF of a state-run enterprise

the Swedish State Railways —

m Swedish railwaymen have a number of problems in connection with their service
conditions comparable with those of other state employees. The present article discusses
these with particular reference to the difficulties associated with collective bargaining rights.

As is the case with other members ol the
Swedish Federation of Labour (rLo), the
Raillwaymen’s Union meets with a number
ol special problems in the exercise ol its
activities. This is perhaps inevitable seeing
that so much of the work performed by its
members is by way of providing services.
These to a large extent must be maintained
on Sundays and public holidays. A certain
amount of irregularity in work schedules
with time off taken at irregular times — {re-
quently away from home — means that the
union has quite a4 number of problems on
its hands. The fact that many ol its mem-
bers perform their functions in remote
districts many miles from the nearest habi-
tation also comes into the picture in that it
creates an ‘isolation problem’. The out-
standing changes in the transport field, in
part deriving from and in part leading to

the construction ol railways, are also a sig-
nificant factor in the overall picture. With-
out going into these particular problems in
too great detail, it is perhaps worth our
while to give closer consideration to the
specific problem represented by the nego-
tiating machinery as it affects the railway-
men’s Union - and for that matter the en-
tire association ol government employees
aflihiated with the Swedish Federation ol
Labour.

In Sweden, the State is by far the largest
employer of labour. There are at present
something like 370,000 persons employed
in State-owned or subsidized enterprises.
Of these, some 290,000 are civil servants
whilst 80.000 are employed on terms and
conditions laid down in collective agree-
ments. The latter are placed on a par with
wage-earners in private industry under the

Steering made easy. In labour-managen
relations, however, things can too casily g
the raily. This railway worker looks as |
knows where he is going. In the matter of
hargaining the Swedish Association of 5
Employees hopes that the government is on

track and also going in the same direc)

1936 Act governing industrial associatu
and negotiations. Civil servants are ey
ded from the Act. Their negotiating ma
nery is laid down in an edict dated I

The separation, however, is not jus
terms of time. Under the 1936 Act,
ployers and employees are equal party
in the labour market, the employee |
having an actual say in the fixing ol
wages and conditions of employvment,
case is different with the government
ployee, however, The 1937 Act gives |
the right to make known his views and
mands: but it is the employer alone «
lays down wages and conditions of sery
The government employee merely has
right to petition. So much the edict
down formally.

In practice, however, other condil
obtain. In the post-war years, and in p
cular since the creation of the *Civil
partment™) in 1950, the tendency has Iy
for wages, pensions, and other condi
of employment increasingly to becone
subject of formal negotiations between!
State as employer and the four orgar
tions representing employees — the §
Employees™ Association (Statstjinstar
tell), the Tco, saco and sr. During
period very few questions in this field »
settled without previous reference to 14
bodies.

Earlier. contact had been maintaine
means of procedures in Parliament, by
late the parties have gone over to w
creasing use of direct negotiations
might be expected, there are a numbe
reasons for this change. The gros
power of the unions concerned has gre
contributed to bringing about colle
1y The Civil Depurtment was the government depa
dealing with c¢i ministration afTairs from 1840
In 1950, it was reconstituted as a government depa
handling all matters having reference to the salary

pure, general service conditions, pensions and neg
procedures of State employees.




wining methods comparable with those
~wrved in the private sector. It is also
< that the government attaches con-
wrable importance to the need for har-
0y between the authorities and the staff
: esentative bodies in all matters affect-
o wages and service conditions.
~ Athough it may be said that negotiations
s field proceed very much on the same
1 as in the private sector, there is in one
wect one very big difference: as regards
crnment employvees, neither side can
| force to its arguments by means of a
ve or lockout as can be done in the
ate sector.
¢ the industrial action which the 1937
~ot on negoliation machinery may be
z wrded as allowing is a boycott ol new
©uitment and ‘en bloc” handing in of
3- Lee to leave by non-established staff. Al-
~ugh this method can be effective in the
~ . of certain national bodies catering for
wernment employees, it is of little or no
Cue as a means ol exerting pressure when
~utemplated by others. When it has been
i, the employing authority has replied

A A A Al . A A . A A

u member of the staff of the State-run

Al railways this railway official enjoys a
ber of advantages not always found in out-
mdustry. Nevertheless, the Swedish Asso-
v of State Employees is seeking greater
Jation of his conditions by the establishment
wproved negotiating rights and machiner)

‘

.
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.

with counter-measures. These have usually
consisted in withholding from the body
concerned wage increases which would
have gone to the members of this body as a
result of agreements concluded with the
other representative associations. In point
of fact, however, industrial action has been
comparatively rare in this sector. This is
primarily due to the fact that both the
Civil Department and the organizations
concerned have made every endeavour to
reach agreement on every occasion when
negotiations have occurred.

Seeing that the 1937 edict was regarded
as out of date and largely rendered obso-
lete by developments which had occurred
in the post-war period, both the state
authorities and the trade union organiza-
tions considered it a matter of some urgen-
¢y to ensure that collective bargaining legis-
lation should be brought into closer agree-
ment with existing conditions and practices.
In this connection, having regard to the
conditions obtaining in industry generally,
it was only natural that the unions should
aim at unrestricted bargaining rights. The
question ol amending the 1937 edict has
thus come up a number of times. More
recently, the question was studied in 1948
by the committee on negotiating rights
which presented its findings on 31 Decem-
ber 1951.

The committee’s recommendations, cov-
ering both State and local government em-
ployees, may be regarded as aiming at se-
curing the same negotiating rights for these
employees as were enjoyed by those in in-
dustry generally. Having regard to the
peculiar character of government and local
government service, however, and bearing
existing relevant legislation in mind, the
recommendations envisaged a number of
restrictions compared with what was laid
down for industry in general. These con-
cerned inter alia the manner of engage-
ment, the recruitment and dismissal of
staff, and general conditions for the main-
tenance of services. The recommendations
also envisaged different rules as regards
dispute procedure. The right to strike as
generally understood was not conceded to
those engaged in state and local govern-

ment service. On the other hand, provision
was made for staff to relinquish their post,
after giving due notice, in pursuance of
grievances.

These recommendations, which were by
way of a compromise between the legal
principles laid down in the public and pri-
vate field, came in for considerable criti-
cism, in parliamentary debates on this sub-
ject. It was further made evident that these
recommendations could not serve as a basis
for the amendment of legislation covering
dispute and negotiating procedures. The
committee’s recommendations, and the
further recommendations arising from par-
liamentary debate, were subsequently sub-
mitted for systematic review to an expert in
this field, viz. Olle Ekblom, a former me-
diating officer and provincial lord lieute-
nant. He was subsequently called upon to
make a further investigation (in 1956) as-
sisted by legal experts and (since 1958) by
representatives of the employing authorities
and the four trade union bodies catering
for state employees.

It needs no emphasizing that the body of
state employees is awaiting the results of
this study with considerable interest. Local
government employees are also keenly in-
terested, although under the terms of its
reference, the study group must confine its
findings to state employees proper. It may
be assumed, however, that any resultant
legislation covering state employees will set
the pattern for the local government service.

Clearly it would serve no uselul purpose
while the enquiry is still on to comment at
any length on all the various proposals that
have been made up to now. | propose in-
stead to set out briefly the views and sug-
gestions put forward by the State Employ-
ees’ Association during the course of this
investigation.

The Association is striving to win full
bargaining rights for State employees with-
out these leading to any inroads into their
established rights or deterioration in their
service conditions. It is the Association’s
view that their members’ rights to associate
and bargain collectively could be laid down
in the form of legislation for which the 1936
legislation could serve as a model. The right
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to bargain should devolve on the existing
national representative organizations and
their subordinate bodies. Other bodies
should be denied representation rights as
bargaining organs. By these means, it is
contended, some sort of order would be in-
troduced into the present organizational
jungle which has long characterized labour
relations in the state sector.

The dispute procedures - including strike
and lockout - practised in the private sector
should also be made available to state em-
ployees. In principle, all state employees
should enjoy the right to make use of these
weapons, although it is clear from the start
that, given the nature of public service, cer-
tain groups can never exercise these rights.
The maturity and sense of responsibility
which the trade union movement in this
country has acquired over the years mini-
mize any risk of a dispute threatening the
national economy. Furthermore, as the
highest legislative authority, the state can
always remove this threat to the commu-
nity and the national economy by means ol
appropriate legislation. This method of
solving the problem would be preferable to
discriminatory treatment ol certain groups
by their being excluded from relevant legis-
lation and the right to bargain collectively.
No such exceptions have been made in the
general industrial labour field, and no such
exceptions should be made in the case of
state employees.

Under the present Law, no state employee
held to exercise a position ol responsibility
may absent himself from his work without
permission or good reason without laying

himself open to a charge of dereliction of

duty. Before such an employee could make
use of the strike weapon without running
the risk of penalties, the law would have to be
amended. In this connection it is gratifying

“Let me stand on miy feet I savs the notice on the
parcel being handled by this Swedish raibwvayman.
Swedish raibwaymen too want to be “put on thewr
feer’ in the way of full rights to associare and
hargain collectively as emplovees of the State

to note that experts in the field of labour
legislation appear to be in fairly general
agreement that this concept of official res-
ponsibility should not prove a bar to the
regulation of service conditions by collec-
tive bargaining processes or the exercise of
accepted forms of industrial action in-
cluding the strike or the lockout. It is con-
tended that the operation ol the “official
responsibility” clause should be suspended
during a legitimate industrial conflict.
One of the thorniest problems in connec-
tion with the introduction of full collective
bargaining rights for state employees is the
fact that large numbers of state employees
cannot be arbitrarily dismissed or transfer-
red. They thus enjoy job security and are
guaranteed a certain salary in given circums-
stances. Guaranteed tenure of office is
primarily based on administrative conven-
ience in the conduct of the nation’s affairs,
This does not of course mean that it is not
of great importance to the individual em-

ployee. It also inevitably follows that, i
present form and content, guaranteed
nure ol office constitutes a bar to the s
as employer operating a lockout agad
any of its emplovees enjoying the guaran
However, it has also been suggested |
the operation ol this guarantee shi
similarly be suspended during the cou
ol a legitimate labour conflict. At suc
time, it is contended, the employee enjoy
this right should be placed on a par w
other state employees not so lavoured i
should forego the right to a guarant
continuation of salary associated with

curity of tenure ol office. In contrast |
other employees, he would still be guar
teed reinstatement rights as soon
settlement ol the conflict had been reach|

The State Employees™ Association is
the opinion that the Civil Departmg
should be a party in the state negotial
and collective agreement machinery, Itn
Justifiably be asserted that this departny

The state, as an employver of labour, is always a bir of a hard nut to crack and getting the s
negotiating machinery (o function without too many sparks flving is not so easy as pressin
lever. Not thar this signalman’s job is a sinecure ! ( All photos by courtesy of Fackfdreningsrirel




.y exercises these functions “de lacto’.
- wint of fact, in the case of the agree-
s concluded between the Department
. the employees’ main representative
es, Parliament has refrained from in-
Lucing any alterations on the grounds
it had before it a negotiated agreement
©oh could not be altered without grave
~wequences. In recent years, therefore,
Swedish Parliament has exercised its
~wers in this field in a manner more for-
* than real. In the circumstances, there-
Parliament should leave it to the
4l hand to approve (or reject) such in-
anents. In this way, too, the serious
~ys which occur before implementation
v oresult ol parliamentary procedure
Jld be avoided.
1 the event of state employees being
doted full bargaining rights, the Associa-
~ will not wish to oppose the introdue-
o of legislation on the subject of service
duct and duties rules. It would not,
ever, lend its support to any emergency
wures, but instead recommends that
ation be enacted only if and when the
for legislation on service conduct and
rules should arise in any sector.
Segulations on the interpretation and
wation of these rules should be made
e Civil Department following consul-
n with the employees’ organizations
o the agreements regulating service con-
s are drawn up. Points in dispute
Id be referred to the Labour Court for
igation. When dealing with such mat-
the Court’s assessors could well be
emented by representatives of the
trade union bodies representing state
yees.
© s not pretended that the proposals
by the Association by way of offering
tion to the problem of {ull bargaining
for state employees are in any way
wstive or final. Naturally, the Associa-
i prepared to discuss other solutions,
© number of basic questions, however,
Association has given it to be under-
wol that it has very definite views. Among
may be mentioned the retention of
“nnciple of security of tenure with the
anteed salary, and the question as to
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who shall be the state’s negotiating body.
As regards the first, it may safely be said
that no state employee within the Associa-
tion is prepared to buy full bargaining
rights at the cost of job security and the
guaranteed salary.

As to who shall negotiate and sign agree-
ments on behall of the state, there are a
number of views. The Association has al-
ready made its view clear. Others are of the
opinion that both Parliament and the Cabi-
net should stay aloof from direct interfe-
rence in matters affecting the wages and
service conditions of state employees.
Authority to negotiate and approve, both
‘de facto” and ‘de jure’, it is contended,
should fall within the province of some new
department. For a number of reasons, the
Association cannotagree with this proposal.
The state employees’ wages bill constitutes
such a large part of the country’s budget
that it can hardly be regarded as feasible to
release the government from direct respon-
sibility for the outlay. The wages bill for
established staff alone in the year 1958
came (o some three milliards of kronor.

There is no real need to create a new de-
partment to handle matters affecting the
wages and service conditions of state em-
ployees. The establishment of the Civil
Department in the year 1950 created the
requisite body for centralizing and putting
into effect the negotiating and investigating
machinery that had long been sought. The
fact that in the ten years of its existence the
Civil Department has performed its func-
tions correctly may perhaps be gauged
from the fact that every agreement negotia-
ted has given rise to marked feelings ol dis-
satisfaction — on both sides of the bargain-
ing table.

‘Enemy agents' at work

FOUR RAILWAY WORKERS IN DRESDEN
@ (in the Eastern German sector of the
Soviet “Workers® Paradise’) have recently
been sentenced to two and a hall years
imprisonment. They received this sentence
for misrouting some railway goods trucks
at the Dresden shunting yards where they
were working., Presumably this savage

sentence was imposed with the object of
discouraging others from mistakes of a
similar nature.

The charge was ‘misrouting trucks and
thus endangering the economic plan
through lack of labour discipline and
deliberate failure to detect mistakes’.

We do not know how the court satisfied
itself about the “deliberate failure'; pres-
umably under communist law any mistake
is deliberate which leads to inconvenient
results. In any case, justice having nothing
to do with the matter, the sentence was
duly imposed on the grounds that, although
the men could not be proved to have been
in the pay of enemy agents. they had
acted as if they were.

At this point the case for humanity - and
sanity — rests.

San Francisco
has the best drivers

WE DON'T KNOW HOW WELL THEY

DRIVE, but it looks as if, socially
speaking, San Francisco can lay a good
claim to having the “best” taxi-drivers. Ac-
cording to statistics published by an Ame-
rican source, among the town’s cabmen
there are: fourteen Russian princes, seven
members of the old German aristocracy,
three former directors of large European
banks, a number of doctors and engineers,
and a French pianist. A local publisher has
stated that he is thinking of bringing out a
companion volume to *“Who's Who™ en-
titled *“Who is Driving Whom’,

New Norwegian act concerning
occupational injuries insurance

ON JANUARY |IST LAST A NEW ACT
@ concerning occupational injuries in-
surance came into {orce in Norway. The
present three accident insurance acts, for
industrial workers, seamen and fishermen,
have been integrated into one Scheme
which will cover all Norwegian wage- and
salary earners, a total of 1.4 million per-
sons. The coverage also includes school-
children and students during the time of in-

struction. The benefits of the scheme have
also been considerably improved.
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Jet pay of Japanese airline pilots

AT LEAST FOUR JET PLANES OF THE
pc-8 TP are shortly to be put into
service by the Japan Air Lines (JapL). The
first delivery is expected about July this
year. With the expectation that, within a
year or two, all Japanese commercial flying
will be done with jets, it is safe to say that
the impact ol the jet age will soon be felt
by all Japanese civil aviation personnel.

In anticipation of the changeover, the
JaL Flight Officers” Union decided to pre-
pare a programme of demands at its
October 1959 meeting in consonance with
present-day trends and in particular has
made concrete proposals for improvements
in present negotiations with the operators.

One of these is for the introduction of a
so-called competency allowance at the rate
of v 180,000 a month in the case of the
captain ol a jet plane. (With the yen quoted
at 1,010 to £1, this is about £180 or us
468). The union is also claiming an increase
in the flying allowance, bringing the
hourly rate in the case of a captain
piloting a jet to v 2,000. At present the
monthly salaries of Japanese pilots range
from v 70.000 to v 140,000.

Australo-Asian
railwaymen’'s conference?
THE NEW SOUTH WALES BRANCH
OF THE AUSTRALIAN RAILWAYS'
UNION is considering the holding of aspecial
conference of railwaymen’s unions covering
Australia, India and South East Asia. Such
a meeting would be held under the auspices
of the 1crru and the Australian cru.

The combined conference is envisaged as
part of a plan of closer co-operation be-
tween railwaymen in Australia, India and
South East Asia. At its recent (February)
State Council meeting, the Nsw branch of
the arU discussed at length the growing
importance of industrial and social devel-
opments in South East Asia and India and
placed on record its responsibility to study,
understand and assist in the development
of a free and powerful trade union move-
ment in those regions.

The desire for closer ties with railway-

News from the Regions

men’s unions in other countries in that
part of the world has induced the Australian
union to write to the itr advising it of the
steps it proposes taking to establish con-
tacts in pursuance of its plans. In particular,
the union has asked 11¥ advice about in-
viting delegates to its next State Conference
to be held at the end of June 1960. Coun-
tries tentatively mentioned as possibly
interested in accepting invitations to this
conference include India, Pakistan, the
Philippines and Japan as well as Malaya
and Singapore.

Experts will survey
Indonesian aviation

Two AVIATION CONSULTANTS of the
+ us International Co-operation Ad-
ministration (1ca) have arrived in the
Indonesian capital Djakarta to conduct a
survey, in co-operation with the Govern-
ment, of the civil aviation programme
supported by the 1cA as it relates to Garuda
Indonesian Airways and to Indonesia’s
civil aviation organization. The 1ca will
be financing the survey, which is expected
to take the two experts some six weeks,

Nigerian TUC will resist
Communist infiltration
THE WORKING COMMITTEE OF THE

TRADES UNION CONGRESS OF NI-

GERIA has stated that it intends to resist
any attempt among any of its 110 affiliated
unions to introduce Communism into the
country's labour movement. Earlier, the
TuC’s General Secretary, Bro. L. L. Borha,
speaking at a press conference, had said
that any move to propagate Communism
in the trade unions would be contrary to the
interests of the Nigerian workers,

Strikes longer and more

frequent in Ceylon

@ ACCORDING TO AN INVESTIGATION
carried out by the Ceylonese Labour

Department, the number of strikes and

their duration have considerably increased

in Ceylon in recent years. The number of

strikes reported increased from 53 in 1943
to 203 in 1958 (exclusive of port strikes
during the latter year). During the same

period the duration of strikes incress
from an average of 1.4 days to 9.9 &
per stoppage.

The duration of strikes has, in fact, Iy
steadily on the increase throughout
period. In 1943, for instance, the nuns
of man-days lost owing (o strikes was o
9.593. By 1958 the figure had risen
725.401 man-days.

The Labour Department also found
there had been an appreciable reduction
the number of strikes due to dismissals
loss of employment, whilst in the case
disputes concerning working conditi
and the enforcement of discipline there b
been an increase.

Reconstruction in Korea

THE WORK OF RECONSTRUCTION

KOREA Tollowing the ravages cal
by the communist invasion ol the coun
has gone on apace. The entire populace
contributed towards this work of rebuild
from the ruins left by the war. Among |
new buildings which now stand @
monument to the industry and sense
common purpose among the people

The Korean national reconstruetion plas
which all Korean workers have contributed |
also been responsible for the enlargin

Transport Hospital, run by the raiv
management for the benefit of railway stal |
their families. It has the most up-tes
equipment and facilities and its medical sta’ |
amongst the country’s foremost practitin




vely reconstrncted  after the  devastation
wing the communist invasion, the Korean
Cwaymen’s House stands as a fitting memio-
o the spivit of common purpose uniting the
wan workers in theiv efforts to repair all
cavages of war. This twe=storey building
ws the offices of the ITF-affiliated All-
wun Federation of RailwayWorkers” Unions

wih Korea is Railwaymen's House — the

Jquarters  of  the rrr-affiliated  All-

wcan Federation of Railroad Workers'

cons in Seoul, the country's capital,

. building, the pride of the Korean

Cwaymen, was completely destroyed by

my bombs during the communist

won. Now, through the joint efforts of
nation’s workers to which the Korean
© caymen  have made a  memorable
wibution, an entirely new building

s where only short time ago was
dation and ruins.

- ubwaymen’s House is a two-storey
“ing, the upper storey housing the
w1 offices and also a cinema with the

Lequipment and a seating capacity of
I'he office accommodation, rated the
union premises in the country, consists

e President’s office, the Vice-Presi-
' office and the office of the General
dary, together with four other rooms:

ditors’ committee room, the editorial
oflice, the meeting hall and the general
The ground floor houses a mess-hall,
1's shop, lodging room and a beauty
ur where services and goods are pro-
at reduced prices.

* wler the national reconstruction plan,
“alding known as Transport Hospital
also enlarged. The hospital, which
« transport workers, is operated by
culways management on behalf of
o staff and their families. One of the
1 hospitals in the country, its facilities

u resident medical officer, a surgery,
| department, a maternity ward and
*ray department.
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Jurists find illegal methods
were used in Kerala

FOLLOWING A DETAILED INQUIRY,
a three-man committee appointed
by the Indian Commission of Jurists has
found that during the Communist regime
in the Indian State of Kerala there was ‘a
gross and systematic violation of the rule
of law’. Communist rule, the committee
states, was primarily for the benefit of the
Party members with the main objective of
‘securing Communist hegemony over the
whole of Kerala’.

Non-Communist citizens, the report
adds, were denied fundamental rights to
form associations or unions, to hold
property and to carry on trade or business.
Moreoyer, the Communist cell courts
subjected the citizens to the jurisdiction
of extra-judicial courts which did not have
the sanction of any law in force. These cell
courts enforced their decisions by illegal
methods.

The Indian Commission of Jurists is a
non-political organization of leading law
yers ‘whose main concern is the upholding
and strengthening ol the rule of law’.

Asia needs more foreign capital,
urges ECAFE

THE UNITED NATIONS ECONOMIC
@ FOR ASIA AND THE FAR EAST (ECAFE)
has urged greater loreign capital investment
for the development of industries in the
region. It expresses concern at ‘the current
Asian trade crisis and the difficulties arising
from the constant fluctuation in the cost of
primary products, particularly as it con-
cerns the non-industrial countries’.

ECAFE feels that international action — as
through the General Agreement on Trade
and Tariffs (GATT) — is needed to stabilize
world commodity prices. It envisages a
conference of Asian economic planners for
1961 to promote regional economic devel-
opment and considers that the inter-regio-
nal trade talks which are being sponsored
should be continued on an experimental
basis. ECAFE also stresses the need for out-
side assistance to train technical personnel
in the region.

Ceylonization in the port of Colombo

STEPS ARE BEING TAKEN TO SPEED
¢ UP THE CEYLONIZATION of all
technical posts in the port of Colombo.
Specialized sections in the port, like the
Pilot Station and the Docking and Ship-
ping Master’'s Department, are now
manned almost entirely by non-Cevlonese
staff.

The Times of Ceylon reports that the
Minister of Nationalized Services and
Shipping has accepted proposals made by
the Port Commissioner on the need for
speeding up Ceylonization in the port. The
Port Commissioner is reported to have
told The Times af Ceylon that as a first step
he hoped to train more Ceylonese boys in
docking and shipping work and in the
piloting of ships,

Shorter working hours in Japan?

REPRESENTATIVES OF THE JAPANESE
@ TUC (Zenro-Kaigi) met spokesmen
of the Employers’ Federation at the end of
February to discuss matters of common
interest including the reduction of working
hours, increased productivity and the
granting of two weekly holidays. Although
talks were inconclusive, the parties agreed
to continue study of these problems and
meet again later in conference if necessary.
The Japanese Tuc began a campaign for
the reduced working week in 1956. It
envisaged a reduction of one hour in the
working week. Although it met with the
reply that such a step would be premature
and unrealistic, the yTuc has not changed
its policy.

It points out the introduction of a weekly
holiday, once regarded as highly unlikely,
has nevertheless been effected in certain
commercial sectors.

Al its ninth session at the beginning of
February, the standing executive commit-
tee of the Japanese Trade Union Council
consequently decided to press its efforts
towards the realization of a reduced five-
day working week and the introduction
of two weeks holidays. The meeting with
the employers’ federation arose out of
this decision.
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ICFTU aid to Agadir victims
The 1crru has made an emergency

@ contribution of $5,000 to aid the
victims of the Agadir ecarthquake disaster
and their families. A cheque for this amount
was handed to Mahjoub ben Seddik,
General Secretary of the Moroccan Feder-
ation of Labour (umT) by J. H. Oldenbroek,
General Secretary of the icrtu, in Brussels
recently. The money comes from the multi-
purpose international solidarity fund set
up by the 1crFTU Lo give expression to frater-
nal solidarity amongst the free workers of
the world.

Expressing his thanks for this generous
gesture, the umt General Secretary appe-
aled to all free trade union organizations
to give what further help they could to the
renaissance of Agadir, expecially 1o the
rebuilding of new trade union premises and
new houses for the workers.

Several trade union federations and
other bodies closely linked with them have
already made sizeable contributions direct-
ly to the umT for this purpose.

Homes for civil aviation workers

AN IMPRESSIVE NEW SOCIAL ENTER=
PRISE is reported from the Philip-
pines where the Transport and General
Workers® Organization has taken on the
job of building up an entire little commu-
nity where workers will not just be housed
but will be provided with an environment
allowing them to enjoy a full, varied
communal life. Known as "Aviation Homes’
the project is intended primarily for avia-
tion workers, but the Aviation Workers’
Housing Association which is managing
the scheme has enlarged the scope of the
project to include other members of the
Transport and General Workers™ Organi-
zation,

The housing lots on the site, which is
within easy reach of Manila International
Airport, are available at about hall the
price of other comparable lots in the area.
Construction of the houses has already
begun. Both the house and one half of the
cost of the lot are payable with a loan

obtainable through the social security
system with the assistance of the Aviation
Workers” Housing Association. The Asso-
ciation will provide its own transport
services, playgrounds and parks and sites
for schools and churches. Residents of the
new township may, if they wish, become
stockholders in the commercial establish-
ments that will be opened to serve the
community. A portion of the profits from
these commercial enterprises will be used
to maintain and repair roads, parks and
plavgrounds and for the maintenance of
other essential services.

ILO Pan-African conference
in December

AT A FOUR-DAY MEETING ol the
1Lo governing body early in March,
it was decided to hold a Pan-African 1Lo
regional conference in Africa during the
month ol December. Thiswill be the first 1Lo
regional conference for Africa and the site
has yet to be fixed. There was some discuss-
ion as to whether the conference should be
open to all African countries or to only
those south of the Sahara. It was decided
to invite representatives from all African
countries.

Main items on the conference agenda
will be vocational and technical training
and problems concerning worker-manage-
ment relations such as freedom of asso-
ciation, joint consultation and collective
bargaining.

Keeping police out of labour disputes

THE SINGAPORE MINISTER FOR
HOME AFFAIRS, Mr. Ong Pan Boon,
announced recently that the police had
been instructed not to interfere in labour
disputes without the presence of an official
from the Labour Department. Inastatement
he said: ‘Some unscrupulous employers are
trying to get the police involved in disputes
with a view to creating ill-will between
workers and the police’. He went on to cite
a case in which an employer had invited a
union official to discussion at his office and
then ‘surreptitiously rang up the police’,
alleging intimidation by the union official.

The Minister went on to point out §
the police still had the authority to %
precautionary measures’ il there wa
threat of physical violence. “The gow
ment’, he added, ‘are prepared to (
sternly with employers who through mal
and mischief seek to run the worl
against the police’.

Women porters on Indian railwa)

A CENSUS TAKEN RECENTLY

INDIAN RAILWAYS revealed |
there were as many as 500 women emplo
as porters on three of the eight
railways, the Western, South Eastern |
Northern Railways. The largest nun
(340) were employed on the Western ;i
way, the South Eastern coming next »
150. The Northern Railway had only |
Bhavangar was the station with the lar
number of women porters, with 45,

Dakar dockers want a joint commit

‘4 A CALL FOR A JOINT COMMII
-

regulating labour and labour ¢
ditions in the port of Dakar has been m
by Amadou M’'Baye, General Secretan
the Senegal Transport Workers™ Us
(Senegal Federation of Labour). Wi
in L Unité Africaine, he points out U
although under a Statute of 1947 |
committees were set up in French ports |
in ports in French overseas “departeme
(with an envisaged extension to pork
overseas territories), nothing has been ¢
in the case of the port of Dakar in y
ol its economic importance. The only
operating at Dakar, he points out, i
employer organization which does nott
for the dockers by way of social sec
Welcoming government proposals to
the port a self-governing institu
comparable with such major French |
as Le Havre, Bordeaux, etc., the w
stresses that such a step would bring
greal advantages to those employed i
port unless at the same time a joint W
were set up representative of both ¢
ployers and employees and empower
discuss and regulate conditions in the |
under the overall authority of the %
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rowboaling on US rivers

TOWBOATING ON THE WESTERN RIVERS of the United States is helping to change

} the face of America. And the Nmu is playing a key role in this great industrial
wua which promises to enrich the entire country.

Cew members of a Mississippi towboat may not have everything in common with
cosea sailors (they have problems, special skills and dangers all their own) but as was
Jase with the seamen, it has taken union organization to help river people play a full

~in one of the most dramatic and least known stories of this country today.

e World War 11 towboating has been
g ahead to one of the fastest growing
Latries in the world., Newer, bigger and
o powerful towboats are being launch-
warly every day. By providing the
(pest water transportation on earth
have helped create an industrial
Cosion that has spotted new faclories
wq¢ the entire length of the Ohio River
woally, and throughout the length and
~udth of several thousand miles of other
irways as well.
fies from Houston and Brownsville.
i, to Nashville, Tennessee, St. Paul,
Coesota and Kansas City, Missourt,
© along with scores of others felt the
it of cheap water transportation on a
w hitherto unknown.
“hat has caused this great expansion?
~ e towboat operators will give all the
1o new and better towboats pushing

bigger and bigger tows, and this is indeed
part of the story. But the human element
has been important too, and here is where
the nmu has played a vital and irreplace-
able part.

Until a few vears ago. towboats were
crewed mostly by a bunch of ‘stumble-
bums’. Many a proud and respected river
veteran today will admit that a few vears
ago he was ashamed to admit he worked on
the river. Nice girls didn’t want to be seen
with him. His pay was low, his quarters
dirty and uncomfortable and the food led
to jokes about ‘liver steakers’. If he had any
time ashore. it was probably because he
had quit or was fired.

Under these circumstances, shipowners
could expect only the dregs of the labor
market, with the exception of the few who
clung to towboating because it was their
life. Then came the Union and cries of

“clopment in river craft. Vessels of this type are now appearing in increasing numbers
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In the following article, taken from The
NMU Pilot, the official organ of the
ITF-affiliated National Maritime Union
of America. the author points out that
towboating is still a tough and dangerous
Jjob for rivermen. Formerly a newspaper
man in Canada, he is now working on the
rivers. He has sailed both union and non-
union hoars. Late last year the NMU
concluded a three-year contract with
three of the four major companies
operating barge traffic on the Mississippi
and its tributaries. In addition to staged
wage (ncreases, the contract included
improvements in the joint pension and
welfare plan. Other ITF affiliates inter-
ested in the wages and social conditions
of US rivermen are the Organization of
Masters, Mares and Pilots and the
National Marine Engineers’ Beneficial
Association.

anguish from many an owner. Wages went
up. Quarters were cleaned up with better
ventilation, comfortable bed springs and
clean linen. Food improved and, as im-
portant as anything else, time off increased
from virtually nothing to the point where
most union crews now get ‘day for day’.
Towboating was becoming a job which
could attract and hold stable. responsible.
skilled craftsmen.

To hear the screams of the operators one
would expect that those carrying Union
crews would soon be bankrupt, and that
the low-paying non-union boats would
take over all the work. But this is not what
happened. Today the biggest and most
successful and most profitable operators
are nearly all union, and gradually the
smaller outfits are starting to see the light,
Union c¢rew members are now mostly
married with homes and families, cars and
payments and all the other signs of the
solid citizen who takes his work seriously,

Why is this important to the success of
a towboating operation? It is important
because a medium-sized tow may carry as
much cargo as a dozen freight trains. a
cargo worth millions. Quite aside from the
cost of insurance alone, while that cargo
is in transit, there is the cost of operating




Wihat a lovely splash ! Sideways launching of the 200-ft. towboar Valley Voyager into the Ohio viver at Pitishurgh. This vessel is one of the most powers
towhaats on the US waterwavs. The NMU has contracts safeguarding crews’ wages and conditions with almost all major companies operating river cre




ving a meal under way. Modern US tow-
o have crews numbering around a dozen to
n and the standard of ‘creature comforts’
eve vessels is very high — including a tele-
w set ! Meanwhile the boats are getting
wr and bigger and pushing more and more

ow, as much or more than $ 1 a minute,
wity-four hours a day.

i this kind of set-up a deckhand, oiler
sate can be a mighty important man.
areless deckhand who doesn’t give a
or doesn’t know his job and uses a
n line can cause a tow to break up.
ek is good this may only mean a few
15" delay costing only a few hundred
rs, or it may mean sunken barges and
ss additional expenses and headaches.
areless oiler can cause a breakdown in
engineroom which would mean an
nsive delay. Making up a tow in a
moving, tricky river current can be a
tedious job, and the well-rested, well-
well-paid deckhands and mates who
fast and sure with all their strength
skill to do the job quickly and without
Wp can return the extra cost of decent
s and decent conditions many times

he offices of the National Maritime
m supply men to the Nmu-contracted
ators and the Union not only takes
isly its responsibilities to its members.
150 its responsibilities to the companies,
s kind of responsibility benefits all
erned. The high standards that the
' has gotten in its contracts for tow-
- crews work both ways. They also
© to assure companies high standard
members. The men on the boats must
their job and do it conscientiously.
e who sloughs off on the job would
ling down his fellow members as well
employer.

all that the Union has won, make no
ke about it, towboating is still a tough
Jdangerous job. A towboat crewman is
watch for twelve hours each day, seven
o week, usually for a month before he
wved. He snatches his sleep in two
nt off-watches and his meals the
way. He sleeps with the vibration and
ol the diesels constantly in his ears.

i snal, May 1968

|

A deckhand — one of a crew of thirteen who
keep the towboat on a true cowrse. Towboating,
in spite of all modern comforts, is still a tough
and dangerous job and crewmen are on waich
twelve hours a day seven days a week for as long
as a month before they are eventually relieved

He has no movies to visit in time off,
doesn’t see his wife and family for weeks,
putting in double time without recreation,
an eighty-four-hour week.

Danger is always with him at work. The
life preserver he wears is chiefly useful for
finding his body if he happens to slip from
the narrow deck on the outside of a barge
and goes under, or gets drawn into the
tremendous suction of the towboat’s
propellers. A fall between barges or be-
tween a barge and a lock wall is not a nice
way to die; yet a few men - too many in
relation to the numbers employed — lose
their lives this way each vear. A snapping
steel cable can cut a man in two and even
experienced deckhands have lost arms and
legs in the twinkling of a fouled manila
line, Union-company safety programs may
have served to prevent some accidents but
the toll is always high in this kind of work.

Yet it's a great lile to the man who gets
to love it, a very special breed of man who
really has more in common with his deep-
sea brother than vou might think at first
glance. There are lines to be spliced, decks
to be mopped and scrubbed, and towboats
to be kept painted. There are searchlight
carbons to be changed in cold weather and
hot. high atop a pilot house, where a sudden
grounding can throw a man twenty or
thirty feet to a steel deck. And there’s the
joy ol going home for that oft-repeated
honeymoon which only a married sailor or
riverman can ever really understand.

Meanwhile, towboats are continually
getting bigger and more powerful and
more expensive and pushing bigger and
bigger loads at less and less cost per ton:
the cheap transportation which is the life-
blood of industry and thus the very form
and substance of what brings greater
wealth to all the people of America.

These bigger tows demand the best and
most conscientious workers, the most
careful and skilled men that money can

Towboating has become a job to attract and
hold skilled craftsmen such as this engineer on a
modern Mississippi boat. Such men are well
aware of the value of union collective bargaining.
Now the NMU has won better pay and conditions
they have alot more reason to stay in the industry

hire. Such men have a lot more reason to
stay in this industry now that the Nnmu has
blazed trails to better pay, decent condi-
tions, reasonable time off and personal
security programs covering both the crew
member and his family.

There still are some companies operating
without union contract, mostly the small
backward outfits. Even on these boats, the
Union has done a lot for the men because
the companies must constantly give their
crews part of the gains won by the Union
in the organized companies. With this, plus
a lot of intimidation, the company hopes it
can keep itself non-union.

What about the crews on these unorgan-
ized boats? Most of them are well aware of
what they are missing in protection, dignity
and hard cash by not having a union
contract. If they hesitate to do anything
about it, it is usually because they are
afraid of getting fired if they do. Or some-
times because of mistaken ideas they have
gotten about how the union works.
senjority, etc.

No employer can fire an employee for
wanting a union or signing up with a union
~ that would be lawbreaking and employers
know it. Where some of them have tried to
get around this law, the NMu has thrown its
full strength into protecting the individual
involved. ~Mu contracts and the Union
regulations are designed to give maximum
protection to every individual’s job rights.
This is why it is so important for every
Union man to talk ‘Union” every time he
runs into people from the unorganized
boats. Il every member made it a point to
serve as @ missionary that way, these un-
organized people could learn what their
rights are and get a correct picture of how
the Union operates.

In time, the rivers will be as fully organ-
ized as deep-sea shipping has been. In their
need for basic safeguards through a strong

(Continwed on the next page)
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Amsterdam seamen’s
hostel reaches its century

IT IS NOW OVER A HUNDRED YEARS since the Amsterdam Seamen’s Hostel was
opened. Although, owing to initial difficulties primarily concerned with financing,
construction of such a hostel could not begin until 1 March 1856, the idea of a hostel had
been mooted as early as 1852, The aim of the promoters of the scheme was “to provide
lodging for seamen in Amsterdam in order to break the link between them and the so-
called **doss-house keepers™ as far as possible’. In the circulars sent out by the management
commiittee set up to get the scheme going financially, the need for a seamen’s hostel was
described in the following words:

‘The seaman coming ashore from a long dangerous journey finds himself immediately
exposed to temptation and greed. Who does not know how, having spent so much time
amid manifold dangers and deprivations, the seaman is lain in wait for by people who,
abusing the carefree and casy-going ways characteristic of his calling, lead him astray
in a whirl of sensual pleasures in order to get hold of his hard-earned money?

the seaman, and had consequently estab-
lished a number of ‘Sailors’ Homes’, the
circular went on to stress the many advant-
ages of such institutions as places where
seamen could enjoy some of the comforts
of a real home and the companionship and

Pointing out that other countries, espe-
cially England, had realized the pressing
need for providing some sort of home for

( Continued from page 121)

union and a sound union contract the men
who sail the rivers are no different than
their brothers on the deep waters. And
towboating will probably become an ever
more powerful and versatile arm of Ameri-
can industry.

care for his welfare of which he stood in so
much need.

In spite of the goodness of the cause,
however, money was slow in coming in,
and the estimates for the construction of
home constantly tended to be greater than

|
. |
Founded in 1858, the Amsterdam Sean
Hostel has done much good work for .3'('111::.'-'\1
the over one hundred years of its exisi|
Originally founded ‘to break the link her
seamen and the doss-house-keeper’, the h
later took over the task of training for th

I
the funds available. Nevertheless, work 4
finally commenced on the project in M:
1856 and completed on 1 August 1857.
Home was formally opened on 6 April 18
Staff were engaged — on the understand|
that they remained single — and sols
whilst one of the first rules laid down
that no gin should be sold on the prem
Immediately it started up, the hostel |
faced with the problem of deciding whe
it would stand security for the sei
signing on from the hostel. Although I
were expressed that this was a good 4§
of losing money, it was neverthy
realized that this would be ‘one in the
for the doss-house keepers who batlel
on the seamen at the time. It was fisd
decided that the hostel would
security - and shipping companies
asked to engage their crews at the hostd
well as ensure that paying off could
arranged there. Results were good, an
May 1860 the manager could report
in spite of an occasional drunk and rov|
all rooms were fully booked. |
This, however, did not adjust the ady|

school was established in 1895 with the v
object of providing seamen staying at the ©
with instruction in the duties of a ship s



e between income and expenses, and
L ommittee running the hostel, after
Jering and rejecting a suggestion for
v on ships arriving at the port, finally

| on advertising a plan for member-
[ i the hostel, at the rate of fl. 5 a year.
vas brought to the notice of all crews
L esulted in fl. 2,300 coming in annually
Ly of voluntary contributions.

1864, the hostel committee tried to
¢ about agreement to all hiring and
Ly off being done in the hostel by the
dited hiring officer (Waterschout). In
boardam, thanks to agreement among
L upowners themselves, the opposition

« ship’s brokers and the ‘signing-on
.+ had been overcome, but Amsterdam
L0 wait a long time before a satis-
.y hiring system could be evolved. The
L house boss continued in his evil ways

Jdleman between the hiring agent and
P saman.
anwhile finances continued to be a
oint. The hostel had to stop making
. advances to seamen and in 1871 it
i float a loan — at 3%, interest. Things

v slight turn for the better, however.

in 1878 the engineers’ training in-

decided to house some twenty (later
engineer apprentices in the hostel.
wlly, too. a number of shipowners
round to allowing crew hiring and
¢ off in the hostel - which helped not
Nevertheless, what with a decline
ping, and in spite of a number of
s Lo encourage visitors — including a
W system — things continued to be far
‘osy. Nor was the financial situation
hostel improved by the Tact that in
* lost its engineer apprentices who
' nto a boarding school of their own.

i 1905 it was decided to accept
¢ made by the Amsterdam branch of
Union to take over the
¢ ol the hostel. This arrangement
el until 1909 when it was discon-

¥

Samen’s

« the vears, a number of improve-
hiud been made in the facilities
ol and in 1914 a big renovation and
m plan was started on both the
nd the maritime training school

v 1960

The dining room in the Amsterdam Seamen’s
Hostel provides excellent service to many
seamen for whom this is “home’. The Hostel
has now recovered from the rreattnent it
received as a result of the war and modernization
and improvement plans are now going ahead

established there since 1859. This was
followed, in 1921, by further extensions
and improvements resulting in the entire
site being built on as originally envisaged.

The maritime training school had been
started up in 1859, i.e. only a couple of
years or so after the foundation of the
hostel. Its object was originally to provide
seamen lodging at the hostel with some
form of instruction on the duties of a ship’s
mate. The running of the courses was under
the control of the management committee
of the Seamen’s Union. Fees were charged
- f1. 16 for “external” and fl. 8 for ‘internal’
students. The school started with some
thirty pupils, and for the first few years
instruction — and school equipment — was
on a modest scale. The school continued to
expand, however, and in 1871 the municipal
authorities came forward with a subsidy
— provided the school reduced its fees for
non-resident pupils. This the school did but
later found that it was running into finan-
cial difficulties. The authorities, however,
would not agree to an increase in the
subsidy. This, and the general depression
in shipping about this time, reduced the
school’s activities. In 1879, for example, it
had only six pupils. The management
committee were seriously considering ask-
ing the Marine College (Kweekschool voor
de Zeevaart) to take over the mate’s
training course.

In 1891, however. things took a turn for
the better when the government approved
a subsidy following a plan to extend the
school’'s activities to include a two-year
course for lads from fifteen to eighteen
years of age who had not previously been
to sea. The 1914-15 extension to the hostel
and school meant an expansion and
reorganization of the school’s activities. In
1916. for example, the class for first and
second mate certificates was split into two.
In all the school was running seven classes
at this time. Teachers’ salaries however
remained a sore point and the school ap-
plied for a government subsidy. In the
event it was the shipping interests which
here, as on previous occasions, came to the
rescue. It was not until 1919, however, that
the instructors” salaries were brought up to

level as that of teachers in

the same
secondary (grammar) schools.

The trade depression of the *30s hit both
the hostel and the training school. With
a heavy flall-off in the number of pupils

attending the school,
Education recommended a merger of the
school with the Marine College. Certain
classes and activities had to be terminated
and staff dismissed. It looked like the end
for the maritime training school. The
Ministry threat was lifted, however, when
plans were made for the school to transfer
o premises in a neighbouring street and
for the two-year course to be taken over by
the Maritime College. This left the hostel
school with only the class for third mate’s
ticket for those who had already been to
sea, with continuation courses for mates
and instruction classes in radio-telegraphy.

The latter subject had originally been
laid down only for ship’s mates. Training
for ship’s radio officers, as such, began in
1936. Courses were also given for radio
officers in the civil aviation service from
1938 to 1948 — with an interruption during
the war years.

Shortly after the war, the Ministry of
Education again pressed for a merger of
the school with the Marine College, but
withdrew its plans on meeting opposition
from Amsterdam shipping interests. De-
mand for instruction continued to grow
with the result that some of the classes had
to be held in the hostel. The range of
subjects in which training is given has
continued to expand hand in hand with
technical developments in navigation. One
wish now remains to be fulfilled, a return
to the hostel, the original home from which
the school was separated in the "30s.

The hostel itselfl has now recovered {rom
the vicissitudes of the war. Naturally much
repair and renovation work had to be done
and equipment replaced and repewed.
Today, however, it can with justice boast
that it is truly a home for seamen of all
ranks, although there is still a great deal
that those running the hostel would like
to see done to modernize the building and
improve the excellent service and accom-
modation already provided.

the Ministry of
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Useless and repellent

THE TRAVELLER IN SOUTH AFRICA
@ is not surprised by the riots in the
African townships, because they are part
of the pattern imposed on this unhappy
country by Dr. Verwoerd's Government.
They are not a breakdown of the system,
but its fulfilment.

The riots are lethal and shocking. The
riots produced a dangerous situation which
may lead to more bloodshed in the days
to come, and no section of the community,
even that which the Government repre-
sents, can be guaranteed safety in the
threatened future,

The riots were unnecessary. They would
not have happened if a long series of
provocative acts had not been applied to
the African, and these acts are being
continued, That provocation serves no
purpose whatsoever. It is a diversion of
Governmental forces to the useless and
repellent, as epilepsy diverts the forces of
the human body from the processes of
health to the convulsions of disease.

Dame Rebecca West in the London Sunday Timex

Wanted - a responsible press
EDITORS PLAY A BIG PART in the

@ miscalculations in  labour affairs.
They and their financial controllers have
dictated a form of reporting that positively
misleads the public. Nothing of a serious
industrial nature can be reported fact by
fact and by argument. Everything has to
be linked with an individual, as if single
persons can become organizations or
symbols ol extremely complex problems.
Reporters and sub-editors have to scramble
around for the personal angle, Perfectly
decent and conscientious working journa-
lists have to suffer the professional indig-
nities of getting a quote from somebody or
other; of digging up largely irrelevant
details of the private life of some person
they think is important; and of ‘making a
story” of some issue that in itself could and
should be clearly stated in a few words. The
so-called giants of the Press, those who
have made the Press into a vast source of
public financial exploitation, have gone a

long way towards killing the genuine
function of the newspapers, which is to
give hard news, intelligent and intelligible
and varied comment, and to provide a
place Tor free public discussion of all
important issues. The newspapers play a
big part in misleading the public simply
because they are mainly produced for profit
and the operators of these newspapers have
decided that everything, even trade union
and industrial affairs, have to be person-
alized because that is how the great mass
of ignorant people want it. They may well
be right. But they cannot at the same itme
claim that they are seriously carrying out
their function, which is to inform the
public properly.

from Railway Review

A desirable element of society
TRADE UNJONS ARE A LEGITIMATE,

@ indeed a desirable, element of our
society. To the extent that they are provided
with opportunities to exist and to carry on
their functions, they are the distinguishing
marks of a free society. It requires no great
insight to realize what the situation would
be in Canada today had unions never come
into existence. That they have been accept-
ed only grudgingly is a reflection of the
fact that our society has too long been
dominated by a greater devotion to the
rights of property than the needs of people.

Unions play an important and necessary
role. They are much more than economic
devices for working people in their relations
with employers, although this is a funda-
mental reason for their existence. Because
of their ability to change the status of the
worker from that of being a mere ‘hand’
to that of a self-respecting person, they
have added strength to the democratic
structure, have expanded the area of free-
dom within our political democracy, and
have made possible avoidance of the
violent social conflicts which are charac-
teristic of countries where workers have not
enjoyed the freedom of association which
they have obtained here. If is no accident
that authoritarian governments seek either
to suppress or to prevent the trade unions
of their countries because free trade unions

can exist only in a free society and to

extent that a society deprives unions of ©

doms it deprives itsell of freedom as «
Canadiais Labonr €

A direct and natural reaction
A FACT ABOUT THE LABOUR M

MENT which seems to cause con

to the public revolves around what
union critics call *the monopoly powe
labour’. The unions have become

strong, too powerful, is a common
plaint. “They are a threat to the com:
good. They should be cut down to

The first reaction to such a protest she
take the form of a question. The union:
too strong, too powerful. in relatios
what?

The trade unions did not originate
capitalistic economic system. They ¢
been compelled to fit into and to follos
pattern of bargaining which they |
in the market place. The giant unil:l
consequently, the direct and natural
tion to the giant corporation. The econe
social and political power of these
other lesser giants, is all too eviden
seems just naive to talk about “cutting
unions down to size’ while saying »
word about the accumuiated power o
big unions’ counterparts in industry,

In a democracy, trade union orgi
tions are entitled to exercise ecom
political and social power. The mecas
rod is not what management may th
‘good for labour’.

Unions must have power — ecom
social and political power — if they &
carry out the social responsibilities the
very form of modern society places
them.

from Conmmonwealth, a Canadian Catholi

The ITF Journal in Swedish

The first number of the [TF Journa -~
the Swedish language — like owr Fugh o
version, a special Congress issue — will =
published in July and thereafter wili &
issued on a regular bi-monthly I-J
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International

Iransport Workers’ Federation

Suudent: FRANK COUSINS
Susral Secretary: 0. BECU

-

7 industrial sections catering for

S

-

Founded in London in 1896

Reconstituted at Amsterdam in 1919

Headquarters in London since the outbreak of the Second World War

225 affiliated organizations in 71 countries

l'otal membership: 6,500,000

v of the ITF are

Leort national and international action in the struggle against economic
~wuon and political oppression and to make international working class
sy effective;

~werate in the establishment of a world order based on the association of
~ les in freedom and equality for the promotion of their welfare by the
~ o use of the world’s resources;

~ wniversal recognition and enforcement of the right of trade union organi

-l und promote, on the international plane, the economic, social and
~onal interests of all transport workers;

~went the transport workers in international agencies performing
ww which affect their social, economic and occupational conditions;

~uuh itg affiliated organizations with information about the wages and

.y ronditions of transport workers in different parts of the world, legisla-
“ g them, the development and activities of their trade unions, and
“sdred matters.

.

RAILWAYMEN

ROAD TRANSPORT WORKERS
INLAND WATERWAY WORKERS
PORT WORKERS

SEAFARERS

FISHERMEN

CIVIL AVIATION STAFF

Affiliated unions in

Aden e Argentina ® Australia ® Austria ® Barbados ® Belgium
Brazil e British Guiana e British Honduras e Canada e Ceylon
Chile ® Colombia ® Costa Rica ® Cuba ® Denmark e Ecuador
Egypt e Estonia (Exile) ® Faroe Islands  Finland e France
Germany ® Ghana ® Great Britain @ Greece # Grenada
Honduras® Hong Kong e [celand e India e Indonesia e Isracl
Italy ® Jamaica e Japan @ Kenya ® Luxembourg ® Malaya
Malta ® Mauritius ® Mexico ® The Netherlands @ New Zealand
Nicaragua e Nigeria ® Norway ® Nyasaland e Pakistan
Panama ¢ Paraguay e Peru  Philippines @ Poland (Exile)
Republic of Treland ® Rhodesia ® St. Lucia ® South Africa
South Korea e Spain (Illegal Underground Movement)
Sudan ® Sweden e Switzerland ® Tanganyika e Trinidad
Tunisia ® Uganda @ Uruguay ® United States of America
Venezuela ® Zanzibar




Publications for the world's transport worke

International Transport Workers® Journal
Internationale Transportarbeiter-Zeitung

I'TF Journal (Tokyo)

] Editions of Journal

Presseberich

Editions of Press Repol‘l " Pressmeddelanden

Communications de Presse '

Transporte (Mexico City)

Press Report Two separatc editions in English issued in London and Singapore






