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A change for the better

IT IS AN UNFORTUNATE FACT that
in this day and age workers in a
ber of countries — although allow
organize in national trade unions
still prevented from becoming pa
the international trade union mow
In other words. they are not give
freedom to affiliate with either the
or their respective International
Secretariats,

We are not necessarily referring b
those countries which are under total
control, either in the accepted o
any extended sense of that phras
some instances even countries with
ocratic forms of government — whert
unions are not merely tolerated bul
vely encouraged — nevertheless still
tain this senseless restriction. The re
which are advanced for curtailing
an essential trade union freedom
although in the majority of cas
appears to be based on the beliel
national trade unions would in son
be contaminated or even subvert
linking up with their colleagues in
parts of the world. The argument
silly one because it insists on lu
together all international trade
bodies. whether they be under luiul‘-j_
or democratic control. The fact res
however, that otherwise sensible
cians apparently find it difficult - &
haps just too much trouble to #
entiate  between the Communisi
and its Trade Departments on th
hand and the 1crru and the free ¥
the other. As a result, trade unions ¥
would be happy to doso are often presy
from playing an active role in (h
trade union movement.

Because this attitude seems (o
be not merely shortsighted but
directly opposed to the interests
governments concerned we welcone d
sign of a change for the better. T8
why we were glad to learn of o §
development which has ended o
situation in a very important co
Turkey - where the new governn
issued a decree which for the |
allow the national centre, Tiirk-I
liate with international trade unio
izations. It is a good exampl
could well be followed by others



wik Becu, General Secretary

1960 | Our third Swiss Congress

IS, 1 SUPPOSE, MORE OR LESS INEVITABLE that at some time in its life every
||llLll1dlIDIhl| organization ol any standing either settles or holds an important
ress in tiny Switzerland. And ther

re 1s, of course a very good reason for that — or

ds multilingual population and its excellent facilities for the holding of meetings and

rences. Switzerland has long been a centre

of international activity, and particularly

\ s I should say there are very good reasons. Situated as it is in the heart of Europe.
|
¥

crnational diplomatic activity

nent in the successive wars which have
v the Continent has lurther added to
tractiveness and has enabled Switzer-
o play a vital role in European and
I political affairs, despite its smallness
v relative lack of importance as a

I power. The old League of Nations
established there between the two
Pwars and many international dramas
plaved out in its conlerence chambers.
ough its headquarters in Geneva s
dlent and deserted — almost a museum
one might say — at least one of its
iy agencies, the International La-
Organization, is still verv much alive

it that, through its age-old tradition
cutrality, it has managed to avoid em-

] wlv the English who prefer to take their drink standing. These voung bears in the Berne zoo
think there is something in the idea as well. Incidentally, our excuse for using this photo
weording to legend, the city was named after the bear ( Verkehrsverein der Stadr Bern)
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and performing a far more useful job than
its parent organization was ever able to do.

In addition, Switzerland has always play-
ed an important role in the international
trade union movement itsell. In Berne, for
example, just fortyv-three vears ago, a con-
ference was held which was virtually to
decide the shape and structure of our move-
ment for several decades and certainly for
the period which came to an end with the
outbreak of the Second World War, It was
this conference which breathed new life
into the International Federation of Trade
Unions and also drew up the charter of
social demands which was later to be pre-
sented by the movement to the victorious
Allied Governments at the Versailles Peace

VELLEMRGNE
BERMANY

=y 0

The Three Couniries Corner in Basle where
France, Germany and Switzerland meet. Swit-
zerland is a couniry of the erossroads where
peoples speaking different languages and with
varving customs and traditions have nevertheless
united in one of the world s oldest and most ves-
pected deniocracies ( Photograph Dierks, Basel)

Treaty Conference. The results of this latter
approach were, 1t is true, not too encour-
aging, but nevertheless a number of the
trade union movement’s demands were
afterwards embodied either in the Consti-
tution of the 1LO or were wrilten into the
first International Labour Conventions
which were adopted by the new organiza-
tion.

Switzerland also has its place in the his-
tory of the International Trade Secretariats.,
Many ol them first saw the light of day
there and a number have made their homes
in Switzerland ever since. The first interna-
tional railwaymen’s organization, for in-
stance, was set up at Ziirich in 1893, merg-
ing with the 17 five vears later and after-
wards becoming its numerically strongest
industrial section. Ziirich also saw the first
joint conference of the 11ss in 1913 —at a
time, incidentally, when the question of
co-operation between the various Trade
Internationals was certainly by no means
as topical as it is today.

The 11 Congress itsell has met in Swit-
zerland on lwo previous occasions — at
Geneva in 1921 and at Zirich in 1946.
think that it is worth taking a quick look at
what happened at those two Congresses —
not simply out of idle curiosity but rather
to establish how far we have since advanced
along the road of trade union progress.

Our 1921 Congress was, of course, the
first full-fledged 11F meeting to be held
since the end of the 191418 war and it was
therefore only natural that we. and indeed
the whole international movement of that
time, should have been thinking primarily
in terms of reconstruction. Perhaps ‘recon-
struction” is the wrong word to use in this
connection, since it implies something al-
most static: the regainingof lost ground. The
ITF was, however, thinking more in terms of
expansion and closer collaboration with the

(]
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An aerial view of Berne, the capital city of Switzerland and venue of the 26th Biennial Congress of the 1TF. The I'TF is no stranger to Switz
our 1921 and 1946 Congresses having been held in Geneva and Ziivich respectively (Photograph by courtesy of Verkehrsverein der Stadt




wetions of our Movement, Symplo-
ol that outlook was the presence al
Congress ol a representative of the
[ormed International of Post, Tele-
and Telegraph Workers, which led
ery serious discussion on the possi-
il a merger of the two organizations.
wussion ended rather inconclusively,
er, with a statement by the p1Ti ofli-
v the effect that *a young girl should
ity an old and experienced man’. By
ge coincidence, we in the 1TF were to
arselves in a very similar position
ve next held our Congress in Switzer-
carly thirty years later. We were then
w wooed by an organization — namely
mmunist-dominated wrru — which
crtainly not very old at the time but
dready very experienced in the art of
g shotgun weddings.
ww of the other decisions taken at
voaalso give a clear indication of how
i the 1177 has advanced since that
They refer, for example, to things
we now take lor granted, like the
won of an e pertadical. Then too
vas the discussion on whether it was
¢ Lo create industrial sections within
and the decision that in principle
wld be done. A fellow-countryman
o did, however. wonder whether the
nees would be sufficient 1o bear the
not, he said, then
on fees to the International would
1 be increased.
. I am very glad to report that all
i the 1TF's Industrial Sections are
uch alive and kicking, but at the
ne I would be failing in my duty as
Secretary il 1 did not point out that
o writical stage in the history of the
vonal trade union movement their
~ expansion is becoming ever more
we and that the only way in which
nand can be satisfied is by having
mey in the kitty.
“urich Congress of 1946 also ook
mediately following the end of a
ding war, at a time when the 17¥
v oengaged in picking up the
vhich had been broken during six
conllict and, what was even more

mvolved. I
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important, in making plans for our future.
And | may add that we had very big plans
too, for the 1Tr was at the time preparing
to move into new fields of activity which for
too many vears had been the subject of dis-
cussion only.

I personally have very strong memories
of the Ziirich Congress with its atmosphere
of reunion and of making personal contact
onee again with old friends rom whom one
had been separated all too long. However,
apart from this aspect, the Ziirich Congress
was a memorable one [or another reason:
the Tact that an extremely real drama was
being plaved out at it. | have already touch-
ed upon the attempt by the wrTu to take
over the 17r and the other 1Tss
this prospect which coloured the entire
proceedings at Ziirich, | well remember the
poignant closing speech on this subject
made by our retiring President, the late
Charles Lindley, and indeed it did really
look as i this might be the last Congress to
be held by the ¥ as an independent or-
ganization. Nevertheless, thanks to [lar-
sightedness and wisdom shown by the
leaders of our International. the 11r was
saved from becoming just another Com-
munist satellite — a decision which was to
have a tremendous effect on the whole fu-
ture of the democratic trade union move-
ment.

Today, there is no more talk of the ab-
sorption of one section of the movement by
another or ol relinquishing any part of our
autonomy or [reedom of action. Instead,
the emphasis is on sensible co-ordination,
aimed at the perfect interlocking and great-
est possible efficiency of every part of inter-
national trade unionism.

And | would like to take this opportunity
of stressing once again that in no area of
our activity is such co-operation so essen-
tial as in the task of promoting healthy and
viable trade unionism in the socially less
developed countries of Asia, Africa and
Latin America. The job which faces us in
those countries is a truly gigantic one and
one at which the mind very easily boggles.
It is clear that it cannot be successfully
tackled by any one international trade un-
ion organization. for it requires not only

One of the besi-known lancimarks in Berne iy the
‘Zytglogge” or clock tower, detail of which is
shown in another of our photos. It somehow sym-
bolizes the entire Swiss conumunity — ancient aned

tradlitional in its origins vet right on tine as re-
gards ity democratic institutions and way of life
{Photograph by Swiss National Tourist Qffice)
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The Fountain of Moses standing in the Cathedral The sear of the Swiss federal government in
Square ix one of the niany reminders of the me- Berne. The Swiss Confederation was founded
dieval arieiny af the Swisy Federal capital and @ in 1848, It convisey afindependernt Cantony, each
tribute to the piety of the old Bernese burghers of which has its own constitution and parliament

Among rthe sights which delegates to the ITF Berne Congress will eertainly find time to have a
look at is the famous clock tower with its astronomical clock and “puppet show® dating back to
1530. The tower itself was built in the 12th eentury (Photo: Verkehrsverein der Stadt Bern)

detailed planning on a joint basis, bul
the practical pooling of men, materia
resources.

We in the rrr are very much awa
that need. We are now devoting an
increasing proportion of our time, «
and money 1o regional activities. but ;
same time we are extremely conscio
the fact that what we are able to do ali
only a drop in the ocecan when comy
with the immensity of the task whic
have set ourselves.

That is why we are spcarheading
move towards more and more colla!
tion in this field, not simply betwee
individual 1rss themselves but also bel
the 11s and the International Confeder
of Free Trade Unions.

The role of the 1rr in the sociall
developed countries will be a major |
at the forthcoming Berne Congress ar
decisions which we take to implemer
own programme of regional activities
in the wider context of the whole in
tional movement will give us an opj
nity of setting an example to our [
throughout the world and of givin
encouragement to those trade union
Asia, Africa and Latin America wl
now fighting against such fearful od
the things which we ourselves once |
win.

The lurther stepping-up ol our 1
activities cannot, ol course be achie
a shoestring budget. That, unfortu
is one of the facts of life: il yvou wani
more vou also have to spend mor
11 will need every extra penny whicl
gel if it 18 to do its job properly in
gions and 1 know that we will not
pealing to our affiliated unions in v
they know that the money will be ¢
the best of all possible causes: in )
their weaker brothers o devel
strength and gain the experience whi
already possess.

The Berne Congress, then, will |
us with a new opportunity of facin
the ever-growing responsibility wl
1TF and the whole international
movement must assume if it is to m
progress in the modern world.

|



Velcome to the ITF Congress!

_

MERT BRATSCHI

FOorR THE THIRD TimE, we are privileged to welcome the 1mF Congress 1o
Switzerland. After the first exploratory meeting after the 1914-18 War in 1920

slo. the 1921 Congress took place in Geneva from 18 to 23 April. The pre-
vear the Swiss Railwaymen’s Federation had been founded, uniting the earlier
unions. At its foundation Congress, the new union voted unanimously and

wiastically  to affiliate to the 1TF.

In the name of the Swiss railwaymen and

wwiss Federation of Labour we were pleased to welcome the 1mr Congress (o

v, then the federal capital, where for the first time we met men

like Edo

ien, Charlie Lindley and Ernest Bevin.

I6, after the catastrophe of the Second
d War, we again welcomed the Con-

this time in Ziirich on 6 May. In
ion to the railwaymen, the transport

wrs organized in the Swiss Federa-

ol Commercial, Transport and Food
Drink Workers now belonged 1o
t. The Zirich Congress was a Jubilee
sress: the 1TF celebrated its 50th an-
iy, And the Congress was presided
for the last time by one ol the
lers of the organization, Charlie
oy, by then more than 80 years old.
¢ Congresses of 1921 and 1946 were
n times of great political and social
« The Geneva Congress had to
e the results of the First World
1 the ranks of the 1Tr, and start
But already the black shadows
split wantonly opened up in the
lubour movement by the Com-
v lay over the Congress. In ITtaly
Cascists stood  at the gates, ready
iy Ireedom in 20 years of blood
trife.
Germany a political underworld
weparing  the  way for  Nazism
wbotage and murder and making
uble the emergence of a free state
on democratic principles. The
cconomic  crisis, aggravated by
tuken policy of deflation pursued
~at national governments at that
Jso helped adventurers 0 power
nuny. Nothing more stood in the
the tragedy of a ruthlessly planned
World War.
Zurich Congress of May 1946
lwee amid  the wreckage of this
‘here was 4 slight hope that the
ol workers of the world might
¢ lesson of the events of three
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decades and find a way of working to-
gether. The World Federation of Trade
Unions, with Arthur Deakin as President,
was founded shortly afterwards. It was
a false hope. Co-operation with the Com-
munists under Russian dictatorship proved
impossible. It was time for the creation
ol a world-wide organization of free trade
unions. In June 1949 the International
Confederation of Free Trade Unions was
founded, as the spearhead of democratic
labour, and has grown vigorously ever
since.

The Allies of the Second World War
quickly became apparently irreconcilable
opponents. The world is now divided
into two mighty camps. Attempts to bring
them together by means ol ‘Summit Con-
ferences” have so far come to nothing.
The recent wrecking of the Paris Confe-
rence is the symbol of the political
world situation.

Now more than ever it is necessary
for the peoples of the [ree world to stand
together and, through their unity and
strength, to attain peace and freedom for
the world. The trade unions have a special
part to play in this. International co-
operation and solidarity have always been
inscribed on their banners. The 1cFTU
is today a world-wide organization: the
ITF has been so for decades. Soon alter
the First World War, under the leader-
ship of Edo Fimmen, it had outgrown
the confines of Europe and had affilia-
tions in many parts of the world, thus
smoothing the path for its sister orga-
nizations.

The affiliation of the United States
organizations after the Second World
War was of decisive importance. The
1T¢ will continue to carry aloft the ban-

ner ol Peace, Freedom, the Dignity of
Man. and the Brotherhood of Nations.
It is in this spirit that its Berne Con-
gress will take place. It is in this spirit
that we welcome the Congress in the
name of our affiliated Swiss members, to
whom are now added the urban trans-
port workers and flight personnel, and
in the name of the entire Swiss working
class and the Swiss people. We wish it
every success and sincerely hope that the
delegates and their families will have a
pleasant stay in our free and beautiful
country.

A way to the sea

P N THE 20TH CENTURY Swiss navi-
Eisd gation attained great importance by
the reopening of Rhine shipping between
Basle and the sca which had been inter-
rupted by the advent of the railway. In 1903
the first attempt was made to re-navigate
the completely derelict waterway between
Strasbourg and Basle by means of tugs. The
first Rhine steamer actually reached Basle as
long ago as 1832, but the service, which in-
cluded connections to London, was unable
to hold its own against the railway construct-
ed twelve vears later, and vanished again in
the 1840s. The building of the docks be-
gan in 1904, and by the outbreak of the
second World War there was over a mile of
serviceable docks. The installations for
flood-control on the Basle-Strasbourg sec-
tion cost sixty million Swiss francs, and
sixty per cent ol this sum was met by
Switzerland. Traffic in 1957 was heavier
than in any previous year, with about five
million tons of goods arriving and 368,000
tons leaving down river. The service
brought Switzerland into direct communi-
cation with the sea. In 1957 the Swiss mer-
chant fleet on the Rhine consisted .of 384
boats with a total tonnage of nearly
302,893, In addition twenty-two Swiss car-
go vessels are navigating the high seas un-
der the flag of the Confederation. In 1948 a
direct passenger-boat service was inaugu-
rated between Basle, Strasbourg and
Rotterdam.
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Switzerland - land of beauty

by WaLTER INGOLD, former Chief of Publicity

Sor the Swiss TUC, railwaymen’s trade union organizations, Post and Telegraph services, etc.

J7 18 SOME HUNDRED YEARS NOW SINCE SWITZERLAND was “discovered’ by the
tourist. Its mountains reaching to the sky and covered with eternal snow, its

precipitous slopes rising sharply from the valleys, its glaciers, its countless waterfalls
whose waters dissolve into powdered spray before they reach the rocks below, its Alpine
meadows carpeted with bright flowers laid out among the towering mountain masses,
its tumbling mountain streams, lonely morainic lakes and pools high up in the quiet

of the skies
their way far afield

all these beauties have been captured in drawings and engravings and found
to Paris, London and New York

where they have awakened the

desire to see this beautiful Alpine country for oneself.

Some five million people, speaking four
different languages and of two religious
denominations, living in twenty-five major
and minor ‘states’, known as cantons, have
federated to form one nation - a nation
which is as open to the rest of the world by
means of a network of international air-
lines, clectric railways and roads as are its
homes, hotels and guest houses 1o the
country’s many visitors, the latter offering
the hospitality for which the Swiss are
Justly famous and which it is their constant
concern 1o maintain.

In Tessin, on the shores of the lake of
Geneva and at the many resorts on the
lakes north of the Alps the tourist season
starts in spring and continues until well
into autumn. In the mountainous regions
ol Graubiinden, of Eastern and Central

This view taken from an open-air restaurant

ar Monte Bré near Lugano underlines the
rich varicty of the Swisy lamdscape where a
single day’s tour can take rhe visitor from the
rugged splendowr of icy mountains 10 the warm
and sunny atmosphere of the Mediterranean

Switzerland, of the Bernese Oberland, ol
Wallis and the Waadt, as well as of the
Jura, the holiday season and the sporting
activities which go with it reach their peak
periods in both summer and winter. There
is no real sharp line of demarcation: deep
in the mountains may be found ‘pockets’
with a southern climate, summer on all the
lakes is a most pleasant time, whilst there
ts always much to be seen and done in the
towns throughout the year.

One of the favourite methods of enjoying
a holiday in Switzerland is to seleet a quiet
holiday spot but to combine this with
touring in and about the neighbouring
district and towns. In this way the rich
variety ol the Swiss landscape and the
country’s cultural heritage come as a
constant source of pleasant surprise to the

World-famous winter sports centre St. Moritz is
shown here in its tvpical Alpine setting of tmoun-
tain lake, valley meadows, wooded slopes and
towering snow-capped mountains. It is some
Iundred vears now since the tourist first dis-
covered the great attractions of Swirzerland

visitor. A single day’s tour can thus
him, as it were, from the icy mountais
Spitzbergen to the warmth of a Medie
nean landscape. An equally rich varn
entertainment is also offered by the 1
and health resorts with their program
ol concerts, plays and exhibitions refle
the activities and life of many lands
other continents., Nor is the richnes
Switzerland’s own cultural heritage
gotten, as the many local and nal
costumes, customs and lestivals 1
Switzerland thus presents a sort of *
in miniature’, and on that count may
be regarded as pre-eminentty a co
suited to youth and the education ¢
voung with its numerous national
private schools to which so many |
from other lands entrusted
children.

The holiday resorts themselves p
a varied picture, too, as regards pos
style and the needs for which they ¢

have

1)

The Matterhorn — mountain of ineomp:|
heanty, symbal of Alpine Switzerland and
lenge to climbers from all over the world
ever, for those who just prefer to look w
mountains, Zermart at its foor has ex
hotels and guest houses from which o ©

2)

Another view of St. Moritz in the Engs
Switzerland’s scenie beauties can easily |
joved by all - thanks ro an extensive sy
road and rail communications and excelles
rist facilities ereated by the industrions
(Photo by the Swiss National Tourist (

)

The Aletsch glacier — natwre’s rather av
example of what happeny when an irre
force meets an immoveable object. Actua
deseription Is not a strictly acenrate one

river is moving — however imperceptibly
the maountains are being worn away — h
slowly ( Phato by the Swiss Nat. Tourist |

4)

Another view of the Muatrerhorn, takes
Findelen near Zermatt. This highly phe
peak has become the symbol of all the
beauty which awaits the visitor to Swit






The Castle of Chillon on the shores
Geneva — where the heauty of the preses
the grimness of the past. This is where thy
‘prisoner of Chillon” was held for so long
the poet wrote, “he regained his freedo
sigh’ ( Swiss National Tourist Office phol

There are the many famous Alpine
frequently to be found at the termin
of some mountain railroad, or ¢l
one sees where the sunny mountai
are dotted with a bright pattern ol
houses, chalets and hotels. Ever
there are signs of how the different |
have developed into health resort
a village in a broad highland valley
a settlement high up on a pass or |
valley hollow, here again a lake-sids
village or township. Not infreque
presence of medicinal waters
beneficial effects of the sun’s rays
altitudes have been the attraction to
with the result that curative sp
sanatoria have sprung up with the us
and encouragement of excellent
science and services. In an age why
has assumed such significance,
courts and golfl links have been |
whilst swimming pools and excelle
ing beaches have been built or dew
Thanks to the many tracks and pal
provided with rest facilities, and the
tain and cable railways, even those |
denied the pleasures of the country
beauties can now enjoy them in Tull
all, a cult and practice of hospita
grown up which pays full regard
needs of the visitor, enabling him
the fullest enjoyment from his stay

In this country, no valley is q
another, no view is a repetition ol
The rich variety of Nature appea
haustible. Perhaps the most sy
advantage is the fact that all thes
riches can be enjoyed in the space «
thanks to the excellent services pros
road and rail. Other countries has
beauties equal to or excelling tho
found in Switzerland, but in no
are they so near and easily access
that reason the country will alwa
its attraction to the tourist.



474 Constitution

ﬂ \nout 1870 the evil results of

onomic  Claissez-laire”  were  at-

ittention. Working hours in lac-

e excessively long and conditions

healthy: female and child labour

cd. To avoid factory acts, whole

were transferred from one can-

olher. Some cantons were reluc-

\ bundon the policy of complete in-

\ freedom and in them the abuses

\ hecked. Conditions could be im-

| mlv if factory laws were applied

\ it Switzerland. This was clearly a

| he central authority — but the cen-

\ ity had not the power to compel
I i to adopt factory legislation.

a5 commerce grew in volume and

\ Iy, the inconveniences consequent

\ e a separate system of law in

w ton became more and more serious

| hed system of law more and more

t these three new needs. the con-

vas revised. Under the new Con-
| the central government was given
\ o Lo enact labour legislation and
‘ e much use of it.

[ “wsen in collective security?

WOOVER FIVE CENTURIES, Swit-

tland was but a very loose con-

0 of minute sovereign entities,
wether by treaties of mutual pro-

I uch of these entities, called can-

L and was determined to remain,
I master, Their purpose in uniting
¢s was not to create a new State,

- 1o secure their common defence

illy the defence each of its own
integrity and political indepen-

i purpose, however, and its col-

| rwuit for generations and for cen-
hrough  good fortune and ill,
i e same enemies, created so many
w + between them and gave rise to so
| nmon experiences, soon blended
| wies and traditions, that little by
V mder the stress of external neces-
‘ wilederation was born and finally,
v ahalf centuries, a federal State.

July 1960

Robert Bratschi,

Sformer President of the ITF

Profile of the month

WHEN THE ITF HOLDS ITS TWENTY-SIXTH CONGRESS IN BERNE this year it will be
welcomed by one of the canton’s most distinguished citizens, a trade unionist and
member of parliament who has been in his time general secretary and president
of his own union, the Swiss Railwaymen’s Federation, president of the Swiss
Federation of Labour, president of the Swiss National Council — the Second
Chamber of the Swiss Federal Parliament — and who is now Managing Director
of Switzerland’s most important private railway company, the Bern-Lotschberg-
Simplon line. To anyone outside Switzerland who finds this last a little startling
after the others, let us say at once that it is something of a tradition in Switzerland
for this post to be held by a socialist or trade unionist.

The man, of course, is the former Presi-
dent ol the 11r, Robert Bratschi, who
when he gave up that office at the end of
1953 had given more than thirty vears
of loyal, conscientious service to the
international trade union movement.
He had been 11F president since 1950,
a member of the Executive Committee
and General Council since 1930 and
before that a deputy member of the
General Council - from 1926. Looking
back even further we see a young man
welcoming on behall of the Swiss rail-
waymen the delegates to the first effec-
tive 1TF Congress alter the first World
War, held in Geneva in 1921.
Distinction — and its responsibilities -
came to Robert Bratschi very early. He
was elected General Secretary of the
Swiss Railwaymen’s Federation in 1920
when he was only twenty-nine years old,
Within two years he was in Parliament,
on the Administrative Council of the
Railways and managing the affairs of
the Federated Association of State Em-
ployees. In the thirties, he added to his
duties vet further by taking an active
part in local government, as a socialist
member of the Grand Council of the
Canton of Berne. From the mid-thirties
also dates his presidency of the Swiss
Federation of Labour. Parallel with his
exacting trade union and parliamentary
career Robert Bratschi has also done a
great amount of specialist work as a
member of the Banking Council — and,
from 1952, of the Board of Directors —
of the Swiss National Bank, and as a
member of the Administrative Council
of the National Sickness and Pensions
Fund. On innumerable occasions he has

been called in to serve on arbitration
bodies, expert committees, co-operative
boards and on the management of tra-
vel organizations and agencies which
are of great importance in a country
like Switzerland. But, il we had set out
here to give a complete list of every-
thing that Robert Bratschi has been and
done since 1919 we should have had to
mend our pen. If we are to run the risk
of embarrassing this successful but ex-
tremely modest man, it is far better we
do it by saying simply that he has work-
ed, worked, worked - for the people, for
democracy and for the social justice

which gives democracy its meaning.
He is now seventy-one and he has
been in the thick of things for over
forty years. Only a man of robust con-
stitution and tireless energy could have
stood up to the demands his many com-
mitments have made on him over the
years. The key to this inner strength lies
perhaps in something quiet in his na-
ture, a capacity for reflection, patience,
sincerity and modesty. His career reads
as if he had taken life by storm and yet
it is just in his nature not to storm. He
has always shown himself to have the
most urgent sense of justice, justice for
the small man, together with a passio-
nate devotion to democracy, but these
have always been translated into quiet,
practical efficiency. He has always be-
lieved that free men are able to work
out their problems together and it has
been his virtue to convince others by his
practical example that this is so. It was
not the least of his achievements that
when he gave up his many offices in the
( Continued on the next page)
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Swiss democracy

o

THE FORM OF THE SWISS CONTEDERATION has changed, its fundamental principle
has persisted, The system ol multiple alliances based on treaties has been replaced
by the Confederation as the federal union of twenty-two states. Where formerly the Diet
merely existed as the organ “ad referendum et ad ratificandum’ ol the member states, the
present Federal Assembly is the legislative power and the Federal Council the common
exeeutive power. Instead of the turnpikes on which at one time some 400 tolls and
similar duties were levied, the Confederation has now a common [rontier which, embracing
the whole of Switzerland, makes it one cconomic arca, In short, the unity and joint
strength ol the Confederation has been reinforced in the interests of defence even in
a completely changed world, and thus the conditions huve been created in which fullest
use can be made of all the possibilities offered by modern technology.

the wording ol the constitution, sovereign
in so far as their sovereign rights suffer no
limitation by the Federal constitution. The
Swiss cantons are (herefore not mere dis-
tricts, and cannot be compared with the
departments of the centralized French state
or of Napoleon’s Helvetic Republic. They
resemble the states of the usa, but their
historical foundation goes much deeper,
and they are genuine states. each with its

Switzerland is, however, still founded on
its member states, the cantons, They are, by

( Continned from page 133)

trade union movement at the end of 1953
he left behind him men who had learned
from his example and about whose de-
termination to carry on in the same spirit
he could not have the slightest doubt.

ol

<

The origin of the present Swiss Confedera
goes back to the pact of mutwal aid { seen in
photo)  signed between the Cantons  of

Sclwyz and Unterwalden in 1921, Time has
impaived the sense of unity which inspived |

early  founders of the modern Swiss  §

The Swiss National Council, here seen it ses
is one of twolegislative chambers, the aother b
the Council of States, in which supreme leg
tive anthority iy vested. The latter is electe
the Cantons whilst the former is chosen by d;
election, with one depury for every 24,000 cin

own constitution, and its own legisla
and executive bodies. The fact that
democratic constitution is prescribed by
tederal constitution 1s rather a confis
tion of history than an act ol the Fed
Council, Their democratic character, h
ever, rests on the solid foundation of
communes. Free citizens of 3,101 [ree ¢
munes constitute in their totality the
ereignty of the Swiss state.

Swiss citizenship is primarily commuy
Every Swiss has a home commune. 1t is
that to obtain Swiss citizenship the con
of the Conlederation must first be obta
What really matters, however, is the
sion of the commune to admit the
citizen. The commune is the cell in the
ganism ol Swiss democracy. All publi
tivity has its origin here, and it is in
sense of the word a school of citizen
For here. in the local sell-governme
the communes, every citizen can take
in discussion and share in work. i
preamble to the Communes Bill ol M
27. 1943, the government of the G
said quite rightly: “The commune &
protatype of the democratic organiz
The small space of the commune |
given field of pure democracy: here ¢
citizen co-operates in every decision
all governing bodies are elected by
people’s vote. Here the individual ca
the sources and the significance ol
decision, here he can see for himse
consequences of what he has done
free commune is from the outset a vil
ment of the Confederation: it is [ro



nune that the Confederation draws its
gth, and it is here that we can see the
rence between Switzerland and coun-
which govern by means ol a central-
bureaucracy. In Switzerland the na-
will grows from below upwards and
state modelled on
¢ which have stood the test on a smal-

institutions are

ale.

e commune, however, presupposes the
ty of the individual citizen. In its main
ires. that liberty has been guaranteed
he whole ol Switzerland by the Federal
htution, in particular by the Procla-
m ol Liberties. All Swiss citizens are
| before the law and the constitution

expressly abolished all privileges of

, birth, family or person,
hat is meant by the liberty of the indi-
s that the citizen has a right to a
mal sphere free of state control, 10
m ol ¢reed and conscience, lreedom
e press and freedom of assembly.
lom of trade and industry also enters
his category, but in this case the limits
1o state ol constant ux and are con-
Iy revised by the Conlederation. The
m of trade and traflic guaranteed by
ederal constitution ol 1848 was first
led by the revision of 1874 to a [ree-
I rade and industry, which meant in
Juys that the economy ol the country
cnceforth liberated from guild and
privileges, and that freedom ol move-
Il over Switzerland was guaranteed.
mtry having become a unified eco-
arca by the establishment of the
I state. The constitutional freedom
blishment also serves the same end,
that fully-qualified Swiss
nay settle inany part of the country
iy not be taxed higher than the citi-

tive to the place.

ompletion of his twentieth year,
wle Swiss becomes an active mem-
W commune, i.e. he obtains the vote
mmunal, cantonal and federal af-
15 himself eligible for election. At
time he becomes liable for military
the Swiss militia, which carries on
i form the tradition of an armed

cvery

lune~Jduly 1960

The Hundwil Landsgemeinde is shown here exer-
cizing its right of divect participation in matters
affecting loeal self-governinent. Direct demo-
cracy of this kind has never disappeared from the
Swiss political scene ( National Tourist Office)

One of the peculiarities of the Swiss state
is the combination of pure and representative
democracy. It goes without saying that the
citizen has to decide upon questions arising
in the communes, especially in the practi-
cally self-governing Swiss communes, and
that he can be and in many cantons must be
present at the most important assemblies.
There are a number of cantons in which
this convocation of the citizens still takes
place annually in the form of a Landsge-
meinde or folk-moot, as, for instance, in
Unterwalden, Appenzell, Glarus and cer-
tain communes in Schwyz. At the appointed
time the citizens assemble on the public
square of the capital of the canton. They
can take part in the discussion, decide by
show of hands what laws and flinancial
measures are to be enacted, and elect the
members of the government. Most can-
tons. however, have outgrown this form of
direct democracy: all the same, the citizen
has the last word everywhere, and his right
to direct participation in the life of the state
goes far beyond the right to elect the offi-
cers of the legislative and executive bodies
and, in many cantons, the judicature also.
Here the cantonal constitution is the final
authority. For instance, in the canton of
Basle Country, every law enacted by the
Cantonal Council, which is the cantonal
legislature, must be submitted to the people
for approval. In other cantons, the referen-
dum may be brought into action. This
means that, il a sufficient number of signa-
tures is collected by the citizens amongst
themselves, they have the right to demand
that a law approved by the legislative as-
sembly be submitted to the vote ol the
people.

And now we come o the referendum and
the initiative, that feature of Swiss demo-
cracy which is typical of its absolutely de-
mocratic nature and has been retained even
in the Federal constitution. A bill approved
by the Federal Assembly must, under the
constitution, be submitted to the referen-
dum. It becomes operative only if no peti-
tion is made against it within ninety days.
But il a referendum is desired and a petition
is submitted bearing the signatures of not
less than 30,000 citizens, the final decision
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The jolk-moot ( Landsgemeinde) which meets at Glarus. This gathering of citizens of a commune
is typical of the extent to which the Swiss citizen actively participaies in the affairs of the State.

as to whether it shall become law rests with
the people. The citizen has yet another

means by which he can exercise the right of

taking part directly in the aflairs of his
country, namely the initiative. By this in-
strument the people, given the support of
50,000 signatures, can demand that the
Federal constitution be amended, or totally
or partially revised. In the cantons, the
public can, with a proportionately smaller
number ol signatures, propose amendments
to the constitution as well as the adoption
ol new laws. Should the Federal constitu-
ton be amended. not only 1s the consent ol
the majority ol the people required in every
case, but a majority ol the ‘states’. i.e. the
must  be  obtained This
‘double majority™ is ascertained by [irst
determining the majority ol all votes, and
then the proportion of votes for and against
the motion in each separate canton. I there
is o majority of votes as well as a majority
ol cantons in favour of the amendment, it
then becomes law.

The people as a whole as well as the can-
tons are responsible for the election of the
legislature, 1.e. the Federal Assembly. One
of the two chambers, the National Council.,
is representative ol the people and is, by
the constitution, so elected that there is one
National Councillor for every 24.000 citi-

cantons, also.

zens, cach canton, even the smallest, having
a representative. Every canton forms an
clectoral area. At the elections to the Na-
tional Council held in autumn 1959, 196
members were elected. Out ol a population
ol 4.7 million it was calculated that 1.43
million were cligible to vote. The seats
were then, as the law prescribes, allocated
among the parties according to the
strength of their polls, The present Natio-
nal Council, in office since the end ol 1959,
comprises lorty-seven Catholic Conserva-
tives. fifty-one Radicals, five Liberal Con-
servatives, twenty-three members of the
party of the Citizens, Farmers and Artisans,

fifty-one Social Democrats, ten members of

the National Ring. five of the Democratic
faction, three Communists and one mem-
ber of the Evangelical People’s Party.

The second chamber, called by the old
cantonal name of Council of States. is
elected according to cantonal legislation,
¢ither by elections in the cantons or by the
cantonal authorities. It consists of forty-
four members, which means that each can-
ton has two seats. Three cantons have been
divided by Federal law into two half-can-
tons each: Unterwalden by a very old tradi-
tion into Obwalden and Nidwalden, Ap-
pelzell into Catholic Inner Rhodes and
Protestant Outer Rhodes. and Basle, after

the violent conflict between town

country in the 1830s into Basle City
Basle Country. Each one of these hall

tons is as independent a state as any

ton, but in Federal matters they have

half a vote, and hence only one seat i
Council of States. This gives rise to
curious situation by which the canto
Basle City with 220,000 inhabitants
only one vote, while the canton of Uri»
only 30,000 inhabitants has two, Accor
to party, the Council of States is at pre
composed, since December 1959, of se
teen Catholic Conservatives, thirteen R
cals, two Social Democrats, three repres
atives ol the Citizens', Farmers', and A
sans” Party, three Liberal Democrats,
Democrats and two non-party memt

Thus the bicameral system of the
lature keeps laithfully to the federal s
ture ol the country as a whole. For a«
sion to be passed by the Federal Assen
it must be approved by a majority in
chambers, the National Council and
Council of States, the representatives o
people and the representatives of the
tons. Only a few matters are dealt wit
the united Federal Assembly meeting v
the chairmanship ol the President of
National Council: these are the electio
members ol the government, that is ¢
Federal Council. of its President and '
President, ol the Federal judges, of
General as supreme commander o
army in time of war or on ‘active ser
and of the Federal Court of Insurance
also questions of pardon.

The Federal Council is appointed ¢
four vears at the first December sessi
the Federal Assembly after the electn
the National Council in autumn. I
sists of seven members and they are y
responsible for the government as |
legial body, while exercizing at the
time the functions of head of the stat
same as for the National Council, |
Swiss is eligible with the exception i
clergy, the only restriction being th
veral citizens of the same canton can
the same time belong to the Federal ¢
cil. On the other hand, the various reo
of the country, languages. confessio



. are taken into consideration in the
m ol the Council, OF the seven Fede-
ouncillors presently in office, two are
al Democrats, two Catholic Conser-
s, two Social Democrats and one is
the Party of the Citizens, Farmers and
ins. Four are German-speaking and
I'rench-speaking.
¢ President of the Conlederation is
Iv the President of the Federal Council
primus inter pares’ in a collective
ity of seven Federal Councillors,
in charge ol an executive Department.
Idition to his duties as departmental
he has various representative lunc-
So there is no head of the state as in
sa or Great Britain: the President
it dismiss colleagues, there can be no
¢l crises and no votes of censure.
wr a parliamentary vote nor a referen-
can cause the Council to resign. The
ul Council is responsible to the Fede-
vssembly, the representative of the
¢. The Swiss system of the formation
¢ political will of the state, with its
ations in favour of direct intervention
people, may be complicated and
crsome, but these drawbacks are am-
mpensated for by the solidity and
iy which saves the country the costly
tures through which other countries
other systems have to live.
third power ol the state is the Fede-
wrl, the Supreme Federal Tribunal,
has its seat at Lausanne. The Federal
are elected by the Federal Assembly
period of six years. This court, with
i divisions, is the supreme court of
rland: its constitutional division is
( with the highly political duty of
tng the rights of the citizen, yet it
power to examine Federal laws for
onstitutionality.  Another juridical
won, of a specialized nature, is the
| Court of Insurance, Lucerne.

folk-moot scene — this time at Sarnan.
heval trappings are a renunder of the
wigins of the right o exercize a divect
the conduet of local alfairs which
v of Switzerland treasure so highly
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Pipeline instead of road transport

Upr 10 COMPARATIVELY RECENT
- nimes, road tankers had fed London
airport with aviation fuel from storage
centres at the mouth of the Thames. The
construction ol a nine-mile pipeline, run-
ning from a depot at Walton and across
the Thames, has, however, virtually elim-
inated the need to bring fuel to the airport
by road transport. Formerly, something like
forty tankers made daily round trips of
80 to 100 miles to ensure the flow ol fuel
to the airport. During peak periods, as
nutny as sixty made the trip.

With a capacity of 30,000 gallons an
hour, the new pipeline delivery is expected
to ensure adequate supplies in all weather
and traflic conditions,

Help thy neighbour!

THE GERMAN TRADE UNION FED-
. ERATION (DGR) and its afliliated
unions have recently launched a campaign
ol aid to economically undeveloped coun-
tries. Under the slogan “We are helping’,
the federation and the unions are making
collections in workshops, lactories and
oftices throughout the Federal Republic.

triiticcing the movement at the end of
April, Willi Richter, President of the Ger-
man Federation of Labour, stressed the
humanitarian basis ol the concern felt for
those suflering distress and penury in so
many lands.

A world-wide study circle

THE ITE-AFFILIATED SWEDISH SEA-
\i’ MEN'S UNION IS ORGANIZING AN
UNUSUAL coMPETITION: a study circle
embracing all Swedish scamen at home or
on the high scas. There will be prizes for
those showing the best results over the
period beginning 1 June and ending on 31
December. The material for this unusual
‘competition’, said to be unique of its kind.
has alrcady been sent out to Swedish
merchant vessels all over the world.
As explained by the organizers, the
object of the competition is to combat

_ Round the World of Labour

boredom aboard ship and help in employ-
ing leisure time in an interesting - and even-
tually profitable manner. One of the
reasons [or initiating the scheme was the
fuct that ships are now spending less time
in port, which means more time at sea for
those working them. It is hoped that in-
creased leisure time on board will be given
additional drive and direction as a result
of the competition. In point of fact, the
number of study circles on board ship, and
the number of participants, have trebled
over the last five yvears. This should augur
well Tor the success of the “study competi-
ton’, the results ol which, in due course,
will be judged by a special panel represen-
tative of the various maritime interests.
There will be awards for ten vessels show-
ing the best results as well as prizes ol gift
vouchers and books for the study leaders
and instructors.

Homes for retired unionists

MEMBERS OF THE ITF-AFFILIATED
‘i‘ US NATIONAL  MARITIME UNION
have voted in favour of participation by
their organization in a co-operative pro-
gramme to build and operate residential
hotels for retired union members.

The project s called Four Freedoms
Hotels, Inc., a trade union co-aperative.
It plans to build or buy hotels in favoured
resort arcas, providing deluxe rooms with
meals and recreational facilities specially
designed to meet the needs and wishes of
older people.

Retired union members cauples or
single persons — would be accommodated
al minimum rates, estimated at $100 to
$125 monthly per person for room and
board.

The w~mu membership endorsed the
project at regular membership meetings in
March in the union’s thirty port headquar-
ters. The seamen voted on a proposal to
make an initial investment of $110,000 of
union treasury lunds in the praject, The
total vote was 3,725 in favour and 642
opposed.

Four Freedoms Hotels, Inc.. plans to
build first in California and Florida, the

exact locations not vet decided. The n
ber and locations of subsequent hotels «
be determined by participating unions

NMmuU President Joseph Curran said
his organization is participating in the |
Freedoms project because ‘we regard |
a sound and praiseworthy effort to m
what is one of the most serious probk
fucing older people’.

Economic co-operation in Europs

REPRESENTATIVES  OF  EURO!
. FREE TRADE UNIONS are urg
governments and authorities 1o bridge |
gap between the European Eeconomic (
munity (Common Market) and the |
pean Free Trade Association. An ape
to this effect was recently made by
Furopean Regional Organization ol
[CETU representing some twenty-five mi
trade unionists, Tt reathirmed rerru supy
for the establishment ol a general econ
association embracing all the countrie
Western Burope: noted the intentio
estublish the rec and erra as quick!
possible  (in connection with  whic
expressed the hope that avoidable dify
ties would not thereby be caused to
countries): stressed the need for conw
tion between the pro and crra count
and emphasized the desirability of poo
particular attention to the needs and «
being of work people arising out o
development ol grc and erra.

Noise is more than a nuisance

MAYRBE A LITTLE NOISE IS A |
THING. We have known people ¢+
on holiday in the country, have bee |
able to sleep owing to the absence
Silence, oo, can shout. But there is o
to most things, and the limit of
endurability’ seems to be reached 1+
about 160 decibels.

ALl that intensity of sound the
temperature rises, and il the now
worse the hearing mechanism is i
and permanent damage may be cave
the nervous system.

Apart from sounding like a nice =




all vour favourite daughter (a sort of
cd-down and respectable-ized Jezebel),
i, in point of fact, is a “decibel’? It is
anit of noise intensity, where ten deci-
represents a quiet whisper, eighty-five
I speech (neighbours quarrelling), 110
noise of a trip hammer, and 140 the
c-shattering howl of a jet engine and
burner. There we have the scale, and
nice to know that we do not start to
A down until 160 decibels is. or are,
hed.
15 11?7 Because there is another factor
d that is the more important one: how
can we put up with continuous noise?
loud is too loud? This has been put
shiv-five decibels, which is the intensity
wd speech — according to the secale.
vy traffic. however. has a decibel rating
ghty. This is below the endurance
g Presumably, therefore, we can
Lup to the sound of modern traflic on
wercrowded roads for an indefinite
. Most industrial noises, however,
bove the eighty-Tive decibel ceiling,
me, for example, registers 115 on the
whilst acroplane propellers clock up

view of the "above the line” nature of
noises, it is comforting to reflect that
try, by and large. is turning its atten-
nore and more to the benefits of
ng sound. Medical opinion is gen-
apreed on the need 1o study means
minating noise as far as possible
ver it reaches an intensity “where it is
It for two persons to converse at
runge’. Cost-conscious employers of
having been made aware of the fact
he morale, energy and productivity
1 ean be increased by muffling the din
« hinery, and that too much noise can
ate to o industrial accidents,  are
cngly studying ways and means of
i noise in their plants.
wirial leaders may be on the point of
W, If they have not already done
it is cheaper in the long run to
« extra cost of noise-reducing instal-
than to meet the cost of reduced
v and compensation claims for
mpairment of hearing.
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New US dock safety code

A NEW LAW, DESIGNED TO PRO-
& TECT LONGSHOREMEN, but also im-
proving salcty conditions for seamen, came
into effect in the usa on 21 March 1960.
The us Congress passed legislation last
year setting up a Labor Department safety
code for ship repairing and longshoring,
The law marked the culmination of a fight
by the us labour movement dating back
almost to the 1920s.

The us International Longshoremen’s
Association (affiliated to the 11r), whilst
recognizing the need for worker education
and training programmes, feels that the
major emphasis in the field of dock work-
ers” salety should be put. not on the human
factor, but on taking all possible steps to
make a safe place of employment. The ac-
cident frequency rate among longshoremen
is 88.5, compared with 65 in the logging in-
dustry and 47.9 in coal mining -~ both
recognized as extremely hazardous activi-
ties,

In general, the new law supports the
ILA's position by holding the stevedore
responsible for providing a safe place for
the longshoremen to work. This means too
that the shipowner must order his ship
officers to bring the vessel into port in a
safe working condition.

The mates are responsible for correcting
items such as broken steps on hatch lad-
ders, greasy wire rope, unused padeyes left
welded to the deck, and obstructed escape
hatches.

Under the law, ship’s cargo-handling
gear must be tested and certified 1o meet
the standards of the us Coast Guard or the
International Labour Organization.

If properly enforced, the equipment
standards set up in the new saflety code
could result in barring from us ports many
of the unsafe ‘runaway flag rust-buckets’
plying the high seas.

The longshore safety code also benefits
seamen in more direct ways. Some of them
are:

— Requires properly rigged and lighted
gangways with handrails:

— Requires at least four inch space be-

tween ladder rungs and cargo stowed in
hold;

Requires guard lines for open holds
not protected by coaming at least twenty-
four inches high;

— Requires a three-foot space between
cargo stowed on the intermediate deck and
the side of the couming:

Holds the ship responsible for proper
functioning of winches: makes it illegal to
tamper with electrical winch controls:

— Requires the stevedore to keep decks
clear of debris, dunnage and unused rig-
ging and gear:

— Prohibits longshore operations while
noisy chipping or scaling is being done.

Conceding that the new law is a big step
forward, 1La spokesmen, however, point
out the need for more inspectors. They also
stress that the law is in places loosely writ-
ten, there being doubt for example as to
whether the Labor Department or the us
Coast Guard has jurisdiction on certain
malters.

Wheels on wheels

THE POTENTIALITIES OF THE ‘PIG-
@ GYBACK ™ METHOD of transportation
continue to be exploited in various ways
in the United States. Thus the nation’s first
transcontinental piggyback shipment of
passenger automobiles left Chicago for
Spokane (Washington) early this vear, the
first large consignment of cars to be shipped
by piggyback on daily schedules from
Chicago. On arrival, the cars are delivered
by highway carriers to dealers in Washing-
ton, Oregon, ldaho and Wyoming. Orig-
inally. the cars ~ fifty-six in all — were built
in Detroit and transported to the rail centre
on fourteen highway trailers, Car manufac-
turer, road transport and railway company
thus combined in a joint road-rail effort to
get the cars from the workshop to the user.
Each road trailer carried four passenger
cars and, on arrival at the railhead, the
trailers were loaded on to seven 90 [t.
railroad flatcars, each of which took two
trailers — a total of eight cars.
The Chicago, Milwaukee, St. Paul and
Pacific Railroad Company. the railway
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Four cars to a road trailer and two trailers to a
railroad flatcar. Thiy quick method of transpor-
tation ( the ‘piggvback’) where goods are carried

in wheeled vehicles — themselves used to bring
them to the raithead and ecarvy them forward
from the raifl terminal - is being increasingly ex-
ploited today, particularly in the United States

responsible Tor the rail section of this com-
bined road-rail transport venture, points
out that, had the normal railroad boxcar
form of transport been used. each boxcar
would have been able to take only four
vehicles and more time would have been
consumed in  loading and unloading
operations. The railroad managment has
also gone on record with a statement that
this form of transport (truck-rail-truck
handling) is in line with recommendations
made by the us Interstate Commerce Com-
missioners Lo the effect that the various
forms ol transportation should unite to
perform a service to the shipping public
which would encompass the best forms of
each.

A thousand ltalians
are working on the German Railways

THE GERMAN FEDERAL RAILWAYS

al present employs some 1,000 Ita-
lians, and is recruiting more. It has also had
a railway labour recruiting centre in Ma-
drid since April of this year and has long
been engaged in oflicial discussions con-
cerning the possibilities ol obtaining labour
from Greece.

All this activity is a sign that the labour
situation on the Federal Railways has
basically changed. For a number ol years
there were more men than jobs: now the
opposile is true. In particular there is a
shortage of permanent way men, shunters
and freight shed and workshop labour.

Apparently young people are no longer at-
tracted by the prospect of job security and
the opportunity ol entering a service offer-
ing established posts. The Bundesbahn has
fallen back on recruiting foreign labour.

Such labour is paid according to current
hourly rates under the terms of an agree-
ment recently negotiated by the German
Railwaymen’s Union. The agreement also
provides extra holidays in view of the dis-
tance that these workmen have to travel to
their homeland, whilst married men and
breadwinners get a separation allowance of
pMm | a day.

Efforts are made by the railway admini-
stration to ensure that language difficulties
are reduced to a minimum. Pocket diction-
aries containing the words and expressions
mosl likely to be used in the course of their
work are issued to the Italian workmen, for
whom language classes are also arranged.

Fewer ratings needed

IN HIS REPORT to the annual gen-
d’ eral meeting of the 1rr-afliliated
British National Union of Seamen, Sir
Tom Yates, union general secretary, refer-
red to the great impact that revolutionary
changes taking place in Uk trade and ship-
ping could have on the future organization
of the union. It seemed evident, he said,
that in future membership will consist of a
smaller number of more highly skilled sea-
farers and a growing preponderance in the
catering department.

Sir Tom went on to quote figures show-
ing how, at the height of the Korean war in
1952, British tonnage in active commission
was over 18,000,000. There were over 20,000
engine-room ratings and nearly 42,000
catering department ratings on the central
register of seamen. Less than eight years
later, there was an additional one and a
half million tons in active commission, yet
the number of ratings had declined by some
10,000. The more serious decline was in the
engine room though the deck department
was also affected. Since 1952, the number
of engine-room ratings had decreased rom
20.888 1o 15,666,

The ~Nus general secretary attributed the

Apprentices learning their trade. In spite
growing fleer, there is a steady decline is
number of ratings due, savy the NUS Gen
Secretary, Sir Tom Yates, to the replacems
old vessels by modern, larger and faster

steady decline in the number of rating
spite of a growing fleet - to the replaces
ol old and uneconomic ships by mod
larger and faster vessels, whilst the che
over from coal to oil has brought s

changes in the types of ships. "All this

ded Sir Tom, ‘adds up to a continuing
cline in the number of ratings needed
growth in the actual size of the fleet he

to obscure the rapidity with which

changes are taking place.”

Safety in the Air

A NEW BILL DEALING with|

growing problem of safety in %
is expected to be introduced dur
current session of the British Parlins
Muaking this announcement, the I
Minister of Aviation pointed out the
question of licensing  airline  opos
would also have to be considered o

interests of maintaining the highes 4‘

sible standards of air safety,

to all those persons and organizar
wha have helped in the preparation of
Congress Lssue by providing marerial
special photographs for it. In partics
we would like to mention owr indebred
to Brothers Hans Diiby and Ernst ¥
of the Swiss Railwaymen's Federa
to owr two other Swiss affiliates
VHTL and the VPOD;: to the 5s
National Towrist Office in London
to the Official Tourist Office of the ¢
of Berne.




A look at the Swiss Federation of Labour

V. KELLER

I'HE CENTRE OF TRADE UNION LIFE IN SWITZERLAND is the Swiss Federation
of Labour (sGr), which this year can look back on eighty years of uninterrupted
iy i the trade union field. At the end of 1958 the 1otal membership of its fifteen
ied unions stood at 430,000 of whom rather more than 10 per cent were women,
m the last five vears membership of the Federation has increased by approximately
v and a half per cent. The break-down of the membership between the various in-
s shows that by far the largest group, almost 130,000, work in the metal and
hmaking industry. After these come the building trades and woodworkers with
w0 and the railwaymen with 61,000, Other important groups are the commercial,
- port and food and drink group (42,000), public service workers (37,000), textile
wtory workers (22.000) and Post, Telephone and Telegrahp employvees (18,000).
] wed in percentages. the metal and watchmaking group accounts for 30.1 per cent
membership of the Federation, with the public service workers. including the rail-
wn and the Post, Telephone and Telegraph emplovees, lollowing closely behind
.8 per cent.

carly wastage in the public service  five per cent, but in the industrial sections
U section amounts o approximately it is much  higher between ten and

¥

tzerland is a highly industrialized country employing large numbers of skilled workers
ne quality products throughout the world. This worker is operating machinery at the
Chocolate factory ar Serriéres. This iy one of thirty-six similar factories in the country

July 1960

twenty-five per cent — and it is worth
noting that unions with a large membership
of women workers show the largest
fluctuations in total membership. The
question is an important one because large
Muctuations in membership represent a
serious obstacle to achieving and main-
taining a high level of organization. There
are, unfortunately no exact figures indicat-
ing the present level of organization of
workers within the juridsiction of the
fifteen unions affiliated to the sGs, but a
rough estimate, based on the number of
employed persons in an industrial census
carried out in 1955, shows that about
forty per cent of the employees who could
belong to unions in the sGu do in fact so
belong.
course, the level of organization is much
higher, notably among the railwaymen,
Post and Telegraph workers and printing
trades workers, where as many as ninety
per cent and over of the workers areorganiz-
ed. In the building and woodwork group,
the other hand, only fifty per cent of the
workers are in trade unions and in the
textile and tailoring industries the figure
is as low as twenty-five to thirty per cent.

The structure of the sGs has remained
unchanged for hall a century. The body is
essentially a federation of autonomous
unions. The autonomy of each individual
union is evident not only in the policy it
decides to adopt towards the improvement
ol its members’ wages and working con-
ditions. The sGs on the other hand is
concerned directly with the broad lines of
social and economic policy, the significance
ol which is not limited to any one industry,
such as, for example, general legislation on
working conditions. One might note here
that the sGn steers an independent course,

being obliged by its constitution to main-

tain political as well as confessional
neutrality. ¥

The highest authority of the sGB is the
Congress of Trade Unions which meets
every three years to lay down the main
lines of policy until the next meeting and
to approve the reports on activities of its
various organs. Between Congresses the
Council (Gewerkschaftsausschuss) nor-

In certain individual unions, of
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Street scene in Lausanne, in the French-speaking
part of Switzerland. The fact that the country
has four official languages ( French, German,
Ttalian and Romansch) inevitably complicates
the work of the Swiss Federation of Labour,
which has its affiliares in all the linguistic areas

One Swiss industry which is justly world-famous
Is watch-making. Here a givrl adjusts and ¢hecks
the accuracy of a warch movement on a precision
cathode-ray oscilloscope. Nearly forty nillion
warches and watch movenments are produced
every yvear. the majority of them for export

A typieal scene in a smaller Swiss town,
bining the old and the new, and the tradin
setting, with age-old democratic traditions g
hand in hand with up-to-date trade methods
vo-aliead ideas ( Photographs reproduced
courtesy of the Swiss National Tourist Of

mally meets at least twice a year to settle
important questions of the day. The
executive body is the Federal Committee
(Bundeskomitee) which deals with day-to-
day business and prepares more important
business for the Council and the Congress.
The trade unions send to the Congress 234
alliliated delegates and a further 136 dele-
gates are sent in an advisory capacity by
the Executive Committee, the Council and
from the various local associations. Only
the former are entitled to vote. Correspond-
ing to the administrative and historical
division of Switzerland into twenty-four
cantons, there are a number of local
associations of trade unions alliliated to
the ssG and each of these local associations
(Gewerkschaltskartelle)
larger ones two or even three, delegates to
the Congress.

The Secretariat of the sGs has at present
a stafl ol twelve, secretaries and employees,
who have at their disposal a comprehensvie
library and a well-arranged supply of
information on unions both in Switzerland
and in other countries. The fact that no less
than three main languages are spoken
by the inhabitants of Switzerland natur-
ally complicates proceedings and is parti-
cularlyfelt in the publications department.

For twenty years, between 1934 and
1953, the sGB was headed by a personality
notable also within the 11¥ — Bro. Robert
Bratschi, to whom the sGB has good cause

sends  one, the

to be grateful for the courage and care he
showed in steering the Federation through
those difficult and dangerous years. In
appreciation of his services Brother Brat-
schi was elected Honorary President in
1953. Since 1938 another well-known figure
in 11F circles, Brother Hermann Leuen-
berger, has been President of the sas,
having taken over after the sudden tragic
loss of Brother Arthur Steiner, the late
President of the Metal and Watch Workers’
Union, who was sGi President from 1954
o 1958,

Although the Swiss Trade Union move-
ment has never been exposed to the calam-
ities and totalitarian attacks which our
brothers in neighbouring countries suffered
during the Nazi reign of terror, the events
ol those dark years did not pass without
affecting us in some way. In the 1930s the
Swiss trade unions had not only to fight
against  the eflects of the world-wide
economic crisis but were obliged to defend
with all their might the democratic prin-
ciples upon which their very existence
depended. Without this active work on the
part of the Swiss trade unions it could well
be argued that Switzerland would not have
emerged so unscathed from the Second
World War as it did.

Unfortunately it has not been possible
to preserve trade union unity in Switzer-
land. The Catholics founded their own
unions as ecarly as the beginning of the

century, their example being followed in

1920s by Protestant groups and, later «
by Liberals. There are today no less 1|
four confessional or minority groups «
a combined membership of 140,000 and
it were, in competition with the uny
affiliated to the sas. Besides these the

the Swiss Federation of Salaried Si
Associations with a total membershi

88,000. Relations between this latter b
and the sGn are friendly and in recent 1|
they have co-operated closely in |
‘Community of Employees and Consune
in dealing with matters of common inte
affecting wages and prices.

This is not the place for a det
account of all the activities of the s
the social and economic sphere. One |
only given a brief indication ol some ¢
problems that are at present occupying
careful attention of its leaders. There 1|
example the present tug of war bel
wages and prices which must lead 1
improvement in the worker’s purch
power il he is not to be left at a gric
disadvantage by the abandonment ol ‘\‘
and price controls. Other problems
posed by Switzerland’s membership 1
free trade area, a new Law on Cartels ¢
in the field of social legislation, it is w
mentioning that employees in Swiss 101
try and commerce are still waiting
comprehensive industrial protection
since the present one covers only (&




smiotive driver employed on the Sr. Gorr-
H line goes shopping in his off<duty period.
Kailwayvmen's Uniion with 61,000 members
u third largest organization in the Swiss
ition of Labour. Other important groups
b e commercial, transport and food and
| workers, and the public service workers

r wors. This last example shows very
| Iy that even in democratic Switzerland
I gislative machinery works much more
i for the workers than, say, for the
prisers. The sGB has also been active in
L cuening Tor a legal reduction in work-
I ours and their efforts in this direction

be viewed alongside what has already
] hieved by direct negotiations between
| owvers and employees. Although Swit-

|l rightly enjoys a considerable
| stion throughout the world as an
h cd industrial democracy, the Swiss
| imions have still a great role to play

| nding and improving the conditions
I country’s workers.

b.-urnizing Swiss suburban trams

Iil LAUSANNE TRAMWAY COMP-
sny, which some time before the
Wk of the Second World War had
i wer to bus and trolley-bus operating,
[ winber ol services to distant suburbs
f
|

«alities having no rail connections
- own to the centre of the town.

Tue—July 1960

In many cases these localities are at quite
some distance and present considerable
variations in altitude.

These so-called “Jura services” to such
places as Monthéron, Moudon, and Sa-
vigny consequently are called upon to
convey a comparatively large amount of
luggage and goods traftic which clearly
makes it worth while to maintain existing
services and modernize the vehicles,

The first stage in the modernization pro-
gramme was to put three new lour-axled
combined passenger and goods cars into
service on the Lausanne-Moudon route.
This route is twenty-four km. long. It starts
from the centre of Lausanne and reaches an
altitude of 900 m. above sea level at Le Chi-
let-a-Gobet, before descendingto an altitude
of 300 m. above sea level at Moudon, On the
way, gradients of sixty, sixty-three and
even seventy-five in a thousand (one in
13.3) are encountered. Naturally on such
routes and in such conditions, specially
constructed cars with powerful motors have
to be used.

The Swiss-built cars running these ser-
vices weigh 27.5 tons. They consist of two
passenger compartments with seating ca-
pacity for thirty-four together with an
extensive centre platform and further sep-
arate compartments for mail and luggage.
Total overall weight, including that of the
bogie and electrical installations, is [8.3
tons. In addition to the thirty-four seated
passengers, these cars can take another
filty-six standing so that total capacity is
100 passengers. They have two driver’s
stands  with two specd indicators (one
registering and the other idling). A special
reflector enables the driver to see the hand
signal to start given by the conductor of
his own car as well as ol the trailer car.

Trials with the first three cars have
proved so successful that simitar modern-
ization on the remaining two stretches of
the “Jura lines” can be expected in the very
near future,

Our next issue will cover the months of
August and September and will conmtain
an extensive review of the Berne Congress

New-type tran in use on the Lausanne-Moudon
route. Three of these new tramcars have been put
into service on this fifteen-mile run which has
some very steep gradients (Photo G. Stefza)

)

Interior of the new-stvle tramcary in service on
the Swiss “Jura line’. They take thirty-four pas-
sengery seated and another fiftv-six standing.
giving a total capacity of one hundred. There is
ample roon on rhe centre platforin and compart-
ments for mail and luggage (Phato G. Stetza)

The driver's stand with speed indicaror (right -
close to window ). Trials having proved successful
on the Mowudon route, these cars are expected to
appear shortly on the other services connecting
Lausanne with outlving areas ( Photo G. Stetza)
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An old story

THE ASIAN SEAMEN'S CLUB IN
lt‘ SINGAPORE 1S reported (o be running
at a loss. It's an old story — but one that we
had hoped would not be repeated : the ship-
ping companies “have ties with the lodging
house keepers'. This means in practice that,
although the lodging houses charge $7 to
$8 a day for food and lodging compared
with the Club’s $6.25, the scamen have no
choice in the matter, their accommodation
being arranged by the shipping agents.
Many who have subsequently visited the
cfub have insisted on a transfer. Neverthe-
less, the estimated loss at which the club is
running is put at $10,000 a year.

The Asian Seamen’s Club, opened in
1958, is a pleasant cight-storeyed building
with a modern theatre, assembly hall, cale-
teria and bar. The dining room with its
garden frontage seats some 150 and food is
served from three modern kitchens, one for
cach of the racial and religious groups, Hin-
du, Muslim and Chinese. Compared with
the accommodation in [odging houses the
Club is a luxury hotel’. It is therefore all the
more regrettable that, as a result of the
“tic-up’ between lodging house keepers and
shipping agents, the club’s facilities are not
being used to the full.

In the past the 1rr has made contributions
to the financing of the club through the
medium of the Sealarers” Welfare Fund. It
is therefore far from disinterested in secing
that the club is patronized on its merits.
Any arrangement between agents and lode-
ing house keepers under which seamen are
virtually prevented from exercising [ree
choice in the matter of their accommoda-
tion ashore savours ol practices which have
long discredited in the maritime
industry.

been

Singapore’'s new trade union structure

SINGAPORE'S TRADE UNION ORDI-
NANCE, 1960 was given a first read-
ing in the Legislative Assembly at the
beginning of April. Full debate on the new
measure was expected to take place during
May. The Trade Union Ordinance is in-

News irom the Regions

tended to bring orderliness into what has
been described as a ‘free for all’ situation
in which any seven persons could set them-
selves up as a registered trade union.

The Ordinance seeks to ensure registra-
tion of unions under ninety craft or *func-
tional® groups. Under this arrangement,
transport workers would be organized in
six unions catering for: Harbour Board
employees, seamen, land transport work-
ers, air transport workers, water transport
employvees and fishermen (with agricultural
workers).

A union seeking registration would have
(o have a membership of at least 250 and
al least two-thirds of its exccutive would
have to be persons actually engaged or
employed in the trade for which the union
Is catering.

One of the *functional groups’ laid down
in the draft ordinance is government and
public employees and all public servants —
other than police officials — would be
permitted membership. The Head of State,
however, could decide that certain catego-
ries, in addition to the police, would be
excluded from union membership. The
ordinance further allows unions to set up
political funds but empowers the Registrar
of Trade Unions to freeze any union funds
used “for unauthorized purposes’. Fines are
provided for acts of interference by em-
ployers with employees unions.

The new ordinance, which is expected to
replace the earlier instrument enacted in
1940, is regarded as a major piece of laobur
fegislation designed ‘Lo create through the
operation ol the law one of the most
advanced and formidable union structures
in this part of the world".

A single port authority for Singapore
A SINGLE PORT AUTHORITY FOR

@ SINGAPORE may emerge as the result
of recommendations made by a Contract
Labour Inguiry Commission set up by the
Singapore government which made public
its findings on 6 April.

The Commission, which sat for two
months, examined twenty-four witnesses
and studied sixty-seven memoranda from

organizations and individuals, recomnu
ed as regards port workers that lab
hitherto employed by contractors o
casual basis should be the direct emplo
of such contractors and enjoy the bemn
of both the labour and central provi
fund laws,

The Commission further recommen
that all contractors of labour should
registered and, in some cases, become di
emplovees ol departments of the |
Authority. It also proposed that the
departments of the Port Authority
Dock Labour and the Stevedoring Lal
Departments — should be merged int
single Dock Labhour Corporation
cighteen months. Commenting on
recommendations, the Commission n
it clear that by “direct labour™ in connec
with contractor labour it did not u
‘continuous’,

The recommendations ol the Commis
in so far as they concern port workers
be summarized as follows:

The Port of Singapore shall have
[abour departments: the dock [
department and the stevedoring luf
department (Roads). These two de
ments are 1o be independent of the
Authority as regards their day-to
operations and also be financially
supporting. The pa, however, shall v
ultimate authority in matters of g
paticy and use of finances, and shall b
employer of all labour directly emp
by it. Industrial disputes are to be
with at the fevel of each departme
conjunction with a joint council.

The Commission further recomn
that the whole of the stevedoring |
force at present working for contr
should be absorbed by the Steved
Labour Department, being placed
register with priority given to thos
the longest, and that registers shou
kept of both regular and casual steve
With the stevedoring labour force
directly employed by the Departme
former contractors would become
doring agents and would be registere
the Department. Shipowners woi
free to choose from any of the rep



cdoring agents but would not be obliged
ngage any such agents.,

was further proposed that the labour
¢ absorbed by the Department should
olt in gangs as at present, provided they
¢ efficient and satisfactory, and should
n their own ‘mandores” who, together
i the foremen, should be direct em-
ces of the Department. Stevedoring
iractors should be engaged as foremen
the Departments with the same con-
ms of employment applicable to such
les ol labour. In that event they would
he registered as stevedoring agents,

taything in it?

M (1S EARLY YET TO HOPE TO SPECU-
f) IATE WITH ANY PROFIT on the
nate outcome of the racial tension in
h Africa due to the present govern-
t's racial policy. Possibly the country
its government are still suffering from
wved shock™ as a result of world reaction
w shooting of Africans demonstrating
i the pass laws and the attempt on the
| Dr.Verwoerd, the South Afican Prime
Jder — carried out, it is important to
not by an African but by a White
el
serad and informed opinion, in so far
can be said to influence the march of
i, tends to operate slowly. For the
nl, the negative approach to the
et of racial co-existence which
s in doing everything that is practic-
possible to exacerbate the problem —
to hold the field. In such circum-
o, those who plead Tor a more
Sened approach to the subject tend
ich at any straw — to look round for
ol the slightest breezes which might
qomise of a wind to bring the ship to
i Of such a nature was the step
by the Cape Town Chamber of
wree around the middle of April when
ructed its president to urge the govern-
10 appoint a commission of enquiry
previnces among non-white workers
i areas. The commission, the Cham-
Commerce urged, should include
hite members.

I June—July 1960

Referring to the disturbances which
began on 21 March, the statement con-
taining the recommendation on this subject
handed to the Leader of the Assembly,
added that *until such grievances are sub-
stantially removed, it will be impossible to
achieve the co-operation of non-white South
Africans in promoting peacefully a rapidly
expanding economy’. The Minister promis-
ed to give the Chamber of Commerce
memorandum his consideration. And there,
it would appear, the matter rests. Whether
the Chamber of Commerce has been given
a polite brush-off or whether in fact South
African politicians are aboul to re-appraise
their racial policies in the light of what has
happened since the Sharpeville shootings,
in anybody's guess. There arc, however,
signs that some thinking is going on. May-
be there is nothing in it and the return to
what is described as orderly behaviour
among the African populace will also mark
the return to the same repressive apartheid
measures as sparked off the original trouble
Perhaps repression will even be stepped up.
At the moment the situation appears Lo be
one of uneasy equilibrium. Possibly a few
grains of common sense plus a dash of
business men’s sell interest might prove
the turning point in this unhappy period
of South African history — the catalytic
agent enabling something reasonable and
progressive to emerge from the present
explosive mixture. And the South African
government has got an explosive mixture
on its hands. At the moment, it is true, it
has managed to clamp the lid down on it.
It is doubtful, however, whether it really
believes it has rendered it harmless. The
funny thing about some explosive mixtures
is that you can ‘treat ‘'em rough’. kick them
around, as it were, until one fine day
something as apparently gentle and harm-
less as an apologetic cough will send the
whole lot sky-high. The lid goes with the
mixture.

Forced labour in South Africa
THE ICFTU HAS SENT to the Director

@ General of the International Labour
Office a damning indictment of the prison

farm-labour system under which African
labour is being exploited in South Africa.
It has asked the Lo to give lull considera-
tion to the charges of forced labour being
levelled against the Union of South Africa,
with particular reference to International
Labour Convention No. 105 concerning
the abolition of forced labour, and has
asked the matter to be brought before the
Lo Committee on Forced Labour.

In its report to the 1L0, the icFTU makes
mention of two systems whereby African
labour is made available to European
farmers in South Africa. One is prison
labour, when the African has been sentenc-
ed before a court. The other is the so-called
volunteer scheme under which petty
oftenders are induced to accept farm work
instead of being prosecuted. The latter
scheme seems no longer to apply to South
Alrican-born Africans, but is applied to
others,

Referring to the large number of cases
of ill-treatment inflicted on Africans — not
all of which are brought to court — the
ICETU request goes on to maintain that
there are enough of these cases to warrant
a full investigation into the situation,

Nigerian unions join ICFTU
DELEGATES REPRESENTING NINETY

@ FIVE UNTONS of the Nigerian Trades
Union Congress have endorsed a working
party decision to affiliate to the icFTu. The
affiliation brings a further 200,000 trade
unionists into the international free trade
union movement in Africa.

The African family budget

AFRICAN  FAMILY OF FIVE

=
NEEDS at least £24 3s. 2d. a month to

1o exist in Johannesburg, but if the proper
standards of consumption set in the theo-
retical minimum budget are (o be met the
family income should be about £36 a
month. These are the findings of an eco-
nomist, Mrs. Joy de Gruchy, who undertook
a survey on behalf of the sa Institute of Race
Relations.

The findings of her investigations have
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just been released, They show that the
great majority of Africans in Johannesburg
cannot afford to keep healthy because of
their low incomes.

The incomes of between fifty per cent and
seventy-five percent of Johannesburg's Afri-
can Families are insuflicient to meet even the
minimum needs for health and decency.

Mrs. de Gruchy based her study on the
diet which was considered a minimum for
health by the Department ol Nutrition.
This diet, at today’s prices for food, costs
an Alrican family £13 12s. 8d. a month.
Other items in the family budget are cloth-
ing £4 13s. 0d., rent £2 5s. 0d., Tuel £1 9s.
8d., cleaning materials 16s. 6d., transport
£1 3s. 5d., tax 2s. 11d.

This budget allows nothing for school
fees or levies (compulsory under Bantu
education), medical expenses, [urniture,
crnckcr)y 11(.‘\\«'5]3;[]')(.‘['5. L‘I'llL‘l"“lil'II“L‘I]lS.
drink, sweets, toys and the many other
items which are an essential part ol any
family budget.

The survey shows that where African
families spend money on these extra items,
they do so by cutting down on food and
clothing.

A change of name
'O STRESS THE WIDENING OF IT8

@ FIELD OF acTiviTies the rrr-affil-

iated Nyasaland African Motor Transport
Workers” Union -has changed its name to
Transport and Allied Workers”™ Union.
This change of title marks a drive to
organize a wider range of workers including
petrol handlers and airways workers. The
union now has 850 members compared
with 284 at the end of 1958. It hopes to
reach the 1,000 mark by the middle of this
vear. The union now issues a duplicated
news-sheet Magalimoro Bulletin written in
the vernacular and English.

The human element in driving

A SOUTH AFRICAN TRANSPORT
@ coMmpany, the Public Utility Trans-
port Corporation (putco), recently con-
cluded a six-year research project resulting

in significant findings on the part played
by the human element in road accidents.
The investigation was conducted under two
main aspects, the psychological and the
statistical. An article on the research results,
published in the forinightly Digest of South
African News, is reproduced below.,

The detailed study of the accident records
ol 700 Bantu and Coloured bus drivers who
had been driving eight hours a day for
periods of up to ten years, has revealed the
following facts:

Accident proneness was definitely proved
to exist and certain drivers were very much
more liable to accidents than others, Only
the drivers who were good potential
accident risks really benefited by exper-
ience. They started with a ‘learning’ period
in which they had their scratches and
bumps; as soon as they gained proficiency
and competence they showed a marked
improvement; and, with experience, they
showed a further gradual improvement
through the years.

So consistent were the records of the
good accident risks that any sudden
deterioration indicated that something had
gone very wrong and that an immediate
physical or psychological investigation
should be made.

The records of the bad accident risks,
showed a completely different pattern. The
acquisition of driving proficiency and
experience had remarkably little effect, for
such people usually started badly and
continued that way. Even personal atten-
tion in the form ol renewed training or
strict supervision had only a temporary
effect. Left to their own devices they revert-
ed to an accident pattern which showed
them to be a liability to the company and
a danger to other users of the road.

In order to establish the causes of this
accident behaviour, the psychological
research team applied physical and psycho-
logical tests to hundreds of drivers in an
attempt to find out where their particular
weaknesses lay. They established that the
basic requirements for a full-time driving
job were:

Adequate physique, stamina and health,

the absence of any incapacitating dise
and the absence of any signs of addictior
drink or drugs:

Adequate day vision, night
stereoscopic vision, field of vision, col
vision and adequate hearing:

An adequate degree of intelligence,
centration, anticipation and judgement
widths, distances and speed;

An adequate degree of cerebro-musc
co-ordination, resulting in quick react
time and well controlled and co-ording
movements:

A capacity for clear thinking in
emergency: and lastly, an adequate, w
balanced and adjusted personality.

The possession ol the “physical” quali
ensured that a man could be taught to di
a vehicle with a satislactory  degree
proficiency. They were necessary, i
before he could be regarded as having
chance of being a good accident risk, ¢
they were not enough to ensure that
would be so. For among the people »
could be regarded as reasonably profic
drivers, the ones who had repeated o
dents were not the less proficient ones |
the ones with the wrong personality
temperament.

Specially designed psychological 1
vevealed that the men with the unss
factory accident records were not the 1
with mediocre skills but the men who !
personality defects. Either they displ
certain personality laults such as im
turity, irresponsibility, selfishness, inl
rance, impatience and a lack of contr
their emotions and tempers, or they shos
personality weaknesses such as instabi
indecisiveness, lack of determination
too little self-reliance resulting in a capas
for being easily swayed and influenced

Using the hndings of this research
team developed procedures lor dete
and eliminating the company’s unsati
tory drivers and replacing them with
selected and trained by scientific meths
The results are shown by the comps
official statistics. Training wastage 1
tenth of what is used to be before apti
tests were installed. Turnover amongs!
drivers has been reduced by forty per

VIS)




| the accident position has shown a
nomenal improvement, Whereas the
ident rate amongst the general motoring
slic is going steadily up, the company’s
ient rate, instead of increasing also, is

ng steadily down, The accident rate of

Johannesburg public has increased by
re than twenty-five per cent over the
¢ six vears. The Public Uility Transport
rporation (PUTCO), operating in the
e area and under the same conditions,

shown a contrasting decrease in its
ilent rate which now amounts to thirty-
¢n per cent.
\ practical research project such as this

miportant bearings on the significant
t played by human weaknesses in road
wents. It is of particular significance in
« of the toll of injury and death resulting
o the alarming increase in road accidents
wghout the Union and various sug-
nons have been put forward as to how

. such as these could be utilized in a
on-wide accident prevention campaign.

#ure help from Norway
w underdeveloped areas

[ [HE NORWEGIAN PARLIAMENT has
called upon the government of the
ary Lo increase by a considerable
wunt the appropriations in next year's
wet for aid to underdeveloped areas.
resolution was unanimous and the
en Minister stated that it was com-
line with the government’s
wons. On its present record Norway
ready third — reckoned per head of
Jation — in the amount of assistance it
to underdeveloped areas through
ies of the United Nations.

ly 1n

. the wind shifting?
DEPUTATION OF

LAST MONTH A
SOUTH AFRICAN INDUSTRIALISTS

o team of five Ministers that a new
ach based on consultation was the
1 o peaceful solution of “the lawless-
i riotous outbursts’ in South Aflrica.
consultation, said the business men,
d be between the government and

[ June-Jduly 1960

lcaders acceptable to urban Africans. The
business men’s representatives even went
50 far as 1o offer 10 introduce the Cabinet
to certain responsible native leaders with
whom initial discussions could take place
to determine the form of consultative
machinery.

Is the wind shifting slightly, we may
wonder. We should like to think so. Espe-
cially when we are presented with the
picture of industrialists actually putting in
a plea for native workers to be treated as
bargaining agents in matters affecting their
living conditions. A recommendation by
the South African Chamber of Industries
to review the wages of lower-paid workers
on a voluntary basis, and to the govern-
ment that it should modily and improve the
machinery for wage-fixing or review it at
more regular intervals, as well as allow
native workers a more active part in wage
negotiations — all this sounds as if, at last,
a breath of sanity is to be introduced into
the South African labour scene. It would
be a welcome change. On the other hand,
we have to bear in mind that the present
South African government are stern realists
bent on pursuing realistic policies designed
to preserve the privileges of a white
minority. They really believe in their
‘mission’. Since clearly no humanitarian
considerations can be allowed to cause them
to deviate from their chosen path of racial
repression, no proposal to treat the African
population as human beings, as opposed
to a political problem, is likely to find much
favour. When humaneness comes into con-
flict with political or racial theories, Reason
hides her head. Perhaps it is no accident
that South Africa is the home of the
ostrich, famous for its escapist technique.

Port supervisors should join union,
says Jamaican tribunal
DR. RAWLE FARLEY, the indepen-

@ dent chairman of the three-man
Jamaican essential services tribunal (joined
by Roy Woodham, appointed from the
workers’ panel, but with Sidney G.
Fletcher, for the employers, dissenting) has
ruled that supervisors in the Kingston port

industry have the right to join a trade
union of their own choice.

The Farley judgement states that ‘the
law is not against it, nor is equity nor is
public opinion™. It goes on to say that
*after the most anxious consideration. we
hesitate even to suggest whether the super-
visors should be in separate sections or
not... Some unions refuse to organize
supervisors, some keep them separate;
some have even abandoned them. This
is their problem. Unions are autonomous
bodies within the democratic state’.

A detailed survey ol precedents overseas
had led the majority of the tribunal to the
conclusion that in many countries there
was a very large number of supervisors
involved because ‘ol the scale of industrial
development and the exacting degree of
technical skill required over large areas of
their complex industrial pattern.” How-
ever, the judgement continues as follows:

*Even il a supervisory union came into
being in Jamaica, it is doubtful whether it
can command by itself the large numbersand
the technical strength to affect. in any signi-
ficant degree. the unilateral determination
of the rights and interests of its members
by the management of the company’.

Arguments by management against the
propriety of supervisors belonging to
unions represented a narrow view of trade
unionism and refused to accept ‘a basic
principle of the institutionalization of
industrial relations (for) there is no basic
conflict between workers” loyalty to their
company and their allegiance to their
union’. Life, commented the judgement, is
full of multiple loyaliets, which could be
adjusted to commonsense.

Trans-Asian highway is planned

@ Tue coNsTRUCTION, within five
years, ol a highway across Asia

which would link Singapore with Turkey
has been recommended at a conference
sponsored by the United Nations Economic
Commission for Asia and the Far East
(ecare)., The highway would connect up
Singapore with Bangkok, Rangoon, Dacca,
Delhi, Rawalpindi, Kabul and Teheran.
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Something about

the Swiss Railwaymen’s Federation

by HaNs DUBY, President, Swiss Railwavmen's Federation

SWITZERLAND ONLY MADE A S$TART WITH THE CONSTRUCTION OF HER RAIL
E] NETwoRrk round about the middle of the last century. At the beginning, the Swiss
Confederation did not bother itself very much with the country’s railway system. In fact,
everything was left more or less to chance. The result of this attitude was considerable
fragmentation ol the industry. A large number of private railway undertakings — both

big and small -~ came into being and dealt with the construction and operation of their
networks on purely private enterprise lines, With the passing of the Railway Act of 1872,
however, concessionary rights were vested in the Confederation, and the Federal Con-
stitution of 1874 stipulated, in its Article 26, that legislation concerning the construction
and operation of railways was the responsibility of the Federal authorities. A further
twenty-lfive years were to go by nevertheless belore nationalization became a reality., the
process being achieved by the legally blameless method of concessionary re-purchase,
The networks scheduled for re-purchase in this way were the five large private railway
companies: Jura-Simplon: the Swiss Central Railway; the North Eastern Railway: the
United Swiss Railway: and the Gotthard Line. For their operation, a special Federal
undertaking - known as the Swiss Federal Railways — was created.

tion. which would have looked after the
interests of the workers, salaried employees
and permanent officials employed by the

Railway stall suffered the most rom the
unfortunate situation existing in the in-
dustry prior to nationalization. The wages

and living conditions of railwaymen were
anything but satisfactory: promotion and
discipline were carried out in completely
arbitrary fashion. Insurance against the
results of industrial accident was still in its
infancy. Pension lunds were completely
unheard of, The stafl of the individual com-
panies were left entirely to their own de-
vices for a central railwaymen’s organiza-

various rail undertakings, did not yet exist.
The idea of joining together in a trade un-
fon first took root among the locomotive
stafl, and gradually they were joined by a
number of other groupings which had to
fight step by step for their place in the sun.

The fact that the existing railway unions
were split on a category basis led to un-
productive quarrels and differences. The

Hans Diiby (extreme right), President of
Swisy Railwaymen's Federation and autho
this article, in conversation with Bro. Becu
previous ITE Congress. Brother Diiby p
an active part in the work of the ITF Raily
men's Section and also serves on our Execu

war of 1914-18. however, succeeded wl
the lar-sightedness of a few men of vis
had Tailed. Prompted by common mis!
tune, the leaders of the individual organ
tions came together with the idea of org
izing all railway workers in a single uni
Following agreement on the structure
the proposed new national union, its
stitutive conference was held at Berne
30 November 1919, The craft and u
groups merged into a single organizat
and the 1re-affiliated Swiss Railwayme
Federation (known by its initials s
came into being.

The Swiss Railwaymen's Federation ()
became the only authentic prolessional
ganization of rail workers., Today, sor
thing like ninety per cent of all those «
ployed by both the Federal and priv
railways belong to it. At the end of last ye

A gang at work on the permanent wa
Swiss railway nerwork began to take

about the middle of the 19th century wi
large number of small private undertakings
into being { Photo by Swiss Federal Ruails



membership totalled 60,984, of whom
185 were active railwaymen and the
uning 17.799 railway pensioners. As an
grades union, the sev caters for every
ol worker employed on the railways,
r individual interests being taken care
through special sections and  sub-
upings.
A\t the national level, the Railwaymen’s
leration is afliliated with both the Swiss
tonal Trade Union Centre and the
leration of Public Service Staff. Interna-
wlly, it works closely with the Interna-
il Transport Workers' Federation.
The Swiss Railwaymen's Federation is
npletely neutral from a religious point
view and is politically independent. Its
nbers are thus free to act according to
i beliefs and conscience in all religious
stions. The Federation takes no part in
Iy politics and takes an independent line
cconomic questions which affect its
nbership —whether directly or indirectly.
order to combine (lexibility with effec-
ness, the sev finds it necessary to or-
ize its membership along fairly rigid
. New members are therefore imme-
ely allotted, according to their grade, to
ol the craft sub-sections, which under
sev Constitution are considered as or-
ol the Federation. The following craft
sections are at presenl in existence:
wourers: Signals Staff; Shunting Person-
I'rain StalT; Locomotive Stafl:; Inspec-
v and Security Stafl; Administrative
“owonnel; Railway Workshop Staft; Em-
cees of Private Railways and Steamship
lertakings: and Pensioners.
the sev is a democratically-organized
m. Its members have the right ol deci-
in all important matters. They decide
the Constitution of the Congress and
vk on decisions through the medium of
rendums.
the highest authority ol the union is the
nbership ballot, to which Congress de-
ns are subject, as also to the referendum
vedure.
w next highest authority is the Con-
which is composed of representatives
i Sections and Sub-groupings.
e Federation’s administrative machi-

anal, Sune=Jduly 1960

/

Some 600,000 passengers travel daily on the national railway network whilst another 200,000
are carried by the private railways. Swiss railways are highly modernized. This up-to-date ticket
issuing machine on the Federal Railways typifies the efficiency and modernity of the system

Working on the overhead installarions of a section of track on the Swiss Federal Railwavs. The
Federal Railways were acquired by concessionary re-puwrchase at the turn of the century. A number
of privately-owned railways ave stifl in operation however (Photos by Swiss Federal Railways)
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In spite of increasing mechanization on the Swiss
railwavs, they still need strong men to do much
of the work. Special sections and sub-groupings
of the Swiss Railwaymen's Federation take care
of all the interests of the crafts exercized by a
membership of some 60,000 together with those
of a further 43,000 railwaymen pensioners

nery consists ol the Executive and the
Management Committee. The Exceutive is
responsible for general directives on the
implementation of union business, whilst
the Management Committee deals with the
current administrative business of the Fe-
deration, and supervises the work ol the
Secrctariat, ol the Sections and the Sub-
aroups.,

The Secretariat is entrusted with the task
of carrying out trade union. financial and
organizational decisions adopted by the
Congress, the Executive and the Manage-
ment Committee. In addition, it deals with
the numerous individual problems affecting
railway workers which are brought to its
attention day by day. At the head of the
Secretariat is Brother H. Diby, President
of the Federation.

The sev issues a weekly newspaper lor
each of the three main language groups
which exist in Switzerland: the Eisenbalner
for the German-speakers: Le Cheminor for
the French; and I/ Ferroviere for the lalian-
speaking railwaymen. These three publica-
tions deal. on a continuing basis, with all
questions  which affect the Federations
membership, either directly or indirectly.

In the private railway field. the Federa-
tion looks after the interests of more than
10.000 members — who. incidentally, are
employed by considerably more than one
hundred separate undertakings. Our Fed-
eration has been extremely active in a
campaign to put these lines on a viable
basis. The Private Railways™ Subsidies

Laws of 1939 to 1949 alone resulted in the
granting of Federal financial assistance
amounting to 155 million Francs (£1 equals
12.24 Frs.; 100 Frs. equal $23.30): whilst
the Swiss Cantonal authorities contributed
a similar amount. The Federation has also
playved an active role in the new campaign
for the nationalization of further private
railwavs and has also played an important
part in discussions on a new Railway Act.

A problem which has occupied the Fe-
deration ever since its foundation is the
right to consultation (Mitspracherecht).
This right exists to a lar greater extent on
the Federal Railways than is the case in
other Federal undertakings, and has also
progressed much further than in private
industry.

The basic aim of the Swiss Railwaymen’s
Federation is, of course, to maintain the
living standards of its membership and,
wherever possible. to improve them. At the
same time. however, it considers it a duty
to protect its members against misfortune
of all kinds — against the results of illness,
accidents, unemployment and death - to
the very best of its ability. The Federation
also assists them, both morally and ma-
terially, in cases of involuntary distress or

Inside the cab of a modern Swiss electric locomo-
tive. The Federal Railways are the biggest con-
sumer of electric power in the country. It has
been estimared that a return to steam would cost
the railways an extra 100 million francs-a year
(Photographs by the Swiss Federal Railways)

want. During the course ol the year
number of special social institutions h
been created to carry out all these
sidiary tasks — institutions of which
our Federation and its membership can
justly proud.

The most important and also the ol
is that which provides free legal aid. |
sEV gives such aid to those who beeo
involved in cither civil or criminal p
ceedings.

Also among the oldest social instituti
created by the Federation is the Assistas
Fund set up to provide against the finan
consequences of sickness and accidents
all kinds.

The activities ol these two last-mention
are complemented, (0 cases of need, by
Federation’s Loan Fund. This aims at
sisting members who, through no fault
their own, find themselves in tempor
financial difliculties.

Somez time ago, the Federation also e
ed an Unemployment Insurance Fund
provide aid for those who, because ol
rature of their employment on the o
ways, must reckon with periodical spells
anemployment. Additionally, union me
bers have the opportunity of taking

The Swiss Railwaymen's Federation assume
present structure in 1919 and is now represe
tive of all trade and eraft groups on the railv.
Before that date, there was a multiplicity o ©
ions mostly organized on a category basis o
all too frequently working ai cross pisp



1 Bratschi, former President of the ITF,
he chief executive offter of the Swiss Rail-
wn's Federarion until the end of 1953, He
lected to the ITF Executive Commniittee at
“rich Congress of 1946 and later served as
esident for four vears from 1950 to 1954

lent insurance policies on their own

unt at very favourable rates.

e Swiss  Rallwaymen’s Federation
and operates three Railwaymen’s

dav Homes, which provide a total of

weds. The largest of these is the Bren-
v Holiday Centre at Brissago in the
m. The second, known as Grubisbalm.
pated on the southern side of the Rigi
ntain, just above Vitznau, whilst the
L and also the newest is Sonloup at
ireux in Western Switzeriand.
order to make visits to these holiday
s somewhat casier for those ol its
bers in the lower and medium salary
o5, the sev has established a Holiday
i Fund. This provides a reduction of
y-five per cent in the cost of full board
odeing for seven days per year. The
tion applies to the member himself,
(e and his children. In addition. there
v i ospecial fund applying to needy
wrs requiring convalescent treatment,
45 to members of their family.
Jiyv, 1 should mention the fact that
wwiss Railwaymen’s Federation also
s own life insurance scheme. This has
over the years [rom very modest be-
£ 10 its present highly advanced state
panization. Through it, every member
sev ocan take out a life insurance
Al minimum premiums,
Swiss  Railwaymen’s Federation
there proudly. — able and willing to
ellfectively the interests of its mem-
. The Federation has achieved an
red position in the public life of our

Tune=July 1960

country and is the only genuine representa-
tive of the Swiss railwaymen. It represents
them in relations with the Federal Rail-
ways and the numerous private transport
undertakings: with the Federal and Can-
tonal authorities and — last but not least —
with the public itsell. It also stands ready
to assist, outside the narrower confines of
its own activities, in the further develop-
ment of our democratic State.

CIRM progress report
‘PROCEEDINGS OF THE CIRM STU-

@ DIES CENTRE', ROME, 1960, is

an account of the research work carried out
by the special research centre run by the
International Radio Medical Centre (C1rm)
at its Rome headquarters during the year
1959, Matters on which research was
carried out and herein reported upon in-
clude: behaviour of the cardio-circulatory
system of seamen in tropical climates:
observations on the [unctioning of the
respiratory system of seamen under rapid
climatic changes in temperature: the social
and medical problem of ex-tubercular
seamen and their readmission to work ; and
dental services lor seamen.

The articles are in Italian with summaries
in English and French,

Fire Aboard!

THE PROBLEM OF FIRE CONTROL
E and prevention on board ship and
in port installations is increasingly engaging
the attention of legislators at national and
international level. Advance notice has been
received ol the publication of a book
(Fire Aboard, by Frank Rushbrook, Tech-
nical Press, London, s.w.3, price aboul 63s)
in which the subject will be fully treated
from all aspects. Thus the author, who is
assistant fire master in the Edinburgh and
South-East Scotland Fire Brigade, after
going into the history and nature of the
problem, proposes to discuss present-day
legislation on the subject — both applied
and i prospect - concluding with a
summary of recommendations and a look
into the future of fire prevention. In partic-

ular, the provisional table of contents
advises that the author will devote chapters
to arising British and us legislation in
connection with the International Con-
vention for the Safety of Life at Sea and
to the need for international standardiza-
tion of fire-fighting equipment.

The roots of Swiss liberty

WHEN, AS A RESULT OF THE FRENCH
REVOLUTION, nationalism began to
play a growing role. the Swiss no longer
sought its basis in common descent or
language but in common political tradi-
tions and institutions. They turned for in-
spiration to their past struggles for consti-
tutional liberty: like the English who in the
seventeenth century. at the time of the
birth of their modern nationhood of liberty,
traced its origin back to the Magna Carta
and the ensuing parliamentary develop-
ments, reinterpreting them in the spirit of
the new time, thus the Swiss looked back
to the thirteenth-century origin of their na-
tion, when in a Europe growing more and
more subject 1o feudalism and absolutism
free communities of peasants and burghers
established and preserved their liberties.
England and Switzerland became in the
nineteenth-century stable democratic na-
tions to a degree rarely found elsewhere.
They owe it partly to the indirect influences
of the I'rench Revolution — but even more
to the fact that the foundations of their
democracy have their roots in the thirteenth
century, The revived memory and the
glorifying interpretation of those founda-
tions kept the spirit of national cohesion
and of human liberty strong amidst all the
deep social changes and interpational ten-
sions of recent times. Even in seventeenth-
century Switzerland, at a time of the bitter-

est religious animosity and of the lowest ’

ebb of the spirit of unity, the cantons pled-
ged their co-operation, in the Defensional
of March 8, 1668, for the ‘preservation of
the glorious liberties which our beloved an-
cestors so dearly acquired” (erhaltung der
von unsen lieben altfordern so theiir er-
worben herrlichen freyheiten).

Kohn = Natiowdism and Liberty, the Swiss Example
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Meet the public service workers

THi

R

SWIS SAILR

SWISS PUBLIC SERVICE WORKERS™ UNION (vpob), among Switzerland’s
larger trade unions, presents a fine example of how trade unions have become an

essential structural element of a democratic state. Besides making ceaseless efforts to
secure for its members a full share in the country’s prosperity, it takes an active part in
all aspects of the social and economic life of the community, extending its activities far

bevond purely material considerations.

During the last years of the nineteenth cen-
tury municipal employees in the larger
up till that time perhaps
among the most peglected and despised
members of the working-class community

began to realize the advantages to be gained
from organization and to form unions
based on individual towns. However, they
fairly soon saw that such small units could
not gain the prestige to attract sufficient
members 1o win from the
municipal authorities who were the main
employers. It was not Jong belore unions in
Ziirich, Basle, Winterthur and Berne, on
the initiative of the Zirich union, united to
form the first Swiss national union, the
Municipal and State Workers™ Union (Ge-
meinde- und  Staatsarbeiterverband) in

Swiss towns

CONCessions

1905. The new body elected as leader Her-
man Greulich, who had been. and conti-
nued to be until his death in 1925, the most
powerful influence in the union’s decisions.

The union suffered in the early days from
extreme poverty, but strikes were rare, and
after a while Greulich, after securing an
increase in contributions, pressed for a
central secretariat to be set up, pointing to
the experiences of other unions whose
membership had increased considerably on
the establishment of union centres. This
was done, not without some opposition,
and a unior journal, Aufwérts, was started
which set about revealing the appalling
conditions under which many municipal
and state employees were compelled to
work, many of them below the bread line.

A Douglas DC-8, seating 120 tourist and !
class passengers, which is just being put
service on the North Atlantic route operate
Swissair — Switzerland™s national aivline
Civil Aviation Section of the Swiss Public Ser
Waorkers™ Uniare, wihich organizes @ mnbe
Swissair emplovees, is affiliated with the |

Concurrently with the creation and ey
lishment ol this union, tramway workl
some employed by private undertaky
some by publicly-owned companies, &
also strugaling to form unions based onl
towns. After an abortive attempt to fon
central union in 1898 the tramway work
joined the Railwaymen’s Union, but )
proved an unsatisfactory arrangement, |
in 1905 the Swiss Tramwaymen's l-{
was formed. w

The tramwaymen and the public serl
workers went through similar
troubles — shortage of cash, difficull
recruiting members, unsuccessful strik
but despite this their strength incres
and among their early successes were i
ments on wages, holidays, hours of »

lecty




wness and accident benefits ete., along-
v which a rough kind of negotiating
vedure grew up.

During the war years the fight to main-
o and improve conditions intensified and
vy strikes were fought out with varying
cess, The demand lor an eight-hour day
! been on the programme of the trade
wn movement for years and between
‘1and 1921 the working week had been
vreciably shortened for both public serv-
and tram workers.

Al this time the public service workers’
won had been operating more as a federal
ly than as a really central union. The
dral secretariat was regarded more as a
Wlof clearing house for information than
the headquarters of a united body of
whkers, and the individual branches were
wking almost entirely on an independent
s, Greulich was determined that his
wn should gain real unity and strength
ough  centralization,  but  difliculties
“e over attempts to bring this about,
¢ local branches were often unwilling to
render their autonomy. Another aspect
he organizational ficld was a proposal
amalgamation with the tram workers’

~oon. This had been strongly resisted by
latter, but during the war years, when

the galley of anothey type of jet aiveraft
w Swissair — this time the Caravelle. The
contains a fitted electric oven and other
n equipment to facilitate speedv and high-
v service of meals and drinks by Swissair’s
at cabin staff (Photograph by Swissair)

nal, June=July 1960

Meticulous maintenance of aireraft engines Is
the daily work of these mechanic members of the
Swiss Public Service Workers™ Union ( VPOD),
which is responsible for organizing staff emplo-
ved hy municipal and nationalized enterprises.

unions had to fight to remain in existence
at all, discussions were resumed and 1920
saw the amalgamation approved by both
organizations. This step marked the end of
a period of internal difficulties which had
prevented the unions from playing a really
effective part in the struggle for the im-
provement of their members’ social and
economic position, In 1924 the name of the
union was changed to the Swiss Union of
Public Service Workers (VPOD),

The postwar period was one of struggle
to defend standards which, never high
enough and made worse by a rising cost of
living, were now being attacked in the name
of ‘economic necessity’. The union man-
aged more or less sucessfully to combat at-
fempts 1o impose wage cuts, longer hours
and dismissals and to relieve hardship
among its members.

Except during wartime the membership
of the vroD has steadily increased and the
union has developed into a progressive,
forward-looking force in Switzerland’s la-
bour movement. Its activities and program-
me cover not only the interests of its own
members, but also those of the community
as a whole. It is not afraid to state its aims
clearly and openly indeed it regards
honesty in public life as a necessity il demo-
cracy is to have any real meaning.

As far as its own members are concerned,
the vepop has at times had to carry on a
purely defensive struggle against attacks on
their hard-won standards. But at the same
time it has never become paralyzed in a
defensive position and has always been able
to jump to the attack when an opportunity
presented itself. The union has fought for,
and to a large extent won, increased wages,
shorter hours and longer holidays, and

At work in the cockpit of a Swissair Convair
Meiropolitan. Switzerland’s aivline, whicl: ecar-
ries its country’s distinetive red and white colours
all over the world’s air routes, came into being in
its present form in 1931, ( Swissair photograph)

many ‘Tringe’ benehits, besides providing on
its own account, legal aid and advice, loans
and unemployment and death benefit pay-
ments, and is also willing to give assistance
to any of its members in difficulties of any
kind.

In the broader field of the labour move-
ment generally, the veop has been among
the most forthright in declaring that work-
ers must be given an equitable share in the
national prosperity. 1t maintains that tech-
nical progress must benefit all sections of
the community in terms of shorter hours
and longer holidays, while standards of
craftsmanship must not be allowed to de-
teriorate with the advent of more advanced
machinery, The union has done all in its
power 10 see that while some skilled work-
ers are benefiting from general prosperity
their lower-paid, unskilled colleagues are
not forgotten. It has constantly advocated
increased industrial democracy and made
proposals for introducing more worker-
participation in managerial decisions. The
vrob has a strong sense of the importance
of the international labour movement. It is
affiliated to the Public Services Interna-
tional, in which it plays a very active part.
and its civil aviation section is affiliated to
the 171F.

The union sees in political action one of
its main weapons, for if other bodies have a

voice in state and local government, the

trade union case must not be allowed to go
unheard. Without being formally tied to
any one party it helps to ensure the preser-
vation of democracy by playing its rightful
part in the processes of government. Be-
lieving that private interests must be sub-
ordinated to the interests of the commu-

(Continued on the next page)
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trade union movement in miniature

. THE DISTRIBUTION OF INDUSTRY IN SWITZERLAND al the turn ol the century
presented tremendous difficulties to would-be trade union organizers. Outside the
larger towns workers were spread out thinly over country districts which were not always
casily accessible, and businesses were often conducted on paternalistic lines which
discouraged the workers from joining any kind of association. This situation applied

particularly to food workers

millers, coopers, butchers, bakers. tobacco workers,

gardeners, brewers, ete. Their small factories, often employing not more than two or
three assistants or apprentices, offered daunting problems to those whose mission it was
to present the advantages ol trade union membership to men who, it seemed then, had
little or nothing to gain but plenty to lose by joining.

The union ol food workers had been found-
cd in 1904 by Herman Greulich — Papa
Grealich to so many Swiss trade unionists,
and not only in this sector of the move-
ment - but the actual setting up of the un-
ion was only the first step in what was to be
the long period of struggle for recognition,
of  heartbreaking setbacks and internal
difficulties which all young trade unions of
that period had to survive before becoming
fully established. The organizers travelled
around the country, held meetings in lunch
breaks at lactories and. slowly at first but
with increasing enthusiasm, the workers
began to join, The movement stood on a
firm basis at last, a basis which was
strengthened in 1915 by amalgamation
with the transport workers™ union to form
the present-day Federation of Commercial,
Transport and Food Workers (viuro).
Membership rose to 20,000 by 1919, one of
the strongest and most  union-minded
groups being the brewery workers, many ol
whom were of German origin.

The period after the first World War saw
trade unions everywhere struggling to main-

( Continued from page 153 )

nity, the union advocates a planned eco-
nomy and far-reaching social welfare legis-
lation for the old, the sick, the unemployved
and all who are in need of help. The vreon
is an example ol a progressive union which
sees its responsibilities not only in the com-
paratively narrow field of the interests of
its own members, but which affirms its
right openly to express its opinion on mat-
ters covering a wide field and to put for-
wird positive proposals for any changes
which it feels to be necessary.

tain standards of living against rising
prices, unemployment and repressive mea-
sures by employers, destined as much to
smash workers”™ organizations generally as
to squeeze more work out of their own em-
ployees. But the food and transport work-
ers” union not only had to fight the em-
ployer: it had also to resolve its own inter-
nal difficulties and it was not until 1928
that the irresponsible and disruptive activi-
ties of the Communists were finally brought
Lo a stop.

Not surprisingly, during this time, union
membership had been dropping, but after
1930, when Switzerland was suffering from
the effects of world depression and unem-
plovment became widespread, the union
increased in size and influence and right up
to and during the war its position was
strengthened. The early years ol the war
saw the start of a new period in the union’s
historv. New men came to the top to re-
place the old pioncers like Jean Schifler-
stein and Robert Fischer who had been
with the organization since its earliest days.
The new President, Hermann Leuenberger,
was also a member of the Swiss National
Assembly and President of the Foodwork-
ers’ International. The union took part in
the Fwi’s boycotts of Peter, Kohler & Cail-
ler, the chocolate firm, and Remy & Cie.
(Belgium). Leuenberger was also until 1946
a deputy member of the General Council of
the 17F, to which the union has been affilia-
ted since its very earliest days, and has
taken an active part in the work of its Road
Transport Section.

After the Second World War the union,
having consolidated its position in Swiss
economic and social life, was obliged to
mobilize its full strength and influence in

order o maintain the purchasing power
its members” wage packets in the face
ever-rising prices and 1o a large cxtemj
aim has been achieved. The union has |
concentrating lately more on the issue:
reduced hours of work. Among its part
lar successes can be numbered the ens
ment of a law prohibiting night driving |
road transport workers in Switzerland, ¢
the introduction of the tachograph syst
which, by means ol a device which auto
tically records details of a driver’s work
day, is designed to check and control
professional driver’s working hours.,

In the fifty-six years since the founda
of the v, things have changed out of
recognition for trade untons and theirn
bers. At the turn of the century there
no such thing as the oflicially-recogn
right of [ree association for workers, M
bership of a trade union was a risky
ness, which, while not guaranteeing
thing in the way of better conditions, we
often result in the loss of a job. T
freedom ol association is an ungquestic
right and there are even employers
positively welcome trade-union organ
employees.

When the union was lounded, work
hours in factories were eleven hours a
while in some workshops they were o
pletely arbitrary. Bakers, butchers, mil
ete. were working more than eighty how
week. Fifty years later the forty-gight-h
week was in force in factories. In the o
days, paid holidays were totally unknes
now they are enforced all over the cour
Payment for overtime and rest-day
was entirely at the discretion of the ¢
ployer, and there was not the least sip
any right of consultation. Anyane wh
those days of bitter struggle sugpe
measures [or the protection of children
women workers was regarded as a n
anyone who mentioned clean and hyg
surroundings, protection against acci
or even that emplovees might be treal
human being, was put on the black
Terms of employment and condition
apprenticeship were the exclusive do
of the employer.

Teday, all this has been changed




Ilin the day’s work for the Swiss coach driver. These hairpin bends in the Valais district place a premium on skilled and careful dviving. To ensure
their work is properly rewarded and their eonditions safeguarded, these drivers look to the VHTL (Photo Swiss National Tourist Office)
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Levwenberger,  President  of  the

Hermann
VHTL since
the Swiss Federation of Labour in 1958, He ix
wixy National Assembly.

also a member of the S

State lays down minimum standards of
safety and cleanliness and has comprehen-
sive schemes ol social welfare, which are
amply supplemented by the union’s own
funds for reliel in cases of unemployvment,
sickness and distress of all kinds. 500 chil-
dren of Dutch transport workers will not
quickly forget the three months’ holiday
they spent in Switzerland as guests of the
v immediately after the end of the
second World War. This example of the
spirit of international brotherhood in its
most concrete form resulted from a visit
made by the President, Bro. Leuenberger,
to Holland in May 1945,

The vHTL covers approximately forty
categories of workers, and is affiliated to
five International Trade Secretariats. This
means that it has tremendous organiza-
tional difficulties to overcome in fulfilling
its obligations to such widely differing
prolessions as dockers and waitresses, sea-
farers and butchers, taxi drivers and
gardeners. In addition to this, the lact that
membership is not far over the 40,000 mark
means that the union’s financial resources

1941, was elected as President of

are to some extent limited. Despite these
problems and those of maintaining contact
with members scattered in small pockets
throughout Switzerland, there is no doubt
that the vurTL has contributed more than
adequately to the progress ol its own
members and the labour movement gener-
ally, both on a national and international
level.

1) As its title implies. the Swiss Union of Cont-
mercial, Transport and Food Workers ( VHTL)
caters for a very wide range of employees.
Despite appearances, this char between a union
lovry dviver and @ policeman iy entively friendly

21 A reminder that Lurope’s busiest waterway

the Rhine — starts in Switzerland. Inland water-
way workers are among the forty categories of
workers for which the VHTL caters. Total mem-
bership of the union is, however, comparatively

small — approximately 40,000 ( Strom u. See)

2 Motor transport cannot, of cowrse, run with-
out fuel — nor could rhe Swiss economy without
vast imports for which it pays by the skill and
fabour of its workers in many indusivies. The
country's production of food, for example, is not
sufficient to feed its population ( VHTL photo)

4) Passenger steamers - like this one on Lake
Constance — are a familiar sight on most Swiss
waterways. More significantly, the Swiss mari-
time flag has recently made its appearance on the
high seas. Despite its absence of maritinie tradi-
tions, Switzerland is very much aware of the
need to maintain high standards, both ar sea and
on ity lakeys and rivers ( Photo ATP Bilderdienst)

5) There’s no time ro look at the scenery — ar
least not for this driver on the Grimsel Pass. The
VHTL, shich caters for many types of road
transport workers, has been active for 56 years
and has an owstanding record of achievements

6) Today one can move lorries by erane and
cranes by lorry. Here the lorry is doing the work
while the erane is having a rest. It’s all part of
the modern Swiss transport scene and a reminder
that the country is not all “mountains and milk’
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‘Norway and her sailors’

THAT NORWAY, WITH A POPULA-
TION OF LESS THAN THREE AND A
HALF MILLION, can justly claim to be the
world’s third largest legitimate maritime
nation is partly the consequence of the
country’s physical structure, of the extrem-
ely long, sharply indented coastline and
the bleak mountainous interior — three out
of every four Norwegians are born within
20 miles of the sea and from the earliest
times it has heen natural for them to turn
to the sea for the living the land would not
give them. Norway's leading position as a
seafaring nation can also, however, be scen
as a reflection of the courage and tenacity
ol her people. As a neutral she lost half her
ships in the First World War and yet
managed by a combination of determina-
tion and foresight to emerge [rom the
slump of the thirties with a fleet of large
modern vessels which, going over 1o the
allied cause when the Nazis occupied Nor-
way, managed to supply Britain with no
less than a third of her lood supplies and
half her oil during the first two critical
years of the war. Once again Norway lost
hall her fleet and once again she has built
up from the battered remnants that return-
ed from the battle of the Atlantic a fleet
largerthanever before and consisting almost
entirely of large, specialized vessels of
advanced design on which working con-
ditions are as good as any to be met with
in the world today.

As the lives ol seafarers go, the Norwe-
gian seaman is well off. The credit Tor this
must in very large measure go to the Nor-
wegian Social Democrat government which
apart from the occupation years, has been
in continuous power since 1935. The pre-
sent body of industrial and social legis-
lation generally in Norway is a reflection
of a firm, uncompromising sense of social
justice. It is part of this sense of justice
that the seafarer should not lag behind,
that no effort should be spared to alleviate
the natural hardships and hazards in-
separable from the seafaring life.

‘Norway and her Sailors’, an interesting
and attractively presented booklet recently

issued by the Norwegian Joint Committee
on International Social Policy. presents a
concise and informative account of the
extent of this social legislation and what it
means in practical terms to the Norwegian
seaman ashore and afloat, in sickness and
in health, in youth and in old age. Among
other things it gives details of the Seamen’s
Employment Offices and the safeguards
ensuring that those who take up this
arduous profession are temperamentally
suited to it, of the agreement on employ-
ment, calculation and payment ol wages.
ol special provisions in the case of sickness
or injury, wages during illness, the seamen’s
right to a free passage home in the case of
illness or after a certain period of service
(many Norwegian ships ply entively be-
tween foreign ports, sometimes on the
other side of the world, and never return
to Norway). There are also sections dealing
with working hours and holidays, represen-
tative bodies of employers and seafarers,
collective agreements, special income tax
arrangements for seamen — these are
particularly interesting because they put
the seaman, as il were, in a privileged
position, which, however, is perfectly legit-
imate when one considers that his prolong-
ed absences rom home tend to deny to him
full enjoyment of many of the amenities
which the tax goes to pay for. Obviously
one can give here no more than a brief
review of section headings. The book itself,
however, is full of lively details, and is,
moreover, generously illustrated with in-
teresting photographs, among which may
be mentioned one of Norway's first quali-
fied woman ship's engineer who obtained
her certificate in 1948, She is in fact just
one of 3,000 women serving on Norwegian
foreign-going ships.

Public motor transport

PUBLIC MOTOR TRANSPORT has

been developed by the Swiss Federal
Post Office and 144 private undertakings to
cover a network of 5,827 miles, of which
4,001 miles are served by the Post Office.
In 1956 41.1 million passengers were con-
veyed on this network.
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The Swiss Railways:

some facts and figures

THE COST OF A SWISS EXPRESS TRAIN consisting of a locomotive, eight passenger

coaches, a dining car and a guard’s van amounts to some four million Swiss francs.
The speed of Swiss trains can be seen by looking at the current timetables according to
which it takes one hour and seven minutes to do the eighty-nine kilometers between
Basle and Zurich, three hours seventeen minutes for the 194 kilometers between Zurich
and Geneva and only lorty-seven minutes lor the fifty-seven kilometers between Zurich
and Lucerne. The longest non-stop journey in Switzerland is between Basle and Bellinzona,
three hours twenty-two minutes being required for the 260 kilometers and also for a
chimb of 900 meters between Airofo and Bellinzona. Highest speeds are maintained in
twisting tunnels. Although it costs several times as much to lay and maintain a kilometer
ol track in mountainous districts as it does on the flat, railway fares are no dearer in the

mountainous districts.

The Swiss Federal Railways possess 4,181
kilometers of main line track which has, of
course, to be maintained in good order and
replaced when necessary. The average age
ol the rails is twenty-five years. The age of
slecpers varies according to whether they
are of ron or wood : the former twenty-six
vears, the latter seventeen years.

The PFederal Railways are the greatest
consumers of power in Switzerland and it
has been estimated that il they were to go
back to using coal the cost would be more
then 100 million francs a year extra.

In 1959 the Swiss private railways carried
approximately eighty-one million passen-
gers on their 2,100 kilometers of route
track. In other words. in spite of the enor-
mMous increase in private motoring more
than 200,000 people every day chose of

It casts several 1imes as much to lay a track in
mountainons districts as on the flat, but fares on
the Swiss railways are no higher on the mountain
routes than elsewhere. One of the most expensive
iremy has been the construction of tunnels

their own free will to travel on the Swiss
private railways. Not to mention the 600.000
who daily travel on the Federal Railways.

Although competition from road trathc
has been particularly severe on suburban
lines, most private railways have managed
to muaintain and in some cases have even
stepped up their rush-hour peak services.

Infrastructure costs vary enormously
from district to district. They are highest
on the Lotschberg line which runs entirely
through difficult mountainous terrain, The
price per kilometer here works out at
1,118,000 Swiss francs. On the Jungfrau
line, which is mainly tunnel. the cost is
803,000 Swiss [rancs per kilometer, on the
Schollenen line, 614,000, and on the Con-
stance-Toggenburg line 429,000, All these
are well above the average lor the Federal

Up~to-date equipment and facilities characterize
the Swiss railway nerwork. Track and safety in-
stallations are of the highest order, resulting in
an efficiency and a safety record which can com-
pare with the best anvwhere else in the world

The Gornergrar Railway in the Valais dis
typifies the genius displayved by Swiss rail
builders in overcoming many difficult obsie

Railways which is 313,000 Swiss francs
kilometer.

The track itsell and its safety installat
are superb. On tie line between Gen
and Zurich the driver has to obey &
signals. If he passes a signal set at stop q
brakes go on automatically.

One of the most cxpensive itens
building Switzerland’s railways has |
the tunnels, The Simplon, 19.824 nw
long, cost 114 million franes or 5,750 {1
per meter: the Gotthard, 15,003 e
long, 62 million francs or 4,130 franc
metre: the Lotschberg, 14.612 metres &
52 million francs or 3,560 (rancs per e
The increase in the cost of building tun
has been enormous. Today it would ¢
as much as 9,000 or 10,000 Swiss franc
every metre of a double track Al
tunnel the length of the Gotthard or
plon. Switzerland is also a land of »
bridges. Altogether there are 5,133 rail
bridges, which, if laid end to end, »
make a bridge seventy-six kilometer
length.

In 1957 305,000 breakfasts and 5
funches and dinners were served in ¢
cars on Switzerland’s railways.

Station scene on the Federal Railways w
The Federal Railways operate some .68
route track. Longest non-stop run is [ron
to Bellinzona, a distance of 260 kilonet
is covered in three howrs rwenty-rwo o
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‘ Wi Arrow service on the privately-operated Bern-Litschberg-Simplon Railway provides the passenger with a wonderful view of the Rhone Valley.
W, the Swiss private raihvays carvied some 81 million passengers on their 2,100 km of track ( Photo by courtesy of Bern-Litschberg- Simplon Railway )
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Sixty years

of municipal tramways in

BERNE MUNICIPAL

TRAMWAYS  celebrated

their sixtieth birthday at the

Tue
@ beginning of this year: it was on | January 1900 that the city bought out
the tramway company hitherto operating the network. The deal took a little time
to put through because, although the city council was willing, and the sharcholders
too, a foreign bank had bought up enough shares te prevent the deal going through.
The council retorted by refusing the tramway company permission to build a new
linc. Sometimes even bankers can be outwitted. (Incidentally the shareholders got

a good return on their investmant

Naturally, the tramway system thus mu-
nicipalized had had its forerunners. Horse-
drawn trams had started up in 1885, an
hourly service being run from 7.30 a.m.
to 7 p.m. On certain routes. these had
been preceded by regular coach services.
But it looked as if the days of the horse
were numbered — at least as the motive
power for public service vehicles. As early
as 1884 there was talk of a company
to run steam trains almost into the centre
of the town. Somebody also came up with
the idea of vehicles run on compressed
air. Nantes was doing it in France and
Berne had enough water power to ensure
an ample supply of compressed air. A
company was formed in 1888 — the Berne
Tramway Company. The first compressed
air tram started on its inaugural run at
the end of 1890. Top speed was about

mony back plus 4y 9, interest.)

10 mph. The Berne Corporation was
taking no chances however and had passed
a bye-law making it compulsery for the
trams to be equipped with speed indic-
ators. Happy days!

The compressed-air idea turned out quite
successful. So much so in fact that plans
were made for an extension of the service.
Unfortunately, the water supply available
was insuflicient to permit of any extension
of the compressor plant. In the circum-
stances, thoughts turned to the new
‘wonder child® — electricity. In 1891, a
couple of experts were sent to an ex-
hibition in Frankfurt where an electric
tram installation was on show. Their
report however was unfavourable. The
decision was therefore taken to build and
run the new north-south route with steam
locomotives. Seven locomotives were or-

Berne

A typical tram operated by the Berne muni
authority. Just over sixty vears ago the
hought out the company which had formerly
rumiting the tramway system. Those sixty

have seen many changes in operating mi

dered in the year 1893 and in May o
the second service. the north-south
went into operation.

In spite ol a certain amount ol
position, however, electric trams were
far ofl. After all, Berlin had had ¢
since 1890, Most of the objections ¢
from house-owners who did not 1
having their houses uglified” by the owy
wall fixtures holding the
Nevertheless, the first electric service
inaugurated in 1901, The other twi
vices switched over
and new routes were quickly devel
Meanwhile the petrol engine was co
into its own and the day of the om
was dawning.

For the first time since it was acy
by the municipal authority the &
tramway system was operated at
in the years 1919-20. The trade deo
sion was making itsell felt. Neverth
the possibilitics ol opening up new 1
were actively considered, and double
working on existing lines extendw
1924, however, the bus had “arny
and, although it had not been th
s0, proved the answer to the qqu
do we or don’t we, at much cost, ¢
the tramway services? Having shos
the first few weeks that it was
popular and profitable, the bus had «
come o stay. Less than a year lan
second bus service was put into oy
and by 1927 the bus services wen
rying nearly two million passengers
When a local bridge building pre
1930 opened up the possibility of a tr
or bus service to a certain distr
body mentioned a tram service. |l
as if the tram had had its day

The years of the Second World |
however, were to prove otherwis
vitable difficulties in procuring su'
petrol and oil made severe culs
bus services imperative. For the lin

Crows-wi

500N to elect
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ollevbus has failed to oust the tram as the
pal passenger carrier in the streets of Berne.
vear the trams were still carrving ten times
passengers than the newer trolleybuses

si-tvpe tram in service with the Berne Mu-

Transport System, The tram seems to pro-

e answer to the town's passenger transport

There are no present plans for any large-

ceplacement by ather forms of transport

made its appearance on the Berne mu-
ransport in 1924, It proved both popular
litable and by 1927 the bus services were
o nearly two millionpassengers a year. But
ol the trant were by no means numbered

they started up, the buses were
un at a loss. After many ups and
the trams on the other hand were
pood business. Nevertheless econo-
cre the order of the day. It was
¢ this trying period that the trolley-
wle its appearance — in 1941, It

faithful tram, however, which

arry the burden of an increasing
' for passenger transport which

bus and trolley — through no fault of their
own were unable to mect. They did
their best, ol course, even to the extent
of the buses running around on wood
gas — with the kitchen stove, as it were,
trailing behind.

Fortunately, the end of the war brought
happier days for the city's passenger
transport system. There were certainly
none of the dilliculties which characterized
the period after the First World War,
By the end of 1946 the first step in ex-
tending the town’s passenger transport
services was taken with an extension to
an existing tramline. “Old faithful® was
back in business, and the Berne passenger
transport system began to assume its
present  familiar aspect with tram, bus
and trolleybus, all doing their best to cope
with the town’s growing passenger trans-
port needs, Last year the system carried
60.5 million passengers of whom over
hall went by tram and nearly three million
by trolleybus. Indications are that the
system — and especially the trams — will
continue to carry an increasing numker
of passengers as the years go by and
as the town grows. The days of the tram,
at least as far as Berne is concerned,
arc far from numbered in spite of the
growth in the number of private cars,
Trams still carry by far the major pro-
portion of the 165,000 passengers daily
transported on the town’s passenger trans-
port system.

Switzerland and its cultural influence
THE FUSION OF LOCALISM WITH

@ WORLD-WIDE CONNECTIONS i$ one
of the main features of Switzerland and
characterizes at the same time her economic
and political position among the nations of
the world. It is worth while noting that
Switzerland has inspired a number of inno-
vations in other countries: for instance the
typically Swiss institutions of the referen-
dum and initiative have served various
states of the usa as models for similar in-
stitutions. Switzerland, on the other hand,
had in 1848 taken from America the idea of

the bicameral system for the representation
of the people and the cantons. Tribute has
been paid to Swiss legislation, too, as when
Turkey, in building up her republic. took
over and adapted to her needs the entire
Swiss Civil Code.

This. however, is only a part of the cul-
tural influence which Switzerland has had
on the world. There has alwayvs been an
active exchange of ideas between her and
the rest of the world in more than one
sphere, and she has never failed to con-
sider or assimilate new trends of thought,
especially if they were in keeping with the
Swiss character.

Switzerland’s proudest achievement lies
in her body politic and the way she har-
monized the various great European cul-
tures. She has not only bridged over the
points of difference and contrast, but suc-
ceeded in welding them into a powerful and
fruitful whole. Switzerland, embodying as
she does the idea of humanity and mutual
tolerance, is by her mere existence the living
contradiction of the theory of a hereditary
enmity among mankind. She is the living
proof that discord between the nations is
not fate, but can be mastered by the free
creative will of Man.

The Port of Basle

g WITH NO SEABOARD OF HER OWN

<24 and depending on other countries
for her supplies of essential raw materials,
Switzerland attaches great importance to
communications and transport. In the
early vears of the present century, she did
everything in her power to develop the
Rhine, one ol her two big rivers, as a line of
communication with the seaporis of Ant-
werp, Rotterdam and Amsterdam and the
big industrial centres of western Europe.
River traflic progressed satisfactorily and
the Port of Basle rapidly became the main
galeway to the country. Almost forty per
cent of the total volume of the country’s
foreign trade, which amounted in 1957 to
some five million tons of goods, passes
through the Port of Basle: of this total,
roughly ninety-two per cent is made up of
imports.
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Conditions facing

railwaymen in East Africa

by PIETER DE VRIES, Director of Regional Affairs

For THE SECOND TIME running it has been necessary for the 1TF to lend a helping
Eﬂ hand to the transport workers of East Africa, this time lollowing consultation and
in co-operation with the terTu. As on the first occasion, the reason was that a railway
strike in one of the FEast Aflrican territories threatened to develop into a general strike
aflecting all three, ie. Tanganyika, Kenya and Uganda. In order to understand how
this situation came about, it will be useful to take a closer look at the background to
the recent events.

I'here is probably no need to underline the
fuct that the evergrowing movement for
aimed at the abolition
ol existing administrative forms and ex-
pressed in the demand for sell-government,
to be followed by complete independence

is accompanied by increasing demands for
the Alricanization of industrial life, in
other words for more and more utilization
ol African workers, inciuding their em-
ployment in the more responsible posts.

colonial Treedom

For the young, and in many respects still
inexperienced workers™ organizations this
involves a task which is certainly not one of
the easiest. 1t is only too well known how a
development such as that sketched above
can often result in extreme tensions and at

very best takes place in an atmosphere of
passion. Where trade unions are faced with
a situation of this kind it is generally not
casy for them to guide the emotions rele-
ased by legitimate aspirations along the
right paths and to keep them there.

It should also be obvious that the results
of such a situation are felt primarily and
most acutely in the more highly-organized
sectors of ndustry: in this case, in the rail-
way and port industry, which is operated
by its management as a single economic
entity covering the three territories under
the name "The East African Railways and
Harbours Administration”. This under-
taking is — and here we are quoting from a
booklet issued by the Administration itself

General Secretary of the Kenva Railway A
Union, Bro. J. B. A, Ohanga. addressing
members during the November 1959 st
was this serike which spearheaded the ge
novenent among railwavmen in East Afri
improved wages amd conditions ( Photo EAR

“a sell-contained and sell-accounting
ganization under the East Africa |
Commission which controls and op
the public transport services of K¢
Tanganyika and Uganda, comprising
ways, harbours, road services, lake ser
and hotel and catering services.” In
words, we get the picture ol a compr
sive whole which can provide employ
for many workers. On this aspect
above-mentioned booklet has the folld
to say: 1t is the largest employer of 1
in East Africa and oflers excellent opj
nities for a carcer in a wide variety of
pations with security of employmen!
salary structure of the Administrat)
non-racial and equal opportunities fi
vancement are open to all. It s the pol
the Administration to recruit the bulk
stafl” from within East Africa, thoug!
the current shoriage of manpower |
skilled and professional  occupation
recruitment of some trained srafl from
seas continues tobenecessary for the pr

Il one takes this description as it
value, it would seem that there is
cloud in the sky, particularly il one
the passage which we have italicized
only question which one could perhay
is what is being done to overcome the o
age of skilled manpower and this in
one of the points on which the opini
management and the trade unions
diverge. In our considered view, this &
ence of opinion was one ol the contr
factors in the two strikes which have ¢
place.

We would also mention that the go
of Africanization and the conseques
for a revision ol existing gradings
wages laid down for them, as well
relationship between the various §
was already raised by the trade u
under the general heading of “regs
in 1954 and was discussed by them
1TF's General Secretary during hie




ca in 1957,
nally, to complete the picture it should
ointed out that although, as has already
i mentioned, the East African Railways
lirbours Administration operates as a
¢ unit in all three countries, the exist-
of the three separate territories - each
its own legislation — means that the

deers are only allowed to organize trade

ns on @ purely territorial basis. As was
during the recent conflict, this state ol
s is not conductive to the proper con-
ol negotiations when dealing with one
(he same employer.
Wit is the background to the events
h took place in East Africa during the
part of 1959 and the first few months
s yvear. Let us now turn to the events
wlves.
November last, difficulties arose in
v over the behaviour of a European
wee which, in the view of our African
ayvmen’s afliliate, was of such a nature
they felt it necessary to press for an
v. When no proper satisfaction was
to the union’s request, it decided to
drike action, accompanying this with
jnd that the European stafl member
cstion should be dismissed. At a later
+ when the strike had already been in

LT
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cer de Viies, ITF Director of Regional
and anthor of this article, studies publi-

weas of the ICFTU in that organization’s
ters i Brussels. Talks were held here

VL representaiives on the situation of

witheay workers in Kenyva, Tanganyvika
wla [ Photograph by courtesy of TCP)
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(Left to right) Jay Krane, ICFTU Assistant Director of Organization, Jack Purvis, ICFTU

Representative for  Afvica, Kasanga Tumbo, General Secretary of the Tanganvika Railway
African Union and Pieter de Viies, ITF Director of Regional Affairs. in informal conversation

with Charles A.

Millard, ICFTU Director of Organization shartly before the joint

ITF-

ICFTU mission left for East Africa 1o assist and advise the swiking railwavmen (Photo TCP)

progress for some little time — this was
complemented by demands concerning the
familiar question of regrading as well as for
a revision ol wages on this basis,

A detailed account of this strike — in
which the Uganda railwaymen’s union also
joined at a certain point - has already been
given in 11rF publications, and we therefore
do not feel it necessary to make more than
a passing reference to it. It is, however, im-
portant to underline that what happened —
or rather what did n#or happen — during the
discussions between management and trade
unions following this sirike, was the cause
of the later events in Tanganyika, How-
ever, let us not anticipate at this stage.

The agreement between the railway ad-
ministration and the Kenya Railway Afri-
can Union, on which the latter based its
decision to end the strike, in addition to
conceding the claim for a further investiga-
tion into the conduct of the European
employee - in which the union was to parti-
cipate — also explicitly provided for the

ﬂ};%

Bro. Kasanga Tumbo, General Seeretary of the
ITF-affiliared Tanganyika Railway African Un-
fon, who had come to Brussels to discuss with
[CFTU and ITF representatives the growing
rension wmong railwaymen both in Tanganvika
and throughout  East Africa, seen in con-
versation with ICFTU's Jack Purvis (TCP)

immediate opening of negotiations on the
railwaymen’s claims for a revision ol their
working conditions.

The outcome of the negotiations which
followed, however, was simply a repetition
of what had happened in the earlier talks
between the Administration and the trade
unions. The demands of the latter were
rejected as unacceptable, the only reply by
management being that it would make no
counter-proposals unless the unions were
prepared to underwrite its opinion that an
increase in the minimum wage to 106.50
shitlings per month was the maximum
which the undertaking could bear under
existing circumstances and that even this
amount would only be reached at some
unspecified time in the [uture. In other
words, a kind of ‘rain-check’ offer,

Even though we may accept that the
claims made by the unions were too am-
bitious to be achieved at one go (they had,
for example, proposed that the minimum
wage, then 80 shillings per month, should
be raised 10 7.75 shillings per day, i.e. to
232.50 shillings a month) we nevertheless
cannot avoid the conclusion that during
the negotiations little or nothing was done
by management o achieve a compromise
which would have been acceptable to both
sides.

The whole situation had, for the ump-
teenth time, reached complete deadlock
and it was really not surprising that the
thought of taking strike action 1o give force
to their demands once again occurred to
the unions. At the same time, however, il
was equally understandable that the unions
of Kenya and Uganda in particular should
have had some doubts about the outcome
of such an action, coming as it would have
done so soon after the not completely
successiul strike in November. Be that as it
may, the fact remains that at a certain
point the Tanganyika African Railway
Union (TARU) went on strike while the two

163



164

other organizations ab stained, despite an
earlier decision 1o take joint action.

We consider that this development is to
be seriously deplored. On our side, we had
advised against a new strike action, mainly
because the organizations were not capable
of bearing the financial burden involved
and morcover because they could not, and
should not, expect the international trade
union movement to be able to finance
strikes all over the world. At the same time,
however, we feel that we should draw at-
tention to what, in our opinion, was the
irresponsible attitude adopted by the man-
agement during the course of the negotia-
tions. We are certainly not unaware of the
fact that they attempt to lay the blame lor
everything which has happened on the in-
experience of the trade unions, and in par-
ticular on that of their leaders. We too,
would be the last to claim that there is no
question of inexperience here. However,
we believe that a management which must
itsell” be considered as possessing this so
necessary experience should have done
everything possible to reach an  agree-
ment during the negotiations and that
it should have known that this could not be
achieved by a flat rejection of the union
proposals coupled with a refusal to make
any concrete counter-proposal. In our
view, they should have realized that by so
doing they were putting the unions in an
impossible situation, thereby provoking
them to extreme measures. In that sense,
we consider that they must also accept

their share of the responsibility for the
difficulties which arose.

It would be superfluous to recount the
later events in detail. Suffice it to mention
that the African railway employees in
Tanganyika gave complete support to the
call to stop work as from 8 February and
that by the end of that month there had
been not the slightest change in the situa-
tion, despite the fact that the strikers had
received no support of any kind. This fact,
coupled with reports of growing tension
not only in Tanganyika but throughout
East Africa — led the 1crtu and the 178,
following joint consultations, to decide to
request Brother Jack Purvis, 1cFTU repre-
sentative for Africa, to go to Dar-es-Salaam
in order to advise and assist the TARU and,
if possible, to suggest to them ways and
means of achieving a reasonable solution
of the dispute.

The reports which he sent to us — based
on an Investigation which was not simply
confined to Tanganyika but also covered
the situation in Kenya and Uganda — were
of so serious a pature that it was considered
necessary to have further talks with him
and a number of trade union leaders from
East Africa. Among other things. for ex-
ample, the reports revealed that the railway
administration had tried to reach an agree-
ment with the Uganda union on a wage in-
crease which was far below the proposals
originally put forward on a joint basis by
the three railwaymen’s organizations. This
move by the administration, which seemed

A retwrn-ro-work agreement signed in A
following the 1950 strike provided for th
mediate opening of negotiations on the
claims for a revision of their working cond
Left 1o right: H. P. Oduol. Presidenr o
Keviva Railwav Afvican Union. J. B. A. Ol
General Secretary of the Union. W. Wuaill
Viee-President and Nelson Oduol, Secreia
the Union’s Nairobi branch ( Photo: EAR &

to involve an attempt to break the T
nyika strike in Uganda, had caused a I
bad blood in Kenya and Tanganyika
led the unions there to consider whetl
wias nol necessary to convert the Ta
nvika  stoppage into a general
throughout East Alrica.

The proposed talks were held in Bru
on 3 March and 1 April. and were fol
ed by discussions in London with the Br
ruc on 2 April and with representative
the British Colonial Office on 4 Apn
a result, and following a request fron
Tanganyika Federation of Labour, 1t
decided that Brother Millard of the 1t
and the writer should travel to Du
Salaam with the aim of trving, togw
with Bro. Purvis, to bring about a sol
ol the difhiculties in consultation witl
national centres and the railwaymen’s
ions of Tanganyika, Kenya and Uga

Immediately following the arrival ¢
tcrru and 1T representatives, a joint
[erence was held in Dar-es-Salaam wit!
three railway unions and the three nat
centres. This conference, which lasted
10 to 13 April, resolved to accept the
ices of the international trade union
sentatives in an effort to resolve the dis
It was agreed that if the managemer
fused 1o accept the mediation offer b
two Internationals then the conlfe
would be recalled. The conference als
led for the continued moral and ma
aid of the public and adopted the foll
policy:

I. (¢) to reaffirm the decisions tak

the meeting®) held in Nairo
the 17th March 1960;

(H) that the findings of a full scale
pendent public inquiry in the
Aflrican Railways & Huw
Administration should be
public within six months:

(¢) that a settlement of the
dispute shall hold a provisio

") At this meeting, the management's olfer
Uganda union - an increase of 10s. per montl
the lowest-paid grade in Group C - was din
considerable length. In order 1o demonst
aguin their willingness 10! compromise, the
decided to scale down their claim  (already
tially reduced in the course of negotiation)
month, with the proviso however that the
apply to a/l employees in Group C.




no victimization shall take place.

I To regard the present dispute as
being common to the three unions
and to decide that any settlement
thereol must be on the basis of
what is laid down under point (1)
ol this agreement and must apply
to the three unions.,

i To confirm the urgency of the
establishment of permanent coor-
dinating machinery between the
three unions concerned and Tur-
thermore to establish permanent
machinery between the manage-
ment and those unions to deal with
grievances and disputes and to
that end as a first step to avail it-
sell of the services of the East,
Central and Southern Africa Area
Committee ol the 1crTU,

llowing the conlerence, a series of
Coowere held with a number of govern-
¢ officials, including the Minister of
our. the Minister of Finance, the Com-
soner of Labour and the Conciliator.
wis clear from these that there was a
ine desire on the part of the Tanga-
Ly Government for a speedy solution of
lspute which would satisfy both par-

- osowell as for an improvement in rail-

Libour-management relations. Discus-
also ook place with representatives

f he railway territorial administration

po Aflrican political lile, All these talks

accompanied by constant consulta-
with the railway union and the Tan-
ka Federation of Labour.
entually, after preliminary talks with
wooindustrial relations  officers. the
tors met Sir James Farquharson, the
v General Manager, and three other
gement  representatives in Nairobi.
cconference, held on 19 and 20 April,
ime ¢lear that agreement on the un-
cmand for a 10s. increase for all gra-
Group *¢ (i.e. the Group 1o which
Arican workers belong) was unlikely.

' over, there did appear to be general

. went on the principle of ‘no victimi-

~ the suggestion of "an independent

1y into the state of industrial relations

I Last African Railways and Harbours
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Administration with particular reference
to the nature and suitability of the machi-
nery needed for sound industrial relations’,

and the application ol any wage increase o

all three territories — although the manage-

ment said that this could not necessarily be
done simultaneously.

In the end. the General Manager made it
clear that the union demand for a 10s all-
round increase would not be met in full. It
would cost approximately £200,000 a year,
he said, and the administration was not
prepared to go bevond £100.000. In reply,
the mediators told him that they considered
the offer inadequate and that they could
not recommend it to the unions. They then
returned to Dar-es-Salaam where cfforts
continued to persuade the administration
to adopt a more reasonable attitude. In
consultation with the union, they also indi-
cated 1o the local management representi-
tive that an agreement could be reached on
the basis of a total sum of £130.000.

During the period which followed. it was
evident that the Conciliator, the Governor
and government officials were doing what
wis possible to bring the parties around the
negotiating table again, We gained the im-
pression that it might be a question of
finding a “face-saving lformula”™ for man-
agement, but at the same time there seemed
to be a feeling in some management circles
that i a settlement could be delayed long
enough, the union might capitulate on
their terms. However, the union stood firm
on its compromise proposal of 10s. in-
crease lor the lowest grade (¢6) reducing to
4s. for the highest (¢1).

On April 27, the railway administration
offered terms as a basis for a return to
work. Clause | of these, which offered an
increase of 10s. tor the lowest grade “with
adjustments in other Group C scales up to
C3". was not considered specific enough.
Clauses 2 and 3. which were acceptable,
read as follows:

2. Both parties agree to an independent in-
quiry into the state of industrial rela-
tions in the East African Railways and
Harbours Administration, with particu-
lar reference to the nature and suitability
of the machinery needed for sound in-

dustrial relations. The inquiry will be
carried out by a Commissioner, appoint-
ed by the Secretary of State. The Com-
missioner will submit his report and
recommendations within six months of
the return to work.

3. There will be no victimization by the
Management of any member of the staft
who came out on strike or by the Union
of any member ol the staff who conti-
nued to work during the strike. nor shall
the period of the strike be considered as
being a break in service for the purpose
ol the Administration’s pension and
gratuity regulations or other matters
dependent upon service.

The union’s counter-proposal called for
the increases already mentioned above, re-
cognizing that the total sum involved would
be £130.000 and stipulating that its actual
distribution should be worked out by both
parties with the assistance of 1TF represent-
atives. This was rejected by management.

Later, the union discovered that manage-

Picter de Veies, [TF Directar of Regional Affairs,
flanked by Tomn Mboyva, General Secretary of the
Kenya Federation of Labowr, addvesses railway
strikers outside the headguarters of the East
African Railways & Harbours in Nairohi. The
Kenya swrike, in which the Uganda railwaymen
also joined, was later to be followed by a rail
strike in Tanganvika (An EAR & H photo)
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A moment of light relief. as speaker and “harracker” stage a “squaring up’ performance during the
Kenva railwavmen's steike. The discontent of African vaitwayaten in the three rervitories of Kenva,
Fanganyika and Uganda, however, calls for serionsness and applied goodwill onthe pavi of the eniplovers

ment had widely distributed a letter (dated
April 26) urging a4 return o work and
guiranteeing that no charge ‘Tor being on
strike” would be made — an act which the
unton did not regard as conducive to an
amicable settlement.

On the following day, the Conciliator in-
formed the General Seeretary of the Rail-
way African Union that management was
preparing a new ofler. Alter several post-
ponements, a further conference was finally
held on 30 April, In the meantime, the
international representatives had a meeting
with the Minister of Labour in order to ex-
plain fully the trade union standpoint, to
protest at the procrastination of the railway
admimistration, and to request his support,
as well as that of the Governor, in obtaining
a lair settlement.

AL the meeting on 30 April, the manage-
ment finally agreed to a settlement, opera-
tive from | May on a return to work, along
the lines ol the union compromise propo-
sals: (i) increases ranging from 10s. Tor
Grade C6 1o 4s. for Grade Cl (i) an in-
quiry into the state of industrial relations;
and (1) no victimization by cither side.

Following the settlement, the inter-
national trade union representatives issued
ajoint Press Statement. reading as follows:

*On behall of all those we are privi-
leged to represent we are indeed grateful
that the Railway Workers strike in this
country is now ending and that a ketter
basis for important improvements in East
African Railways and Harbours Admi-
nistration industrial relations has  been
laid in the settlement terms agreed upon.

With few exceptions since arriving three
weeks ago, we have received first rate co-
operation  from  Government,  Admini-
stration and Trade Union representatives
and we are particularly pleased with the
patience and very commendable fortitude
shown by the striking Railway workers
and their families and friends.

While the wage issue, especially for
those in the lower wage groups, is a
matter of major importance, we believe
the agreement to establish an indepen-
dent Enquiry Commission is even more
significant and promising in the circum-
stances.”

Bro. Millard then left Dar-es-Salaam
on | May, as did also the writer later the
same day. Just belore the latter’s departure,
he received a copy of letter from the regional
representative ol the railways to Bro.
Millard in which it was stated that the
General Manager had declared that he
reserved the right to apply, or not apply,
the wage increases to the other territories.
Despite this, however, the settlement has
meanwhile been applied to Uganda with
effect from 9 May and on 27 May the
1tF was informed by Bro. Purvis that
the earba administration had agreed to
apply the terms of the Tanganyika sett-
lement to Kenya, also with effect from
9 May.

Our account of recent events in Easl

Africa and the difficulties arising out of

them for our railwaymen could be ended
at this point. Nevertheless, we would
not like to conclude without expressing
once again our earnest hope that the

projected investigation into industrial »
lations and the measures taken as a resy
will be beneficial not only to the situati
of our trade unions but to the whe
East African Railways & Harbours A
ministration.

As underlined in the press statemi
quoted above, we consider that  the
greement Lo carry out this investigat)
is of the greatest possible significan:
In this connection, particular  attentis
should be drawn to the peculiar situatis
whereby a single undertaking operatiy
in three separate territories  must  do
with its organized workers  through |
number ol territorial unions which,
the result of local legislation, are prevenis
fromcombining on an inter-territorial bas

That such a sct-up is not exactly ¢
ducive to the solution ol industrial po
blems — which, by the very nature of 8
undertaking, are in many cases commns
to all three territories — has heen prows
by the recent dispute. It is equally o
vious that the territorial character of
oflicial bodies responsible Tor dealing w
industrial conflicts also has strongly «
verse effects, Not to mention the sor
what shadowy High Commission, whe |
as our experience showed. is — even &
such a highly dangerous situation ‘
tremely diflicult to approach and perbes
even more diflicult to set in motion

We realize, ol course, that the rate
divergent political structures of the (b
territories mean  that it is perhaps «
too casy Lo replace the Commission
something better. Nevertheless, we «
sider it of vital urgeney for the o
thousands of workers employed in une
takings under the direct control ol
High Commission that steps shouk
taken to enable them both to orp
and to delend their interests at o
territorial level.

Finally, we would agree with the «
timent expressed by Bro. Millard
recent article published in Free |
World that "May | will have a
meaning for the trade unions
ganyika, Uganda and Kenya in 1960
the years ahead’.




Jets can be dangerous!

WY Tue DANGERS ASSOCIATED with the servicing and maintenance of the world’s huge

" fleet of civil aircraft are perhaps not so immediately apparent as those entailed in
wally Oying the planes. Nevertheless, just as it is true to say that the ability of a skilled
d conscientious flight crew Lo bring a planeload of passengers safely to their destination
pends in the last resort on the vast amount of work which has been put in by a whole
nv ol workers on the ground. so it is equally true to point out that guarantecing safety
the air can involve considerable risks for the ground crews.

Ihis problem is one that is constantly in-
asing, not only due to the rapid expan-
n of the civil aviation industry itself but
0 because of the introduction of more
mplex and, in many ways, more danger-
s types ol aircraft. This applies particu-
frly to the jet urbine equipment which is
w being placed In service by aviation
mpanies throughout the world. A large
nber of 1 members are already en-
ed in work on such aircralt and many
re will be switching over 1o jets in the
nths to come. One of our United States
liates, the Air Transport Division of the
msport Workers™ Union, has recently
ried out a thorough investigation into
problems and dangers of servicing jet
ies and has published a small booklet
p-Twu and Jet Salety) which contains a
iprehensive collection ol hints and rules
et maintenance personnel. In view of
miversal interest for ground staffs, we
k it well worth while to summarize the
klet’'s main conclusions.
woone might have expected, the booklet
entrates primarily on the hazards asso-

d with jet engines, the eflect of noise,
langer of being sucked into the engines
cing burned by the hot gases issuing
the exhaust. At the same time, how-
detailed attention is also given to the
ers of other equipment such as radio
wlar, modern electrical systems with
much higher voltage than on pistan
It, pneumatic and hydraulic systems,
he harmful effects of fuels and solvents
unprotected skin.
first sight it might seem strange that
Jhould be one of the principal dan-
| the jet age. The surprise, however,
¢ put down to the comparative rarity
now of really noisy equipment,
measured in decibels (units which
the pressure sound makes on the

Tune-July 1960

eardrums). begins to cause physical injury
at ninety-five decibels. At a distance of
seventy-five feet, the noise from a jet engine
may be as much as 137 decibels. It is there-
fore obvious that anyone waorking near
such engines must be equipped with car
plugs and similar protective devices. Even
then there are limits to the amount of time
which can safely be spent near a jet. At full
power in the maximum noise areas, the
limit is one minute with an ear muff, two
minutes with plugs, fifteen minutes with
both plugs and muffs, and forty-five mi-
nutes with plugs and a helmet. Danger to
hearing can result from any extension of
these limits.

To be safe, the union recommends wear-
ing ear plugs at any time when one is within
400 feet of the engines, ear muffs within
one hundred feet and helmet and plugs
when closer than twenty-five feet. 1t points
out. too, that even the turbine starter is
capable of generating 120 decibels.

Turning to jet suction. the booklet em-
phasizes that ground crews will be working
in vicinity of four giant vacuum cleaners
which do not differentiate between the ob-
jects they suck into their intakes. To under-
line the silent danger awaiting them. it
points to Us Air Force experience that on
average a man has been sucked into jet in-
lakes every sixty days and that in every
case death or crippling injury has resulted.
Maintenance staft should therefore always
keep twenty-five feet between them and the
intake. whether it is directly in front or to
either side.

The jet exhaust can constitute an even
greater hazard. On the Boeing 707, for
example, the exhaust has a velocity ol 590
miles an hour and a temperature of 370
degrees Fahrenheit at twenty-five feet dis-
tance. At one hundred [eet, the speed is
still ninety-four mph and the temperature

Servicing a Trans World Airlines’ Intercontinen-
tal Boeing 707, Jetliners of this and similar 1ype
are due (o appear with increasing frequency on
the world’s airline services. Their maintenance

and general servicing present a number of prob-
lems to ground personnel ( Photo courtesy TWA )

140 degrees. Even when the engines are
idling it is best to keep at a distance of at
least 200 feet. It takes only a second for the
engine to go [rom idle to a power setting,

Some types of jet hydraulic fuel, particu-
larly that known as Skydrol 500, can cause
skin irritation and even internal injury.
Skydrol 500 is now being replaced because
of this danger, but all hydraulic fuels
should be treated with healthy respect and
gloves should be worn when handling them
as well as when working round hot exhaust
or tail pipes. The hydraulic system on jets,
incidentally, contains an explosive pressure
of 3,000 pounds per square inch. The sys-
tem must therefore be completely switched
oft before disconnecting lines, otherwise
fluid can shoot out at dangerous velocity.

The jet pneumatic system. too, has its
dangers. It develops a temperature of 400
degrees Fahrenheit and the systems ducting
will become hot enough to burn the skin,
The electrical system. unlike those of older
aircralt which employed 28-volt pc cur-
rent, uses 220-volt ac power which is suffi-
cient to prove fatal. The utmost caution -
and dry skin — is essential when working on
it. Radio power, too, though not lethal, can
cause severe burns because of its high fre-
quency. Aerials should not be touched
when main power is on in the aircraft.
Ground power units and tow tractors
generate the same voltage as the aircraft’s
electrical system.

Over-inflation and the two-piece rims
used on high-pressure tyres can also cause
fatal accidents. Tyre cage guards are a must
when tyres are being inflated and regulators
should be used to limit the air flow,

Finally, ATp-TwuU’s booklet makes a lew
recommendations about how to dress salely
when working on jets. Any type-of loose
clothing should be avoided. as should also
wrist watches, rings and other types of

jewellery — both can catch on moving parts

and the latter can make electrical contact.
Gloves should be worn and sleeves rolled
down when working near hot exhaust or
tail pipes.
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What they’'re

Not for want of skill
THAT PERSONALITY DEFICIENCY,

@ rather than tack of skilf, is the domi-

nant element, is a conclusion of the utmost
practical importance in the prevention of
road accidents generally, Tt indicates that
an attack on road accidents by way of
driver traming and more stringent driving
tests, both of which concern themselves
mainly with skill and competence, is not
likely to prove elfective,

Under  practical  circumstances, it is
generially not possible to be selective . ..
What s, however, feasible, is to test all
persons mvolved in two or more accidents,
even minor ones. Action in their case could
well be justified il proneness was indicated
by the test result.

D S Biesheavel, Director of the SA Natonmal Institite
for Personnet Rescareh

South Africa - a police state

SOUTH ATRICA™S POLICY O APART-
te is sheer fantasy and an elabo-
rite piece  of  sell-deception. Such  an
ideology, 11 persisted in, will damage the
white people most in the end, even though
it s intended 1o secure their protection.
This must be so, because any policy which
assumes that civilization can only be preser-
ved by constantly restricting and repressing
particular racial groups in society  must
sooner or later undermine the courage and
sap the vitality ol the very group which
implements that policy. That i1s already
beginning to happen. Many white people
are held ever more captive by their fears.,
Obedience 1o this racial sectarianism has
brought South Africa under emergency
regulations and a fully-fledged police state.
One by one, the lights of freedom have been
extinguished.

Ri. Rev, R A Reeves, Byshop ol Johannesburg
(speaking in London)

Denied a living wage
I'T GRIEVES ONE TO SEE THAT THE

. AFRICANS’ INCOME DOES NOT AP-

PEAR TO CONCERN THE AUTHORITIES.
One cannot overlook the pathetic situa-
tion laced by the workers of South Africa

as a whole - yet the majority and back-bone
ol the country’s labour force is deprived of
the right to earn a living wage.

When one travels around the busy shops
in Johannesburg — furniture, grocery and
drapery stores — it can be seen that the
Alricans constitute the major portion of
the customers. The growth of the town-
ships to the far west of Johannesburg is
another source ol wealth to the business
men and factory owners. Unfortunately,
these employers fuil to understand that the
producers ol their produets are also con-
sumers ol the goods manufactured, and it
would assist them i wages were based
above the bread-line scale.

The African is not given the chance to
qualify as skilled workers. Even so, the
lubour they perform is equally important
to an industry. In any working premises, for
instance, what would happen if the place is
not swept or cleaned for just one week?

How many training schools and centres
are provided lor Africans? How many
avenues of advancement are open to them?

We have a situation where South Africa
is crippled in development because its
source ol expansion is barred by racial
industrial legislation which aflects the less
privileged workers and gives the masses no
security for the future,

Surah Chitjahoan Hhe Gaement Worker (South Afvica)

Colonialism at work
A UNIQUE EVENT OCCURRED IN

. AFRICA NOT SO LONG AGO: the

coloured population there came out ener-
getically as the advocate of a European
colonial civil servant. The civil servant is
an Englishman, by name Jim Brandie, and
his job as an inspector in the Uganda
Labour Department was to ensure the
application of labour laws and regulations
in force. As time went by, however, the
colonial government began to realize that
Brandie was doing his job with a little too
much enthusiasm and, moreover, tended
to be helpful to the workers™ side. The man
was dismissed and at the same time expelled
from Uganda. This behaviour of the
colonial government roused a storm of

indignationamong the coloured populatios

When representations were turned down

protest
followed by o twenty-four-hour strike an

demonstrations  were  organized

a decision on the part of the Uganda trag

unions to break ofl relations
Uganda labour department, These even
roused no little interest around the wor
at the tme and are generally regarded

highly detrimental to the prestige of Ugas
da’s colonial government — with its Engly
associatons,

Another event occurred about this tim
in the same region and in a closely ass
clated field. As s well known, the 1o
has established a school in Kampala, Uga
di, for the training  tra
unionists. The schoal s available to st
dents from all parts ol Alrvica. When 15
four-month course was due to start |
February last), a number of things occurr
which, to say the least, were peculiar
couple ol students from Nyvasaland weo
refused travelling permits by the Britsd
colonial government. A student from T+
poli was refused an entry  permit i
Uganda, Another student f'rom Maurit
was refused permission by the Ugans
authorities to enter Uganda. In not one @
these cases was the 11 1o able to obtain &
reasons for these measures. We have v
a clear case ol an arbitrary exercise
dictatorial powers on the part of a colo
regime which evidently does not une
stand that the training given at the Koo
pala school is designed to promote am o
the Alrican population an appreciation
the value of balanced and reasoned wy
ment in all their dealings.

purpose  of

Tram Fackforcuingsedreisen torgan Of the Swedish

Willing to learn

IF THESE TERRITORIES ARE STILL
LITICALLY INEXPERIENCED and
nomically underdeveloped. that s «
thing about which their former
should feel ashamed ... The Al
now demand democracy because st
have told them we have it, not b
we have taught it to them.

from Ihe 8

with v
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International

Transport Workers’ Federation

resident: FRANK COUSINS

wneral Secretary: 0. BECU

7 industrial sections catering for

Founded in London in 1896

Reconstituted at Amsterdam in 1919

225 affiliated organizations in 71 countries

Total membership: 6,500,000

uims of the ITF are

wpport national and international action in the struggle against economic
Cottation and political oppression and to make international working class
Marity effective;

operate in the establishment of a world order based on the association of
woples in freedom and equality for the promotion of their welfare by the
mon use of the world’s resources;

« universal recognition and enforcement of the right of trade union organi

wlend and promote, on the international plane, the economic, social and
tional interests of all transport workers;

wesent the transport workers in international agencies performing
nv which affect their social, economic and occupational conditions;

‘o its affiliated organizations with information about the wages and

¢ conditions of transport workers in different parts of the world, legisla-
“Hecting them, the development and activities of their trade unions, and
dindred matters.

Headguarters in London since the outbreak of the Second Waorld War

RAILWAYMEN

ROAD TRANSPORT WORKERS
INLAND WATERWAY WORKERS
PORT WORKERS

SEAFARERS

FISHERMEN

CIVIL AVIATION STAFF

Affiliated unions in

Adene Argentina @ Australia ® Austria ® Barbados ® Belgium
Brazil e British Guiana e British Honduras ® Canada e Ceylon
Chilc e Colombia e Costa Ricae Cuba ® Denmark e Ecuador
Egypte Estonia (Exile) e Faroe Islands e Finland e France
Germany ® Ghana e Great Britain ® Greece ® Grenada
Honduras ® Hong Kong ® Iceland ® India ® Indonesia ® Israel
[taly @ Jamaica e Japan « Kenyva e Luxembourg e Malaya .
Malta ® Mauritius ® Mexico ® The Netherlands e New Zealand
Nicaragua ® Nigeria e Norway ® Nvasaland ® Pakistan
Panama e Paraguay e Peru e Philippines @ Poland (Exile)
Republic of Ireland ® Rhodesia ® S1. Lucia ® South Africa
South Korea ® Spain (Illegal Underground Movement)
Sudan e Sweden ® Switzerland ® Tanganyika ® Trinidad
Tunisia e Uganda e Urnguay e United States of America
Venezuela ® Zanzibar



International Transport Workers' Journal
Internationale Transportarbeiter-Zeitung

I'T+ Journal (Tokyo)

Editicons of Journal
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Pressebericht
Editions of Press Rept'jl‘i Pressmeddelanden
Communications de Presse
Trazsporte (Mexico City)

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






