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Preface to 2nd Edition, 1969.

Jack Ashwell’s pamphlet, ““Four Steps for Progress”,
originally published in 1965, has been an important trail-
blazer in the workers’ control movement. It was the basis of
discussions in busmen’s seminars at national conferences in
both 1966 and 1967, out of which has arisen a strong demand
for, and some practical progress towards, workers’ control in
London Passenger Transport, and amongst municipal busmen.
The demand for workers’ representation on the new nation-
alised Boards created by the 1968 Transport Act was raised,
though unsuccessfully, by Trade Union M.P.s during the
passage of the legisiation through the Commons. And the
whole workers’ control movement, in which the busmen’s
campaign was a pioneer, has advanced enormously in the wider
trade union and labour movement, and has been vigorously
sponsored not only by the busmen’s union in London and the
provinces, but by whole Regions of the T&GWU, and by im-
portant other trade groups in transport, such as the dockers
and seamen, as well as in manufacturing and service industries
generally.

But perhaps the most important reason for re-issuing the
pamphlet, - now out of print in its original edition, but still in
strong demand - is that its basic argument is even more relevant
in 1969 than when it was first advanced. The busmen, and
particularly the municipal section, have been one of the chief
victims of the government’s irrational, arbitrary, and socially
unjust ‘‘incomes policy”. Basic pay increases for municipal
busmen have been frozen four times in the past two years,
with the result that they have received only one general wage
increase between 1966 and the end of 1968 - from January
1967 to December 1968 the basic wage for municipal con-
ductors was compulsorily held at the basic Official union
pressure which fell short of a direct conflict on this issue, has
been traated with contempt by the Government.

This grotesque and malignant treatment has been acc-
ompanied by continuous pressure upon the busmen to accep
“productivity’’ agreements. In one Report after another,
the Prices and Incomes Board has presented the same
“’choice’” to the busmen, - workers in an industry which is



grossly understaffed, which has low base wages, which works
absurdly long hours, and which is suffering economically
from all the consequences of private affiuence (the motor car)
amidst public squalor (the starving of public services and the
absence of social accountability in urban growth which have
fed to congestion in our towns)j. The choice for busmen as
presented, in P.I.B. Reports 16, 50, and 63, has been to accept
?ew methods of working, or remain at their present wage
evels.

There is no space here to iist the P.I.B.'s ““new meth-
ods™ in detail, but taken together, its demarms tor 1inmitieas
extension of Cne Man Operation, and for the almost total
abandenment of union and local depot safeguards against
excessive management powers to schedule work as thinks fit,
would @nount to an unthinkable retreat towards industrial
servility on the part of the busmen.

The Governiment and employers hope that, if the pressure
is sustained for long enough, the weaker sections of the bus-
mean will settle for some or al! of these terms, bringing down
with them the standards and union controis which exist in the
mcre etfective branches and towns, so that the collective will
of the workers is effectively reduced, and amenable to the
rationalising zeal which is to be unleashed under the new
ransport Act.

So far, whilst the union and the men have failed to
concert a head-on challenge to this strategy, and have suffered
the wage freeze with only fragmentary opposition, there has
been no total break-through towards the establishment of a
fully flexible and servile labour force. In town after town,
busmen still obstinately insist upon negotiating safeguards -
against redundancies, speed-up, the break-up of union rules
on hours of work, schedules, spread-overs, the employment
of part-time workers, etc. But they are fighting a fragmented
battle; faced with a powerfully cc-ordinated attack by
Governmerit, P.1.B., and employers, who have between them
shown scant regard for the rights and dignities of busmen, they
have lacked a counter-strategy which had an equivalent power

to unite all busmen, and which expressed the positive nature
of the busmen’s aspirations.

Jack Ashwell anticipated the dilemma in which the bus-
men now find themselves. He shows, first of all, that busmen
are entirely competent to analyse and comprehend the social
and economic problem of the public transport industry. He
demonstrates clearly that the new technology of passenger
vehicle construction, combined with social control over urban
traffic and road planning, could transform the transport
problem of the towns. And, in the name of social account-
ability, he rejects the handing over of unilateral powers to the
present bureaucratic managements. In short, he argues, as we
said in our original “‘Preface’, that busmen can only accept
responsibility for new methods, if they have power. His
programme and plans for the transition to workers’ manage-
ment follow logically - it is a programme which increasing
numbers of busmen are going to take up, no doubt to modify
in the light of local and regional circumstances, and to demand
with ever greater urgency in the near future. It is a programme
which will make increasing sense to wider and wider sections
of the working population, as each in turn feels the stultifying
weight of the current drive for servility at work imposed upon
it, disguised as “‘productivity agreement.”” This pamphlet
reveals part of the enormous potential creativity which lies in
our mature, intelligent working class - a creativity the more
frustrated and dammed back into apathy and indifference,
the longer our industrial autocrats continue to suppress it.
Productivity is no problem for free men: workers who are
coerced into productivity will hit back, either to establish new
defensive rules of their own, to preserve some control over their
lives, or to break out of the vicious circie for good.

The London busmen have already taken the first steps.
We show, in a new Appendix, some of the progress they have
made, and some of the probiems which arise along the way.
And we are delighted that the break-out of this programme
from its origins in the third port, to the metropolis, is further
symbolized by the Foreword contributed by London's veteran
busmen’s leader, Bill Jones who, as chairman of successive
national conferences of the workers’ control movement,
has been in the forefront of the fight for industrial dem-
ocracy.

TONY TOPHAM



FOREWORD to New Edition.

| welcome the opportunity to write the foreword to this
new edition of Jack Ashwell’s booklet, which | first read in
1965.

Since the booklet was first written, many important steps
along the road to the establishment of workers’ control have
been taken.

Firstly, the N.E.C. of the Labour Party have issuec_i their
pamphlet setting out their conception and/or interpretation of
what workers’ control can mean.

Jack Jones, the General Secretary elect of the Transport
& General Workers’ Union, moved the resolution on Workers'
control at last year's T.U.C. in a powerful, reasoned speech.

In very many sections of the Labour and trade union
movement the question of workers' control is now firmly on
the agenda for both discussion and action.

The London busmen certainly now understand what the
first, initial steps to workers' control can mean for, arising
from the London Transport Re-Shaping Plan with its’ intro-
duction of new services and one-man bus operation, the
Board have accepted the proposition that two members of the
London Central Bus Committee shall be members of the
Planning Committee.

This, of course, is only a beginning, but it means that the
eight drivers and conductors who make up the London
Central Bus Committee, and who are elected by the ballot
vote of the members, have put a foot firmly in the door of
“what is good for the bus passengers can be good for the
drivers and conductors.” It means that, instead of being told
after the L.T.B. experts have worked out and introduced any
new service or services, they are in from the beginning, and
are part and parcel of the planning team.

The struggle for the understanding by active trade union-
ists of what workers’ control can mean for their wages and

conditions is only beginning; many hard and difficult journeys
have yet to be made.

The role and winning of the fight for workers’ control in
the struggle for Socialism has still a good way to go. But it is
an issue that can no longer be dodged, and | am confident

that, in the period ahead, the demands will be louder and
stronger.

In an open letter | addressed tc the Chairman of the
London Transport Board | said, among other things: “‘With
the greatest possible respect, but being absolutely blunt (and
vulgar), they - your planners - couldn’t plan a piss-up in a
brewery. | also said: “| don't expect you to accept the
theory of workers’ control, an issue debated and accepted at
the recent Trades Union Congress and at the Labour Party
Conference. But, if ever a case was made for it, it has been
made as the result of our experiences from the first taste of
the Re-Shaping Plan. | could let you have the names of six
practical busmen, whose living depends upon a well-run and
thriving industry, that you could make part of your planning
team for the next stage.”

The words underlined are part of what workers’ control
means. We, on London buses, have taken a step in its
direction, as | have indicated.

| wish the booklet every success, and the sale it deserves.

BILL JONES. 1969



WORKERS' MANAGEMENT AND PUBLIC TRANSPORT
IN HULL.

Preface to Original Edition

This pamphlet has been written by the Chairman of the
T&GWU'’s Busmen’s branch in Hull. It is the outcome of
serious study of the problem of democratic government in
industry, and represents a highly practical application of the
objects of both the Transport and General Workers” Union,
and of the Labour Party. These objects are clearly stated in
the following clauses:-

RULE 2(2) (a) of the T&GWU reads in part:

““The objects of the Union shall further include:-

........ the obtaining and maintaining of just and proper
hours of work, rates of wages, and to endeavour by all
means in their power to control the industries in which the
members are engaged.”

CLAUSE 1V(4) of the Labour Party’s Constitution reads:
“to secure for the workers by hand and by brain the full
fruits of their industry and the most ecuitable distribution
thereof that may be possible, upon the basis of the common
ownership of the means of production distribution and
exchange, and the best obtainable system of popular admin-
istration and control of each industry or service.”

These objects have frequently been neglected by the
Labour movement, or regarded as impractical. To-day’s
circumstances in Hull Transport Department (as elsewhere in
industry) make it urgent, desirable, and practical, to raise the
question of industrial democracy as an immediate policy
issue. The proposals made in these pages overcome the old
objection that industrial democracy is impractical. They
affirm the principles which govern the Labour Party (the
majority Party in Hull's Municipal Government) and the
objects of the Union to which the busmen belong.

In recent months, the chief spokesmen for the
T&GWU (Harry Nicholas and Jack Jones) have been in the

forefront of the demand that workers - through elected
representatives on industrial committees - should have the
power to investigate management policies and to report
inefficiencies which they find. They have argued that if
workers are to accept new methods, and increase productivity,
they must be given this sort of power. They have said that
workers should have access to the hitherto secret financial
information upon which employers base their powers of
uncontrolled decision-making. Throughout industry, govern-
ment and employers are making far-reaching new demands,
that workers should accept new methods, and suffer wage
restraint, without their having any share in the power to run
industry. This pamphlet argues (in Section 1) that a major
change in the methods of operation in Hull Transport are
socially and economically desirable. However, it shows (in
Section 1) that the present structure of negotiating and con-
sultation machineryleaves the worker with a quite inadequate
control over the processes by which change would be intro-
duced. It then proposes (in Section Ill) that if the busmen
are to say “‘Yes'' to new methods, they must have certain pre-
conditions guaranteed. These conditions include questions of
wages and security. The final condition, which is developed
as a plan for self-management in the last Section, is that if
busmen are to experience a major alteration of the transport
system, they can accept no RESPONSIBILITY for this, WITH-
OUT POWER.

If the Labour Party in the town responds positively to
these practical and imaginative proposals, and if the Union
puts its weight behind them, we can embark upon a local
experiment in industrial democracy.

1965



1. THE PRESENT SET-UP FOR WORKERS’
PARTICIPATION.

The graph {see next page) explains the method by which
normal consultations and discussions are carried out by the
management and the trade union representatives of the drivers,
conductors, cleaners and the storemen within the department.

As far as possible, day to day complaints whether by one
member or more, are dealt with by the Road Representative
and/or the Chairman.

Where decisions are not accepted, then the complaint or
request are pursued upwards by the Secretary and the deput-
ation.

There is another procedurz for suggestions and com-
plaints and that is via the Traffic Works Committee. The
practice is to try and get satisfaction on compiaints through
the use of the Secretary and the lay representatives and keep
10 a minimum point for the Traffic Works Committee. This
committee is used by the trade union side mainly for suggest-
ions as we have no voting rights on it.

Canteen and other welfare matters of that nature are
dealt with on an Advisory Canteen Committee. Again no
voting rights.

The present system for negotiation and discussion gives
the trade union representatives access to managerial levels but
does not give any participation in decision-imaking affecting
the policies of the department. Matters presenied by the
trade union side are not dealt with in the manner one would
expect. !t would be as well 1o illustrate by some examples
delays and the frustration felt not only by the men's represent-
atives but also by the men themselves.

Last year after meetings with the management over the
introduction of a new method of eperation in East Hull and
fe-adjustment of the duties, a Dispute Committee from the
National Joint Industrial Council met to consider the men's
rejection on seven points, the introduction of the proposal.
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Following this there were further meetings with the manage-
ment which terminated in a one day’s un-official strike.
Following this action, the points made by the men were met
in part, and the new method of operation started as from the
27th July. It had been stressed many times by the manage-
ment that after a trial period any alterations necessary would
be put into effect. Apart from minor adjustments to specials
at the evening peak, no alterations have yet taken place, yet
we have proven what we said would happen has.

Some months ago the trade union side submitted a
proposal regarding holiday rotation. Various enquiries estab-
lished that no action had taken place on this because one of
the senior officials was leaving to take up another post. It had
to wait while another official was appointed to replace the
first, then it could be examined. This type of delay causes
the men needless frustration.

Traffic Works Committee: A suggestion to this com-
njittg:e can and does take months to process and then in
finality, it can be refused. This committee meets once every
three months.

Transport Committee: Meetings between this committee
and the trade union side are very few in number, concerning
matters on major policy decisions of the department,.such as
the Xmas Day issue. Only once has the trade union side won
their case before the Transport Committee and that was
years ago, over Saturday day off, on a late turn duty, once
every twelve weeks.

Consultation is a peor substitution for Workers’ Self
Management. We call on the City Party to rectify this situa-
tion as soon as possible on the following lines.



THE PRESENT NEGOTIATING MACHINERY

Transport Committee

General Manager

Deputy General
Manager {D.G.M.)

Chief Engineering
Assistant (C.E.A.)

TRAFFIC WORKS
COMMITTEE

Chief Clark

Chief Traffic
Gffice (C.T.0.)

EMPLOYERS' SIDE

Assistant Traffic
[ Qfficer (A.T.0.)

Chief Schedulas
Clerk {C.5.C.}

EMPLOYEES' SIDE

Branch Secretary
Chairman and six

Chief Inspector

J elected delegates i

!nspectors

Foreman
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SHRANCH SECRETARY

Union renresentstive on discipline
mattars, appasls, etc., investigations,
infurmation, and other snquiries not
saquiring & tull depuiation,
CHAIRMAN

Complsinis from members, wsually
& Fievancs. On sequest by a road rep-
resentatlya, accompsnies the rep. duty
schsdules, duty amendments, running
<ods, Btc., whan requested meets D.G.N.,
C.EA, CT.0. AT.Q, CE.C, on matters
atfecting branch which do not effact
beunch policy in the decisicn, discussions,
ste.

“AR. DEPN., BR. SEZ., CHAIRMAN & VICE

Plus one or mors road reps. as and
whan required meet management on
mquest or on branch instruction. Ususliy
fnatters concerning branch policy.

ROAD REPRESENTATIVES

Responsible to their rose for placing
iafore managemont complainis and
suggsstions relating to dutiss, schedules,
Tuniing cards, concerning their rota.
Fecaive from management new duty

h or
!s‘_m(r particular rota.

GRIEVANCE PAGCERURE

"
\\

FUNCTIONS

The consideration of the
following matters.

1 Working hours, time recording, duty
schedules, running schedules, and similar
matters,
2 Payment of wages, time, form and method.
3 Arrangements for holidays.
4 Questions of welfare, cantesn meals,
drinking water, lavatories and washing
accommodation, cloakrooms, ventilation,
heating and sanitition, accidents, safety
appliances, car equipment, first aid, !
ambulance and similar matters. |
& Improvements in method and organisation
of work, and safeguarding the rights of
work-people, inventing or designing |
. improvements in machinery.
6 Arrang for medical ination
whare such is a condition of employment.
7 Arrangements for coilectiogs to
hospitals and kindred institutions.
8 Such rules and regulations as maybe
issued from time to time, so far as such
rules and regulations affect the
objects of works committees.

Any of the staff that have a
arievance see forsman or inspector
1o telephors for 20 appointment
with C.T.0. or C.E2.A. if not sat-

PERSONAL DOMESTIC PROBLEMS 5

Any of the staff can apply to see the
Genesral Meneger on a mattsr such as

Iefiou request interview with this.
Genersl Manager,
*BRANCH DEPUTATION, BRANCH SECRETARY, CHAIRMAN & VICE A

l. HULL'S TRANSPORT PROBLEM
AND THE SOLUTION.

Planning changes in this city have affected transport
more than any other thing. By repopuiating, that is, new
housing estates, the distance between home and work has
been altered.

There have been changes in the social life, television, the
five day week, the inclusion of convenient shopping centres in
new housing estates, the partial return of people to live in
blocks of flats in or near the city centre.

In addition, households whose members make more than
the average number of journeys are the families that tend to

\use their car instead of a bus.

60% of journeys by car betweer 5 to 15 minutes in
duration which would certainly have been by bus except
that a car is so much more convenient.

Obviously there is room and need for a great deal of
further investigation into the reasons for the loss of passengers
in this town and into their requirements if they are to be
persuaded to continue to use our services.

It is time a full scale investigation was carried out into
the problem to really find out from the public what they do
want.

Flexibility of the Bus.

Up to the present time, planning paid little regard to
public transport. The flexibility of the bus to operate on any
reasonable road was sufficient during the years from the
1920’s up to recent times when there was plenty of road
space. Services grew up on certain roads with little or no
planning necessary for their operation. The town was more
or less compact and the population was in consequence
housed in an area surrounding the city centre or close to the
place of work.

1



In recent times, the city has extended out of all pro-
portion to what it was. The density of population in or near
the city centre has been removed, and also the younger
people living with their parents, on marrying sooner or later
qualify for a house, and move out to the new estates, which
of course, are on the outskirts of the city.

The effect has been two-fold, (l) that the services as
operated before the war have been extended to cover these
new estates, which in itself was a major financial cost to the
department and (2) that even with the extra mileage passengers
per mile have dropped. In effect, we are not even getting an
economic fare from those that do travel to the estates. This
increased distance to travel created the reason for the use of
the family car for these journeys. But this has not been the
answer to the transportation problem for there still remains
the young, the old, the infirm and those others who for one
reason or another cannot or will not use the family car.

The young, the old, the infirm are not an economic pro-
position where public transport is concerned, for after all it is
easy to quote that as a social service these should be carried at
reduced rate. To date no real financial assistance is provided
for their carriage.

We have the important need within this city to encourage
the use of public transport by those who could be regular
users as well as optional users. Not just from the financial
point of view, but for the benefit of the city as a whole.

Bus ‘services must be an essential planning item in this
city to overcome the problem now facing us.

Traffic Congestion

Traffic congestion in this city by slowing down the
traffic affects the reliability and speed of public transport. It
has been emphasised by leading authorities that traffic con-
gestion is mainly caused by the increased use of the private
car, that it is going to get worse, and that it could paralyse
our city centre in the next ten to fifteen years.

12

We must plan now to give an attractive alternative which
must at least compare to the car, both in reliability and speed.
To do this, plans must be made and then introduced to ensure
a rapid transit of people especially to the outlying estates, not
only from the city centre, but from the places of work. It has
been suggested elsewhere that this could be achieved by
giv}ng public transport partial or full segration from other
traffic.

Express services, limited stops, etc., are the methods
that should be explored, to offer the alternative to the car.
Let us not forget also in this city that a large number of
potential passengers are not car owners, but use mopeds and
cycles. These present a special problem because they tend to
use the present transport services only during bad weather or
at the time of mechanical breakdown of their machine.
Observe any major road at peak times to see the potential
there.

The bus is the most flexible of all forms of public trans-
port and is capable of meeting all demands more effectively
than the alternative types, except perhaps in a few special
cases, but it will be necessary to make drastic changes from
the present practices in this city.

Basic Public Needs

The most important requirements of the public in regard
to publiv transport are as follows:-

Reliability
Convenience
Reasonable Cost
Speed

By reliability is meant running time without failure and
with safety and with room available for all intending
passengers. :

Convenience involves a good frequency with as near

door-to-door service as possible, since passengers are concerned
with time taken from door-to-door. This not only depends on

13



speed of the carrying vehicle but also on such things as fre-
quency and distance to walk, so that convenience in the
broad sense includes speed and reliability. An ancillary
facility is covered waiting accommodation at the stops, to-
gether with provision for left luggage and possible light
refreshments at the Coach Station.

Reasonable Cost. The passenger expects the cost of his
journey to be reasonably low. Revenue on this basis would be
insufficient to cover operating costs, so therefore, the public
transport in this city should become a charge for any deficit,
on the rates. To operate under our present conditions carry-
ing the young, the old, the infirm warrants this, for after all
we operate to all intents and purposes as a social service for
these classes of passengers.

By speed is meant door-to-door time - not just while on
the vehicle. Journeys are rarely an end in themselves and are
frequently regarded as a waste of time. While reliability may
be slightly more impertant, there is no doubt that speed to
many would be placed first. In fact, improved reliability
would result if suitable facilities were provided and up-to-date
methods were used to enable high speeds to be attained. The
most important contribution which can be made to the
faster flow of traffic including buses is the use of bus lanes.
The major advantage of bus lanes is that they can be used by
buses which operate on ordinary roads and which can be fed
into and out of the lanes as required.

It cannot be stressed too strongly that on any road
where the bus services carry 2,000 people or more per hour
there is a case for consideration of a separate bus lane. In
most cases, the reserved lane would be only needed during
peak hours.

All main roads in an out of the city including the present
one-way traffic flow, should have separate bus lanes.

Fare System

The fare system at present operated is far too complicated
and no time should be lost in revising its structure. A 3d unit

4
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on which to base the fare charged for the journey seems ideal.

With any major introduction of O.M.O., pre-boarding sale
of tickets must be considered to achieve minimum boarding

delays at the density pick-up points, e.g. the city centre.

Included in uniformity of fares should be the payment
by the responsible committees for the carriage of the young,
the old, and other forms of passes.

Taking children first, it has long been the practice to
carry these at half fares, yet they require the same facilities as
a full fare. It is not any cheaper to carry them because they
are children, yet the undertaking is saddled with an increasing
number of this class of passenger, not only on the ordinary
services but on the special services which have to be run for
them. The school leaving age has gone up from 14 to 15 years
and in the near future it will go up to 16 years. This extension,
brings no gain to the department.

Old age passes: In this area we have in the region of
10,000 holders of old age passes. The revenue we receive
from these is only a nominal sum, yet we still have to carry
them. As a social service, the community should pay in full
for the actual journeys these people take.

Routes.

Not only will there be possible re-routing due to the
needs of the public but also, if 36 foot single deckers are
used, sharp corners plus the road widths taken up to negotiate
corners plus the fact that reversing will have to be eliminated,
will necessitate the alteration of routes. It is essential that a
route be planned to achieve the maximum safety of operation
not only for the passenger, but for the driver as well.

Planning.

This city has now reached the critical point. There is no
doubt that our undertakings can make the most important con
tribution in the transportation of the community within the
limits of the city-boundary, and if we are to avoid costly

15



public works to solve traffic congestion, then surely the
cheapest alternative is to provide a reliable, speedy method of
transportation, that is, public transport.

It_ is essential in planning that some, if not all, of the
following be included:-

(a) Buses to be able to use all major roads with suitable
lay-bys or reservations for stops where necessary.

(b) Stops to be provided at an awerage distance down a
route not too near - not too far.

(c) All routes to be given straight and direct roads as far

as possible and in no case to include any type of
restrictive feature.

(d) Such routes to be suitably spaced out and to give
convenient access to all passengers.

(e} The provision of separate bus lanes with the flow of
traffic in one-way roads.

(f) If necessary due to change in traffic patterns, the

privilege for buses to turn right when other traffic is
debarred from doing so.

(g) The privilege for buses to move first at traffic lights,
particularly when turning right.

(h) Exclt:jsive use by buses of selected roads or section of
a road.

(i)  Where bus lay-bys are made, some effective means
whereby buses can emerge:safely ‘and without delay.

If the authorities in this city really desire to encourage
the use of public transport, it is essential that steps are taken
immediately to give effect to these points and although there
are difficulties with existing roads, much can be done given
the will to do so.

Apart from these suggestions which will improve Hull's
system of public transport for the consumer, there are also
very important points in the new scheme for operating the
buses as already proposed by the management which must be
negotiated from the busmen’s point of view. This is dealt
with in the next section.
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111. THE BUSMEN’'S CONDITIONS AND THE TRANSITION
TO WORKERS' MANAGEMENT.

There are two proposals by the management already
under consideration which are intended to improve the public
transport service but which will also affect the busmen'’s
working conditions. They are:- ‘

1. One Man Operation (referred to hereafter as 0.M.0.) It
is not impossible to use double deck buses with 0.M.O., but
this is not the answer to the transportation problem either
from the public’s point of view or that of the staff.

It has been suggested that O.M.O. should be developed
as rapidly as possible for the services in this city. It has
greater potential than any other suggestion to date, and
productivity per man-hour. If productivity is measured in
vehicle-miles per hour then for the same manpower nearly
doubile the service can be given.

2. The Introduction of the Single Deck 36-foot Bus. The
scope of the larger capacity double deck vehicle is declining
due to the falling number of passengers. Therefore, single
deck operation giving a far better frequency seems to be the
answer, operating off peak 0.M.O., and manned at peaks with
a full crew.

Before the busmen can accept such far-reaching alter-
ations to their working conditions, there are certain matters
which must be negotiated and certain conditions safe-
guarded. But above all, the whole question of the busmen's
role in making such proposals for new operating methods,
must be re-examined and resolved so as to give the busmen a
more effective say in the management of their concern.

The busmen’s acceptance of O.M.O. plus the working
of the 36-foot vehicle should be conditional on the present
management’s acceptance of the following proposals:-



Wage Levels

Redundancy

Consultation and

Participation
Multié%tffrggfe vehicle Hazlth
Discipline
Fare Structure and
Collection
Conditions of Employment
Wage Levels.

The first essential is that to the basic wage rate to be

added to with a negotiated rate for the new type of operation.

. The 15% O.M.O. rate to be paid for all driving time,
including whole or part O.M.O. operation, i.e. Atlantean or
single decker using full crew or part crew.

Payment of % increase on carrying capacity above the
norm agreed for normal carrying capacity on service operation
(Standee type operation).

Redundancy.

There is to be no redundancy of staff. Reduction must
be by normal wastage, retirement, etc. Any recruitment of
future staff to be by mutual agreement.

Drivers to be promoted only from conductors.

Consultation and Participation.
Management and workers must be constantly engaged

in consultation and participation regarding the introduction
and operation of the new type single decker. And similarly
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with any changeover to the new form of transportation now
being promoted by various authorities.

Carrying capacity routes and modification to the present
routes and other related matters concerning the operation of
these vehicles comes under this heading.

During the transitional stages to widespread operation,
policy and method of operation of the present fleet to be a
matter for consultation and participation to formulate and
execute by mutual agreement.

Responsibility in policy formation to be based on equal
representation of workers and management. The composition
of the present Traffic Works Committee could form the basis
for such a committee as an interim step to assume the re-
quired official standing for consultation and participation,
including the right to form sub-committees to consider par-
ticular problems relating to the transformation from the
present form of operation to the new.

After one year of this transitional method negotiations
for the establishment of workers management must be opened.

Health.

There are various medical reasons that can be quoted
that could warrant a driver reverting back to conductor for a
period. Therefore, it is important that safeguards are taken-
now to ensure that no driver loses his job on the undertaking,
due to health reasons that are not of a permanent nature.
Alternative employment must be provided.

Discipline.

The problem is similar to health. What will be the form
of punishment to take the place of being put back conducting?
This must also be settled at this stage.

Union representation_is required at all levels regarding
discipline.
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Fare Structure and Collection.

Consultation relating to both factors. The Passimeter
and the use of a common coin instead of a token.

The possibility of pre-boarding payment at high density
boarding points.

On the new 36-foot vehicle, the conductor will be seated.

Conditions of Employment.

Local agreements to be reviewed and as required altered
to fit the new circumstances.

A 5 day week to be introduced as soon as possible. With
conductors it is possible to introduce a 5 day week Monday
to Friday on days only. In any case, a 5 day week would
mean a long week-end off every six weeks insteadas of now,
twelve.

Spells of work to be reduced to a minimum and the
possibility of crews obtaining light refreshments during spells
of work to be‘established.

Travelling time, reserve time and payment of the same,

and other related matters to be settled before the operation
of the new vehicles and any new operating methods.

IV. WORKERS' MANAGEMENT OF HULL’S BUSES.

Democratic Management.

The major organs of democratic management and their
powers and functions should be as follows:

Workers' Committees.

There should be committees for each type of worker
clearly defined for which section it represents. They should

be slected by secret ballot, with all employess eligible to vote _
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and stand as candidates. Nominations and elections should
be organised by the trade unions. One third of the members
should retire each year. No one to serve more than two con-
secutive terms. The Chief Traffic Officer, Assistant Traffic
Officer, Chief Engineering Assistant, and the Chief Clerk
should sit in on these committees ex-officio with no voting
rights. The committees should have the powers:-

to appoint supervisors

to organise the staff in their sections

to decide on welfare, safety and
education matters.

Workers' Council.

There shouid be a Council for the undertaking. It
should be composed of 50% of delegates from the Workers’
Committees, and 50% from the union branches, by electoral
methods as for the Workers’ Committees.

In particular, the Unions should nominate candidates
for the direct seats. The General Manager and other specialist
Heads of Departments should attend the meetings without
voting rights.

The necessary changes could be achieved by amending
the present constitution of the Traffic Works Committee.

The Council should have the powers:

1) to consider monthly returns on revenue, manpower
and plant utilisation programmes, utilisation of the
depreciation fund, economic savings and the utilisation
of labour, occupational safety and health measures, and
the safeguarding and efficient use of assets (vehicles
plant etc.) of the undertaking.

2) to be enpowered to promote opinions and proposals
on all matters affecting the transport department to
higher authorities including:-

(a) the basic plan of operation of the department
and everything connected with it;
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(b) the workers’ claim concerning pay scales;

(c) appoin'gments 1o executive posts in the depart-
ment and any changes in their occupancy;

(d) changes affecting the organisation of the
department;

(e) changes affecting job classification;

(f) the sale or disposal of capital goods used by
the department.

(g) the paid holiday programme;

3) to receive for discussion and delivery of a preliminary
opinion from a higher authority;

(a) draft rules of the undertaking;

(b) draft scales of pay;

(c) the undertaking’s plan of operation;

(d) rules concerning workers’ councils at depart-
ment level, their standing orders, etc.

4) to appoint their representatives on the Board of
Management.

Board of Management.

There should be a Board for the undertaking. It should
be composed of equal numbers of the department’s Workers
Council and representatives of the City Council.

The Board should have the following powers:-

a) to dete(mine the undertaking’s investment plan,
a) in the light of the over-all transport plan for the
city.
b) the Board should negotiate with the unions over
bonus schemes, merit pay, etc.
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City Council.

The City Council to determine the over-all transport.
plan of the city.

The City Council to be responsible for bargaining with
the Unions over Standard rates of pay and conditions of work.

Role of the Trade Unions.

To fulfil their widened role as envisaged above, the
Unions should seek to create forms of closer associations
between each other. They should establish joint trade union
committees including craft and platform staff:-

Their functions:-

(a) at shop floor level, to conduct elections for
Workers’ Committees and Workers' Council.
Thefilling of Road Representativesand branch
officials offices should be kept separate from
membership of the Committees and Council.
They should operate a grievance procedure,
representing their membersbefore the Workers’
Committees and Workers’ Council. They
should “police’ the implementations of work-
ing agreements, conditions, etc. at these levels;

(b) they should negotiate with the Board of
Management over bonusschemes, meritpay, etc;

(c) they should negotiate at national level for the
whole 