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ABSTRACT OF THE THESIS

The Adjustment of the Australian Railways Unions

to Dieselisation, 1955 - 1960

by

Lindsay Brian Browne

Master of Arts in Economics
University of California, Los Angeles, 1966

Professor George W. Hilton, Chairman

This thesis is a stuay of how the Australian Rail-
ways Unions adjusted to the partial dieselisation of the
New South Wales Government Railways during the period
1955 -~ 19690.

The New South Wales Government Railways is the
largest public or private industrial organization in the
Commonweelth of Australia. It is administered by a
Commissioner of Railways who is responsible to the Minister

of Transport. The Railwaye employed, on an average, 52,000
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workers during the years 1955-1960. All permanent members
of the Department were required to be union members.
Industrial disputes are settled bf the traditional Australian
method of compulsory arbitration.'

During World War II and immediately after the Depart-
meﬁt of Railways was beset by iabor and capita; shortages
which required many cancellations. Also during these years
intermodal competition, particularly the more flexible pri-
vate trucking operation, increased greatly. The New South
Wales Government attempted to protect its investment via
restrictive licensing practices, etc.; however, in 1954
these measures were largely declared unconstitutional.
During 1955, over one-~third of the Department's permanent
track was wiped away by severe flooding.

The cumulative effect of all these factors led the

bepartment to seek a method by which the New South Wales

Government Railways could be made competitive. They

seized upon the most immediate solution ~ dieselisation.
Between 1955 and 1960, approximately 20% of.the line was
dieselized. |

The introduction of diesels has a two-fold effect
upon the demand for labor: (1) It decreases the aggregate
demahd for workers, and; (2) It reduces the skills needed
to perform the job operations.

The interaction between labor and management, regard-

ing the effects of dieselisation and related changes is

vii



studied in some depth. In this study particular attention
is given to the fact that all such interactions take place

within the constraints of an overall system of industrial

compulsion.
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CHAPTER T

INTRCRBUCTION TO STUDY
Outline

The causes and effects of partial dieselization of
the New South Wales Government Railways upon labor relations
within that industry are investigated in this thesis. It
is primarily a study of the events that caused the Railways
to dieselize and of the adjustment of the unions} manage-
ment, and the arbitration system to this change. This study
covers the period 1955-~1960, for while diesels have opeara-
ted in New South Wales since 1937, it was during these years
that approximately one~fifth of the line was dieselized.

Information for this study utilized the following
source material: (1) direct questionnaires to labor,
management, members of the Commonwealth Conciliation and
Arbitration Commission, and associates of the New South
Wales Industrial Tribunals; (2) empirical research into
such primary source materials as State and Federal Awards,
Industrial Court Inguiries, union documents, the contem-
porary New South Wales Press, Railway journals, and offi-

cial government publications.

The Problem Stafed

Diesel locomotives have changed the industrial environ-

ment from that occurring when steam locomotion is used.



("“.

The job content associated with the operation of a
locomotive has been drastically reshaped by the use of
diesel power. These effects have manifested themselves in:
(1) decreasing the aggregate demand for locomotive crews by
making the coal tendering position obsolete and making it
possible for one crew member to operate multiplg engine
hook~ups; (2) reducing the skills needed to operate a loco-
motive, and; (3) obviating many of the logistic operations
needed in the servicing of steam locomotivés, such as
elimination of water pumpers and intermediate depot main-
tenance men,1 Such changes, striking as they do at job
security and consequently the source of union strength,
further emphasize areas of disagreement between labor and
management.

The potential effect of dieselization upon the de-
mand for labor is more clearly seen when it is realized
that a 1957 estimate suggested that approximately 350 diesel
electric locomotives could efficiently replace the then

1200 steam locomotives and all of their support facilities.2

INew south Wales Industrial Commission of: Inquiry
into Recent Mechanization and Technological Changes in
Industry and Other Matters, Coram Richards J. (Industrial
Court Evidence, pp. 877-1603, 19th October to 7th December)
Sydney, 1959,

2Report by Ebasco Services Incorporated, A Study of
Department of Railways and Department of Government Trans-
port, A.H.Pettifer, Government Printer, Sydney, 1957, p.64.




The Problem Analysed

Steam locomotives utilize the energy of superheated
steam. The energy supplied by the burning fuel, either
0il oxr coal, is transferred to the water surrounding the
fire box, thereby transforming the water into superheated
steam. This steam provides pressure in the cylinders to
drive the pistons, which in turn drive the wheels via the
driving rods. Diesel locomotives have approximately a
3 to 1 input-output efficiency ratio over steaﬁ locomotives.
Further, a steam locomotive must carry a large amount of
fuel and water to generate traction. The operation of this
type locomotive regquires that the enexgy inputs be con-
tinvally replenished at tender depots for both coal and
water. In addition, the waters of New South Wales contain
a2 number of incrusting elements, such as silica, iron
carbonate, alumina, calcium carbonate, manganese carbonate,
and manganese sulphate, which, after heating, form a per-
manent scale on the insides of the steém boiler. This
makes it necessary for the steam locomotive to undergo
frequent and extensive overhauls.,3

Diesel locomotives are of two types: (1) pure diesels

and (2) diesel electric locomotives. Pure diesels are

3Industrial Commission, Evidence by H.V.Heard,
Engineer, Department of Railways, op. cit., pp. 1254-1266,
particularly p. 64.



" those locomotives in which tﬁe power is transmitted direct-
ly from the diesel plant, via a system of gears, to the
driving wheels. In diesel electrics the dieéel plant is
used to supply energy to an electric generator. This in
" turn operates an electric motor which supplies energy
directly to the driving wheels. More speed or power is
supplied by increasing the energy available to the genera-
tor, which in turn increases the speed or power of the
electric motor. This method eliminates gears, which are
considered inefficient, especially in the largexr vehicles.4
In the New South Wales Government Railways, steam
locomotiveé and their parts were rebuilt almost entirely
within the Department's own workshops. Diesel parts are
generally supplied by the manufacturers. Many diesel
manufacturers would prefer that rail employees retained on
the engine make no effort to adjust the mechanism. Boiler-
makers are not required for diesel maintenance or repair
operations, however, the need for electricians and diesel

. . . 5
mechanics is greatly increased.

41pid, p. 1051.

Slgig, Dx. Lloyd Ross, Secretary, New South Wales
Railways Union, p. 1046.



On a steam engine a fireman is absolutely necessary,
for he fuels the fire and assists the driver in locating
gignals. 1In contrast, a diesel operates much like an auto-
mobile requiring only a driver., Another major operating
advantage of diesel engines is that they can be joined
together in tandem and directed from one cab which elimi-~
nates the need for a crew in each cab as is the case with
steam locomotives.

Conditions within the diesel cab are éonsiderably
more desirable for the crew than those within the cab of a
steam 10comotive. Steam locomotives are hot and dusty,
and the firemen are forced to continually shovel coal from
the trailing tender to the fire-bed. On the Sydney to
New Castle run, for example, five tons of coal would be
needed in a little over four hours. Considerable skill is
needed to lay the coal correctly in the fire bed. Diesels
~have hot plates and toilets. Neither of these amenities
were provided on the Department's steam locomotives.G

In conclusion: diesels are more powerful and are
thermodynamically more efficient than steam engines. Other
economies-are wrought by reducing the need for firemen,
multiple crewing on tandems, intermediate watering and
coaling facilities and their staffs, along with the major

country support installations needed for trunk line travel.

6Interview with New South Wales Government Railways
Industrial Qfficer, C.V.May, October 5, 1962Z.



Summation

In sum dieselization results in:

(1) An average increase in productivity
per employee.

(2) 2n overall reduction in the humber
of employees.

(3) Relocation of railway staffs, especially
those formerly employed at water pumps,
small maintenance depots, or division
points.

. (4) Changes in the skills needed by drivers,
maintenance men and other workshop

- - employees.

The above four points only briefly cover the re-
alignment in job structures resulting from the introduction
of diesels. The effects go much deeper, affecting many
segments of the traditional railway system, all the way
from decreasing the demand for coal to disrupting the
economies of "rail towns" formerly dependent upon railway
installations.,

Chart number I-1 is presented to compare the rela-
tive efficiencies of the two different type locomotives.
The tremendous overall economies derived from using diesels

is well illustrated by reference to this chart.




CHART NO, I-1

-

ECONOMICS OF STEAM AND DIESEL LOCOMOTIVES

Weilght
Load up

Bank run {13 mniles
1/48)

Maintenance cost
per mile

Fuel/mile

Capital cost
Mileage

1260 Statistics

DIESELS STEAM
("s" Class) ("R" Class)
116 tons 180 tons
780 tons 365 tons

48 minutes

9 d.

1,33 gallons
(23.3 d.)

120,000

1-1/4 million miles
~in 7-1/2 years

1-1/4 million miles
before major
examination

67 minutes

52 d,
1l cwt. (81 &.)

90,000 _
1-1/2 million
miles in
28 years

7Research Services of Sydney, Economics of Steam

and Diesel Locomotives, Sydney, 1960, p. 21.

It would be

impossible to compare all the different type locometives;
however, this comparison of efficiencies does illustrate
the advantage that diesels do have over steam locomotives.




















































































state awards nust be in excess of the basic wage fixed by
the Federal Arbitration Court, while awards that are not
consistent with Federal awards are overrxuled by the Federal
awards.él

It may not be out of order, in closing this dis-
cussion of the Australian a;bitration system, to quote

Sydney and Beatrice Webb, who have described it as "an

nd2 It seems

effective panacea for strikes and lockouts.
only faix to add, however, that many labor economists have
not been as enthusiastic as the Webbs. A review of union
attitudes discovered through a direct questionnaire un-

earthed considerable discontent among many union officials

regarding the rigidity of the system. However, the Railway

management expressed satisfaction with the compulsory

. 43
system.,
1 : .
Kearney, op. cit., pp. 8-9.
42Sy&ney and Beatrice Webb, Industrial Democracy,
London, 1902.
43

See Chapter 5, “Union and Management Attitudes.”

Also see Appendix for source material for Chapter 5.
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CHAPTER IIIX

ECONCMIC AND INSTITUTIONAL DETERMIﬂANTS OF DIESELIZATION
IN THE NEW SOUTH WALES GOVERNMENT RAILWAYS

This chapter will investigate the factors that
caused the government of the Wew South Wales to initiate
an accelerated program of dieselization during the pericd
1955-1960.

The four determinants of change were: (1} ineffi-
cient management procedures; (2) equipment deficiencies;
(3) wage determination unrelated to job costing, and (4)
intermodai competition that had been added by a Privy Coun-
cil decision of 1954 deregulating the private interstate

truckers.

Managerial Performance

Tt is possibly unfair to compare managerial effi-
ciencies of a declining industry with more virile seclors
of the economy. To avoid this dilemma and to assist in
evaluating the performance of the Department's management,
comparisons will be made between some aggregative rail
coefficients in New South Wales and North America.

Prior to 1955 and up to and including the fiscal
year 1956/57 the number of employees per track mile in
New South Wales exceeded the "average" number per track

mile in Canada or the U.S. In comparing both‘gross ton

36




miles and net ton miles carried pexr employee, it was noticed
t+hat the North American average was far better than that ob-
taihed in New South Wales. However, with reference to other
Australian systems the NSWGR were rated more efficient,
using this criteria, than any of the other state systems.

By 1957, the average tractive effort per NSWGR loco-
motive was 50% of the average found in North America. Also,
the average NSW freight wagon had only 40% the capacity of
wagons used in Canada-and the U.S. A

Ebasco, the U.S. based efficiency firm hired by the
NSW government to review its transport system, commented:
"As a result of this comparison and from observations of
much of the Department's operating methods and procedures,
we are of the opinion, that considerable opportunity for im-
proved operating performance exists in mechanization of
operating functions and continual improvement in operating

rﬁethods."2

The difficulties of the NSWGR become more obviousg
when it is noted that their more efficient ERmerican counter-
parts, working within the framework of the ICC administered

land-carrier-cartel, were also experiencing an irreversible

lReport by Ebasco Services, op. cit., p. 14,

21bid., p. 26.
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decline.3 Like the United States, the railways of New South
Wales have had to face the competitive onslaughts of a

flexible, competitively priced, trucking industry. In both

‘countries passenger traffic has largely been diverted to

private automobile and commercial air carriers.

Capital Equipment Deficiencies

During World War IT the New South Wales Government

Railways contributed substantially to the Australian war
effort by carrying the men and material vital to national
defenses. Besides this heavy war commitment, the Railways
still atteﬁpted to fulfill many of their peace~time func-
tions.

" In this protracted war period, 1939-1945, the New
South Wales Government Railways minimized their expenditure
on new equipment replacement of older equipment. In the
immediate post-war years Australia experienced a shortage of
hard currency necessary to purchase ﬁeeded capital replace-
ments. This was reflected in the lack of vital heavy equip-
ment necessary to restore the railways to the relative pre-

. 4
war eflficiency.

3Two articles of particular significance on this
point are: (1) George W. Hilton, Barriers to Competitive
Rate Making, Interstate Commerce Commission Practitioners
Journal XXIX (1962), 1083-1096, and George W. Hilton, Exper-
ience under the PReed-Bullwinkle Act, XXVIII (1961),2207-14.

4See Ebasco Repert Part 1 - Summary and Part 2 -
Discussion, pp. 1-26,




Fan S

.

In 1949 it was estimated that the rolling stock was
10% deficient on what was necessary to handle the services |
offered by the Department of Railways. The most acuteldeu
ficiencies were in locomotives and livestock wagons. While
the actual tonnage carried by the system had increased by
39% in 1947/1948, over that carried in 1938-1939, the rail-
ways had less motive power available by which to haul this
increased business. Reference to the following Chart No.

I1I-1 will make this point more apparent.5

CHART NO. III-1
6

LOCOMOTIVE AND GOODS WAGONS
OF THE NEW SOUTH WALES GOVERNMENT RAILWAYS

1938/1939 and 1847/1948

1938/1939 1647/1948 % Change

No. Cap. No. Cap. No. Cap.
Steam Locomotives 1,279 35.5 1,159 32.9 -10% - 7%
Open Wagons 17,614 285.,1 18,811 329.7 4+ 7% +16%
Livestock Wagons 3,013 5.1 2,915 18.3 - 3% - 4%
Louvxed Wagons 1,174 18.7 1,161 20.3 -~ 1% + 9%
Refrigeratoxr and
Other 1,032 5.6 1,301 8.9 +26% +59%
Total Goods 22,833 328.5 24,188 377.2 4+ 7% +15%

-
Research Services of Sydney, Rail and Road Trans-
portation Services in New South Wales, Sydney, July 29, p.l.

®tphid., p.7, Table IV.
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The over-all deterioration of the New South Wales
Government Railways in the early post-war years is evidenced
by the fact that in 1947 service cancellations had increased
by 300% over pre-war figures. The following Chart No. III-2,
for the three year period 1948/1949 - 1950/1951, illustrates
why many such cancellations were neéessary. While many can-
cellations wexre because of the lack of capital equipment,

Australia during the post-war period until 1961 struggled

with an oversupply of jobs and an undersupply of labor.7
CHART NO. III-2
CANCELLATIONS QOF GOODS WAGONS8

Reason for Cancellations Number of Cancellations
Shortages of: 1948/49 1848 /50 1850/51
Locomotives 1,287 1,746 3,333
Break Vans 4 29 17
Train Crew 39 278 1,123
Fuel 4 17 111
Derailments 4 - 41
Totals 1,334 2,070 4,525

7Further reference to Table III-2 will indicate that the
problems arising from labor shortages accounted for an in-
creasing amount of the cancellations. Also see Reseaxch
Services of Sydney, op. cit., p.2.

81pia.

40



41

By June of 1956, 980 of the Department's 1,187
locomotives were considered to be contemporaries of the
Model "T" Ford automobile. Some of the locomotives still in
operation at this time were from 60 to 70 years old. This
resulted in tremendous maintenance expenses, especially when.
the average operator life of a steam locomotive is approxi-
mately 15 years.9

The "G32" passenger locomotive engine, of which
there were 191 in used in 1856, had been designed 3in 1891,
All original "G32's" purchased by the New South Wales Govern-
ment_Railways were still operating in 1956. The "D50-~53-55"
class general purpose locomotives, of which the Department
was operating 500 in 1956, were designed in 1896. By 1956
this class of leocomotive constituted nearly 50% of the
Department's locomotive fleet. The "170", "C30", and "C35"
engines, all designed before 1914, were also operative in
1956.10

The ineffectiveness of this obsolete fleet of loco-
motives is witnessed by the fact that the average speeds of
the Department's main lines averaged between 24 and 30 miles
per houxr. Chart No. III-3, "Main Line Trips and Time
Elapsed," illustrates the inadeguacy of the services being
offered at this time. It is of interest to note here, that

it would have been, and in fact was, easy for road carriers

9Sydney Morning Herald, June 28, 1956, p. 2.
10zpid.
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to eclipse the speed of the locomotives on any of these
trips and, hence, offer a more expeditious service.ll
The great floods of 1955 seriously damaged over
20000 miles of track (one-third of the total}, and many sup-
port installations. Many cancellations resulted directly
from this disaster causing traffic to be switched, often
permanently, to private trucking operationsg, the domestic

. . v 2
auntomobile, and commercial alrllnes.l

Wage Structure

Wages in the New South Wales Railways are related
to factors'completely outside of the industry. The majority
of unions, those under Federal awards, have their wages de-~
termined by the Federal Arbitration and Conciliation Com-
mission while the State tribunals used the Federal awaxrd as
a guide line onto which they add an automatic adjustment.l3

.It is difficult to assess what part these automatic
and unrelated changes in the wage structure had upon ini-
tiating dieselization. However, the pattern of setting

wages on a national prosperity criteria, rather than each

individual industry's ability to pay, especially in the case

ipia.

12Report of the Commissioner of Railways 1955,
op. cit., pp. 10-18,

13See Chapter II, Grievance Mechanism, for a fuller
discussion of how wages are determined.
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CHART NO. XIII-3

14

1956 MAIN LINE TRIPS AND TIME ELAPSED

NEW SOUTH WALES GOVERNMENT RAILWAYS

Train and Particulars

Northern Tablelands Express, 1ll% hours,
for 360 miles

South Coast Daylight Express, 3% hours,
for 95 miles

Brisbane Express, 20# hours, for 613
miles

Central West Express, 94 hours, for 276
miles '

Cowra Express, 8% hours, for 227 miles

Glenn Innes Express, 164 hours, for
423 miles

Moorec Mail, 15.9 hours, for 413 miles
Cooma Mail, 10% hours, for 268 miles
Bourke Mail, 20 hours, for 512 miles
Forbes Mail, 12 hours, for 296 miles

North Coast Mail, 23 hours, for 580
miles

Mudgee Mail, 8% hours, for 121 miles

pP.2.

Average Speed

30

29

28
27

20
26

25%

25

mph

léSydney Morning Herald, op. cit., June 28, 19

5

6,
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of a declining industry - beset with great problems, élmost
cértainly acted as a strong incentive to reduce or stabilize
éuch wage costs. An innovation like dieselization that
could reduce the number of workers and thereby alleviate
wage pressures would certainly aﬁpear an attractive alter-
native to a trained management.

Between 1939 and 1948 wages paid to employeeé of
the Department increased by 65% and during‘the same period
the cost for stores and materials rose 117% while the price
of coal increased by 77%. Further reference to Chart No.
II-6"will illustrate how variable cost increased during

this perioé,15

INTERMODAL COMPETITION

Motor Transporti

Between 1950 and 1960 the number of motoxr vehicles
in New South Wales roads increased from 943,925 to 2,015,212
This represented an increase of over 100% in the ten-year
period. Lorries, utilities, vans, station wagons, and other
commercial or neo-commercial vehicles increased from 159,226
in 1950 to 310,583 in 1960, again, an increase of approxi-
mately 100%, or an average gain of 10% per vear. These.

increases meant that more desirable alternatives existed to

15Research Services of Sydney, op. cit., p.2.
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the slow irregular rail services then available. Chart No.
ITXI-4, "Motor Vehicle Registration in New South Wales,”
details the significant increase in vehicle registration

during the period 1950-1960.1°

Comparative Costs

Rail transport is éble to achieve lower operating
costs on lines which are heavily trafficked. This is be-
cause a great percentage of all railway costs are fixed.
Also, the cost per ton-mile of rail transport diminishes as
the distance increases. The cheapest rates are achieved at
distances over 150 miles.l7

Road transport also achieves lower cost as the
distance increases. Moreover, road transport is able to
deliver goods from point-to-point, an important advantage
over rail transport. Actually, at a distance of 100 miles,
road transport is able to reduce costs below the cost for
rail transport, except on heavily trafficked rail 1ines.18

In New South Wales where the average passenger and

freight journey is less than 100 miles and where, with the

16Official Year Bcook of New South Wales, 1961,
op cit., p. 410.
17Australian Transpoxrt Advisory Council-Report of
Committee of Transport Economic Research Relating to Road
and Rail Transport - Part II - Raillways Cost and Coordinat-
ing Summary, February, 1958, E.B.Hall, Chairman.

18

Ibid.
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exception of the urban transit systems, the lines are
sparsely travelled, road transportation enjoys a consider-

able cost advantage.20

Air Transport

Between 1950 and 1960 the number of passengers fly-
ing on interstate commerciai airlines increased from
687,806 to 1,208,898, Intrastate air travel also increased
substantially during the same period from 152,632 to
345,723, The freight tonnage carried on interstate flights
in 1950 amounted to 19,463 tons and in 1960 this amount was
21,111, Iﬁtrastate air cargo, in the same time period,
jumped by over 280% from 1,330 tons to 3,194 tons carried.
The increasing utilization of the airplane as a carrier
medium in New South Wales can be evidenced in the following
chart, Chart No. IIT~5. Additional air-services increased
‘the elasticity of demand for rail services. Chart No.
III-5 further shows the breakdown of air-services provided

in NSW from 1950 to 1960.21

ZDOph cit., p. 74.

21Official Year Book of New South Wales, 1961,
op. cit., p.429.
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Political Pressures

Prior to 1955, and for some time after, the Depart-
ment of Rallways and the State Government of New South
Wales, were continually subjected to criticism (mainly
voiced through the local press and by members of the oppo-
sition parties in Parliament) regarding the pdof services
provided by the New South Wales Government Railways. While
some of the criticism was no doubt politically biased, much
of it was genuine.

Members of the Labor CGovernment undoubtedly felt
that further adverse criticism regarding the Railways would
be reflected at the electoral polls. It would be pure
speculation to attempt to make any definitive judgment as
to what role politics played in the introduction of diesel-
ization changes. It would certainly be true to say that
the role of politics in these decisions was indeed substan-
tial, but because of the nature of politics, the true facts
concerning the political play will probably never be known.

Countering pressures to reorganize and re-equip large
segments of the railways probably.lurked the fear by the
Labor Government that the union movement would resist such
changes. The state parliamentary Labor Party undoubtedly
took cognizance of the substantial involvement of the labor

movement in the New South Wales Government Railways and the

traditional resistance of labor to new technological changes.
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Judicial Intervention as a Determinant of Dieselization

On November 17, 1954, the Judicial Committee of the
Privy Council held that part of the State (New South Wales)
Transportation (Coordination) Act of 1931-1951 contravened
Section 92 of the Federal Constitution when applied to
interstate carriers.23

The State of New South Wales had pursued the policy,
prior to this decision, of issuing licenses for all trucking
operations conducted over more than a comparatively short
distance. Under the Act of 1931-51 the licensing authority
had ébsolute discretionary powers to refuse a license or to
impose, as a condition for getting a license, certain fees
upon the trucker. It might be argued that under these con-
ditions the Railways, being a public enterprise, were given
a statutory monopoly.24

The Judicial Committee in 1954 held that the imposi-
tion of fair charges on interstate motor transport would not
be invalid but that instead the requirement of obtaining a
license, the issuance of which was completely discretionary,
was invalid. Section 22, of the Federal Constitution, which

the State Government was accused of violating, reads: "On

the composition of uniform duties of customs, trade, com-

23Australia in Facts and Figures, Department of
Trade, Canberra, December Quarter 1854, No. 44, p.76.

241114,
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merce, and intercourse among the state, whether by means of
internal carriage oxr ocean navigation shall be completely
free."25

The decision of the Privy Council to hold parts of
the New South Wales Act unconstitutional came as the result
of an appeal by Hughes and Vale Pty., Ltd., against an
earlier ruling by the Supreme Court of Australia that the
Act as it stood was constitutional. However, in passing
upon this matter, the Privy Council, did not enunciate any
new principles of constitutional law, but only settled a
long standing controversy by holding that the ordinary rules
of interpreéation of Section 92 also applied to transporta-

tion.26

Immediate Results of Judgment

In the Annual Report of the Commissioner of Rail-
ways, June 1955, it was stated:

The Department's revenue is being adversely
affected to a marked degree by the conse-
quences of the Privy Council's decision in
Novembex, 1954, that legislation providing
for the licensing and tasxation of interstate
road vehicles was unconstitutional. Much
goods traffic is being diverted from the
railways by unrestricted competition by inter-
state road vehicles that is now allowed, and
the Department's finances will continue to
deteriorate until some satisfactory solution
is found to the existing condition. It is
desired to point out that the competition is

#51pid. 261pig.
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unfair hecause the interstate road haulers
are operating with certain advantages while
the Rallways is operating under certain dis-
advantages. For instance, the haulers are
not common carriers and as a conseguence
can select the traffic they desire to carry
and reject the lower rated traffic. They
also are operating on advantageous terms to
the extent they are not contributing a fair
proportion of the cost and maintenance of
the roads they use., On the other hand the
railways carries all. classes of traffic and
is forced to hawl an unduly large proportion
of the lower rated traffic when much of the
higher rated traffic is carried by road
haulers. Also, unlike road haunlers, the
railways is responsible for the whole cost
of construction and maintenance of its
tracks. Furthermore, the railway is used
as an instrument of government policy to
promote the welfare of the State and as a
result assumes many burdens for which it is
not -adequately compensated.27

The Commissioner's statement in 1955 reflected the
high elasticity of demand for certain rail services when
there existed, via deregulation, a competitively priced
trucking industry. Almost immediately after the court deci-
sion the Department was forced to engage in price cutting
to try and reattract business being diverted to the private
trucking sector. |

In the statement by the Commissioner it was noted
that he said: " . . . The Department's finances will con-
tinuve to deteriorate until some satisfactory solution is

found to the existing condition." These "solutions" were

27New South Wales Government Railways, Report of the

Commissioner, 1955, p. 8.
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rather guick in coming.

In 1955 the Commissioner of Railways announced an
ambitious plan to dieselize the NSWGR over the next ten
year period. This ten year schedule also envisaged the in-
troduction of many wide—spread changes in railway operating
procedures.28

The most obvious "solution" was for the State
government to try and return the railways to their former
statutory monopoly position. On November 25, 1954, the six
State Ministers of Transport met to draw up legislation that
would be compatible with Section 92, of the Federal Consti-
tution., Legislation resulting from this meeting was drafted
so as to state: "An operator imay obtain a permit to oper-
ate interstate subject to conditioné necessary to preserve
lpublic safety and health, to regulate traffic and maintain
roads and their use by the public."29

On June 9, 1955 the High Court of Australia unani-
mously held that such amending legislation did not overcome
the objections raised by the Privy Council in 1954 and that
as such they still were contrary to the letter of Section
92. It was their opinion that the power of the State

~governments to grant licenses was still too broad and as

such could be interpreted so as to interfere with interstate

281114,

29Australia in Facts and Figures, December Quarter,
No. 44, p.77.
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trade. The Court's finding was based upon the assumption
of public ownership of the roads, and hence, restrictive
practices could not be made on such a basis, as highways
were thus for the use of all citizeﬁs. However, by stating
that a fair user charge could be levied to cover mainten-
ance costs on roads, the door was left open to re-regulate
the transport industry. The various states quickly passed
regulatory legislation based on user charges.30
In August, 1957 a casé to test this new user charge
type of approach reached the Supreme Court. In this case,
Armstrong versus Victoria (State), it was asserted that the
user charge of 1/3 per ton was in violation of the inter-
state Commerce Clause in the Constitution. The Supreme
Court, in a majority decision, ruled for the State of Vic-
toria. The Privy Council upheld this decision by failing
to grant leave of appeal. Hence, fhis approach, wvia user
charge, became a national method of trying to alleviate the
financial problems of the railways arising from competi-
tion.31
In the fiscal year 1956-1957, contrary to the com-

ments of the commissioner, all road user charges in New

South Wales amounted to %150,000,000 of which only

30Australia in Facts and Figures, September Quar-
ter, No. 47, p. 62,

3lipia., p. 76.
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142,000,000 was re-invested in road and maintenance con-
struction. This would tend to suggest that the addition of
further direct user charges was only an.attempt to protect
the railways' declining share of the market and not to in-~
crease expenditures on new road construction and mainten-
ance.32

The events of this judicial interpretation also had
a most significant effect upon the propensity of the six
State Railway Departments to cooperate. From this period
on, there appears to be an ever increasing amount of coopera-
tion in regard to advertising, shaping policy, lobbying,
etc. This‘cooperation will possibly lead to greatexr effi-
ciencies, especially through the elimination of gross du-
plication of facilities, but it cannot be predicted that
such will be able to alleviate the problems associated with
an industry enjoying a world-wide decline in market

economies.
summary

Dieselization was forced upon the NSWGR by a series
of events that came down to a choice between certain, and
perhaps sudden, financial failure, or dieselization and
reorganization. Ebasco estimated in 1957 that an investment

of £35,000,000 in diesel traction would ultimately produce

32 . . \
““Australia in Facts and Figures, Marxch Quarter,

1957, No. 53, p. 8l.
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~gross savings of %£11,271,000 annually or net savings of

47,920,000 after deducting fixed charges.

33

The factors cumulative in forcing the Department's

decision were:

Inefficient managerial procedures resulting

in a very high cost industry.

Insufficient and very o0ld and inefficient

equipment.

Intermodal Competition

Vigorous competition from commercial
airlines,

Development of a domestic automobile
industry leading to growth of private
automobiles,

Growth of private trucking industry
which was given great impetus by the
Privy Council's declaring unconstitu-
tional large segments of statutes
formerly used to impede such competi-
tion and protect state's investment

in public railways.

Pisastrous floods in New South Wales which

for a time rendered over 1/3 of permanent

way unstable.

1.

2.

3.
.
b,
c.

4,
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Ebasco Services Incorporated, op. cit., p. 15.
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211 of the above tended to make the demand for rail
services more elastic and invited the use of substitutes.
It became of utmost importance that the railways vary their
iﬁput/output ratios - and quickly.‘ Dieselization on a
large scale afforded an immediate and relatively cheap solu-
tion of the problem.

An Australian-wide shortage of labor during the
post'war years greatly compounded the Department's problems
in regard to providing adeguate service. ‘As nentioned
earlier, in Chapter-II, the Department while paying morxe
than other rail systems throughout the Commonwealth tended
to pay below the nationwide average. Thus, the New South
Wales Government Railways, egpecially in this period of
sor-called over-employment, had difficulty in attracting the

necessary workers.



CHAPTER IV

Degree of Change

Chapter IV shows the extent to which the Department
dieselized during tﬁe years 1955-1960, and an inguiry is
made into thereffects of dieselization on the demand for
labor on the main North - South trunk line; two case his-
tories are pfesented to dramatize the consequences of the
changes in the demand foxr labor.

The breakdown of the Department's locomotive strength
(ana the work performed) in 1955 is illustrated by the
following Chart No. IV-1, “1955 - Locomotives - Tractive
Power." From this chart it will be observed that in 1955
steam lbcomotives supplied over 84.2% of the system's non-
suburban electric tractife effort.l

Reference to Chart No. IV-2, "1960 - Locomotives -
Tractive Effort"” shows that by 1960 the steam locomotives
were only supplying 45.5% of the system's non-suburban
electric tractive effort. This indicates that over a
period of five years the role of the steam locomotive, as
a supplier of tractive effort, had fallen by 38.7% or an

2
average decrease of 7.74% per year.

lReport of Commissioner of Railways, 1955, "op.cit.
rp. 10-19. ) : .

2Ibid., pp. 10-19, aliso p. 85.
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CHART NO. IV-1
1955 ~ LOCOMOTIVES - TRACTIVE POWER®

VEHICLES NUMBERA TRACTIVE POWER
Classification of Locomotives

Total lbs. Average Ibs
Per Load

Steam 1,187 35,663,682 30,121
Diesel Power Vans 4 39,600 9,900
Diesel Electric-Shunting 2 50,000 25,000
Diesel Electric Main Line 20 920,000 46,000
Electric Locomotive 1 60,000 60,000
Diesel Electric B.T.H. 10 228,000 22,800

TOTAL 1,214 36,961,282

CHART NO, IV-2

1960 - LOCOMOTIVES - TRACTIVE POWER4
VEHICLES NUMBER TRACTIVE POWER
Classification of Locomotives Total lbks. Average Is.
Per Ioad
Steam 1,009 30,359,393 30,089
Diesel Power Vans 4 39,600 9,900
Diesel Electric Shunting 2 50,000 25,000
Diesel Electric Main Line Alco 20 920,000 40,000
Electric Locomotive 45 Class 1 260,000 60,000
46 Class 40 2,429,000 22,800
Diesel Electxric B.T.H.41 Class 10 228,000 61,250
General Motors 42 Class 6 367,500 42,900
43 Class 6 1,257,400 42,900
44 Class 42 1,927,800 45,900
48 Class 20 ' 840,000 42,000
TOTAL 38,678,693

3E§i§., pP. 85, Appendix No. 12

4Report of Commissioner of Raillways, 1960, op.cit.,
p.38. ) -
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Functions Performed by Locomotives

In 1955, steam locomotives pexformed 2,902,285 trail-
ing gross ton-miles in carrying passenger service. By
1960, this figure had dropped to 1,244,046, However, during
the same period the role of diesels in passenger traffic
service increased from 117,083 to 1,338,899 trailing gross
ton-miles. Suburban electric passenger trains in 1955 per-
formed 2,868,033 trailing gross ton-miles and in 1960 had a
similar figure of 2,756,921.5

The comparative figures, also expressed in trailing
gross ton-miles, for goods traffic during the two periods
1955 and 1960, were steam locomotives, 6,906,550, and
4,887,966,diesels 1,036,705 and 3,276,667.

In 1955, the railways consumed 1,501,000 tons of
coal and 3,480,000 gallons of diesel oil. During 1260, only
1,021,000 tons of coal were consumed, while the amount of
diesel oil consumed in the railways jumped to 12,104,000
gallons.6

All coal supplied to the railways was obtained from
domestic sources, while the o0il had to be imported from
abroad. It may be remarked, parenthetically, but this de-

clining use of coal by the New South Wales Government

New South Wales Statistical Register, ‘op. cit.,

New South Wales Year Book, 1961, op.cit., p.387



P

61

Railways was felt in the coal industr? of the state.?

It is interesting to note that between 1955 and 1960
while the ratio of diesel to steam locomotives increased
the number of railway casualties décreased from 107 killed,
to 50. Likewise, the number injured in work accidents, in
the same period dropped from 11,558 to 9,027.8

The foregoing section was designed to show the heavy
reliance by the Department of Railways upon steam power as
their main mode of tractive effort in 1955; An effort was
made to illustrate how in the period 1955 to 1960 a greater
reliance was placed upon diesel locomotives as a source of

tractive effort. By 1960, using the Ebasco estimate,; about

one~third of the line was dieselized.

Change and Impact

This section will deal with the effects of dieseliza-
tion on tﬁe North Coast line running between Sydney and
Brisbane. In 1958 whén diesels were introduced on this roue,
Taree was a major rail depot town. Raill facilities at Taree
provided the major overhaul sexvices for steam locomotives

operating on this line. The ensuing study will show how

7Industrial Officer, et al., op. cit,

SNew South Wales Year Book, 1961, op.cit., p. 388,




the use of diesels made uhnecessary many of these facili-
ties and hence reduced the need for railway workers. The
impact upon industrial relations, the economy of the town,
and the personal lives of those whose jobs at Taree were
wiped out by.dieselization is analysed below. This study
is regarded as particularly important because' this route
was the first major trunk line in New South Wales to be

completely dieselized.

Dieselization of the North Coast Line

Conmissioner Windsor in 1955 outlined a comprehen-—
sive plan to completely dieselize the New South Wales
Government Railways within ten years.g In 1857, Ebasco
Services of New York, after reviewing the operations of the
State's transport system, re—emphasized the need for
dieselization and placed particular emphasis upon their
immediate use on the North Coast line. In suggesting this
route as a starting point for overall use of diesels they
stated:

The North Coast line is the second longest run

on the system and has the heaviest tonnage for

the three runs exceeding 500 miles in length.

This line's ruling grades are relatively short;

it gradually follows the coast line and the

maximum grade rise does not much exceed 400 feet
excepit at the border.

9New South Wales Government Railways, Report of
Commissioners, op. ¢it., p. 8.
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(’ The advantages of the diesel locomotive show
up best in such situations. Full diesel power
is available over practically the entire range
of operating speeds, whereas steam equipment
does not develop high horse powexr on heavy
grades at low speeds. Loading the diesel to
the capacity does not slow up schedules
appreciably.

For example, our estimate on a selected sec-
tion of the North Coast Line showed that
doubling a certain basic tonnage on the diesel
locomotive only increased the running time from
698 to 809 minutes, or approximately 16%, and
yet this running time was still faster than the
fastest steam schedule operating with only the
basic tonnage. This was due, of course, to the
faster time of the diesel locomotive on grades,
as well as the elimination of stops for coal and
water.

A full check made of the mileage operated by

steam equipment on this line showed an average

of 3,824 niles per locomotive per month. These

figures give a utilisation ratio of 3.05 steam
( to 1 diesel.

The Ebasco Report further commented:

With the introduction of more electric and

diesel locomotive power, consolidation and/or

elimination of workshop facilities will be

available.l0

By 1958, the Department began replacing steam loco-
motives with diesel electric locomotives on the Horth Coast
line. This had an immediate effect upon the number of em-

ployees reguired for maintenance work at Taree. Chart No.

IV~-3 illustrates the degree to which the Mechanical Branch

lOEbasco Services Incorporated, op. cit., p. 65.

R
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( Staff was reduced. While in absolute terms the reduction
"was slight however relative to the former staff position it

represented a decrease of 40%.

CHART NO. IV-3

' TAREE, MECHANICAL BRANCH STAFF:L:L

Variation: 1958 to 1960

Number Numbex Numbei

Staff Employed Enployed Employed

Classification 30/6/58 3./7/5¢ 30/6/60
Salaried 20 12 9
Enginemen 184 157 150
Tradesmen 2L 2 2
Other Staff 59 17 15
TOTAL 284 188 176

Reactions of Labox Organizations

Organized labor was guite naturally in sharp dis;
agreement wifh management over many aspects associated with
the partial abandoning of Taree as a steam locomotive depot.
The main complaints of labor may be summed up as:

(1} insufficient warning of the Department's intentions;
(2) lack of any real mutual planning between labor and

management; (3) changes in job context.12

llIndustrial Commissioner of New South Wales, op.
cit., p. 1341.

12 Industrial Officer, Lloyd Ress, loc. cit.,; et al.
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The Australian Railways Union, New South Wales
Branch, through‘its State Becretary, Dr. Lloyd Ross, wrote
the Commissioner of Railways, stating that his union was
disturbed by an announcement of Mr. Hodder, then District
Superintendent of Railways, that railway employment in

Taree would be cut by one~third.l3

The union was particu-
larly angered because Mr. Hodder's statement had first
appeared in the Sydney press on August 22, 1957, without
prior warning to the employees of the inténded change oxr
of its magnitude. In this letter of the same day, Dr. Ross
stated:

T would be pleased, if you could provide the

Australian Rallways Union with detailed in-

formation, regarding the extent of the possible

reduction but, particularly, the times that 14
these reductions are likely to be introduced.

In replying for the Commissioner, Mr. W. A. Anderxson,
then Secretary for the Railways, confirmed the quotation
from the Sydney newspaper, THE TELEGRAPH, stating that prior
announcements of this nature were contrary to Department
policy, and that the exact magnitude of the impact of
dieselisation (upcn thé job situation) could not, at that

time, be accurately gauged. He further added:

13 Industrial Commission, "op. cit., p. 1056, sece
also DAILY TELEGRAPH, Consolidated Press Limited, Sydnev,
August 22, 1957, p. 3.

14 1pia.
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". . . you will be advised should there be any major

. developments in relation to the altered staff. ." The

Railways' reply was postmarked September 3, 1957.15

The general union reaction to this answer by the
Department of Railways was one of deep concern. They felt
that the answer by the Department was too vague and general
to be of any real value in helping them make a true evalua-
tion of the future job position in the areas to be diesel-
ised. With this in mind the Australian Railways Union
again approached the Commissioner of Railways with a number
of épecific questions. These gueries were as follows:

A, (1) where will the refueling depots be

situated between Sydney and South
Brisbane? ‘

(2) Will diesel engines be changed at
any point between Sydney and South
Brisbane?

(3) If a refueling depot is to be pro-
vided and diesel engines changed,
what staff will be necessary for
maintenance and fueling purposes to
prepare the engines for theilr next
trip?

B. (1) What will be the effecit of diesel-

isation on depots, such as Broad-
meadow, Kempsey, Coff's Harbou:,

Taree, Grafton and possibly Casino?

(2} What numbers and grades are likely
to be affected?

Brpia., p. 1057.
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C. (1) Where staff is found to be surplus,

at any point between Sydney and South
Brisbane, what methods will the de-
partment adopt in transferring these
employees?

This inquiry was transmitted to the Department of
Railways on February 11, 1958, and was answered by the De-
partment February 17. The Department of Railways did not
answer the specific questions posed by the Australian
Railways Union. This is reflected in the last two para-
graphs of the Department's reply:

You: will appreciate that my Commission is not

unmindful of the human as well as the economic

effects of the problems facing him to be de-

cided, and in the ultimate decision every aspect

will have had duve and proper consideration.

You will be advised as early as practicable of

the decisions made., You are assured, in the

meantime, that the least possible inconvenience

to the staff Egncerned ig the aim of the

Commissioner.

Further correspondence continued between management
and labor regarding the proposed dieselisation of the North
Coast line. In a letter of May 9, 1958, Mr. D. Watson,
then Acting Secretary for the Railways, gave more xelevant
information than had been given previously. He stated that
from June 29, 1958, diesel locomotives would start opera-

ting on this line and that by mid-September the line would

be completely dieselised. He was unable to comment on the

16 17

Ibid., p. 1066. Tbid., pp. 1060-1061,




possible degree of job adjustment, retrenchment, and other
changes that might result from this dieselisation. He did
advise that the Department would implement diesels into the
over—-all system, as they became available.18
The industrial unions involved (in particular, the
Australian Railways Union) were becoming still more deeply
concexned by the apparent inability of the Department to
present them with a definite time-table of.dieselisation.

They appeared ired by the last paragraph of Mr. Watson's

letter of May 9, 1958:

When the full diesel working between Broadmeadow
and - Taree is instituted it will result in some
staff being surplus at the Taree depot, but it is
not expected that this will involve any staff
being retrenched as vacancies have not been filled
in anticipation of placing staff displaced by the
introduction of diesel working. You will be ad-
vised further on this aspect.

The unions were of the opinion that consultation and
the dissemination of information by the Department of Rail-
ways on the projected use of diesels was long coverdue, and
that in the case of Taree this procedure was too late. They
further felt that the information contained in this last
letter was inadequate. TFurther discussion between manhage-
ment and labor mainly at the initiative of the unions, led
late in 1258 to the guarantee by New South Wales Government
Railways that there would be no dismissals because of

dieselisation.zo

81pid., p. 1061a. %1pia,  201pig.




Specific Cases -

The following is a study of two men whose jobs .were
eliminated when the Department switched from steam to
diesel power on the North Coast route. These cases are.
presented to emphasize the persondl probleﬁs that occur
when a person's former skills are no longer reéuired and
to illuminate Departmental policy toward people so effected
by technological change. h

H. C. Law, Secretary of National Union of Railway~
ment., on November 9, 1952, in his evidence before the in-
quiry, recountéd the story cof Mr., W. R, Masters. Mr.
Masters had joined the Railways in 1945, and by 1958 had
worked his way up to the position'of crane operator on a
margin of £3 per week. Up to September of 1958 he was
employed at Tarce.

On September 5, of the same year, Mr. Masters was
transferred to the Clyde Wagon Works as a third class
machinist. Besides the psychological readjustment to this
demotion he also took a cut in margins of from &3 to &2 a
week which posed immediate economic hardships upon his
family.

After nis transfer, Mr. Masters was not able to
locate a suitable house for ten weeks. During this period
he paid 36-6-0 a weck board, while his family remained in
Taree. The award only allowed for a six week period in

which transfer expenses were paid. The Commissioner



refused to reimburse Mr. Masters for the extra four weeks.
In Taree he had been paying %2 a week for an unfurnished
cottage. When he finally found a suitable cottage in'
Clyde, his rent was H6-6-0.

In spite of the assistance given in. actually trans-
porting the Masters family and its chattels, the change in
job location had left them at a serious economic disadvan-—
tage. In addition they were forced to leave an area in
which they had deep roots and his youngest daughter had to
interrupt her schooling at Taree High School and transfer
to Strathfield (a neighbouring suburb of Clyde) High
School., |

Another case is that of Mr. A, XK. Organ who had been
employed as a grab crane operator in Taree in 1958, prior
to his job dismissal there. He was 53 at the time.

Mr, Organ was transferred to Broadmeadow Locomotive
Depot as a fitter's assistant. His margin was reduced by
%1-15-0. In Tarece he had rented a house for £1-15-0 per
week. In the New Castle area he was unable to rent one at
a price compatible with his income. Hence, he was forcéd
to borrow -L800 which, because of his age, he had to pay
back over a relatively short five year period. The monthly
payments on this L800 amounted to -L17413—4. The interest

over the five year term totaled -25260.2l

2l1pia., pp. 1189-1190.




There were other examples cited by the Union repre-
sentatives of hardship caused by transfer. The examples
of Masters and Organ are somewhat extreme, in that they
represent an occupation that is now non-existent in the New
South Wales Government Railways. All other steam debots
use overhead Eins and were doing so in 1958. However,
when complete dieselisation is implemented, in the New
South Wales GCovernment Railways, these problems presented

by job obsolescence will re-occur.

In Sum:

During the years 1955 - 1960 the New South Wales
Government Railways did introduce diesels on an accelerated
basis. By using these type locomotives the Department was
able to do more work with less 1ocomo£ives and less statf.

Tn the case of Taree, diesels reduced the number of em-

ployees necessary to service trains on the Sydney~Brisbane-

North Ceoast line.

Labor reacted to the use of diesels and the subse-
quent relocation of staff by demanding that the Department
cooperate more closely with the unions by advising of in-
tended job changes and offering financial aid to workers
who had to relocate. While railway management would guaxr-
antee that there would be not retrenchments, it would not
promise to advise the unions of all intended changes from

steam to diesel locomotives. Another point of disagreement
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between the unions and management was the failure of
management to guarantee that workers transferred would be
able to maintain their former margins irrespective of their

new jobs.




CHAPTER V

CONTINUING REACTION AND ADJUSTMENT TO DIESELIZATION
AND ASSOCIATED TECHNOLOGICAIL CHANGES

In this chapter an effort will be made to investi-
gate the attitudes of labor and management regarding the
introduction of diesels and other associated teéhnological
changes in the New South Walés Government Railways. The
information for this evaluaticn came from two sources:

(1) Questionnaires sent to management and labor officials.
These questionsrand answers are found in the Appendix to

this thesis.l

(2) Personal interview with management angd
labor officials. This latter method was used as supplement

to the guestionnaires.

Attitude Toward Each Other

The most important conclusion to be drawn from this
study was that the unions regarded the New Séuth Wales
Government Railways as they might any other private employ-
er. This finding is somewhat surprising when one realizes
that ostensibly the'top managemenf of the Deﬁartment of
Railways and the unions all belonged to the "Labour Move-~
ment." The other surprising thing was the Department of

Railways, in spite of its association via the New South’

lAny reference not otherwise indicated specifically
is found herein.
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Wales Labour Party with the unions, pressed hard against
any attempts by the unions to develop closer union-manage-
ment cooperation in the planning ahd implementation of
dieselization and other technological changes. In general,
management derived complete freedom in its ability to
effect decisions relating to such changes, while on the
other hand thelunions strove to have such managerial free-—
dom diluted so that these changes would be implemented in
such a way as not to overly effect the then job-union
status.

The polarity of union and management attitudes was
nowhere better illustrated than in regard to the system of
wage determination. Management believed that working in
the more pleasant environment of a diesel cab, "with a hot
plate and toilet.— crews previously had to rely upon the
fireman's shovel . . .," constituted sufficient reward.
Management did not see a need to correlate wage increases
with the increase in productivity arising from the use of
diesels. "The factors which determine the margin are
skill and disabilities assbciated_with the job, not the
amount of capital invested in a machine."2

The unions did not appear to be satisfied with
such imputed benefits, as mentioned above, and seemed more

intent on relating their wages to changes in productivity.

2Interview with C.V. May, Industrial Officer, New
South Wales Government Railways, November 11, 1962.
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The Boilermakers'® Society of Australia edpressed a rather
typical attitude: " ., . . the experience of the Trade
Union Movement is when employers introduce new methods of
pfoduction the employer gains and the employees wages re-
main as they were at the time of the introduction of the
new methods. There is therefore a constant demand by the
Trade Unions to ensure that employees shall benefit from

the new methods of production."3

The Paradox of Production

The margins in Australian industry, for those
unions under Federal awards, are determined by (1) skill,
and (2) disabilities associated with the job. In Chapter I
it was noted that dieselization has a tendency to increase
production and to lessen. the skills needed by those workers
involved. Further, it was noted above that with the intro-
duction df newer machines, especially diesels, conditions
of employment actually improve. Taken together, given the
institutional formuia for margin criteria, these factors
peint toward lower wage margins rather than increased wage

. 4
margins.,

3., . . .
Boilermakers' Society answer to question number 4,

4For a further discussion of the system of wage
determination and wage criteria, see Chapter II.
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Dr. Lloyd Ross of the Australian Railways Union was
qguick to recognize the above-mentioned paradox, that in a
period of increasing productivity wages could actually be
going down, when he stated: “If the employee does not
benefit from technological changes, then two things can
happen. Possibly, the gap between skilled and the unskilled
will be widened and I take the view that it is already wide
enough. Or, alternatively, sincé technological changes
frequently reduce the work values upon which wage determina-
tions are made, then there will be a tendency for lower
wagés, which to me is opposite to the policy which should

be followed in a period of increasing productivity."5

The Arbitration Systen

Realizing that it is not direct agreement bhetween
labor and management that sets wages and margins but rather
such decisions are made via the arbitration system, then it
was not surprising to find that management and labox tended
to hold somewhat opposite viewpoints as to the viability of
this system. This was a most surprising finding when it is
realized that the Labour Movement in general has always
been a strong supporter of the arbitration system. However,
the surprise was not so great when it became apparent that

the present system had built in constraints against unions

5Australian Railways Union reply to gquestion 9b.



sharing in the overall increases in productivity resulting
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from changes in technology.

The Building Workers Union summarized much unidn
thought when it stated: “ , . . this union is most
dissatisfied with the present Industrial Tribunals."®
However, it reflected a more militant approach, shared by
many Australian Trade Unions, when it further noted:

v, . . the workers have not received the benefit of in-
creased productivity; therefore they are receiving a smaller
and smaller share of the national wealth which they create
and the raté of exploitation is accelerated particularly in
regard to such huge monopolies as B.H.P. So therefore, it
is not just a gquestion of setting up a new Authority, but
the establishment of a new principle on which such Authority
would fix wages.“6 All unjons answering this guestionnaire,
with the exception of the Australian Workers Union, favored
either a revision of waéggcriteria or change, at least to
some degree, in the constitution of the authorities curyrent-
ly administering the determination of wages and margins.

The Federated Engine Drivers and Firemen's Association went
so far as to favor collective bargaining (as distinct from
the arbitration system), a revolutionary thought in New

South Wales, and cited as their reasons the fact that simi-

6Building Workers Industrial Union answer to
guestion 9.



lar occupations in Victoria ". . . make %2 to &3 per.week
more because they are under wage boards, which are similar
to. collective bargaining approach.” The only dissenter
against some form of change was the Australian Workers Union
who stated: "Conciliation and Arbitration is satisfactory
if all the parties are prepared to cooperate."7

In light of the advantages to be gained from intro-
ducing diesels and other changes, lower labor costs per unit
because of the attitude of the arbitration system toward
margins and increased productivity, it was not surprising to
see them advocating a continuance of the system. The sur-
prise was that a Labour Party dominated management would
press itself against the wishes of a majority of affiliateg
unions and the all~powerful Australian Council of Trades
Unions who had announced a policy of switching to collective
bargaining.

There were, however, strong forces exerting pressure
upcon the Department to maintain its approach to this wage
concept. These pressures manifest themselves through the
State government's_desire to make the Railways efficiently
reflect upon the Labour government. In New South Wales, the
contemporary press, with a strong Liberal Party orientation,
seized upon any examples of mismanagement to highlight the

need for a change of administrations. Also, the railways,

’see all union answers to question 9.
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as the iargest carrier service in Australia, were the
appendage of state government best known and most used by
the people of the state. Thus, in analysing top management
attitudes, it must be realized that they were caught in a
crossfire. This dilemma resulted from their association
and need of support of the Trade Union Movement, while at
the same time they had to be sensitive to public opinion
which could topple the Labour Administration at the polls,
The unions did not appear to be overly sympathetic to this
problem of the New South Wales Government Railways top ad-
ministration and expressed disenchantment. One union offi-
cial, desifing to remaln anonymous, believed that conditions
might even be more favorable tc the unicns under a Liberal

Party administration.

Union Fears Regarding Technoleogical Change

The main fears expressed by unions regarding tech-
nological changes were that they would cause (1) loss of
jobs, (2} downgradings and pay decreases, and (3) Jjob trans-
fers with resultant hardships.8 A fourth and implied feax
was fear of thé unknown. This fear was considerably rein-
forced by the failure of management to inform the unions
regarding the nature and size of intended changes. Manage-

ment admitted that this was impossible and that any effoxt

BAnswers,to gquestions 5, 6, and 7 reflect these
fears on the part of Labor.
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by the unions to interfere would be regarded as an encroach-
ment on managerial prerogatives.9

In regard to permanent unemployment in the New
South Wales CGovernment Railways, the Department agreed not
to retrench any permanent membexr of the service. However,
this concession on the part of the.Railwayé only covered
those people who were willing to move, if necessary, and
who would take a cut in pay should they be downgraded. The
Department felt it could keep this policy of full employ-
ment in spite of a declining demand for labor because it
would cut back on its recruitment program, thereby allowing
the declining demand to be somewhat matched by natural job
attrition and retirements.lo

Unions did not appear convinced that the policy of
no unemployment was nothing more than a semantic loophole.
They pointed out that a person living in a country town for
over twenty years, with strong family and peer roots, would
1f offered a job elsewhere be faced with actual unemploy-
ment., This would be the case when it was realized such a
change would mean a financial loss from sale of property in
a declining market, as well as the need to change locales
to the higher priced urban areas of Sydney and New Castle

wvhere the transferred employee might be faced with an

9Management's answer to guestion 14, et. al.

1OManagement's answer to guestion 24,
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actual loss of financial income due to (1) working in more
pleasant conditions, and (2) less skill needed to perform

the job operation.ll

Agreement Regarding Transfers

These problems tended to crystalize union attitude
in one direction: that beiné a real need to force the
mahagement of the New South Wales Government Railways to
enter into prior consultations regarding the scope and
nature of intended changes. Many of the unions answering
the questionnaire made suggestions as to what guidelines the
Départment'should establish, etc. The sheet metal workers
suggested, "No sackings - no loss of wages or conditions -
compensation for changes in location -~ provisions of housing
for displaced workers, etc., -~ 35 hour week - increased
leave." The National Union of Railwaymen of Australia
offered a more realistic plan in which they suggested the
method by which the Department should base its decisions on
what workers to transfer and at what time. Also, this plan
cited the need for the displaced workers to be reimbursed

for hardships due to transfer.12

llSee Chapter V, the section dealing with some of i

the problems faced by employees that were relocated from
Taree.

leee Comments and Suggestions, found after question
10, Union Attitudes. Reply by the National Union of Rail-
way men of Australia.
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Management of the Railways did enunciate a policy
to "lessen hardships." This policy came as a direct agree-
ment-between the Railways and membérs of the Trades and
Labor council and was worked outside of the arbitration
system. It did parallel many union suggestions. This poli-
cy included (1) no retrenchments; (2) staff sla?ed for
change to be given a maximum of time to prepare; (3) a slow-
ing down of the transfex process; (4) setting up a definite
procedure for transferring men, e.é., married men as opposed
to single men; (5} travel allowances for individuals, fami-
lies, and chattels; and (6} the making available of some
single accommodations. While this policy did go part way
to accommodating some of the fears expressed by labor the
two major issues remained outstanding: (1) Wage determina-
tion based on productivity; and (2) Need for the unions to
participate, at least to some degree, in the planning of
intended technological changes that might affect the demand
for labor in a particular job area.13

Management refused to discuss the question of labor
participation in planning intended changes of plant and
equipment. The attitude expressed here was that such was

the sole prerogative of the Commissioner. In regard to

13The Railwayman, House Journal of the New South
Wales Government Railways, Plan to Alleviate Hardships,
September, 1962.
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changes in the system of wage determination management's
attitude, for the reasons discussed above, remained just as

inflexible.14

Summation

in summation it should be ﬁentioned that in spite
of the alleged kinship of management and labor during the
years of this study, there existed a great gqulf between-
them as to how the problems associated with technological
change should be resolved. Management did not want any in-
fringement upon its managerial prerogatives, while labor,
though not ‘opposing technological change, did want to slow
down the process and be invited into the planning stages.
One possible reason why management.could not agree to the
latter request was because of its irregular access to
finances it did not have, in spite of the pretensions of

hiring Ebasco Corporation, any real thorough going plan.

14See Management Attitudes, answer to question 10.
State finances in Australia are determined at annual Loan
Council meetings. The uncertainty regarding Federal allo-
cation of funds to New South Wales would appear to bhe the
limiting factor in regard to formulating any definite
schedule of dieselization based upon expected supply of
capital funds.
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CHAPTER VI

INFLUENCE OF THE ARBITRATION SYSTEM

UPON THE ADJUSTMENT PROCESS

The Australian system of arbitration governs all
facets of work conditions in the economy. It assumes direct
responsibility to provide wofk rules that will ensure an
ordered system of industrial government. This chapter will
investigate the criteria used by the Federal and State bodies
in determining indqstrial conditions and attempt to see what
recent awards made for the Railways have or have not been in

direct response to dieselization.®

Wage Determination

It is tradition that parties to an industrial griev-
ance when pleading their case before either the Commission
or Tribunal present polar viewpoints. Some evidence would
suggest that this type of behavior results from the insti-
tutionalizing of the grievance mechanism. Because of the
apparent irreconciliable positions adopted by labor and
management the arbitration system has developed criteria of
its own for settling disputes rather than relying upon the
evidence presented as the sole basis for its decision. Be-

cause of the crucial nature of wages in the cost structure

lThe mechanics by which wages arve determined is taken
up in Chapter II, Grievance Mechanism.
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of the railway industry the following will be & brief

analysis of how such criteria has developed.2

Federal Criteria

Under the Commonwealth Conciliation and Arbitration
Act 1904-1961, the Commonwealth_Conciliation and Arbitra-
tion Commissioh (previously the Commonwealth Court of
Conciliation and Arbitration) may for the purpose of set-~
tling or preventing a dispute of an industrial natu&e ex-
tending beyond the territories of any one State, so make
an award "altering the basic wage or principle upon which
it is compuéed.f The "basic wage™ is defined by section
25 of the Conciliation and Arbitration Act ", . .that wage,
or part of a wage, which is just and reasonable for an
adult, without regard to any circumstances pertaining to
the work upon which, or the industry in which he (she) is

employede"3

2Paul L. Lkeinsorge in an article in the July, 1964
(Vol.6, No. 2, pp. 17}, Journal of Industrial Relations,
Public Interest as a Criterion in Settling Labor Disputes:
The Australian Experience, makes a valuable contribution
to the understanding of how criteria is developed in the
Australian System of Compulsory Arbitration.

3Commonwealth of Australia, Conciliation and Arbi-
tration Act - 1904-1961, 8702/19%61, A.J.Arthur, Common-
wealth Government Printer, Canberra, 1961, p. 1.
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While the principle of a "living wage" was pro-
pounded even before the unification act of 1901, it was not
until 1907 that it was given judicial interpretation and
blessing. In that year, the then President of the Court of
Conciliation énd Arbitration Justice Higgins, ruled that
seven shillings a day or two pounds two shillings a week
constituted an amount which ", ., .the normal needs of the
average (unskilled) emplcyee regarded as é human being liv-
ing in a civilized country." This order was the result of
an application by the Sunshine Harvester Works, Victoria,
that in terms of Section (d) of the Excise Tariff Act 1906
the wages ﬁaid to employees of that company amounted to what
was "fair and reasonable." After 1907 the phrase "fair and
reasonable" had a substantive interpretation.4

Until 1913 the "Harxvester decision" continued to be
the crite;ia for settling wage disputes. However, in 1931,
the court began basing wage decisions in part upon the re-
tail price index (A" series) covering food, variocus other
type groceries, and house rents. In 1921 a system of auto-
matic adjustments, based on this index,; was introduced.

The court held that these changes did not represent any de-

viation from the 1907 idea of "fair and reasonable."5

4Australia in Facts and Figures, No. 44, op. cit.,
p. 23.

5 Ibid.
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The onset of the Great Depression cause the court

in 1231 to evoke a new criteria in setting wages - "what the
economy can sustain." Immediate application of this prin-

ciple allowed the court to order an across the board 10%
reduction in the basic wage.6

While some variations to the mechanism for wage
setting have taken place (mainly adding of prosperity load-
ings and the dropping of automatic adjustments) the criteria
of "what the economy can sustain" remains. A number of
cases before the Commission Tribunal will be studied to see
how this principle was applied between 1955—-1960.7

The annuai ritual of asking the commission for a
wage increase is assigned to those unions respondent to the
Metal Trades Grades Award. The decision handed down in this
case applies nationwide to all unions under Federal awards
and therefore to unions under State Awards in NSW. The'
following is an analysis of three wage cases presented by

the Metal Trades Grades unions. These decisions rxepresent

. s . : . . 8
commilssion policy in regard to overall wage determination.

6rhid.

7Year Book of the Commonwealth of Australia, 1960,
No. 46, Commonwealth Bureau of Census and Statics, A.J.
Arthur, Commonwealth Government Printer, Canberra, pp. 427~
449, Each Commonwealth Year Book provides a comprehensive
section, "Basic Wage," which is current on developments in

this area.
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On February 18, 1958 the Conciliation and Arbitra-

tion Commission began hearings by the Metal Trades unions

asking for (1) an increase of approximately 10 shillings in
the basic wage, and (2) a return to automatic adjustments

based on the "C" Series Index. The commission denied the

‘second request and allowed only a five shillings increase

in the basic wage. The Commission in denying the ten
shilling increase stated that the increase of five shillings
was based on the capacity of the Australian economy and a

further increase wa59 "undesirable in the interest of all..'
In the case before the Commission in 1959 the Metal

Trades unions asked for and received an increase in the
basic wage of twenty shillings, but their request asking
for a return to automatic guarterly adjustments was denied.
In these hearings the Commonwealth Government entered as an
interested party and supplied data regarding the ability of
the economy to bear an increase ih the basic wage.ll
A similar scene was enacted in 1960. In this casé
the unions were successful in getting a 22 shillings in-
crease in the basic wage but again were not able to con-
vince the Commission that wages should be adjusted auto-

matically.12

9 10

Ibid., p. 434,

ipia., 12

Tbid., pp. 436-437.

10
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CHART VI-1

NEW SOUTH WALES

Commonwealth Basic Wage - Weakly Rates 196313,

Rate of Wage

City or Town - Adult Males Adult Females

Sydney L£14-15-0 H11-1-0

New Castle +£14-15-0 +411-1-0

Port Kembla- . +514-15-0 511~1-0
Woolongong :

Broken Hill -£14-19-0 —&11-4-0

Five Towns +14-14-0 £11-0-6

-BEA equals 2,24 U.S.dollars

As the preceding cases indicate, the Commission
ostensibly adheres to the criteria of "what the economy can
sustain.," The Federai gbvernment will enter such cases as
an interested party if it feels that impending wage changes

can affect Australia's Economy.14

State Criteria

In 1937 the government of New South Wales amended
the State Arbitration Act so that the State basic wage
would be the same as the Federal basic wage. In 1953 the

State followed the lead of the Commonwealth and dropped

130114,

Ibid., See discussion, pp. 427-449,

14
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automatic wage increases. Howeve?, in 1955, due to strong
union pressure, the New South Wales Industrial Arbitration
Act was again amended to reintroduce a system of automatic
guarterly adjustments.15 |

The most obvious fact regarding the system of wage
determination in Austr&lia is that-it is institutionalized.
The courts have been given power to interpret the needs of
the economy and to pass judgment (fix wages and conditions).
Wages are varied on a nationwide basis. The criteria are
not based on productivity or profitability of an industry
but rather whether the economy can sustain a nationwide
increase. 'Besides running contrary to accepted economy
theory as a basis for wage determination, this approach
seems to imply that people with a iegalistic background will
'automatically be able to make viable decisions regarding
the economy.

Paul Lkeinsorge of the University of Cregon con-
ﬁludes, after investigating the motivations behind +he
Commission's decisions on wages, that the so-called "public

. . . . . 16
interest” criteria is used as an expediency.

'lslbid., Basic Wages in Australia-State Basic
Wages-New South Wales, p. 441,

leKleinsorge, op. cit., pp. 1-21.
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Margin Classification and Award Variation

The following is a discussion of the margin.clagsi—
fications, award variations, and job definitions in the New
South Wales Government Railways. A margin is an additional
increment of pay added to the basic wage. Margins are
based on skills and disabilities associated with the job.
Some margins may be 200% greater than the basic wage. The
ensuing analysis will endeavor to trace any changes made

to the job classifications as a result of dieselization.17

Locomotive Enginemen's Award

Chart No. Vi—2 presents the margins.awarded to loco-
motive enginemen in the actual Award of 1956, and the Varia-
tibn to this Award, which was made in 19859, Of interest is
that no substantial variation has appeared in job classifi-
cation to allow for increased use of dieselization.18

Both the Award and the Variation make allowance for

an increased increment of pay for "driver, acting driver,

driver of shunting engine, fireman, fireman of shunting

17Commonwealth Conciliation and Arbitration Act,
1904~1961, No. 8702/1961, Section 104 (2) (6), p. 95.

18Commonwealth of Australia-In the Commonwealth
Conciliation & Arbitration Commission Locomotive Enginemen's
Award (1956) and Variation (1959), New South Wales Govern-
ment Railways (No. SA5147 and A7542) Awaxd, pp. 1-26.
Variation, pp. 1-2.



. CHART NO. VI-2

.9
LOCOMOTIVE ENGINEMEN'S AWARD 1956 - MARGINSl

_ Adult male employees shall be paid at the rate of
the appropriate basic wage prescribed by Part 1 of this
award and in addition thereto shall be paid at the rate of
the margins prescribed in the following table:

(Commy. Austin)

Avard Award ' Variation
Item Grades or Calling Margin Margin
No. : (Pexr day) (Pexr day)
1 (a) Trainee enginemen 2 4 3 0

(b) Trainee engineman if
gualified to act as
fireman 2 10 3 8

2 . (a) Trainee engineman whilst
acting as fireman -
for lst year 4 0 1
for 2nd year 5 0 5 6
thexeafter 6 3 0

(b) Trainee engineman whilst
’ acting as fireman firing
an express, mail or pas-
senger train 65 miles or
over in one direction 7 6 s 7

3 Cleaner, head -
(a) At Enfield, Eveleigh and
Broadmeadow 5 #] 6 5
{(b) Elsewhere 4 0 5 1

4 Trainee engineman, shed
(qualified to act as fire-
man) 4 0 4 1

5 {a) Fireman so classified
(not otherwise provided
for) -
Ist year 3 2 8 0
thereafter 6
(b) Fireman thereafter, so

classified (not other-

wise provided for} who

for the most paxt of a

shift fires a steam .

locomotive 10 0 12 10

lgIbid., Award, pp. 14-15, Variation, pp. 2-3.
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CHART NO. VI-2 (continued)

Award Award Variation
Item Grades or Calling Maxrgin Margin
No. (Per day) (Per day)

5 (c) Fireman who, for the

most part of his regular

duty, works express,

mail, or passenger train

65 miles or over in the .

one direction. 10 0 12 10

6 Fireman {other than shunting)

with five years service as

fireman qualified to act as

driver (locomotive} and ready,’

willing and available to ac-
. ¢ept appointment as driver

regardless of the location of

the appointment. 10 7 13 7

7 Fireman employed exclusively
as fireman of shunting en-
gine (other than those in
Sydney passenger yard) -

for lst year ' 4 0 5 1
for 2nd year 5 0 6 5
thereafter 5 7 7 2
8 Fireman, whilst acting as a
driver of a steam, electric
or diesel electric locomo-
tive or electric train (ex-
cept as otherwise provided)
for lst year 12 6 16 0
for 2nd year 15 0 19 2
for 3rd vear 17 6 22 5
thereafter 20 0 25 7
9 Fireman, shed (qualified to
act as driver) 10 0 12 10
10 (a) Driver, so classified,
of steam, electric, die-
sel electric locomotive
or electric train (ex-
cept as otherwise pro-
vided for) -
for lst vear 20 0 25 7
thereafter 22 6 28 - 10
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CHART NO. VI-2 (continued)

Award Award Variation
Item Grades or Calling Margin Margin
No. (Pexr day) (Per day)
10 (b} Driver, who for the most

part of his regular duty,

drives express, mail or

passenger train 65 miles

or over in one direction 25 0 32 0

11 Driver of shunting engine
(other than those in Sydney
passenger yard)} -

for 1lst year 12 6 16 0
thereafter 15 0 19 - 2
12 Driver of xail motoxr not re-
guired to be qualified as
steam drivex -
for lst year 12 6 16 0
for 2nd year 15 0 19 2
for 3rd year 17 6 22 5
thereafter 18 9 24 0
13 Engine turner or hostler 10 ] 12 106
14 Engine turner's or hostler's
assistant 3 2 4 1

Driver, acting driver, driver of shunting engine,
fireman, fireman of shunting engine, and/or acting fireman,
shall be paid 2d. additional for each shirt (maximum ls per
week) during which he works on a steam locomotive to com-
pensate for any disabilities not otherwise included in the
margins.

Avard item 12 differentiates a "driver of a rail
motor not required to be gqualified as a steam driver." Ttem
12 allows for a maximum margin (1959 Variation) of 18/9 per
day, whereas item 10, "driver, so classified, of steanm,
electric, diesel electric locomotive or electric train.."
receives a maximum margin of 28/10. The driver of "..an ex-
press, mail or passenger train 65 miles in one direction.."
is paid a daily margin of 32/0. This compares favorably
with the daily increment of 19/2 paid the driver of a
shunting engine.#

201hid., award, p. 15.
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engine, and/or acting fireman. . .during which he works on
a steam locomotive to compensate for any disabilities not
otherwise included in the margins." In this instance the
Commissioner did not make the awara addition because of
increased productivity or-greater use of skill, but because
of the disabilities associated with the job.zl'

Other sections of the Award reflect in a limited way
the continuing impact of diesels upon thekjob context.
Award item 5(b), as per Chart No. VI-2, differentiates be-
tween a fireman on a steam locomotive from one working on
the other motive forms, Unclassified fireman in Section
5(a) are paid {under the 1959 Variation) a margin of 11/2
per day, while firemen with similar experience on a steam
locomotive are paid a margin addition of 12/10 pex day, an.
increase of approximately 15%. Likewise, a fireman who

works ". . .for the most part of his regular duty, works

express, mail or passenger train, 65 miles or over in one

direction," is paid a like margin of 12/10.22

Productivity and Wages

In 1862, the Australian Federated Union of Locomotive

Enginemen appealed to have the Award of 1956 varied so that

under, the Award cognizance would be taken, in assessing mar-

ging, of their increased productivity through the operations

2lIbid., Award p. 15, Variation p. 2.

22Ibid., Award p. 15.
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of diesels. A considerable part of the union's case rested
on the approach ", . .that locomotive enginemen should. be
awérded a fair share of the fruits of increased productivity
attained largely as a result of their skilled work and

n23 In denying their appeal, Commissioner

cooperation, etc.
Gough stated, "There is no countervailing factor to be de-
duced from any change-over in work values accoméanying the
change-over to diesel, diesel-electric and electric forms
of traction, because an appropriate balance can be struck

n24 The

between the relative advantages and disadvantages.
Commonwealth arbitration system held that wage increases,
because of increased productivity, are computed in setting

the basic wage and not in setting individual margins,25

Time Allowances

Iin the section of the award dealing with "Time Allow-
ances" a differentiation is made between "coal burning
engines" and "other than coal burning engines." Sections

10(a} through 10(f) spell out the time allowances for coal

23Commonwealth of Australia, In the Commonwealth Con-
ciliation and Arbitration Commission, Locomotive Engine-
men's Awaxd Variation (No. A8601), p. 9.

241 0comotive Enginemen's Award Variation 1856, op.
cit., p. 9.

25Year Book of the Commonwealth of Australia 1960,
No. 46, op. cit., p. 428, '



burning loccmotives. Section 10(g) merely states, "Time
allowance for other than coal burning engines shall be as
agreed upon between the parties or as determined by the
Commission." This section was not varied in 1959. Sections
10(a) through 10(g) are cited below. It will be noticed how
detailed are the instructions of the award pertaining to coal

burning engines against compared with the lack of definition

in regard to other type locomotives.26

TIME ALLOWANCES - AWARD 1956

10. {a) For preparing coal burning engines which were not
put away by them on the previous trip, drivers and
firemen shall be allowed -

(i) if the engine be of the 12,13,14,17,19,20,
24,25,26,27, or 30B;
(Li}if the engine be of the 30T 32,34,35,36,38,
' 50,53,55,57, or 58 class,
drivers and firemen ~ 60 minutes.

(b) (i) For preparing coal burning engines which were
put away by them on the previous trip, drivers
and firemen shall be allowed 50 minutes.

(11)When engines are prepared for enginemen, dri-
vers and firemen shall be allowed ten minutes
before whistling out time, excepting where the
engine is of the 57 or 58 class, for which 15
minutes shall be allowed, plus any extra time
as provided in paragraph (i) of subclause (c)
hereof: in these cases the kit shall be placed
on the engines for the outgoing enginemen.

(¢) (i) The time allowance for preparing engines shall
count from time of signing on until time due
to arrive at traffic points, excepting Eveleigh,
Goulburn, Cowra, Lithgow, Narrandera (Hay end),
Broadmeadow, Werris Creek and Clyde and any
other places that may be agreed upon between
the parties, where additional time shall be
allowed to run to traffic points.

261,0comotive Enginemen's Award Variation 1956, op.cit.,
sections {C), (F), and (G).
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(c) (ii)When two engines whistle out of loco.
"coupled" the enginemen of the leading
engine leaving loco. shall be allowed 5
minutes additional to the allowances pre-
scribed in sub-clauses (a) and (b) and
paragraph (i} of sub~clause {c) hereof.

(d) When required to prepave the same coal burning
engine a second time within any one shifit,
drivers and firemen shall be allowed 50 minutes
for the second preparation of the engine.

(e) Por putting away coal burning engines the allow-
ances shall be: ~ "57" or "58" - drivers 35
minutes, firemen 20 minutes. Other classes -
drivers 30 minutes, firemen 15 minutes.

Such time shall be calculated in the case of
putting away tender engines from arrival on
loco. pit and in all other cases from time of
passing traffic points.

(f) When required to knock down fires and rake out
ashpan, firemen shall be allowed 30 minutes
extra, but if assistance be provided the allow-
ance shall be reduced to 15 minutes.

(g) Time allowances for other than coal burning
engines shall be as agreed upon bhetween the par-
ties or as determined by the Commission.

Limits of Mileage in Shifts.

Section 15(a) to 15(e), as cited below, of the Loco-

motive Enginemen's Awaxd, places specific limitations upon

- the amount of work that an engineman may accept in one

shift. ©No specific mention is made of enginemen emploved
on diesels. However, the award has set out a forﬁula as
follows in Chart No. VI-3, which equates mileage and time
worked. Under this formula an houxr of work approximates to

between 20 to 22-1/2 miles, or vice versa. Mileage goals

o8



o

would be .easier to obtain in a diesel than in a steam

_—

locomotive.

160
180
200
220
240

15.

27

- CHART NO, VI-3

TIME TO BE

MILEAGE28 ‘ CREDITED
miles and up to and exclusive of 180 miles 8 hours
miles and up to and exclusive of 200 miles 9 hours

miles and up to and exclusive of 220 nmiles 10 hours
miles and up to and exclusive of 240 miles 11 hours
miles and up to and exclusive of 260 miles 12 hours

LIMITS OF MILEAGE 1IN SHIFT829

{(a) Except in the case of doubles, and except in the
case of accident or unavoidable necessity, engine-
men on steam locomotives shall not be required to
work in excess of the following prescribed mileage’
in any one shift -

(i) On express, mail passenger and fruit mail
trains and on fast livestock and fast _
through goods trains worked by passenger
type steam locemotives on passenger train
timetable, 165 miles.

(i1} On ordinary goods, fruit and livestock
trains, 136 miles.

(iii)}On fruit, mail, fast livestock, and fast
through goods trains worked by "57", "58",
58", or "60" class locomotives on passenger
train timetable, 165 miles,

(iv) The maximum mileage of any steam locomotive
double shall be 215 miles, and doubles shall
not be worked more often than three times per
week by any one engineman, nor shall the total
time on duty on any double, exclusive of any
interval, exceed 10 hours.

27 28 29

Ibid. Ibid, Ibid., pp. 20-21.
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(b)
{c)

(d)

(e)
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(v) A "double" means any shift worked by any

engineman when working express, mail,
passenger or fruit mail trains from his
home station to another station and return

" and the total mileage exceeds 160 miles,
provided that a minimum period of 30 min-

. utes is rostered at the turn round point
during which the engineman could partake
of a meal,

(vi) Enginemen working doubles shall be relieved
upon arrival at the terminal point on the
return trip where the spread of a shift
exceeds ten hours.

Except in the case of accidents or unavoidable
necessity suburban electric train drivers shall
not be reguired to work trains in excess of 152
miles on any shift.

Enginemen, other than suburban electric train
drivers shall not be required to work shifts
where the mileage run exceeds 230 miles, more
often than four times in any one week.

Except in cases of accident or unavoidable
necessity the rostered working of enginemen shall
not exceed 8 hours in traffic, if the distance

to be worked in such rostered shift exceeds 230
miles,

Enginemen working in excess of 230 miles on any
shift shall be relieved upon arrival at the

terminal point of the train worked.

Countrxy Differential

On August 9, 1960 the commission heard an appeal by

the Federated Engine Drivers and Firemen's Association of

Australia to vary the award covering these two groups so as

to eliminate the country differential. The petition was

granted and the award varied so as to eliminate said differ-

30

ential in pay.

Tbid.
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12 shifts."
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New South Wales Metal Trade Grades Award

~ The 1961 Railways Metal Trades Grades Award specifi-
cally defined what constituted “Ofdinary Hours of Work" and
"Overtime." These two sections are quoted below.. The de-
finitive nature of these two sections, in respect to em-
ployees associated with diesels, seems to indicate that fu-
ture awards in this area will redefine those employees en-

gaged in the "diesel context."31

Ordinary Hours of Work, Section 7: (a) "The ordinary

hours of labour for mechanical and electrical equipment
examiners, and for fitters in charge of interlocking sec-
tions, and for running fitters on trains worked by diesel

hours, shall be 80 per fortnight divided into not more than
32

Overtime, Section 8: (¢) "All time worked by

running diesel engine fitters in excess of nine hours on
any shift or in excess of 80 hours in any fortnight shall
be paid for at the rate of time-and-a-half: provided that
all time worked in excess of 12 hours or any shift shall

be paid for at the rate of double time.33

'31C0mmonwealth of Australia, In the Commonwealth
Conciliation and Arbitration Commission, The Railways Metal
Trades CGrades Award, 1953, Variation 1961, No. A8650,
pp. 23-50.

321pi4. 331pid.
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Summary

Of significance in analysing the main railway awards
was the apparent dearth of work rules that specifically
covered diesels. The approach of the arbitration system
to the problem of higher pay for performing a duty on a
more productive machine, not to increase the margin because
of increased preoduction. This approach was approved of by

management but strongly rejected by‘Labor.
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CHAPTER VIX
CONCLUSICNS AND EVALUATION
- The existing pattern of labor relations is disturbed
when a rail system switches from steam to diesel traction.
Skilled workers, formerly needed to attend steam facilities,
such as firemen, water pumpers, coal bin attendants, boiler
makers, etc., are no longer needed to service diesel loco-
motives. However, a railway using diesels does have an in-
creased need for electricians and diesel mechanics. In sum,
the net effects from replacing steam locomotives with die-~
sels are to reduce the number and variety of jobs.l
Diéselization, by initiating changes in the location
and structure of the work force, threatened the personal
interests of those involved, as well as it represented a

weakening of labor's overall strength. Unions, such as the

Australian Railways Union and the Federated Engine Drivers

~and Firemen's Association, whose vital interests were

affected, reacted more strongly than those with members not

directly involved. The size of a union, because of the

existing framework of arbitration, does not, in theory,2

lSee Chaptexr I, The Problem Stated. It is also of
interest to note that between 1945 and 1957 the employment
index for U.S. railroads declined from 81.9 to 59.3. This
neant a reduction from 1,419,505 workers to 984,784 workers.
See Industrial Comm. of New South Wales, op. cit., p. 935.

2It might be noted that a smallexr union would have
less influence upon the government. This would possibly be
of importance during periods of Labour administration in

influencing policy, such as in 1855 when the unions pres-
sured the State government into reintroducing.

1a3
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bear a direct relation with its ability to bargain more
successfully on wages and conditions of work but the size
does effect its overall power to influence policy within
the labor movement. This latter fact was of great import-
ance during the years of this study because the Labour Party
was the ruling party at that time.

By 1260 tﬂe capital investment in the New South
Wales Government Railways amounted to L260,000,000. The
system covered 6,108.25 miles of track and on an average
employed some 52,000 workexrs annually. In 1955 earnings
from all operations amounted to 77,312,262, and by 1960
revenues had climbed to 8%5,362,706; however, during this
period the railways had an average deficit from all opera-
tions of 5,800,000,

The Department of Railways is administered by the
Minister of Transport, a cabinet position in the New South
Wales government, through the Commissioner of Railways.

The task of running the railway and making most administra-
tive decisions falls upon the Commissioner.4

All employees of the Department, including the
Commissioner, were required duxing the period studied to‘be

members of a union. Unions were affiliated with either the

3Report of the Commissioner of Railways, op. cit.,
pp. 30-39.

4'I‘he public ownership of the New South Wales Govern-
nment Railways might be compared with the privately owned U.S.
Railroads and their Relationship to the Interstate Com.Comm.
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State or Federal compulsory arbitration systems, depending

whether their activities were intra or interstate in nature.

. Under this compulsory system all industrial disputes had to

be reported. Failure of the parties to a dispute to reach
mutual agreement, after conciliation attempts have been made,
résulted in a direct and binding edict being issued from
either the State or Federal arbitration body to settle the
dispute.

This system greatly lessened the need for the unions
and management to reallj try and work things out between
themselves, There appeared to be very little agreement or
even attempﬁs at mutual agreement, the reason being that in

light of this compulsion there was little incentive to reach

mutual agreement. In fact, it became part of the overall

Australian framework for unions and management to take ex-
tremely polar positions in disputes before the arbitrators.
Many astute observers believe the system compels this type
of 'polarising," especially when it is written into the law
that the commission/tribunals may not make an award in ex-~
cess of that asked by either party.5

The great effort of the New South Wales Government

Railways during the protracted war years ,(1939-1945) was

reflected in the worn out state of its equipment in the

5The answers to the gquestionnaires, found in the
Appendlx, regarding Union and Management attitudes are the
basis for these conclusions. See also Chapter V.
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immediate post war years. The hard currency shortage,
coupled with the economy Wide demand for new plant and
equipment tended to prolong this condition.

Immediately after World War II the sophistication
and extension of non-rail forms of transportation began and
proceeded on an ever increasing tempo. Air transport and
private automobiles were able to provide lucrative alterna-
tives to the élow inefficient train services. Also, the
trucking industry, in spite of an odious system of licensing,
was making steady headway. In 1954 the trucking industry
was femporqrily de-regulated, by court degree, and even in
the face of later more constitutional restrictive legisla-~
tion it was able during this period to establish a secure
"beachuhéad."e

In 1954 New SouthVWales experienced extensive f£lood-
ing which~temporérily incapacitated over one-third of the
Department's permanent way. The resultant emigration of
business to other carrier modes greatly increased and the
railways faced the sure alternatives of either taking steps
to become competitive or going into a very fast financial
decline. The answer was to accept the most readily avail-

able expediency - dieselization.7

6See Chapter III, Unconstitutionality of New South
Wales Transport Act. .

7

Ibid.
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Once the decision was made to dieselize, the only
limitating factor was the lack of capital funds. Probably
to placate the unions (and for no other reason that turned
up in this study), the Department at a cost of over $600,000
employed the services of Ebasco Serxvices Inc., of New York.
This firm made similar recommendatiﬁns to those contained
in the Commissioners Report of 1955, The essence of this
was - dieselize and effect other economies. Perusal.of this
report suggested that a capable araduate sﬁudent, for much
less money, would have been able to arrive at the same con-
clusion and present the same data,

The Australian labor movement, always suspicious of
any efforts to introduce American type job procedures was

most irked at this company being called in. The announce=-

ment of Ebasco being hired evoked a number of wild-cat strikes

and the union equivalents of "teach in." The findings of
Ebasco were never really followed (management felt slighted
and generally rejected their suggestions out-of-hand). The
State government could mark this incident down as one big
political fiasco.8

In 1955, there were 1,187 steam locomotives and 27

diesels; by 1960, there were 1,009 steam and 149 diesel

8Both union and management representatives expressed
in answering the questionnaire and in personal interviews -
see Chapter V and Appendix - dissatisfaction at the State
government bringing in Ebasco Services Inc.
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locomotives. During this period the average number of em-~
ployees declined by 5,000 workers, or 9.1%. The first méin
line that was dieselized was the North Coast {(Taree) trunk
line. VDiesels during 1955-60 found limited use on other
lines and in yarcd operations.9
Taree was presented as a study of how a former

"depot town" for steam locomotives was affected by bringing
the newer tractive mode, Other aspects oflthis section in-
volve the degree (or lack of it) of cooperation reached be-
tween management and labor in the introduction of changes
that eliminated many of the rail jobs at Taree. Also, two
case histories are presented in an endeavor to illustrate
the "human effects."” |

| The conclusions drawn from the study of Taree were:
(1) Management did not begin with any real plan to advise
the unions about impending chanées and did not have, at
first, an effective scheme worked out to help alleviate the
hardships endured by people who had to move because their
jobs were eliminated at Taree. It was in this regard,
largely due to the efforts of the State branch of the
Australian Railways Union, that certain guarantees regarding

"no retrenchments" and offers of departmental assistance

were given.

Q
“See Chapter IV.

108




The second conclusion (2) was that such changes
when introduced to a small rural community can alter the
whole socio-economic pattern of that area (at least in the
short run). The social disruptions were mainly caused by
the need for people to shift to other locales for work,

This interrupted the life pattern of many in regard to their

schooling, peer groups, and other associations. The econo-

mic disruptions were reflected in less jobs in the community,

lower business earnings, lower house values (thig particu~
larly hurt rail employees who had to move). In general,
the economic activity of the area slowed considerably.

It was noticed in analysing this section that what
agreements were reached were done so by inter-reactions dir-
ectly between management and labor rather than via the in=-
stitutional framework of the arbitration systems. It would
be too early to see if this type pattern was developing on
an industry wide scale.t?

The section dealing with "attitudes” reflected on
the part of labor and management very traditional views
toward wages, conditions of employment and job security.
Management wanted to protect its managerial prerogatives,
while labor was most anxious to impinge upon such and thus

be in a position to help sustain and improve its position

10The discussion of Taree is fully developed in
Chapter IV.
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regarding job content.ll

Management opposed labor's contention that wage
increases should be determinant upon increases in éroductin
vity. The commiséion/tribunal repeatedly has upheld this
position of management. It would appear that labor is only
advancing guite valid economic arguments in suggesting that
some increases from productivity be passed on in terms of
wage increaseé. The Department, by adopting such a wage
policy, should be able to get a more rational use of its
labor resources.

| The whole criteria of wage determination is taken up
in Chapter VII. A reading of this chapter will show that
wages in Australia are determined by a dual State and
Federalisystem. The Federal system uses as its criteria
for determining the basié wage, the ability of the overall

economy to sustain such a wage. The basic wage, with small

‘differentials, is set by the Commission for the entire coun-

try. To this basic wage is added margins. These margins
are computed on the basis of skill used on a job and dis-
comfort associated with a job. State determination is
closely correlated‘to the Federal Basic wage, but has an
automatic adjustment aligned with the "C" series retail

price index.

llConsult Appendix and Chapter V for further
discussion. ‘
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Great volumes of criticism could surely be written
from an economic viewpoint, refuting this whole institu-
tionalising of the wage determination system.l2 The main
criticisms offered here are:

(1} How do people with largely legalistic training
get the foresight to be able to set wages for the economy
as a whole? |

(2) This type of system dictates a uniform factor
cost for the whole economy, and therefore largely hegates'
the ability of the market mechanism to efficiently allocate
labor resources among the various sectors of the econony,
On this baéis, it would appear that the arbitration bodies
have taken upon themselves the duties of rationing labor
resources.,

(3) Economic theory would support the claims of the
unions that productivity (marginal) rather than institu-
tional factors should be the main determinant of wage levels.

In regard to wages, the conclusion was drawn that

the arbitration system actively works against the proper,

2Some of the problems associated with a rigid wage
system based on non-economic factors is discussed in
National Income and the Price Level, Martin J. Bailey,
Chapter III, pp. 44-83, McGraw-Hill Book Company, New York,
1962, This discussion, while confined to a relatively
limited economic model, does highlight some of the adjust-
ment problems associated with an economy that does have a
wage structure based on non-economic (overt union pressure)
factors.
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economic distribution of wage rewards. The result is that
industries like the New South Wales Government Railways,
which are currently enjoying a secular decline, have similar
wage structures to more prosperous industries. It was con-
cluded that this system of wage determination had a large
part in the Department's decision to accelerate its program

of dieselization 1955-1960,

Suggestions

On the basis of the preceding study, the following

suggestions are offered.

(1) More direct communication should be established
between management and labor.

(2) Further efforts to re-regulate fhe New South
Wales transport industry should be avoided. New South Wales
would benefit from a competitively priced transport systemn.,
The present use of rail services to supply extremely small
towns could be more profitably undertaken by small one-unit
trucking operations.

(3) Complete dieselization should be introduced;
however, the Department should bring about such changes in
a planned manner so as to alleviate labor distress where
possible.

(4) The current system of wage determination should

be changed so as to allow market forces a greater "role.”
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APPENDIX
MANAGEMENT QUESTIONNAIRE

Question 1l: In what way has the introduction of techno-

logical innovations affected Industrial Relations in the

New South Wales Government Railways? (Specifically diesels)
Angwer: "There has been no radical change in indus-
trial rélations as a result of the introductioh'of

"new modes of motive power, etc."

Question 2: Do you feel that there is a need for such a

study (this thesis) and if so, why?
Answer: "Any action which brings industrial harmony
is. worthwhile. At the presen£ time industrial rela-
tions are good and I can see no reason why this state

of affairs should not continue."

Question 3: Do you consider the railway industry of this

state a secularly declining industry, and if so/if not, for
what specific reason?
Answer: "The railway industry in this state is not a
declining industry. With the introduction of modern
type motive power and rolling stock the Department is
obtaining increased business in both passenger and
goods traffic and it is anticipated that this position

will continued to improve."
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Question 4: Has there been any period in which a pro-

gramme of modernisation of plant and equipment has been
accelerated?
Answer: "The Department has élways sought to increase
its efficiency by the use of more modern plant and
equipment commensurate with ité capital ability."
“Since 1952 there has been a programme of
utilising diesel or electric power in lieu of steam
services. As at 30: 9 : 1962 there were 169 diesel-
electric locomotives in service, 16 diesel hydraulic
‘locomotives and 41 electric locomotives.
“In 1961, mechanised track laying was con-

menced in the Dubbo district."

Question 5: Why has this change taken place, and at this

particular time: what prior circumstances prevailed that
necessitated the introduction of such change? (Questions
6 and onwards will assume that the pace of change has been
accelerated.)

Answer: "These changes took place to increase the

efficiency of the Department.”

"Prior to this time (and since the war) much
of our capital was spent in carrying out maintenance

arising from the aftermath of the war (1939-1945)."

Question 6: In what areas have these technological changes

bzen concentrated?
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Answex: "Electrification - Hornsby to Gosford,
Paramatta to Lithgow, Carlingford line, and the
Enfield Yard.
"Dieselisation - North Coast line and branches.
Other lines operate diesel and steam services.
“Medhénisation of the permanent way main-

tenance, Dubbo area.™

Question 7: What are the limiting factors to this expan-

sion? What are the projected goéls of the Department in
regard to this matter of plant mechanisation?
Answer: ﬁCapital funds made available to the Depart-
ment.

"Ask the commissioner."

Question 8: What factors have influenced the Department's

“time schedule" in regard to implementing its programme
of dieselisation?
Answer: "The dieselisation programme has been planned
to be introduced over a ten year period, the prime
factors motivating this policy being:
(a) Finance A
(b) The utilisation of the boiler life
of steam locomotives
(c) The minimising of any hardships upon
staff.
"The first two are self-explanatory. In con-

nection with the third category, the Unions have been

assured that no employees will be retrenched as a con-
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sequence of staff becoming surplus. To fulfill this
assurance, and by virtue of the time span of the pro-
gramme, the Department looked ahead and restricted
recruitment of labouxr in the areas concerned to an
absolute minimum so that the number of employees who
would suffer hardship by transfer would be reduced to
as few as possible. By this it can be seen that the
security.of tenure was not affected.
"Very few down gradings were made arising
from the dieselisation programme because of the abili-
‘ty to‘plan ahead. Vacancies at the locations were not
permanently filled so that the number affected was
reduced,
"Rates of pay were not affected.
“Prospects'of promotion have not been mater-
ially affected. Whilst the number of tradesmen, efc.,
have been reduced at certain locations, the overall
effect of this has not diminished the general promo-~
tional prospects of the employees concerned. Seniority
in this Department is governed by length of service in

the grade irrespective of location in the branch.”

Question 9: Why did the N.S.W.G.R. wait until 1955 to

bring about these drastic changes?

swer: "Mainly capital needs."
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Question 10: Was the Ebasco Report necessary?

Answer: "Will not answer.”

Question 1ll: How closely have the recommendations of the

Ebasco Services Inc. been followed in the implementation
of this programme?
Answer: "Some recommendations have been adopted.
Mechanisation of the Permanent Way dd not follow
"Ebasco," but rather the plans of the Department's own

engineers.”

Question 12: How did the unions react to the bringing out
of the "Egasco" people? Arxe not the many of the unions
within the N.S.W.G.R. suspicious of outsiders - especially
an American outfit?

Answer: "There were some half hour stoppages due to

the bringing out of the "Ebasco" people."

Question 13: Were the unions consulted prior to the

announcement of this scheme for modernisation? Were the
unions consulted during the course of the actual planning
or after, when the plan was finalised?
Answer: "Unions were not told prior to the planning
or during the planning, but told when the policy was

announced."
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Question 14: Would the N.5.W.G.R. regard a demand by the

unions to participate in the planning of such a scheme as
too much an infringement on the rights of management?
Answer: "The Government Railways Act constitutes the
Commissioner for Railways, New South Wales, with power
to operate, maintain, etc., the railway system in this
.state,
"As Commissioner he is responsible to the
Government through the Minister for Transport, for the
efficient functioning of the Department, and it is his
responsibility to plan for the future requirements of

the Service."

Question 15: What is the degree of unionisation in the

New South Wales Government Railways?
Answer: "Each new entrant into the Sexrvice is re-
guired to sign an acknowledgement to the effect that
he/she will join a recognised Trade Union covering
his/her calling.

"Twenty-eight days after commencing service
they are required to produce proof that they have com-
plied with the instruction.

“The only exception to this instruction is
for certain female employees who receive less than the
wage for a junior station assistant under 17 years of
age (at present 8.0.0 per week). These females would

be the lower classes of gate-keepers, station
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attendants, etc., whose hours of labour are deter-

-mined by the actual requirements of their particular

positions, but in any event would total less than

40 hours per week."

Question 16: How many unions are there (and in what

capacity do they operate) within the framework of the New

Souteh Wales Government Raillways?

Which of these are

state wide and which nation wide in their scope of activi-

ties and affiliations?
- Answer:

Nation Wide

Australian Railways Union
National Union of Railway-
men of Australia

Australian Federated Union
of Locomotive Enginemen

Amalgamated Engineering
Union '

Australasian Society of
Engineers

Electrical Trades Union
. of Australia

Blacksmiths' Society
Moulders' Unicn

Sheet Metal Working Union
Boilermakexs' Society

Federated Ironworkers'
Association of Australia

Covering all railway
grades.

Covering all railway
grades.

Drivers, firemen, etc.
Mechanical fitters,
etc.

Mechanical fitters,
etc.

Electrical fitters,
etc.

Blacksmiths
Moulders

Sheet metal workers
Boilermakers

Ironworkers, trades-
man's assistants, etc.
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‘Vehicle Builders Employees'’
Federation

Australian Timber Workexs'
Union

Federated Engine Drivers
and Firemen's Association

Railways Professional
Officers' Association

Australasian Transport
Officers' Tederation

Amalgamated Society of
Carpenters and Joiners

Association of Professional
Engineers of Australia
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Ceachbuilders

qud machinists

Train drivers
Professional officers
Clerical staff, etc.
Carpénters

Engineers

Nation wide but only cover employees
in this Department under State Awards.

Building Workers' Indus-
trial Union

Painters' and Decorators'
Union
Plumbers' and Gasfitters'
Union

Plasterers' Society
Australian Workers' Union
Liquor Trades Employees'
Union

State

Female Salaried Officers!
Association

N.S.W.Government Railways
Tarpaulin Repairers'
Association

Building tradesmen
Painters
Plumbers

Plasterers
Construction labourers

Refreshment room
staff

Femal salaried staff

Tarpaulin repairers.
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Question 17: What are the most militant (union solidarity)

of the unions with which you have contact?
Answer: "The large majority of the Unions shown in
No. 16 are members of the Australian Council of Trade
Unions (Federal) and the Labour Council of New South
Wales.

"The first—namea in the trade union policy
making body and all affiliated unions are bound to
accept and follow such policies.

“All of the unions in No. 16 are active so far
as their efforts to improve their members' standards
are coﬁcerned, but of course the larger unions generally

make the running,"

Question 18: How have the unions reacted to the actual im-

plementing of these technological innovations?
Answer: "The general reaction from the unions has been
fairly good. In general, they realized the need for
the changes.
"Demands have been made through the Arxbitra-
tion Courts for increased margins for:
Locomotive drivers on the ground that with
diesels they were hauling heavier trains at
faster speeds; Decision - Increased margins
refused.
Permanent Way Staff in mechanised gangs on
the ground that greater mileages were being

re-railed, etc., by the use of these machines:
Decision - not yet handed down." -
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Questiop 19: ‘What would the unions regard.as an ideal
approach, to the problem of the introduction of new techni-
cal improvements, by the New South.Wales Government Rail-
ways? Would the unions in general.like a policy of joint
consultation adopted by the New South Wales Government
Railways?
Answex: "The Australian'Railways Union has advocated
this joint consultation policy for some time, particu-
larly since dieselisation, etc. Otherﬁunions have not
been so eager.

"In recent years there has been an increase in
management/union relations, relative to major changes,
in that the unions have been given the opportunity to
discuss changes that have been approved but not put
into effect. Dieselisation of the lines bring a prime .
example, where departmental and union officials visited
the areas concerned, and discussed these matters with
the men concerned.

"Arising from these discussions, local changes
were made, but the major policy remained.

“This, of course, is not joint consultation,
but it is an attempt to alleviate any hardships that
may occur.

"I personally do not think that joint consulta-

-tion is workable in this system.”
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Question 20: Have labour and management clashed on the

policy of retraining, gradings, promotions/demotions, sack-
ing pay scale, etc.? If so, could you explain the pogitions
taken on both of these matters and on any others that you
feel may need elaborating on?
Answer: "“There héve been no real clashes between the
Department and the Unions on the dieselisation pro-
gramme., A great amount of consultation has taken place,
with the result, that there has been a general accept-
ance of the Department's policy. |
"Employees are afforded the utmost guidance
and aséistance and they are the first to be informed

of the extent of the programme at their location."

" Question 21: How does the actual policy (see Question 19)

of the New South Wales Government Railways differ from
that (re: the implementation of new technological changes)
desired by the unions?

Answer: "No answer as given."

Question 22: What is the current demand (projected as well)

for labour in your industry? Has there been a greater de-
mand for skilled than unskilled workers, and, if so, why
has this simation changed since the immediate post-war years?
Answer: "At present the staff position is stable.
"Traffic grades (station assistants) in the

metropolitan area is the group in the greatest demand.
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*With the introduction of the electric and
diesel~electric locomotives additional tradesmen were

required and these have in the main been obtained.”

Question 23: How has the job situation changed because of

the technological innovations?

Answer: "With the intrcduction of new forms of loco-
motion, etc., the Department has sent employees con-
cerned to classes conducted by the manufacturers to
enable the employees to learn at first hand the proper
procedure to be followed in the performance of theix
work. Por example, tradesmen who have been employed
on repairs to steam locomotives have been instructed
on the right methods to be adopted on repairs to diesel
locomotives - it is still tradesman's work, requiring

tradesman's skill, but in a new field."

Question 24: If a man's skill is of no further use to the

railways, what happens to him?
Answer: '"Permanent employees are never fired andrvery
rarely demoted. Attempts are being made to mitigate
the effects upon the work situation by the use of

planning. Planning was only partly practiced at Taxee."

Question 25: Would vou say that there has been a trend for

greater or less work opportunities in the New South Wales

Government Railways due to these changes?
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Answer: "Arising from the dieselisation programme
there has been a greater demand for employment of
electrical tradesmen.

"Some slackening in demand for unskilled
labourers, helped by slowing the Department's recruit-

ing policy."

Question 26: How are wages determined in the New South

Wales Government Railways?

Answer: "Those Employees Covered by Federal Awards
(approximately 46,000)

"By application being made to the Commonwealth
Conciliation and Arbitration Commission; In the first
place the Union sends a letter of demand to employers
in at least two states. This is done so that an in-
dustrial dispute which extends beyond the limits of
any one state can be made so that the Commission can
function. Under the Conciliation and Arbitration Act
an Interstate industrial dispute must be in existence
before the Commission can take steps to settle the
dispute.

"The letter of demand is always exaggerated -
30 per week basic wage, 30 hour working week, 20 per
week margin for tradesmen, etc. - and the Unions say
that unless the demand is accepted within a periogd of
14 days the Commission will be informed that a dispute

is in existence. So far as the Railways are concerncd
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the Unions generally serve the Commissioners in New

. South Wales, Victoria, South Australia and Tasmania

because these States have since 1909 been parties to
Federal Awards. As a general rule the Commissioners do
not acknowledge receipt of these letters of demands in
case the Unions should think that we have accepted
them.

"Sometime after the 14 days have elapsed the
Unions inform the Commission that they are in dispute
with the various Railway Commissioners. fThe parties

are then called before the Commissioners. The parties

‘are then called before the Commission and upon acknowl-~

edging that the letter of demand has been received and
refused, the Commission will certify that a genuine
industrial dispute extending beyond the limits of any
one State is in existence and proceed to determine same.
“Such matters as basic wage, standard hours
and overtime prescriptions are generally left to be
determined when general applications are made and sup-
ported by the A.C.T.U. at a future pericd. The main
items generally dealt with are margins, extra payments,
disability allowances, expenses and matters which
affect the normal day-by-day working of the employees.

"The usual manner of presentation before the

' Commission is for the applicant to present its case

and call any witnesses it desires. The respondents



then have their say plus any witnesses they desire,

and the final reply is then made by the applicants.,
After that the Commission has to give its decision.
This decision may be appealed against - however this is
very rare - for the reason that it is the A.C.T.U.'s
policy not to appeal.

Those Employees Covered by State Awards
{(approximately 3,000)

"In this jurisdiction letters of demand are
not required. The normal procedure is for the appli-
éant to, file an application with the Industrial Com-
mission of New South Wales to either make a new award or
vary an existing one. The Industrial Commission directs
the Union to serve a copy of such application upon the
respondent Commissioner, and when this is done, the
matter may then be heard. Similar procedure to that
outlined above, so far as the hearing of the claim
then follows.

"8o far as this Department is concerned, the
majority of the awards in this jurisdiction are dealt
with by a Conciliation Committee for each award. The
various parties are evenly represented, and a chairman -
a Conciliation Commissioner completes the committee.

The chairman determines the matter if all the board
members fail to agree, which is normal procedure. An

avard of a Conciliation Committee may be appealed

135



e

LA

against to the Industrial Commission.”

Question 27: To what degree is collective bargaining used

in the New South Wales Government Railways?
Answer: "Collective bargaining in the American sense
is not used.”

"Only on two occasions in recent years (1958)
héve the parties met around a table to confer on award
claims where some measure of give and take was applied.
A Conciliator, appointed under the Commonwealth Con-
ciliation and Arbitration Act, handled the matter,
although he was not in attendance at all the discus-
sions. When the parties had agreed on the matters, he
submitted his report and subseqﬁently the award was as
agreed by the parties. A Conciliator has very limited
powers - he can act, only if both parties agree to
accept his decision, and both parties must agree to his

report."

Question 28: What appears to be the possible future trends

that may become apparent, re: the further introduction of
these technological changes and industrial relations in the
New South Wales Government Railways?
Answer: "Further dieselisation will be dependent upon
two main faétors (1) capital available and (2) increas-~

ing railway traffic."
No answer was given to the second part of

Question 28.
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Question 29: <Can we draw on overseas experience to see

what may happen on the local scene with regard to any pat-
terns (industrial relations) that may establish themselves?

Answer: This guestion was not answered.

Question 30: Have the railways benefitted from the intro-

duction of these technological changes, and in what ﬁay?

Answer: "Dieselisation: The railways have benefitted
in that our service has been speeded up as a result of
the introduction of these locomotives.

"Less locomotive crews are required through
the use of multiple units.

"Less running maintenance is required (coaling,
etc.). Greater loads may be hauled.

"Mechanisation of the permanent way: A better-
track (enabling high speeds) should result from the use

of mechanised track laying equipment.®

Question 31l: (a) What is the productivity per worker in

the New South Wales Government Railways? (b) Has this
productivity increased with the advent of these new methods?
(c) Assuming that the worker is more productive; have pay
increases kept pace with increases in productivity per
man-hour in the New South Wales Government Railways? (d)

Do the railways feel that a man operating a more productive

unit of capital equipment is entitled to a higher pdy rate?
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Answer: "(a) This cannot be determined because it is
and industry which covers practically every conceivable
occupation, workshop, running station staff, cleriéal,
professional, etc.

"(b) With the advent of new machines more work
may be done with less staff but it does not necessarily
denote that the operators' productivity has increased.
For example, a labourer using a hammer would drive in
less dog spikes than a labourer operating a pneumatic
machine, but the operating of the machine calls for
less skill and less ranuval effort than using the hammer.

"{c) The Commonwealth Conciliation and Arbi-
tration Commission has announced in its judgements that
increased productivity has been one reason for basic
vage increases (in other words, it haé been taken into
consideration in assessing the basic wage) , and in the
November, 1959 decision relating to margins in the
Metal Trades Award, when all current margins were in-
creased 28% (also applied to railway awards), the Com-
mission said that part of the reason for the increase
was because of increased productivity on a National
level.

"Railway employees have received these in-~
creases but they have not received any pay increases
because of increased productivity in their own right.

They have claimed them but to date they have not been
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granted. For example, in August of this yeaxr, 1962,
the Commission refused to grant to locomotive drivers

- an increase in margins, and one of the main grounds
used by the Union was the incfeased productivity of
the drivers as a result of the increasing use of diesel
locomotives. |

"{d) No. The factors which determine the

margins are skill and disabilities associated with the
job, not the amount of capital invested in a machine.

"See {(a)."

‘Question 32: What conclusions can be drawn as to the fu-

ture of industrial relations in the New South Wales Govern-

ment Railways?
Answer: "I can see no reason why the present good
state of industrial relations that exists between the
New South Wales CGovernment Railways and the unions
should not continue. Of course, there will always be
differences of view between management and union, but
as long as both sides are prepared to settle their
differences rationally, or accept the decision of those
appointed to decide upon these matters, then future

relaticns should be amicable."



APPENDIX
UNION QUESTIONNAIRE

What is the total membership 6f your union?

How many of these are employed by the New South Wales
Government Railways?

Does your union feel that the New South Wales Govern-
ment Railways' recent implementation of technological
change has affected industrial relations between your
union and the railways?

Are you completely satisfied with the attitude toward
youyx eﬁployees by the railways in light of the intro-
duction of these new technological changes?

In what way do you feel that new changes in job proce-
dure should be introduced in the New South Wales Govern-~
ment Railways?

Does your union feel that all new contemplatedrtechno-
logical changes that may affect the labour situation
in the New South Wales Government Railways should be
discussed with the unions first?

For what reasons do you base your ansvwer to question
No. 67

Is your union under State oiF Federal Award?

Does your union feel that the advent of these new
mechanical devices, etc., né&éssitates a revision of

the present wage determination mechanism?
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9b. Could you please explain why you have answered

guestion nine such?

10. In what area and in what way have (if they have) these

new technological changes affected your members?

1l. Comments and suggestions?

ANSWERS

Question 1: What is the total membership of your union?

Approximately 7,500 in the State
of New South Wales.

As you can appreciate the vast
majority of the membership of
this Branch, approximately 22
thousand, are employed in the
building construction industry,
however, we have some 300 mem-
bers of the 67 odd thousand em-
ployed by the Railways Depart-—
ment.

6,000

10,000

60,500

22,000

3,742

Boilermakers' Society
of Australia (Mr. Hugh
Grant, Secretary)

Building Workers' In-
dustrial Union of
Australia (Mr. T.
McDonald, Acting
Secretary)

Amalgamated Carpentérs
(Mr. Harold N.)

Federated Engine Drivers
and PFiremen's Associa-
tion of Australia.

(Mr. D. Ferguson,
Secretary-Treasurer)

Federated Ironworkers
Association of Australia
(Mr. T. Healey)

Australian Railways
Union (Dr. Lloyd Ross,
State Secretary)

National Union of Rail-
waymen of Australia
(H.C.Law, Secretary)
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Approximately 11,000 in New South
Wales.

9,310

8,000 to 9,000

170,000 in Australia, 35,000 in
New South Wales ;

L

The Sheet Metal Working,
Agricultural Implement
and Stovemaking Indus-~
trial Union of Australia
(T. Wright, Secretary)

Australian Timber
Workers'! Union (J.A.

Weir, M.L.C. Secretary)

Vehicle Builders' Em-
ployees Federation of
Australia (M.P.McCarney,
State Secretary)

Australian Workers'
Union (C.T.0liverx,
Secretary)

Queétion 2: How many of these are employed in the New

South Wales Government Railways?

Approximately 800
300

Approximately 150
Approximately 150 hired-on a
weekly basis, occasionally 12
or more on temporary

500

21,000

3,707

224

Beoilermakers' Society
of Australia

Building Workers'
Industrial Union of
Australia

Amalgamated Cafpenters

Federated Engine Drivers
and PFiremen's Associa-
tion of Australia

Federated Ironworkers
Association of Australia

Australian Railways
Union

National Union of Rail-
way men of Australia

The Sheet Metal Working,
Agricultural Implement
and Stovemaking Indus-
trial Union of Australia
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120 ‘ Australian Timber
Workers' Union

1,300 Vehicle Builders'
: Employees Federation of
Australia
1,500 Australian Workers'

Union

Question 3: Does your unicn feel that the New South Wales

Government Rallways' recent implementation of
technological change has affected industrial

relations between your union and the Railways?

No

Continual conferences between
the Railways Department and the
Union have taken place during
the last five years, dealing
mainly with displacement of
labour caused by the introduc-
tion of diesel locomotion and
the failure of the Railways De-
partment, to expand and develop
new services to open up new
lines, duplication of suburban
line (already overcrowded)

Technological changes in workshop

production has not directly

affected building workers, but the

effects have.

Boilermakers' Society
of Australia

Building Workers' In-
dustrial Union of
Australia

New machinery, new methods of manu-

facture, replacement of wood with
metal (new signalling standards or
poles) have created a shortage of
work for building workers in that

Branch.

As a result there is a feeling of

bitterness expressed by the workers
to the manner that has been adopted
in dealing with the labour situation.
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The year 1951 saw over 1,000 building

workers employed in the New South

- Wales  Government Railways, however,

in 1952, through economi.c crises,
this was slashed to almost half;
since then the introduction of

automatic bricklaying and maintenance

equipment has further worsened the

position,

Yes, there has been some discon-
tent amongst the men, .due to
changes in location at work which
affects home-life, but mainly
among non-Carpentery section.

Very little strife in Railway,
only a minor problem.
No

No

. We feel that the technological
changes which have taken place
have not adversely affected the
industrial relations between
this union and the Department.

Our Union has so far been little
affected by technological change,
but relationships of all Unions
and Department have been affected.

No changes have taken place.

No

No

Amalgamated Carpenters

Federated Engine Drivers
and Firemen's Associa-
tion of Australia

Federated Ironworkers
Association of Australia

Australian Railways

.Union

National Union of Rail=-
waymen of Australia

The Sheet Metal Working,
Agricultural Implement
and Stovemaking Indus-
trial Union of Australia

Australian Timber
Workers'! Union

Vehicle Builders'! Em-
ployeces Federation of
Australia.

Australian Workers'
Union
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Question 4: Are you completely satisfied with the attitude

toward your employees by the railways, in
light of the introduction of these new tech-

nological changes?

No. Reason - Because the new Boilermakers' Society
technological changes have been of Rustralia
responsible for a reduction in

the numbers of boilermakers em-

ployed by the Railways Depart-

ment.
We are far from being satisfied Building Workers' In-
as the attitude of the Depart- dustrial Union of

ment and in addition we feel that Australia
side by side with technological

changes should go reduction in the

working hours, increased leave and

higher wage standards.

Unfortunately, this does not apply-
in the Railways Deparitment or in
. Industry generally.

No, we believe that any change amalgamated Carpenters

which assists the economy of the

Department should also benefit the

employees. Also there should be a i
greater consideration for remunera- :
tion in Gratuities and job oppor- i
tunities to redundant employees. ;

Should the Railways decide to use Federated Engine Drivers
spray guns instead of brushes; and Firemen's Associa-—

then, the uwnions should be con- tion of Australia

tacted first and a joint dis-

cussion should ensuwe regarding the

effects of the spray gun upon the

. job position of the union members. ;
The union would not try and stop ?
the use of the spray gun, but it

would want to soften any effects :
it might have, job wise, upon its i

members. The union also holds,
that such discussions improve re-
lations within the industry.
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No, with the introduction of
these new technological changes
workers productivity has in-
creased, and the wage rates have

not moved in the same proportion,

or in fact at all.

No

I take it that you mean our mem-
bers and not "employees." The
expression "new technological
changes" has been given a very
broad interpretation within the
Railway Department, and within
that interpretation, we are not
completely satisfied with the
attitude of the Department
towards our members.

Unions generally have on occa-
sions been critical as to
methods adopted by Department
in relation to introduction of
changes.

No changes have taken place.

Satisfied yes, - Completely No.

Subject to adjustment of wage
rates and working conditions,
yes.

1l4s

.

Federated Ironworkers
Association of Australia

Australian Railways
Union

National Union of
Railwaymen of Australia

The Sheet Metal Working,
Agricultural Implement
and Stovemaking Indus-
trial Union of Australia

Australian Timber
Workers' Union

Vehicle Builders!
Employees Federation of
Australia

Australian Workers'
Union

Question 5: In what way do you feel that new changes in

job procedure should be introduced in thé

New South Wales Covernment Railways?

Providing new procedure does

not diminish the existing number
of boilermakers employed by the

Railways Department or interxfere
with their conditions of employ-
ment.

Boilermakers' Society
of Australia



We feel that new changes in job
procedure should be introduced

in the Railway Department, and

in industry generally, on the
basis of consultation with the
Trade Unions and not at the ex-
pense of the rights and interests
of the workers.

Plenty of notice should be given
to unions and employees about
changes so that they can adjust
themselves and any trades, etc.,
being redundant should be given
job opportunities at no less pay
at locations close to homes.

No case where this conference
policy has been followed.

As the New South Wales Rallways
is what may be termed as a career
industry the introduction of job
changes should be introduced in a
planned manner after discussions
with the men and unions involved.

These changes in the New South
Wales Railways have occurred
slowly, intermittently and almost
insidiously.
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Building Workers'
Industrial Union of
Australia

Amalgamated Carpenters

Federated Engine Drivers
and Firemen's Associa-
tion of Australia

Federated Ironworkers
Associaton of Australia

Except in the big issues of diesel~ Australian Railways

isation, and mechanisation of the
permanent way, it would have been
difficult for the Department to
have announced beforehand, what

they proposed to do and, therefore,
just as difficult for the Union to

formulate a detailed programme,

which should be followed. For ex-

ample, there is a big difference
between the dosing down of a pit,

which would deprive say 100 men of
their livelihood in a country town

Union

in New South Wales, and the removal

of one of two station staff in a
series of stations.
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My view here, very strongly, is
that there should be a responsi-
bility of a railway officer, to
keep in touch continuously, with
technoclogical changes, or all
changes, which are made possible
because of technological progress,
and to inform the Union immediate-
ly of these changes.

One of the difficulties that have
developed is that reports are
prepared by an Officex: these leak
out to the staff, who assume imme-
diately that the reports are to be
implemented. A good deal of our
woxrk is spent chasing rumours,
rather than dealing with decisions.

The Commissioner has indicated that
his policy is that the Union should
be informed of changes, but this is
a general decision, which has not
always been implemented by any means.

I have no point of view to express National Union of
in connection with this question. Railwaymen of
Australia

No sackings -~ no loss of wages or The Sheet Metal Working,

conditions - compensation for Agricultural Implcment
change in location - provision of and Stovemaking Indus-
housing for displaced workers, trial Union of Australia
etc., 35 hours week - increased

leave.

No comment, Australian Timber

Workers' Union

By joint consultation, ‘ Vehicle Builders' Em-

ployees Federation of
Australia
Gradually, and without dis- Australian Workers'
placing labour. Union
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Question 6: Does your unicn feel that all new contem-

plated technological changes that may affect

the labour situation in the New South Wales

Government Railways should be discussed with

the unions Ffirst?
Yes

This Union along with all of the
Unions with members in the Rail-
ways Department, over a long
period of time, had sought an
agreement on this principle and
in 1956 the then Minister for
Transport, Mr. Entiknap, gave
such assurance but this has never
been carried out.

Yes.
No. Just those of significant
importance, e.g., spray gun.

Yes.

I certainly feel that this is a
basic right of the employee in
modern industry.

Yes.

Yes.

Yes.

Yes.

Boilermakers' Society
of Australia

Building Workers'
Industrial Union of
Australia

Amalgamated Carpenters

Federated Engine Dri-
vers and Firemen's
Assocation of Australia

Federated Ironworkers
Agsociation of Australia

Australian Railways
Union.

National Union of Rail-
waymen of Australia

The Sheet Metal Working,
Agricultural Implement
and Stovemaking Indus-
trial Union of Australia

Australian Timber
Workers' Union

Vehicle PBuilders’
Employees Federation of
Australia.



Yes.

L

Australiam Workers!
Union

Question 7: For what reasons do you base your answer to

question number six?

Discussion between employers,
representatives, and the Unions'
representatives at all times
improves industrial relationship.

We are not opposed to technologi-
cal changes and developments, how-
ever, we are concerned that em-
ployers generally approach such
developments freom a profit motiwve,
with ingsufficient, if any, regard
for the interests of the workers.

The enployees have given good
service to the Department and the
Union, The Department has a re-
spensibility to protect their
interest and affect smooth opera-
tion of changes so as to benefit
both the economy of the depart-
ment wages and conditions of
employees.

Answered in question 6.

If new changes take place these
changes may mean the alteration

of job classification rxeésulting

in loss of take home pay or
alternatively the transfer of men
from one location to another and
possibly from one union to another,
such problems can only be overcome
by Union discussions.

The reasons are: FPirst, that since
an emplcyee's livelihood is at
stake; he is entitled to informa-
tion, which influences his liveli-
hocd: Second, that, since either
the Department or the Government -

Boilermakers' Society
of Australia

Building Workers' In-
dustrial Union of
Australia

Amalgamated Carpenters

Federated Engine Dri-
vers and Firemen's
Association of Australia

Federated Ironworkers
Association of Australia

Australian Railways
Union




or the community, benefits from
these technological changes, the
.employee should be placed in a
position to be able to express
his view on them. Unless he is
given information in sufficient
time to allow his views to have
some influence, then informa-
tion is a source of discontent,
rathexr than an aid to the solu-
tion of the problem. Industrial
unrest will certainly intensify,
if changes are made and employees
or their unions are not informed.

Personal problems arise as a re-
sult of the introduction of tech-
nological changes. For instance,
members have been called upon to
transfer to other locations and,
conseguently, this causes many
domestic problems to arise in
relation to obtaining suitable
housing. Interruption to educa-
tion of children also must be
considered and changes in employ-
ment of children is also another
factor that must be taken into
consideration as a number of
other matters.

Whole economic conditions and fu-
“ture of rail workers must be con-
sidered. Solution to financial
problems should not be sought at
expense of worker or public.

The majority of Union officials
have contact with members employed
in the Railways and also with mem-
bers employed in private industxy.
They visit many factories and are
generally up-to-date with advance-
ment in industry.

Change whether advantageous or not
is mostly resisted on the grounds
that "It is better to have the
devil you know rather than the
devil you don't know."

National Union of Rail-
waymen of Australia

The Sheet Metal Work-
ing, Agricultural Im-
plement and Stove-
making Industrial Union
of Australia

Australian Timber
Workers' Union

Vehicle Builders' Em-
ployees Federation of
Australia
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To avoid any displacement of
lzbour and if displacement of
labour is necessary that it be
absorbed in other industries.
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Australian Workers®
Union

Question 8: Is your union under State or Federal Awarg?

In the Railway Department, under

‘State, in Private Enterprise,

Federal

Our Union members working in the
Railway Department are employed
under the State Award; while the

majority of members of thig Union

are covered by this award, some
sections are covered by the
Federal Award. It is generally
the case that Unions have both
Federal and State Awards.
Federal

State Award

Both State and Federal

Most of our members are under
Federal awards but some are
under State awards.

In the main, Federal Award

Federal

The Union has both State and
Federal awards.

Boilermakers' Society
of Rustralia

Building Workers'
Industrial Union of
Australia

Amalgamated Carpenters

Federated Engine Dri-
vers and Firemen's
Association of
Australia

Federated Ironworkers
Association of
Australia

Australian Railways
Union

National Union of Rail-
waymen of Australia

The Sheet Metal Working,
Agricultural Implement
and Stovemaking Indus-
trial Union of
Australia

Australian Timber
Workers' Union
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Federal - Vehicle Builders' Employ-
ees Federation of Australia

State Australian Workers' Union

Question 9: Does your union feel that the advent of these
new mechanical devices, etc., necessitates a
revision of the present wage determination
mechanism?

Yes Bollermakers' Society of
Australia
To begin with, this Union is Building Workers' Indus-

most dissatisfied with the trial Union of Australia
present Industrial Tribunals. '

We believe that the workers
have not received the benefit
of increased productivity,

and therefore they are receiv-
ing a smaller and smaller
share of the national wealth
which they create and the rate
of exploitation is accelerated,
particularly in regard to such
huge monopolies as B.H.P. which
is commonly known. '

So therefore it is not just a
question of getting up a new
Authority, but the establish-
ment of a new principle on
which such Anthority would
fix wages.

Yes Amalgamated Carpenters
Would favor collective bar- Federated Engine Drivers
gaining. Similar occupations and Firemen's Association
in Victoria make 2 to 3 per of Australia

week more, because they are
under wage boards, which are
similar to collective bargain-
ing approach. A.C.T.U. favours
collective bargaining.

Yes Federated Ironworkers
Association of Australia



Yes

We feel that the arbitration
Tribunals need to revise their
approach on wage determina-
tion.

Yeg

Undoubtedly, there will have
to be a revision of the pres-—
ent wage determination mechan-
ism.

Yes

Conciliation and arbitration
is satisfactory if all the
parties arxe prepared to
cooperate.

Question 9b:
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Australian Railways Union

National Union of Railway-
nen of Australia

The Sheet Metal Working,
Agricultural Implement and
Stovemaking Industrial
Union of Australia

Australian Timber Workers'
Union

Vehicle Builders' Employ-
ees Federation of
Australia

Australian Workers' Union

Could you please explain why you have

answered question nine such?

Because the experience of the
Trade Union Movement is when
employers introduce new
methods of production the em-
ployer gains and the employ-
ees' wages remain as they are
at the time of the introduc-
tion of new methods of preduc-
tion. There is therefore a
constant demand by the Trade
Unions to ensure that employ-
ees shall benefit from the
new methods of production.

Question not answered.

Boilermakers' Society of
Australia

Building Workers' Indus-
trial Union of Australia
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The wage structure mechanism con- BAmalgamated Carpenters

sists of Basic Wage, Margin, Tool
allowance (fares and travelling
and loading in some instances
mainly casual construction car-—
penters) also 5/- special (dirt
loading) and 10/~ to 15/~ incre-
emtn by negotiation and indepen-
dent arbitrator. Whilst the first
items are by court decisions we
believe they should be higher in
accordance with general T.L.C. and
A.C.T.U. claims. With economics
by the Department, due to changes,
other leoadings should be increased.

Present system takes too long.

In the New South Wales Govern-
ment Railways due to its diver-~

Federated Engine Drivers
and Firemen's Associatbn
of Australia

Federated Ironworkers
Association of Australia

sity of occupations and the
areas in which the changes are
taking place it becomes neces-
sary for classifications to be
reviewed quite frequently.
Example: a Fitter was once an
unskilled labourer, today due
to the technological changes he
has to be able to utilize an
amount of mechanical gkill,

The basic issue here is the way  Australian Railways

in which the employee can share Union
any of the benefitsgs of technolo-
gical change. I do not believe
that it is sufficient for this
benefit to be obtained through
alterations in the basic wage,
My view is that there must be
developed a closer link between
the technological changes in a
particular industry, and the
benefits for the employee in
this industry. If the employee
does not benefit from technolo-
gical changes, then two things
happen. Possibly, the gap be-
tween the skilled and the un-
skilled will be widened and I
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take the view that this is already Australian Railways
wide enough. Or, alternatively, Union {continued)
since technological changes fre~

quently reduce the work values upon

which wage determinations are made,
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then there will be a tendency for

lower wages, which to me is oppo-

site to the policy that should be

followed in a period of increasing
productivity.

We feel that because of the ‘impact
of technological changes upon the
personal lives of members that
provision should be made in Awards
to fully reimburse members who are
reguired to move from one location
to another, parxticularly in the
country.

In view of changes in industry
generally increased production,
etc., the unions generally feel
an urgent need to lift wage lev-
els and introduction of more
direct negotiation and agree-
ments with Department.,

While in this revision the
skilled man could go higher,
probably the same number of high-
ly skilled men would not be re-
guired which could mean a larger
percentage of semi-skilled or
unskilled workers.

The question of industry's capa-
city to pay is a vexed one and

I know from experience that many
firms in the last two years,
owing to competition and rising
prices, have gone out of busi-
ness. Our bush section of the
industry also seeks a tariff
protection,.

Technological changes in Indus-
try are introduced for at least
two reasons -
1. To produce more rapidly than
previously with less
manpowver.

National Union of Rail-
way men of Australia

The Sheet Metal Working,
Agricultural Implement
and Stovemaking Indus-
trial Union of
Australis

Australian Timber
Workers' Union

Vehicle Builders' Em-
ployees Federation of
Australia
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2. To return a greater amount Vehicle Builders' Em-
of profit than that ac- ployees Federation of
quired previously. Australia (continued)

This being so the Unions feel that
if work is to be performed with
less manpower, ensuring greater
profit then an increasing amount of
this profit should be shared with
the employees who so produce it.
This is best ensured by constant
upward revision of wages.

The Australian Workers' Union is Australian Workers'
pledged to the system . of Concilia- Union

tion and Arbitration by an over-

whelming vote of its members. As

an official I speak with some 25

years' experience in the system.

Question:10: In what area and in what way have (if they
have) these new technological changes
affected your members?

This has already been answered by Boilermakers® Society
the reduced members of boilermak- of Australia

ers now employed in the Railways

Department as against the numbers

employed prior to the new techno-~

logical changes.

Question not answered. ' Building Workers' In-
dustrial Union of
Australia

I must point out that our members Amalgamated Carpenters
have not been affected a great

deal in comparison to A.R.V.,

A.F.V.L.BE., A.5.E., E.T.V., A.E.U.,

etc., have, and it would mainly

affect our members as to change

of location or district.

With the wider use of concrete and
steel (lockers, cabinets, etc.) it
requires less maintenance than tim-
ber therefore less Carpenters.
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No changes have taken place. Federated Engine Driv-
ers and Firemen's
Association of Australia

Members of our union have been Federated Ironworkers
affected mainly due to the intro- Association of
duction of Diesel locomotives. Australia

This has meant in some instances

a change in location, a decline

in requirements of members, and in
some instances a reduction in
wages.

The following changes have cccurred: Australian Railways
A. A group of about 200-300 employ- Union
ees, who were casuals at Albury,

have been dismissed. B. A small
number of employees have in fact

been dismissed as result of the
introduction of mechanical gates.

C. Dieselisation led to the trans-

fer of a large number of employees
from countyxy districts, to New-

castle and Sydney. It is not

possible to claim that these trans-
fers had serious consequences on

.the social life of the country

towns, although at different stages,

I believe there was a tendency for
House values to fall. The intro-
duction of technological changes in
the Permanent Way, has resulted in

the movement of men from isolated
areas, nearery to country towns, where
clearly the social amenities were

much greater than were possible along
the isolated tracks. The social chan-
ges mainly concerned with housing
problems, however, have been guite
serious in the transition. Due to a
negotiated agreement between the De-
partment and the Union, the Union was
able to obtain an increase in wages
for some of the men who were placed in
‘mechanised gangs. The Union argument
here was: {1) That employees should
benefit from the changes. (2) That

one of the new skills that was reguired
was the development of organization,
and that this should be incouraged by
granting the men a margin,



Members throughout the State have
been affected by technological
changes in the New South Wales
‘Railways Service. Again, I repeat
that this is applying the broad
interpretation as mentioned
earlier.

Question not answered.

No changes have taken place.

In the early days of the Railways
both carriages and trucks were
chiefly constructed of timber.

With the advent of time and change
a large perxcentage of the timber
carriages and trucks have been re-
placed by those constructed of
steel. Our members did the major
portion of the work on the timber
‘carriages and trucks but with the
advent of steel this work mainly
passed to fitters, boilermakers
and sheet metal workers. The prime
duty of the Carriage Builder who
previously built in timber is now
the removal and replacement of

standard items and this has reduced

the number of men required. As

this has been a gradual change over
the past thirty years no dislocation

of labour has been felt in this
Union.

Mining, all types of factory work,
heavy construction work, agricul-
“tural, pastoral, have all bene-

fited immensely from the mechanisa-~
is an instance

tion. The C.S.I.R.O.
of what is being done to improve
output from the land.

L.

National Union of Rail~-
waymen of Australia

The Sheet Metal Work-
ing, Agricultural Im-
plement and Stove-

making Industrial Union

of Australia

Australian Timber
Workers' Union

Vehicle Builders' ¥Fm-
ployees Federation of
Australia

Australian Workers'
Union
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COMMENTS AND SUGGESTIONS?

I would also like to point out that.
changes which are taking place in
technology in the general run of ,
building industry, affects the car-
penters in the Railway Romset guns
instead of plugging save time elec~
tric and air guns to drill holes in
brick and concrete, Power saws
(portable) Power etc., also shorten
the time spent in a particular job.

In answer to question 4, I intima-
ted that we were not completely
satisfied with the attitude towards
our members by the Railway Depart-
ment. In clarification of what I
said there, I would like to state
that a consistent approach is not
adopted throughout the New South
Wales Railway Department. The
Mechanical Branch, for instance,
adopts one line of approach towards
the question of whether an employee
owns his own home or not, and the
Way and Works Branch adopts another.

In the Mechanical Branch, the follow-

ing applies: 1. Staff who become
surplus are given the maximum possi-
ble time to adjust their commitments
before transfer to another location.
2. The order of transfers will be:

(a) Applicants who have been
noted for transfer in their
approved order.

{b) Volunteers desirous of
transfer.

(¢) Single men in their order
of seniority.

(d) Married men in order of
seniority. No discrimina-
tion between home owners
and those with rented homes.

Amalgamated Carpenters

National Union of
Railwaymen of Australia
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In the Way and Works Branch, under
"2 (d)" married men are trans-
ferred in order of seniority but
there is a discrimination between
house owners and thcose who are
renting homes.

We feel that the weakness here is

the inconsistency between the two

Branches, and representations were
made in order to endeavour to re-

move the inconsistency, but with-

out success.

National Union of
Raijlwaymen of Australia
(continued)
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