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The labour movement in the Oanadian railval industry 

has been and still 18 highll tragmented, vi th 16 unions 

representing a total ot onl1120,OOO workera. Despite the 

integrated nature ot railwal operations, where large 

corporations ~mplOl maDl ditterent classitications ot 

emploleea, cratt, rather tban induatrlal, unions dominate 

the railvll labour movement. 

To cope vith the problema caused by the tragmented 

stl'lloture, the uniona have had to develop varioU! torma through 

1dûch thel could eo-operate to achieve thelr enda. Although 

there have been 1 tev margera, the uniona have pr1marlly 

re11ed on "tederd" arranguaenta (e.g. Joint barga1ning coDlllli thea) 

to inerease thelr econGl1e and politieal power. 

Thia studl exlll1nea the developunt and tunctloning 

ot the railval uniona and thel~ joint eolB!tteea and organ­

lzltiona. Sinee maDl uniODiata teel that a more conaolidated 

atruoture haa beoame a neceaaltl, both the torcea promoting 

union oonsolidation and the torcea retarding 1 t are exam1ned 

in detail. 
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DTBCDUOnOI 

Bver sinoe trade union1sa established itselt in lorth 

_rioa.in the 19th oentUI'J, the stncture ot the labour 

IIOVeunt has been a conatant problea tor trade unionist •• 

Most unionists see the need tor ratiOD&lization ot the IIOve­

unt u1aiDg out ot the ooncentration ot induatl'J, reaultiDg 

in giant, otten IIIlti-l1ItiOllll, oorporations. In retening 

to the danger ot congloaerate market ol'glllization, Donald 

MacDonald, President ot the· Ollladim Labour Oongre.s, hu 

8Iid: "If the vorking people ot OUllda, lIld ot the vorld, 

are to proteot their intere.t. in the tace ot these oircua­

stmce., then tUr vill haVI to have luger, .trCDger, and 

better-equipped unions than ever betore."1 

In thi. paper, the tera "UDitr" will generallr reter 

to the tlPe enda10ned br MacDonald above--that la, orgillic 

uni tr. But uni tr th1'ough tedera tl ve II'1'IIlgUl8n t., a Vll'J 

Ocœal praotioe in ,Oanada, Vill al.o be di.cu.aed. !hua 

the ooncept ot "uni tr" will be dealt wi th in te1'JU ot 

stnotural relationsh1p., ratber tban IIOri abstraot tOfla 

ot tratemal .011dar1tr IIld uni tr ot ai. and philosophie •• 

Unitr tor the OInadian labour IIOvlIIDt, as .ell Il 

It. oounterput in the United State., has bten verT dov in 

it. deVllo~t. In taot, the Olllldilll labOur IlOV ... t is 

still Vll'J Eoh .tl'UOturallr trapented. AI ot 1969 there 

1 ' 
Cmadian BailvaJ!l!1. Sept. 1), 1969, p. 1. 
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w.re 101 intema tional uniona vi th I118J11bera in Canada, and 

59 national unions, aerving a total memberah1p of onlr 

2,075,000 workel'a. 2 Onlr1'S 'out of theae 160 unions had a 

lUlIIb.rlh1p of over 30,000. Crispo cOJIPl1'el '.this structure 

vith that elilting todarin Gerunr, where the Central 

p.deration of Trad. Unionl la divided into 16 major indus tri&! 

and craft uniona, and tel'lU the structural ai tuation in 

Canada to be "i110gica1, if not 1udicroua."3 

Th. labour movell8nt in the Canadian rallvar induatrr 

la a clasaic .xamp1. of fragmentation. Whil. there are onlr 

120,000 rai1var vorkers in Canada, and even th1a numb.r ia 

d1'opplng a teadllr, there 11" 16 unions cla1m1ng JUIIlb.rsh1ps 

in the induatrr. Workers have alvara b.en and l1'e atill 

ol'ganlz.dœ a ol'lft baais, "en though IIOst of the uniona 

l1'e c.rtain1r "JllÙti-craft" , and even JIIllti-induatrr. Since 

the railvar york force oompria.s maDr diff.rent crafta 

th1'ougbout th. 1'UDDing trad.a, the non-operating a.ction, 

and the ahopcrafta, th. fragmentation of the labour movement 

has b.en a natural r •• ult of the craft baai. of orglDization. 

As is the ca .. vi th lead.rs throughout the labour 

JIIOV.IIDt aa a whol., .oat railvar union lead.r. have r.p.at.dlr 

.aphaai'ld the n.ed for rail labour unitr. Tangible .vidence 

of tb1a -.phaais haa bIen, if not ov.1'Vbelltng, at leaat 

quite aubltantial, Isp.olallr in the' put four 1'l1'a. During 

2 
Labour 01'fanlzationa in Canada 1969, (Ottawa, Queen' s 

Printlr, 1970 , p. xlI, xlII. 

3Cr1apo, John. Inte1'llatiOllll Union1aa. (TorCllto, McGrav­
Hill, 1967), p. 168. 
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tbis period, tour running trades uniona merged to tora the 

Uni ted Transportation Union (UTU) in 1968; the Transportation­

Communication Impl01eea Union was abaorbed b1 the largeat 

non-operating union, the Brotherhood ot Bailwa1, Airline, and 

Steamahip Clerka (BRAC) in 1969; the Canadian Brotherhood of 

Rallwa1, Tranaport and Generd Yorkera (CBIT) pasud a 

atrong11-worded statement on raÙ"labour unit1in 1967; and 

in mid-1969 the membership of the CBRT voted down a merger 

with BRAC at a special convention, atter initial talks had 

begun between the executives of the two unions. 

However, despitethe recent progress, the railwa1 labour 

JDOvement 11 a long wa1 !rom being "united". Bd Pilm, Research 

Director tor the CBIT, has oftered the tollowiDg biting 

analou, reterring to the Canadian labour JDOvement aa a 

whole, but vith particular 81Çhaa1l on the rallwa1 aector: 

"This 11 a structure that reallllbles nothing so JIIIlch as the 

multitude ot teudal tiefdoma and baronies into which so m&n1 

European countries were divided in the Middle Agea. Even 

the jurildictianal rivalr1 is reminilcent ot the intriguel 

ot a BlIantine lIPire.~ Pinn bal allO stated categorica1l1 

that "there il no rational baail tor having 120,000 railwa1 

workera represented b116 union •• n' 
The central theme ot this paper il an investigation 

4canadian Transport, Jan. 1, 1970, p. 4. 

'Latter to the writer, dated December 8, 1970. 
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into the basis of the'structure of the railval labour 

IIOV.nt in Canada. There is 9bvloUSll a great deal ot 

disaatlstaction vi th the present type of struoture in sou 

seotorl, but there ls allo videspread acceptance and overall 

satlstaction from other groups vltb1n the railval unions. 

The paper attempts to present reasons for these divergent 

points of viev, looking at the advantages and disadvantages 

ot the present structure as compared vi th a ~re organlca1l1 

unified system. A large section ot the paper is devoted to 

an analysls of both the tactors WhiCh tend to promote the 

conlolidation of railvay labour and the factors Which tend 

to retard i t, or main tain the system in i ts present torm. 

Ot course, in order to attempt to e%plain,the struc­

ture ot the railvay labour IIOveunt, one muat go back to Its 
, 

historical roots and anallse the conditions that gave rise 

to and thon vhich perpetuate that structure. Thus the 

paper ls neceslarill somewhat historical in nature, dealing 

both in general trenda and specific events. 

The til'lt chapter deals vith the present organic 

structure ot the Canadian rallval labour mov.ent, outlining 

the. three groups into which the unionl are divided -- the 

1'UJming tradea, the nOD-operating, and the shopcratt unions. 

The lize and jurisd1ctionl ot the unions are presented to 

concretlze the conoept ot "trapentation" vhich vill be 

trlquentll uaed. 

The historical development ot railval union organic 



structur. in Borth America ia outlin.d in Chapt.r Tvo, 

including a discussion ot th. indus trial and social cendi tiens 

Which gave ris. to railvay unionism, as vell aa a discuasion 

on the r.aaona tor the "victory" ot cratt union181l. 

Chapt.r Thl'ee is a description and lIlalys1s ot the 

bri.t 11te ot the American Rallvay Union (ARU), and the oauaea 

behind i ta meteoric riae and abrupt e!id. The wr1can 

Railvay Un10n, an induatrial un10n which attempted to 

organ11e all railvay vorkera, vas tounded by Eugene. V. Debs 

in 1893 IIld signed up over 150,000 membera in !ta briet 

IXia tence ot 11 ttle IDOre than a yell'. A Uni ted 'l'ranaporta tion 

Union pUbl1cation called the !RU the "most notable among rail 

union aOll~ity att.apta."6 

Chapter POUl' deala vith another reaction to the 

conaervatl,e, cratt-dominated atructure, the purely Oanad1an 

" induatr1al ft rallvay union, the Canad1an Bl'Otherhood ot 

Railroad Imployeea (later the Canadian Brotherhood ot 

Rallvay, Transport and General Worken). It includea the 

realonl tor the tormation ot luch a union, ita d1tterences 

trOll the international uniona, and sou ot 1 ta Juriadictional 

atruggles. 

'1'0 add more pli,pecti,e, a bri.t analyai8 ot the . 

rallWl1 labour JIO,tJIIIl t in Br1 tain la taken up in Chapter 

bun1 ted Transportation Union, 'l'he Uni tl Mon in Balll'Oad 
~, undated paaphlet. 

·.Ii .... • 
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Plve. Britlsh railwaJI8D have had quite a ditterent 

historical experimce vith union stl'Ucture, having had a 

tairlr consolidated stl'Ucture ever aince the unions gaiDed 

a tira toothold. There is also a discussion ot some of the 

taetors vbich mar have aceounted tor th1s historiell 

ditterenee in stl'Ucture betveen the British and the Horth 

Ameriean railwar union DIOvemants. 

Chapter Six is titled "The Development ot 'Pederll' 

!l'rangements n, and points out the methods the rlllw&r unions 

have adopted to inerease their strengtn and etteetiveness 

vithout greaterorganie unitr. In the area ot collective 

bargaining, it deals mainlr vith the tormation and dev.lopment 

ot the General Conterenee Committee ot the Associated Bon­

Operating Unions and Division 10. 4, Railwar Implorees 

Departmmt, vh1ch 1a the Shoperatt Unions' bl1'gainlng arme 

In the legislative or "lobbr!ng" field, the unions have 

joined together to torm a joint representltive bodr, the 

Oanldlan Rallwlr Labour Aaaociation (CRLA), whoae concems 

and tunctions are examined. 

Chapters Seven and 11ght dell vith the torces vhich 

11'8 promoting turther consolidation (organic uni tr) IIIOng the 

rulwar unlO1l1, and the torcel whieh l1'e retarding or 

_ering turther consolidation, respeetivelr. Bconome, 

politiell and plrchologieal tletora l1'e III part ot such 

an &n11rais. Wbi1e theae chaptera inelUde retereneea to 

( -. the opinions ot "outa1de oble"era", helvr eaphaais 1a 
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plaoed on the vievs ot rai1val unionists themaelves, both 

Oanadian and Americin. 

The tiDal chapter is a "Oonclusion" which underlines 

soma ot the main points raiaed, putioulul1' in Chapters 

Sevan and Bight, and otters soma speoulation about possible 

changes in the stl'UCture in the Deu future and in the 

long rUD. 
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CWTBR 1 - fRBSBRT ORGBIC STRlJCTURB 

The railvay iDduatry oontaiDa an extremely diver­

aified vork torce and haa b1atorically been comprised of 

varioua groupa of akilled vorkera organized on a cratt baaia. 

Iven vith recent mergera reduciDg the number by four, there 

are atill no 1888 than 16 unions repreaentiDg railva1 vorkera 

iD Canada. Tradi tionally, the1 have been c1a88it18d iDto 

tvo groupa -- the runn1ng tradea uniona and the non-operatiDg 

uniona. The latter 18 by tar the luger group, and 18 

usua1l1 broken d01ll1, both tor discussion and tor actual 

oolleotive bargainiDg purpoaea, iDto tvo - the ahopcratt 

union8 and the reat, Wbioh retaiD the Dame ~on-operating" 

uniona • The tolloving 18 a oatalogue liating the uniona 

under the three diviliona: 

A. RunniDs Trades Uniona 

1. Brotherhood ot Locomotive Bngineera (BLI) 

2. Uni ted Tranaportation Union (UTU) 

B. lon-OperatiDs Unions 

1. . Brothel'hood of Maintenanoe ot Vay 1mp101ees 
(BMVB) 

2 • Brotherhood of Railroad SigDalmen (BRS) 

3. Brotherhood of BaUva1,. Air1iDe, and SteUl8b1p 
. Clerka, Pre1ght Handlera, I%prell and Station 
Blployeea (BRAC) 

~. Brotherhood ot Sleeping Car Porters (BSCP) 

S. Canadian Brothel'hood ot Ba11vay, Transport 
and General Jorkera (CBBT) 
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6. International Brotherhood ot Firemen and 
. 011ers (IBPO) 

7 • Uni ted Te legraph Vorkers (UTW) 

Shopcratt unions 

1 • International Brotherhood of Boilermakers, 
Iron Shif Builders, Blackslll1 the, Forgers and 
Helpers IBB) 

2. Brotherhood ot Railvay Carmen ot the united 
S ta tes and Canada (BRC) 

). International Brotherhood of Bleotrioal 
Workers (IBBV) 

4. InterDItional Holders' and 1llied Vorkers 
Union (WW) ,. International Assooiation ot Maoh1nists and 
A.rospace Vorkers (IAM) 

6. united Association ot JourneJmln and Apprentices 
ot the Plumbing and Pipe Fitttng Induatry ot 
the United States and Canada (UA) 

7. Sheet Hetal Vork.rs' Int.rnational Assooiation 
(SBU) 

Vith the exception of the Canadian Brotherhood of 

Railvay, Transport and General Workers, all these unions cari 

be olassified und.r the tradi tional label "oratt" unions. 

Hovenr, .fust vhat a "oratt" union 11 has tend.d to becae 

blUl'l'.d, as ~~,~s vh10h v.re onoe organized 11'0\l1d a single 

specialized skill haye .xpanded or amalgamated to includ. 

se,eral skilled trades, as vell as oertain s8li-skilled 

oocupations. !he United Transportation union, for example, 

11 an IIIII.lgama tion of fir8JllD, engine.rs, tra1nmen, conduc tors, 

and senral other classifications of vorkers. ben the 

{' Brotherhood of LocOIIOti n Bnginters, a union which has alVl1s 
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emphasized !ts cratt nature, bu included "engine vipers" 

trOll i ts earl1eat beghmings.1 The nov-detuDct Brotherhood 

ot Locomotive Pil'emen and Enginemen bugained tOl' some 

groups ot locomotive engin"rs, pl1'tioululy on short lines. 

The Brotherhood ot Ballny, A1rline, and Ste8118hip Clerks 

is an extremely divel'sitied union, as its very Dame indicates, 

and bu reoently increased its diversitioation vith tbe 

absorption ot the Transportation-Communication Imployees' 

Union. 

There ue tvo somewhat ditte1'lnt notions ot what 

constitutes a "oratt", as a United Transportation Union 

repreaentative pointed out to me. The tes 1& uaed here to 

denote the ditterent classitications ot railny workers 

(e.g. engineers, tra1Dmen, electrioians, CI1'Jll8D, eto.). 

Rovever, the ooncept ot "oratt" is also uaed to signity a 

trade whioh curies vi th i t ID appren tioeship training 

pl'Ogrlll vorting up to certitioation ot a worker vi th detined 

stills. Suoh oertitioation then allovs the vorter to IIOVI 

t1'Oa one induatry to another. While th1s ooncept ot "oratt" 

applies to several classitioations ot railvay vorke1'8 (e.g. 

uoh1nists, eleot1'1oians, sheet aetal worke1'8, etc.), i t 

does not apply to vorkers in the runn1ng trades 01' the non­

operating .. ployees, nor to the OaralD. 

1 
Ginger, Ray. n'!tDl V. Debs: A Bi0Sl'aphJ. (1 ev York, 

Collier Books, 196 , p. '75. 
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Originally the skilled trades unions adopted the 

cratt torm to allow skilled workers to tate advantage of 

their position in the lllarket, bU~ i t 1& cleu that th1s 

11 

cratt "soliduity" has weakened cons1derably over the yeus, 

due to changes in teohnology, market organ1zat1on, union 

leadership, and many other reasons. Now there i8 very 11ttle 

d1stincti.n between the Brotherhood ot Railway, A1rline and 

Steamship Clerks, which 1s supposedly a cratt union, and the 

Canadian Brotherhood ot Rail~ay, Transport and General 

Workers, which prides itselt on being an indus trial union. 

In tact, it 1s a d1tterence in 1deolo81 and constitution 

more than in juriBdiotion. In practice the CBRT has 

prtlarily contined itselt to organizing these workers 

not already organized by other unions. Most ot i ts .. libers 

are clerical employees on the CI systea, while the BRAC 

has jur1sdiction our the CP clerke. But the ditterence in 

out look or ideolo81 seems to be a rather important one, as 

we shall see later. 

The tOl'll which busineBl organization takes in an 

induatry18 uully1ntluentialin aolding \Ilion structure. 

A clear example ot tb1s is the economic organization ot the 

construction indultry and its impact upon the structure ot 

the building trad .. unions. Alao the III1lti-indutry char­

acter ot the auto coçaniea 11 the principal reuon why the 

United Auto Vorters 18 a JlllÜti-industry \Ilion. 

BoweYlr, in the rallroad indUs try, and sou 0 the ra , 
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auch aa the motion.picture production induatry, cratt-type 

union structurea peraist despite the integrated nature ot 

business organization in theae induatriea.2 

12 

Soma ot the unions listed above are made up entirely 

ot railway workera, auch aa the Brotherhood ot Sleeping Car 

Portera and the Brotherhood ot Rallway Cl1'JIlen. Some have a 

diversitied memberahip in which the railway workers are the 

majori ty. Ixamplea ot th1a type are the BRAC and CBRT, whose 

.. in source ot membership 18 the rallways, but who alao draw 

membera trom aeveral other areaa, auch aa airline employeea, 

garage workera, bua drivers, hotel amployeea, md seany 

worker. • In Iiioat ot the Shopcratt unions, such as the 

International Brotherhood ot Blectrical Vorkers or the Sheet 

Metal Workers' International Association, the railway section 

ot the membuship is in the ainority. Only about 2,000 ot 

the 56,000 IBBV meabers in Cmada Ire railway workers, wh1le 

only 4700 out ot 53,000 Machinists, and 1100 out ot 30,000 

Pipetitters Ire employeed in the railway shops. These unions 

draw mamberahip trom all the ditterent industries which uae 

that pll'ticular cratt, IIcept those wh1ch are orgmized by an 

induatrial union. 

The pr1ury characteriatic ot all the Canadlm railway 

uniona, or rather, the Canad1an branche a ot international 

unions, 11 thelr alllllneaa. Vh1le lIII1y ot the intemaUonala 

2Bl1'buh, Jack. The PracUee ot Unionin. (Iew York, 
Harper & Brothera, 1956), p. 94. 
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are huge, auoh as the Brotherhood of Railvay, Airline and 

Steamship Clerks, the united Transportation Union, the 

Int.rnational Brotherhood of Il.ctrioal Work.rs, and the 

International Asaooiation of Maob1nists, their Canadian 

memb.rshipa (in the railvay induatry) are r.latively amall. 

The Canadian Brotherhood of Rallvay, Transport and Gen.ral 

Yorkers has about 34,000 membera, of vhich 23,000 are on the 

rallvays; in Canada, the Uni t.d Transportation Union has 

26,000; the Broth.rhood of Maintenance of Vay Employees 

20,000; th. Brotherhood of Railvay, Airlin. and St .... h1p 

Clerks 24,000; the Brotherhood of Looomotive Engin.ers 7,000; 

the Broth.rhood of Rallroad Signalmen 1 ,200; and th. Brother­

hood of Sleeping Car Porters only 300. In 1969 when the 

DTD vas fOl'lUd by a four-union .. rg.r, the Brotherhood of 

Rallroad Tra1nmen had about 21,000 _mbers, but the other 

tbree vere v.ry smlll -- the Brotherhood of Locomotiv. 

Pir.men and Enginemen had und.r 7,000, the Order of Railvay 

Conductora and Brakeaen les. than 200, Wil. the SvitAbmen'a 

Union of Borth America had 27 members. 3 The BRAC and the 

UTU are the tvo _ill.at transportation uniona in the APL-CIO, 

vith over )00,000 and 260,000 membera r.ap.ctively, but their 

Canadien sections are far d01l1 the liat of Canadian uniona 

and branohea of internationala in tel'lU of aize. Table l 

liata all the uniona in the Canadim rallvay induatr1 vi th 

their total JllUlDerahip and their JIIImberahipa in Canada. 

3x.bOur OrsanilltiOlll in Canada 1968. 
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TABLE l 

SIZE OF WIORS VITH MBMBBRS Il BAILli!! nmUSTRY ~ 1962) 

Total Membership 
Union Membership in Oanada 

International Association of 
Machinists 1,041,000 53,000 

Inte~ational Brotherhood of 
Bleetrical Vorke~s 800,000 56,000 

Brotherhood of Railvay, Airline 
24,000 and Steamahip Olerks 300,000 

United Transportation Union 260,000 28,000 

Uni ted Association of JoUiiney-
men & Apprentiees of the 
Plumbing & Pipe Fitting 

r 

IndUit1'1 257,000 30,000 

Brotherhood ot Maintenance of 
Vay Employees 168,000 20,000 

Inte~ational BrotherDood of 
Boilermakerl, Iron Ship Builderl, 
Blaeksmitha, Forgers & Helpers 151,000 8,000 

Brotherbood ot RaiIvay Carmen 130,000 16,000 

International Molderl' and 
All1ed Vorkerl' Union 100,000 6,000 

Sheet Metal Vorkers' Inter-
national Allociation 85,000 14,000 

Brotherhood ot Locomotive 
lDginttrl 65,000 7,000 

Inte~atiQDll BrothtrDood of 
Firtman and Oilerl 50,000 2,000 

Canadian Brothtrbood of Railvay, 
Transport & Gelliral Vorkera . 34,000 34,000 

United Telegraph Vorkers 28,000 4,000 
( BrothtrDood ot Railroad 

S181lalaen 13,000 1,200 
.. : .. 
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TABLE l (Cont1d.) 

Union 

Brotberhood of Sleeping Car 
Porters 

SOURCES: 

Total 
Membership 

2,,00 

Membership 
in Canada 

300 

Enclclopedia of Associations, 6th Bdition, Volume l. 

(Detroit, Gale Research Co., 1970). 

Labour Ol'sanization8 in Canada 1969. (Ottawa, Queen 1 s 

Pl'inter, 1970). 

1, 



CHAPTER 2 HISTORICAL DBVBLOPMBHT OF RAILYAY ORIOl 
OROBïe STRuÔ'FUAiS 

16 

In the tirst halt ot the 19th century, the rdlvay 

companies in the United States vere still quite small, paid 

good vages, and tended to trelt their employees with a 

rather benevolent paternal1sm.1 Hovever, ral1road expansion 

and consolidation dUl'1ng the 18,0' s transto~d the small, 

local companies into nation-vide giants, and plternaliam 

became JIIIlch leu C01lllllOll. Excessively long hours ot york 

and trequent vage cuts and mass layotts during Illck tws 

became the nol'Dl. There VIS a constant dOVZlvud preuure 
. 2 

on vages IS rai11'oads engaged in vioioua rate vus. 

These rite VUS, which cont1nued trom the 185O's 

through to the 1890' s, vere in luge meaaure responsible 

tOI' the pOOl' vorking conditions and pl'Oblema ot the rallvly 

vorkers. One observer has noted: nIt has been said, Ilso, 

that the rite vus contributed in some degree to grelter 

operlting ettioiency as rai11'old managements sought to ottset 

reduced revenues vith lover operlting oosts.n3 Ot oourse, 

one ot the pr1le avenues tOI' lohieving lover oplrating oosts 

VIS reducing Vigis and inoreasing hours vorkld. 

Sidnll L. Miller oites several l'Ilions tOI' the 

intense ooapet1tion whioh provoked these rate vlrs. AIIong 

1 
Ginger, !usene V. Debs: A BioEaphl, p. 36. 

2 
Ginger, Ral. The Age ot bClsa. (lev York, The Maca1llan 

Co., 196,), p. 54. 

3velt.eler, Russell 1. Icem_cI ot Transportation. (lev 
York, Pl'enticl-Hall, 1952), p. 82. 
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them vere the consolidation of connecting lines and construc­

tion ot through lines vhieh brought companies into direct 

contlict; the keen riva11'y betveen market centres such as 

Baltimore, Philadelphia, lev York, and Boston; the construction 

ot mileage greatly in excesa of the economic needa ot the 

territory served; the pressure of the depression tolloving 

the severe panic of 187); and the appearance ot indus trial 

competition, as the Bastern indus trial section began to be 

challenged by the Midvest, South and Far West.4 

Before unions vere able to obtain a lav l1m1ting hours 

on dut Y , r&111'0ad men 'could be torced to work 16 hours a day. 

Un til 1870, svi tàbmen had to vork 12 hours a day, seven days 

a veek. When tra1Dmen lit out on a l'UD, they carried enough 

food to last two veek~, since they never knev vhen they would 

get home again.5 

The lack of satety provisions and the resulting 

extremely high accident rate vere a principal motivation 

behind the tOl'lllltion of rallWly unions in the running tradea. 

Merri tt points out that one of the major l'liSonS tOI' the 

tounding of the earliest railroad unions vas to provide 

burlal expenaes tOI' the1r JUbers. A third of the tl'aimun 

in the United States vere killed or injured in lome vay 

everyyear, havins to l'un back and forth on catwalks over 

4xtller, Sidney L. Railay Transportation. (Chicago, 
!.V. Shav Co., 1925), p. 106. 

5,c.rrit t, Cliff. Scrapbook of MIn on the Move. Uni ted 
Transporbtion Union, undated. 
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moving trains to set and release the brakes on signals from 

the engineer. The rallroads als 0 required the brakell8n to 

ride a footboard on the front of the locomotive, leaping on 

and off to vork the sw1tches. This practice too resulted in 

hundreds being ma1med'or kllled, as did that of stepping 

betveen IIOving oars to couple them by hand. In~uries to 

the hands vere sO"trequent that vhen hiring nev vorkers 

boases picked brakemen vith fingers m1ssing, becauae it 

shoved they had eltperience. 6 

The firat to orsanize vere the most skilled warkers 

on the railroads, the looomotive engineers, vho founded their 

Brotherhood in 1863. Rovever, they vere 1mmediately set baok 

by tvo strikes vhioh vere broken by the oombined pover of 

the rallroads. From that time on the Brotherhood of Looo­

motive Bngineers adopt.d a oompletely oonoiliatory attitude 

tovll'd the companies, and b.gan to rell on improving their 

eftioienc1 and disassoolating themselves trom the other 

unions in order to gain oonoessions trOll the rail1'oads. 

Thia beoame the pattern adopted bl the remaining members 

of the "Big Four Brotherhoods" u vell. The Order of ftaHva1 

Conduotora and Brlk.men vaa founded in 1868, the Brotherhood 

of LoOOllOti VI Firaen and Bnginemen in 1872, and the Brother­

hood of Railroad Trainun in 1883. These tour Brotherhoods 

have oompletell dominated the organization of vorkera in the 

6' 
Kerritt, Op. Cit. 



t running tradea frOll the beg1Dningl of union organ1zat10n 

rlgbt up to the prelent t1me. 

One of the major rellonl for the tOl'mlt10n of the 

Brotherhoodl and one of their continuing cintral teaturel 

·val the1l' operation of benef'1 t fundl tor their IUDlbers. 

19 

In faot the,. have been mutual insUl'lDce agendel al much u 

bargain1llg unions. 7 AI is evident trom above, in the 19th 

oentury vorkerl in the running trades vere 8l'eatl,. in need 

of cheap 11fe inaUl'anoe. The vorkers couldn' t ~ford to 

pa,. the higb premWIII charged b,. private companiea. If a 

ra11rolder vas injUl'ed or k111ed his famil,. had to rel,. on 

ohari t,.. The co-operative insUl'ance of the BrotheriLoodi vas 

the onl,. aeouri t,. the workera had, and trOll the verl beg1nning 

the Brotherhoodl concentrated on this service. The,. tried to 

otfer cheap inaUl'ance and a tratemal apiri t to un who 

needed both.6 As tll' back as 1862, the Brotherhood of 

Locomotive Piremen and Enginemen eatlbliahed 1 plan tor 

permanent and total dialbilit,. benetita. In 1891 the operlt1ng 

Brotherhooda had 111'8141 aet up houa for the aged and dia­

Ibled, and betore Vorld Vlr l had undertaken the1l' om 

oOJÇrehenahe pension I,.ste.. One Wl'i ter has te1'llld theae 

.. ISUl'1I taken bl the rl11l'Oa4 unionl "the pionltring ettorta 

7 Logan, H.A. 'l'rlde Unions in Canada. ( 'l'oron to, '!'he 
Macaillan CoJIPanl, , 948), p. , j8. 

8Ginger, lugene V. Debl:. A Bio(5l'aphl, p. 35. 
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in weltare unionism."9 

However it was soon evident tbat tbe workers needed 

more than jus t insUl'lnce -- the1 needed a tough bargaining 

union which could stand up to the rallroad companies·. One 

writer has noted tbe retreat ot the Brotharhood of Locomotive 

BDgineers from an1 sort of mi li tant action: "The on11 

remaining incentives to join the Brotherhood were chaap 

insUl'ance and the satisfaction of membership in a rather 

snobbish societ1."10 

Construotion of oonnecting rallwl&1 l.ines between the 

United States and Canada tacilitated tbe entr1 of American 
11 unions into Canada. Canadian branches of the EIlgineers 

and Conductors were organized in the late 1860's, of the 

Piremen in the 1870 's, and or the Trainmen in the 1880 's .12 

Most or the shopcraft unions (International Association ot 

9BarbaSh, Jack. The Practice or Unionisme (Bew York, 
Harper & Bl'Others, 1956), p. 396. 

1 0lbid., p. J6. 

11TbJ tirst through railwl1, 1 11nk ot the Boston & 
Lowell Railroad wi th the Champlain & St. Lawrence Railroad, 
waa establ1shed in 1851. In quiok succession, through rail­
wa1 conneotions were opened between Bew York and Montreal 
in 1852, Portland, Kaine and Montreal in 1853, and between 
Bew York and Chicago througb the lower plDinsula ot Ontario 
in 1855. Links between Winnipeg and Minneapolis-St. Paul in 
the West were establiahed in 1878. B1 1933, United Statea 
oarriers were operating 1,,,6 miles ot railWl1 in Canada 1Ih11e 
Canadian carriers wire operating 7,312 milea in the United 
States. Por a detailed discuasion of railwa1 connectiona 
between the two oountr1es, see Will1Ul. J. Wilgua, The Railwal 
Interrelationa ot the United States and Canada, (Iew Bâven, 
Yale UâIverslt1 Preas, 1931). 

12JlJI1esOD, stuart. Induatrial Belationa in Canada. 
(lthaoa, B.Y., Co~ell Oâ1vera1t1 Preas, 1957), p. 32. 
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Macbiniata, International Brotherhood ot Blect~ical Workers, 

Brotherhood ot Railway Carmen, etc.) were well eatabliahed in 

Canadien rai1way shops by the turn of the centU17, vith 

railway memberahips varying up to about ,,000 prior to World 

Var 1. The Brotherhood of Maintenance ot Vay Employees 

organized aeotionmen and construction workers and, atter a 

nation-vide struggle vith the Canadian Pacific Rallway, won 

recogni tion and a collective agreement in 1901 .'3 The 

Canadian Brothe~od ot Railroad Employeea (CBRE, later the 

Cana di an Brotherhood ot Railway, Transport and General 

Vorkera) was fOlUlded in 1908 and es tibl1ahed i tselt on the 

Intercolonial, Grand T1'UDk and the other lines which were to 

becOlII8 the Canadian Bational Rallways. While i ts umbership 

WIS open to all railway employees, in practice it limited 

itselt to organizing the previously lUlorganized groups -

clerks, treight handlera, toreun, cbeckers, portera, baggage­

maaters, parlour, sleeping and d1ning car employees, loco­

motive vipera, cranemen and labourers.14 The international 

union organiz1ng theae clisses ot workers was the Brotherhood 

ot Railwly and Steamahip Clerks (BRSC, la ter the Brotherhood 

ot Ral1vay, Airline and Steamahip Clerks) which vas fOlUlded 

in '878 but grav alov11 lUltll ghen a boost when American 

railvays vere put lUlder tadaral control during the var and 

'3 Logan, Op. Cit., p. '4,. 
'4n,id., p. '42. 
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railvlY employaas no langer f~ared discrimination becausa of 

union activity. When the BRSC bagan chartering Canadian 

branches in 1917, i t found the CBftE vell-establ1shed on the 

Intercolonial, the lational Transcontinental, the Grand Trunk 

and Canadian lorthern. But 1 t vas left free to organize the 

Canadian Pacific Railwar as the CBHE had baen beatan in a 

strike there in 1912. Vi th the aid of the Trades and Labour 

Congress, the international union von recognition on the 

OlR and has held 1t ever since, vith the CBRT continuing to 

bugain for t~ clerks on the OIR. 

Condi tions of vork on the Canadian ranvays in the 

early rears made the vorkars recaptlve to the organizing ot 

the international unions, and led to the formation of the 

national union, the CBRI. Rallroad work vas dangerous, the 

hours vere otten intolerably long and tOI' such groups as 

clarks, baggage bandlers, and elPre~8 employees, vages vere 

low.
1
' There vas no minimum wage and bour legislation, no 

grievance procedures, and no seniori ty rules. RaiIvay 

manag8Jlll1t ViS extremal1 autocratic, particularly on the 

CPR. Empl0188S could be dism1ssed &fter 181rs of tai thtul 

88rvice because of a trifling error or m1sdelll8lnor, vitbout 

an1 right of appuI. Greening and Kaclean SUII up what 

vorking condit1ona vere like in the late 1800's and earl1 

1900' s : "The ra1ln1 warkers at th1s perlod, like nearl1 all 

, 'Green1ng V .B., and Maclean, M.M. it Vas Bever Basl -­
A II1ston of the Canadian Brotherhood or Ral1va~ fîtlnlp'rt. 
and dëDerai torteN. (OttaVl, MUtiiâi Pr"I, 19 h, p. ~ 



23 

other clas8es of Canadian vage-eamers, vere wholly unpro­

tected aga1nst the evils of the induatrial 8ystem - excIssive 

hours, lov vages, discrimination, unempl01Jl18nt, and di8lbili ty 
16 due to sickol8S, accident and old age." 

There have been JUlly rusons advancld for thl "victory 

of cratt unionism", as it has been called, in the period prior 

to the 1930's, These range trom "trade tratlmity" to "clus 

consciousneas" Ixplanations. In the railroad industry, it 

vould slem that the craft form of organization resulted to a 

largl extent from the fairly clear definition of skills 

vi~ the vork force, and also due to the very large statua 

and salary difflrences betvlen classifications. In the running 

tradls a dl fini te bierarchy vas alvays pre8ent, vith 

engineers and firemen on top. And the l'UDJling trades as a 

vhole vas a sizlabll stlP above the non-operating vorkers, 

particularly the mainenance of v_y men, who vere generally 

common labourers. ~ince, in their earliest day8 at least, 

the r~ilroad Brotherhooda vIre basically traternal societies, 

vith lWly futures s1m11ar to organizations such as the 

Masonic Lodgl and Sbl'iners, the cratt form of organization 

vas obvioualy more appropriate. Skilled vorkers identifild 

closlly vith their cratt, in vhat bas bien called "trade 

sol1darity". In that vay there vu alao a bierarëhy of . 

unions, corrlspanding to the hierarchy of cla8sification8, 



24 
-

ri th the Bro~~hood ot Locomotive Engineers on top • 
.... 

When the workers began to demand mi 11 tant action 

Iround vage demanda and working condi tions, i t appeu8 tha t 

the Brotherhoods had a great deal ot ditticulty delivering 

the gooda. Bugene Dlb8 and a great many others, who had 

tought in the Brotherhooda for years, attributed th1s 

ineftectivene8s largely to the cratt tor.m ot union organ1zat10n, 

under which the ra1lroad8 could play groups ot workers oft 

against eaob other. Kowever, when an attempt was made in 

the 1890' s to organize all rulroad workers in the Uni ted 

States into a single industr1al union, it fa11ed to last, 

and cratt unionism had won a v1otory which it has never 

relinqu1shed. While the h1stOl'1 ot the 111-tated American 

Rallway Union (ABU) will be taken up in DIOre detail in the 

next chapter, it DI1l8t be pointed out here that the tailure 

of the ABU, and con8equently of induatrial union1sm on the 

ra1lroads, seems to have been in large mea8ure due to the 

tact that in the previoua twenty-odd year8 the Brotherhooda 
". 

had til'JlÙY e8tab118hed themaelve8 and had to one extent or 

another won the acceptance of the ra1lroad companie8, the 

American Federation of Labor, and the tederal govemment. 

Hot only did the Brotherhoo48 tail to support the ABU, the1 

wel'l openly hostile toward it, a8 it va8 incea8~ly ~eroua 

and ettective rival. The rulroada and gove1"llJlllnt ot course 

preterred the conaervat1ve Brotherhooda to the militant ARU. 

SuU wonder the cratt unions won their victol'1' 
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The international cratt unions vere able to eatablish 

themselves in Canada largelr due to their aIreadl established 
.' 

base in the United States. At the tima (1860-1890, rougbl1) 

the' Canadian railvar vork torce VIS s1mplr too !BIll and too 

dispersed to ~e a pure1r national organization a viable 

alternative. Canadian railvar warkers naturallrlooked to 

their tellov railvaymen in the United States tor assistance, 

particularlr to those in the 88me classification. The 

Intemational Brotherhoods 1 accident and lite insurance 

plans vere verr attractive to Canadian vorkers, Ibo sav them 

as their onlr possible means ot getting securit1. 

There has never been a serious attempt in Canada at 

torming an all-inclusive indus trial union on the railva1s, 

such as the American Railva1 Union. No doubt the tate ot 

the !RU acted as something ot a deterrent in this regard. 

In the tirst part ot the tventieth eenturr, hovever, a reaction 

to the International Brotherhoods did take place vith the 

tormation ot the Canadian Brotherhood ot RaiIroad Implorees. 

The CBftE vas tounded on the twa principlea ot Canadian nation­

alism and indus trial unionism, but the tirst vas and la br 

tar the more prollinent. In practice, the CBRI (CBRT) has 

basicall1 respected the jurisdictional lines ~stabl1shed b1 

the international rallva1 unions. ' 

Vith tvo notable, and recent, exceptions, the organic 

structure ot the Canadian rallvar labour IIOvelllnt has ramained 

essentiallr the SIl8 sinee the poat-Vorld Var l 1aara when 
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the Brotherhood of Railvay and Steamship Clerks vas ftnally 

able to get off the gro\md and penetrate into Canada. The 

exceptions are very important for two relsons. First, they 

reduced the number of \mions in the ra11RY sector by four. 

Secondly, one merger reduced the number of \mions in the l'\Dl­

ntng trades trom fi va to two. This vas a merger of four 

unions, the Brotherhood of Rallroad Trainmen (BBT), the 

Brotherhood of Locomotive Firemen and Enginelll8n (BLF&E), 

the Order of Railvay Conductors and Brakemen (ORC&B), and 

the Svi tchmen' s Union of North America (SUNA), to torm an 

entirely nev \mion, the United Transportation Union. The BRT 

vas large and tairly povertul union but the other three 

vere small and veak. While the BLF&E vas once a strong union, 

i t RS threatened vi th exttnction as the job of "fireman" 

vas gradually being eltminated due to dieselization. The 

UTU is nov carl'1in~ on the fight to keep firemen on the 

trains vith DIIlch more vigour and strength than the old BLF&E 

vas able to DIIlSter. The UTU merger RS detinitely BRT led, 

directed and controlled. The BaT President, Charles Luna, 

became the tirst UTU president, and the UTU ~ook over the 

BRT' s heldquarters tn Cleveland, to which the others subse­

quently IIlOved. 

The other notable exception vas the absorption ot 

the Transportation-Communication Employees Union into the 

Brotherhood ot Rlllvay, Airl1ne and Steamahip Clerks. Stnee 

the BRAC wu a mch larger union and already ineluded ~1 
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different types of non-operating employees, i~ vas obviously 

felt that a change in name was not varranted. This type of 

absorption can take place to some extent amang railway unions, 

probably as long as there are any "small" ones left. But any 

large scale consolidation of the railway unions will mOst 

likely have to be worked out along the lines of the UTU 

marger, rather than through simple takeover. 

A few other railway unions have made brief attempts 

at organizing Canadian railway workers, such as the Brother­

·hood of ,Railroad Station Employees, the United Brotherhood 

or Ra~lroad Employees, the Canadian Association of Railwaymen, 

and the American Railway Union, but they have not been able 

to make lasting entry. Rowever, the latter made a significant 

impact during its brief life span of Just over a year and 

deserves considerable attention in a study of the rallway 

labour movement, for the dream held by the ABU's founders 

ls stl1l a force in the movemant today. 
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CUPTIR 3 - THE AMBRICA! lWLWAY UlIOH 

~s mantioned in Chapter Tvo, the railwa1 Brotherhoods 

vere, in the nineteenth centur1, primar1l1t'raternal, mutual 

benetit societiea rather than bugaining unions. The "no-strike 

clluae" val 1 prevalent t'eature in IIlOst ot' their constitutions, 

and KbIn Ipontaneous rlilva1 strikel did occur, the Brotherhoods 

t'requent11 1'Ul'niahed the railroads vi th strikebreakers.1 

The Brotherhood of Locomotive Piremen and EDginl.1n 

(BLP&B), of Mbich lugent V. Debs vaa secretu1-treaaurer, 

had a poifcl0f "ignoring atrikea". It ma1ntained that it 

vaa an inlurance o~gan1zation, denied that it vaa a trade 

union, and constant11 courted the favour ot' the railroad 

cOlipaniea.2 Bov"er, at the 188, convention of the BLP&B 

the delegatea, Who vere t'ed up vith the blackliat, 1ellov­

dog contracta, vage cuta, unemplofUllt, and 10111 houra, 

determ1Ded to GhaDge the orientation ot' the organization. 

Theil' tirat atepa vere to depose all the union'a ot't'icera .. -' 

except Debs, knock the no-strike clause out ot' the constitution, 

and lit up a $15,000 strike tund. One 01' the depoa.d, Grand 

Maa ter Frank Al'Ilold, had wri tten the folloving worda to a 

rai11'oad president a t'ev .antba el1'lier: "Labour alva1s 

cripplea and veakena itlelt' Whenever it antagODiz •• Capital 

, Ginger, lugen. V. Dlbl: • BioçaphJ, p. 38 
2 !lli., p. SS. 
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.... So long aa ve keep it (the BUU) a benevolent organ­

bation, just that long will it thrive •••• "3 

At tbia t1me-it VII practical11 impossible tor the 

Brotherhooda to gain 1111 ilprovementa tor their members. 

The cratta vere conatantl1 divided and strike atter strike 

aav one union tuœniah strikebreakera to be used against 

another, or one condellling another'a atrike.4 The JDOst 

notable atrike ot tbia period vaa that on the Chicago, 

Bur lington, and Quinc1 Railroad in 1888, which ended in 

deteat, large11 due to the llCk ot co-operatlon betveen the 

Engineera' and Plrellln 'a uniona. Thia and other deteata led 

to proposals ot tederation ot the railva1 Bl'Otherhooda. One 

ot the chiet archit.cta ot the t.deration acheu vaa Iugen. 

V. Debs. 

Pederation VIS ach1eved in 1889 wen the Plre.n, 

Brake.n (later Tra1maen) and Swi tchmen united to tOM the 

Supreme Council ot the United Ordera ot Ral1wI1 Impl01eea. 

The Supre .. COUDcll vas .xtremel1 auccesaful, torctng the 

ral1roada to 1ield UDprecedinted gaina.' The Brotherhood 

ot Railva1 Conductors, and the Order ot Ral1va1 Conductors 

and Brùe.n, who had agreed on urger tel'Jl8" ude appli­

cation to join the COUDe1l. Hovever, atter a 1.ar' a 

existence, the COUDcil collaps.d, apparent11 due to the 

3nid., p. ,9. 
4nid., p. 80. 

"Ibid., p. 81. 



accuaation that the Brotherhood ot Railroad Trainmen had 

conapired vith the Chicago and NorthveaterD Railroad to 

deatroy the Svitchmen'a Union, which vaa a jviadlctianal 
.. 

30 

rival.6 The friction which th1a created made i t impoasible" 

tor the Supreme Council to continue. 

The tailve ot the Suprema Cpuncil cauaed Debe and 

othera to change their attitude tovard rail labov unity. 

Deba had alvaya promoted tederation, but nov he aav that 

claaa enrollment toatered claaa prejudicea and cllas selrish­

nel8, and vi th the ditterences in organizatlons and ditterences 

amang Grand Otticera, .tederation VIS impractlcal and impoasible.7 

Also, the tact that the combined memberah1p ot the Brother­

hooda VII lel8 than 100,000, only one-tenth ot all railvay 

vorkers, indicated that there ~a aomething aerioualy vrong 

vith the rlllvay labour ."vement. Jviadictlonal atrite VIS 

atill rampant betveen the Engineera and F1ramen, while the 

TrainMn vere ayateutica1l1 l'aiding both thl Conductora and 

the Svi tchllen. 8 

O,er the next th1'ee 1el1'a Deba tormulated the plana 

tor the Amtrican BallVlY Union (ARU), which Via going to 

organbe all l'ailvlY vorkel'a. The nev union VII llunched in 

June ot 1893, vi th JIIlIbel'ah1p open to III whit e vorkel'S who 

served 1 rl111'old in any Vly, except managel'ill employeea. 

6 
~., pp. 87-93. 

7 
~., p. 97. 

8 
~., pp. 104-105. 
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Dues were set verr low -- onlr a dollar iDitiation tee and a 

dollar a rear to the national uni~. 

The cratt union leaders immediatelr declared their 

oppoai tion to the ABU. The depression had deeplr hurt the 

Brotherhooda aa their memberships dropped rapidlr, largelr 

becauae workera couldn' t attord the dues. 9 The prolpeot ot 

an tndustrial union encroacbiDg turther tnto their terri torr 

was a trightentng'one. 

Membership tn the ABU grew veI7 rapidlr, u mabers 

ot the Brotherhooda tlocked to the ARU.10 However, the 

majoritr ot the new tndustrial union'a membera vere those 

unorganized workera who couldn' t .et the high dues ot the 

Brotherhooda. Atter one rear the ARtJ had aigned up 150,000 

railroadera, while the Brotherhooda could muater a total 

oOllbtned JIIIlIIbership ot onlr 90,000. 

In ita tirst rear, the American Railvar Union won 

tvo atrikes, tncludtng a deciaive viotoI7 over the Idghtr 

Great lorthe1'l1. Deba later vrote that the Great lorthern 

strike na the onlr clear-cut victoI7 ot II1r ocmatqUlllce 

ever won br a railnr union tn "'rica. 

But the auccesa ot the ABU na ahort-lind. The 

high spirits II1d expéctations reaulting ho. the Great 

Borthern atrike led the new union tnto a battle agatnat 

the powertul Pullman COJIIpanr ot Chicago, tor which it na 

9Ibid., p. 109. 
10 . " 

Ibid., p. 111. 
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not prepared. Debs personal~l tbought the ARU was not readl 

to tackle Pullman but the deoision ot the rank-in-tile in 

convention. was to come to the aid ot the 3,000 Pullman 

workers wi th a nation-wide strike .11 

It was the largest strike in United States h1storl -­

over 100,000 men had quit work and between Chicago and the 

West Coast the railroads vere parallzed. Rowever, the ABU 

had to taoe the combined oppos! tion ot the Pullman Companl, 

the General Managers' Association (representing 24 railroads 

terminating or centering in Chicago), the railroad Brother­

hoods, the Americin Federation ot Labor, and most :'1lPortant 

ot all, the tederal govemment. 

The General Managers' Association ultimatell suooeeded 

in its goal ot pitting the strikers against the U.S. 

govemment, having been aided in this bl Attornel-General 

Richard Olnel, a tormer railroad laW1e~ and Special U.S. 
12 . 

Attornel Bdwin wa!ker. The court actions 1n1tiated bl 

theae JIlIn (tirst injunctiona, then indictments tor conlpiracl 

to Intertere with interstate commeroe) deprived the ABU ot 

1ts leaders and opened the wal tor the General Managers to 

divide and contuae the Union membera. The organhation 

collapsed and, atter .ore than two months, the strike wu 

broken. 

11 Ibid., pp. 1)4-13,. -
12 Selvin, David'. Ice V. Dlbs: Bebel Labor Leader, 

Propbet. (lev York, Lo op, Lêe, md Shêparl Oô., 1966), p. 1)1. 
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It seems that the Brotherhoods vere as intent on 

sm&shing the !RU as VIS the General Managers' Association. 

They engaged in atrikebreaking, repeatedly denounced the ABU 

in their journals, and thelr Grand Chiets retuaed to debate 

the issues vith Debs. The Brotherhood leaders hoped that by 

helping to wreck the !RU they vould both destroy a rival and 

prove their own reliability to the railvay campanies.
1

) 

The railroads had lost nearly tive million dollars, 

but they had deteated the ARU. The general man~er ot the 

Rock Island Line testltied &S tollows to the strength ot the 

!RU as compared to the inettectiveness ot the old cratt 

unions: "Gentlemen, ve can haDdle the, Brotherhoods, but 

ve cannot handle the _rican Rallvay Union. Ve have got to 
14 

vipe it out." The Nev York Times had called the ABU 

"the ~eatest and mDst povertul railroad labour organization.,,15 

Thus it can be lien that th1s single intervention by 

the U.S. gove1'DDl8nt in 1894 ha. had & protound ettect on the 

stl'Ucture ot the railvay labour moV8Dl8llt in the United States 

u1d, becauae ot the nature ot international union!Ul, on the 

Canadian stl'Ucture as vell. While the potential1t1ea ot a 

railvay indllstrlal union had been gllmpsed, cratt union1s1l 

had von i ta victory on the rallvays, and vas to becou even 

.ore sol1dly establ1shed in the 20th cllÏtury. But lW1y rail 

13 Ginger, lugen. V. Debs: A BlograPhl. p. 196. 
14 

Selvin, OP. Cit., p. 96. 
15 ill!., p. 102. 

! 



unionists still share Eugene Debs' dream ot establish1ng 

indus t1'1al unioniam on the railways. The United Transportation 

Union, which include~ tlutee ot the original "Big Four" 

Brotherhoods, speaks respecttully ot the Americin Railway 

Union as "the MOst notable amang rail union solidarity 

attempts" .16 

16 United Trmaportation Union, The Unit y Mo.,e in Railroad 
~. (Cleveland, Ohio, UDdated). 
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CHAPTER 4 - THE UlIS BROTBBlUlOOD OF BAILli!! EMPLOYDS BD 
THE dDlDID BIOTHDHoOb OF mtHolD IMPIbilSJ5§ 

There was very little penetration by the American 

Railway Union into Canada during its short time ot existence. 

The organization had to over-extend itselt just to organize 

the workers on JIlOst ot the major rl1lroada in the United 

States •. However, not long atter the demis. ot the ABU, two 

attempts were made at establish1ng indus trial railway unions 

in Canada. The tirst, the United Brotherhood ot Ra1lway 

Employees (UBRE) was very aim11ar to the American Ra1lway 

Union, and it met an end in Canada s1m1lar to that ot the 

ABU in the United States. But the next organization, the 

Canadian Brotberhood ot Railroad Employees (CBRE) was to beco .. 

ti1'llÙy entrenched on Canadian ra1lways. HowlVer, i t vas a 

tar ditterent type ot organization than the UBRB, and th1s 

appears to be one ot the major reasons tOI' its ability to 

survive. 

The United Brotherhood ot Railway Imployees was 

organized in the United States in 1901, as part ot the grawing 

"radical" labour IIOvelllnt ot the West at that tilll. The 

UBRB worked very closely with the Western 'ederation ot Miners, 

and both were .lIbers ot the Western t.bor Union, a new 

trade union centre in the United States. Liptan states, 

rather drlUUcallr, that between 1901 and 1903 the United 

Brotherhood ot Railway Imployees "tlashed like a star 

acl'OS s the wes t.rn horizon".1 

1 
LiptOD, Cbal'les. The Trad. Union Hove.nt ot C81ada 1627-

1959. (Memtreal, Canadlan Soda! ful1caUons, 1960 , p. 100. 
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In 1902 the lJBRB President began an organizing 

eampaign in WiDnipeg which resulted in about 1,000 workers, 

!DOstl)' unskilled, being recm ted into the nev union. At 

the Ume, the skilled workers on the Canadien Horthern were 

out on strike vith ViDnipegas their chiet base. The new 

UBRI members.went out alongside the skilled workers. 

The UBRB wu lett on its om, however, atter the 

international uniona repreaenting the skilled workers 

reaehed a settle.nt vith the compan)' which was to eover the 

skilled workera onl)'. The UBRE eontinued the atrike alone 

tor seven montha but made no headwa)'. Later that )'ear the 

Manitoba executive comœ1ttee ot the Trades and Labour 

Congress deplored "the action ot the Brotherhoods in thua 

disregarding the broad principles ot eo-operative action 

i "2 between un ons •••• 

In 1903 the UBRB took on the powertul Canadian Pacifie 

Railwl)' vith a strike tor recognition. The strike centered 

around Vancouver, where the UBRE had buil tas trong bise. 

In man)' wa)'s, thia atrike was similar to the Pu1~ atrike, 

wbich the American Railwa)' Union tought in the United States. 

Pirat, la the General Managers' Association had voved to 

destro)' the ARU, ao the CfR wla "read)' to spend a million 

dollars to break the United Brotherhood ot RailWl)' Implo)'88s Il .3 
Secondl)', the international railwa)' Brotherhooda condemned 

2 Ibid., p. 1 01 • 

3Ibid • 
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the UBRE and the strike in their jOUl'llala Uld threatened to 

expel any member or revoke the oharter ot Uly looal vhioh 

encouraged the UBRE strikers.4 Thirdly, the gove~t 
played an active l'ole in the contlict. A Royal Commission 

vas appointed to investigate both the QPI strike and strikes 

at several coal mines in British Columbia. T.be Royal 

Commission brought down an "unqualitied condemnation ot the 

methods of these revolutionary orglDizations".' This 

condemnation, plus the faHure of the strike Igainst the 
-. 

CPR, aocording to Logan, "seem to have brought the formal 

operations ••• of the United Brotherhood ot Railvay Imployees 

to a hasV close Il far IS Canada was conce1'lled ".6 

Thua the fact that there were strong cratt unions 

in opposition and that the railways Uld goverDm8nt preferred 

these orglDizations to a militant indUltrial union, was 

largl1y responsibll for the deflat of both the American 

RailvlY Union in the United Statea, and the United Brotherhood 

ot Railvay Employees in Canada. Rowever, it ia 1180 probably 

true that a great m&ny railwlY vorkers vere aatistied vith the 

cratt Brotherhoods or at least vere not strongly enough 

oppoaed to wage a tight for indus trial unionia.. This VII 

the opinion ot tvo members of the B.C. executive committee 

who reported to the Trades and Labour Congreas Convention 

4xbid., pp. 102-103. , 
Logan, Op. Cit., p. 298. 

6Ibid• 



in 1903 that the great bulk of union men "tempol'aril1 stepp.d 

aside and allowed the political socialists to 1'UIl theil' 

cours.".7 

Onl,. five 1.ars aftel' the withd1'awal of th. UBBE, 

anothel' industl'ial union of l'ailwa1 wol'kel's was f01'll.d in 

Canada. This Ume it was on the tast- cout, b.g~ing 

with the Intel'colonial Railwa1. An ind.p.nd.nt, national 

union, it was found.d in 1908 as th. Oanadian Bl'oth'l'hood 

of Raill'oad Empl01ees (CBRE), and lat.l' was l'enamed the 

Canadian Bl'oth.rhood of Railwa1, Transpol't and Gen.ral 

Workers, to reflect the growing diversit1 of its membel'sh1p. 

Al though the Brotherhood has prided i tself on being an 

industl'ial union and has r.pudiated the nal'row craft 

.xcluaiven.ss of the international Brotherhoods, it has 

actual11 ltmited its.lf pl'imeri11 to r.cruiting thos. 
-j 

class.s of emplo1"S who w.r. not al1'ead1 organizld in 

.aisting, l'.cogniz.d railwa1 unions, as was p1'8vioualy 

m.ntion.d.8 

The OBRE was found.d as a bargaining union, rather 

than a mutua~ b~n.fit soci.ty like the Big Four Brothel'hoods. 

Its first sickness and accid.nt insuranc. plans w.re made 

available in 1926, eighteen 1'I1'S atter its tounding. 

As the1 had with the ABU and the UBRI, the offic.rs 

ot the Cl'att unions in the runn1ng tl'ades md the l'ailwa1 

7Ibid• 

8 Gl'een1ng an~ Mlclean, OP. Cit., p. 9. 
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shops looked on this new experiment .,in indus trial unionism 

with a great deal of contempt, especially since the Pr~sident, 

A.R.Moaher, was a lowly freigbt-ohecker. But by the time a 

concerted effort was made to aupplant the CBRE with an 

international union in the early twentiea, it was already 

too power!ul and had won the confidence of thousanda of 

Canadian workers. 

There are two major reasons why the CBRI'was able 

to establish deep roots aIlOng Canadian railwaymen. First, 

it did not attempt to be a true industrial union, but , 

basicalll limited itself to recruiting the unorganized. 

In this way there was a minimum of conflict with the inter­

national craft Brotherhoods. Secondly, as IlIntioned before, 

the Brotherhood ot Railway and Steamahip Clerks was not able 

to get !ully ott the ground in the United States until atter 

the tirst Vorld Var, ten years after the CBRB waa tounded. 

Thua the CBRI did not have to taol an international rival in 

the jurisdiction it vas organizing until it had had time to 

establish the roots necessary to Illet the challenge ot the 

bigger U.S. union. 

There s ... to be saveral reuons why the Canadian 

Brotherhood of Railroad Employees chose the induatrial tora 

ot organization. The CBRI tounders vere disuyed at the lack 

ot co-operation betveen the railvay unions thealelves, and 

betveen the. and unions in other induatr1es. The Big Four 

Brotherhooda reu1ned outaide the "houae ot Labour" as they 

retuaed to attiliate vith eitber the AIIrican Pederation ot 
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Labor (APL) in the United States or the 'l'rades and Labour 

Congreu ('l'LC) in Canada. '!'hey felt they didD' t need thèse' 

federations, and vere for some time vary of the "radical" 

ph1losophy ot the APL.9 'l'he·h1story of treachery and strike­

breaking activities of these unions vas also vell known. 

About the time of the tounding ot the CBRI, the machinists 

on the CPR and the tra1nmen on the Grand 'l'runk struck for 

better working conditions, but both strikes vere complete 

failures. President Mosher attributed these failures to the 

weakness ot the craft fora of organization, wbich made it 

difficult, and practic~lly impossible, for one union to 

assist another in time of crisis or need.10 

Another reason for the adoption of the induatrial 

'fora vas tha.t effective organization of the employees who 

became the first members of the Brotherhood vas completely 
.. 

impossible on cratt or class lines. Wbile the classifications 

in the running trades vere fairly clearly defined, there vere 

so many separate classifications or non-operating employees 

(clerks, treight bandlers, roremen, checkers, porters, etc.) 

that the lines of demarcation betveen them vere very im­

precise. More important, these varioua classifications did 

not possess enough bargaining strength to be luccesstul in 

negotiating separate collective bargaining agreements. 

'1'0 the present, the CBR'l' haa maintained its Juris-

9 . 
Ginger, Op. Cit., p. SS. 

10 Green1ng and Mie le an , Op. Cit., p. 23. 



dictional Unes on raUva,.s, though i t has expanded into 

other are as such as Seava,. vorkers, deep sea tisherman, t~­

boat worters, hotel Implo,.ees, gatage vorkers, bus compan,. 

Implo,.ees, and also some airline Implo,.ees. And, except tor 

periodic struggles vith its international rival the Brotherhood 

ot RaUva,., Airline and Steamahip Clerks, i t has maintained 

vorking relations vith the other international unions on the 

raUva,.s. Horman Dovd has wri tten in Canadian Labour: 

"From the beg1nning, the Brotherhood has advocated induatrial 

unionism, but it has been villing to co-operate vith other 

labour groups, notabl,. in the railwa,. service, vith a viev 

to promoting the interests ot the workers ot Canada to the. 
11 

tullest possible extent." Hovever, relations have improved 

greatl,. since the merger ot the Trades and Labour Congress and 

the Canadian Congre as ot Labour (CCL) in 1956. One ot the 

bases ot this marger vas that ri val unions trom the two 

tederations vould respect each others jurisdictions. 

In 1921, atter the Brotherhood ot RaUva,. and Steamahip 

Clerks had been revived in the United States, and had organized 

the clerks and treigbt handlers on the CPR, the executive ot 

the BRSC succeeded in convincing the Trades and Labour 

Congress to expel the CBRB. Attuapts at urging the two 

unions taUed, largel,. due to the BRSC' s retuaal to gr an t 

an,. autonoll1 to the Canadian \Ilion. The reaaonl tor the 

expulsion vere that the polie,. ot the Congrels vas one ot 

11 
Canadian Labour. Oetober 1958, p. 43. 
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" , exclusive juriadiction and international unioniam; that Kosher 

had made efforts to get the TLC involved in the WiDnipeg 

General Strike: that the CBRE had abused and vilitied the 

President of the APL, Samuel Gompers, in its otficial journal; 

and that it had attacked the ~ague of Bations. 

Uter the expulsion the CBRE played a leading l'ole in" 

the formation of the All-Canadian Congress of Labour (ACCL) 

in 1927, vith KOsher being elected its first President. In 

its programme the ACCL attacked international unions in no 

uncertain te1'Dl8: "The Canadian Labour movement must be fr88 
12 

frOll the reactionl1'1 influence of American-led unions." 

An editorial in the CBRE "Monthly" in 1928 l1sted ten l'usons 

vhy Canadian branches ot American unions should be independen t: 13 

1. Canadians are paying dUes to United States 
organizations which they cannot control •.. 

2. Canadian members of Amerlcan unions are in a 
tinanci.l dilemme. 

3. United States union.s. cannot make progreu in the 
tace of national sentiment in Canada. 

4. The Identlty of agreement and interest betveen 
Canadian and American organizations is untenable. 

S. The United States unions are not militant enough 
to make pl'Ogresa in Canada. 

6. The Americm. unions are not poli tically-minded. 

7. Canada is bi~ enough to support its own labour 
move.nt. 

8. The cratt basis of organization la obsolete. 

12 
Green1ng and Mlclean, OP. Cit., p. 91. 

13 
Ibid., p. 95. 
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9. The day is put vhen _rican unions are needed 

in Canada. 

10. American unions are tigbting Canadian unions wi th l" 

Canadians' monel. 

A11 theae arguments, perhaps with the exception ot 13, 

which has taken on nev tOl'U, ccmtinued to be used over the 

years in the running battle betveen the CBBE and the WC, 

and are still being used todaJ to a major extent. Sou of 

these points are pure and sœle nationalism, but others 

bring in important problems such as servicing, miU tancy, 

internal un10n democracl, and politlcal action. 

Ottic1als of the APL-TtC unions, partioularly those 

on the rallvals, kept up a ccmtiDual campa1gn of abuse against 

both the CBBE and the All-Canadian Congress of Labour as a 

whole. Thel claimed that the Congress vas dangerously radical 

and Communist-dominated, and tbat both it and its attiliates 

vere too veak to serve the needs of Canadien workers .14 
While 1t is hard to ascertaiD juat what vas meent by "d~er­

ously radical", 1t is a fact tbat the CBRE stood for 

intensive politioal aotion in support ot progressive sooial l , 

polioiea. In the opinion of the CBIB leaders, the APL 

unions, inclu41ng the intemational l'ailvay Brotherhoods, vere 

almost completely inetfective in the po11t1cal and leg1s1at1ve 

fields, as the1 cluoa to tbe Galpers' "revard 10ur triende and 

pun1sh 10ur eneaies" doctrine. !he "Monthl1" ola1med that the 

APL, through its doa1natlon over the Ttc unions, vas exerting 
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a reactionary, anti-progressive torce upon the Canadian labour 

mevement and was preventing Canadian workers trom supporting 

parties and policies which would advance their own and their 

country's needs.15 The CBRE, on the other band, 'recognized 

Labour'sneed tor political action. The pages ot the "Monthly" 

trequently inoluded articles by socialists J.S. Woodsworth and 

A.A. Heaps, while divisions ot the Brotherhood gave support 
16 

to the Canadian Labour party. Later, the CBRE became the 

tirst \Ulion in Canada to attiliate with the CCF party (later 

the New Democratie Party). It was also the tirst union on 

this continent to join the International Transportworkers' 

Federat'ion, an international (!!.2! bi-national) association 

ot unions in the transportation industry~7 All these actions 

are indications ot the CBRE' s independence trom and hostUity 

toward the Gompers' br and ot business unionism which dominated 

the Horth American labour menDIent. 

The jurisdictional rivalry between the Canadian 

Brotherhood ot Railway, Transport and General Workers and 

the Brotherhood or Railway, Airline and Steamship Clerks 

1 5Ibid ., p. 93. 

1 ~ Canadian Labour party wu romed in 1921, under the 
sponsorship or the Tradel and Labour Congresl. It endeavoured 
to co-ordinate the varioU! labour and locialist provincial 
partiel and in its platrom called tor "a complete change in 
our present econOlll1c and locial Iyltelll." It vu originaUy 
IIDdeUed on the Bri tilh Labour Party, but in 1927 i t val taken 
over by the COImUDistl and celled to funetion Il a national 
party. (S ... Gad Horowitz, Canadian LabOur in PoUtiel, pp. 60-61) 

17 Canadian Transport. October 1, 1968. 
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eould be the subject to an entire study in itself. Iver sinee 

the BRAC entered Canada in 1917 continual raiding has taken 

place by both unions, though the BRAC seema to have been the 

more guilty, particularlyin the earlyyears. The CBRT bas 

also su/fered rai ding attacks by the Firemen and Oilers, the 

Teamaters, the Confederation of National Trade Unions, the 

Seafuers and others. Being an extremely diversified union 

bas left the CBR'!' somewhat prone to raiding, but i tisa 

tribute to the Brotherhood's ability to service its members' 

neads that most of the rai ding has been unsuccess!ul and that 

the membership has continued to grow steadily. 

-



CHAPTER 5 - "THE BRITISH UPBRIlIlCB 

It la certainl)' true that the structure ot a labour 

movement is heavil)' influenced b)' the political and economic 

.s)'stem under which it grew up, and thus we tind sign1ticant 

structural vl1'iations amongst ditterent countr1es. While' 

there &l'e certain ditterences between the railwa)' labour 

movements in the United States and Canada, the structures 

&l'e basicall)' alike, due to the dominating tactor ot 

international, or more properl)' "bi-national~ unioniam and 

all the underl)'ing tactors wb!ch promoted international 

unions. 

However, when )'OU examine the structure and historr 

of railwl)' unions in other countries, such as Britain, France, 

and West German)', you find significant ditterences from the 

American s)'stem. An outline ot the British s)'stem, whose 

structure is basicall)' tree tram political effects (as com­

pared to France) is usetul to Idd more perspective to the 

discussion. While the British railwaymen have not achieved 

complete unit)' ot their labour movement either, it is quite 

consolidated when compared to the U.S. and Canadian structures. 

In the period 18,0-1870, several cratt unions, or 

"associations", were to~d on the British railwa)'s. However, 

every t1me a strike took place the workera and their 

fledgling unions were bèlten by powerful managements. But 

those )'el1's taught militant workers a valuable luson -- that 

they could win if well enough organized, and that the)' must 
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not organize according to indlvidual grades or cratts, tor 

then they could be deteated piecemeal by the enlistœent of 

other grades to break the strike. Hence, when a new organ1zing 

movement began in 1871, 1t ,as along indus trial lines --
1 the Amalgamated Society of Railway Servants (ASRS). 

However, in 1879 a group of engineers charged that 

the ASRS was not defending engineers' interests strongly 

enough and broke off to fo~ the Associated Society of 

Locomotive Enginemen and Piremen (ASLE&F). Hot all enginemen 

left the ASRS, though. In fact, the latter continued to hold 

more enginemen than the ASLE&F. Alao, becauae of the 

relatively high dues of the ASRS, the poorly-paid shop 

workers could not afford to join, '0 in 1889 the General 

Railway Workera' Union (GRWU) was formed. It had a mach 

lower membership tee and quickly recruited shop workers. 

With the addition of the United POintsmen's and Signalmen's 

Society (UPSS) and the Railway Clerks' Association (RCA) , 

there were five unions then on the railwaY8, although the 

Amalgamated Society ot Railway Servants was by far the 

large8t. Sectional unionism (the Briti8h te~ for cratt 

unionism) reoeived a further shot in the arm following the 

1911 national rallway 8trike wben Sectional Boards were set 

up, crystallizing aettlement ot olitma on a grade-by-grade 

buis" rather than on a induatrial basia.2 

1 
Bagvell, Philip. The RallvaJ!!!l. ( London, George Allen 

and Unvin, 1963), p. 44. 
2 
~., p. 303. 



·f 

Towards the close of the 19th century the rallway 

co.mpanies, faced with sharply increased costs due ta rises 

in the prices of steel, coal, and iron, and restricted in 

their attempts ta increase charges by the provisions of the 

Railway ~d ~anal Traffic Act of 1894, began ta d1'aw closer 

to~ether ta el1m1nate competitive waste and provide a 

stronger tront for resisting trade union demands. 3 The 

response of the railway unions was federation, which was 

achieved in 1903. The leadership ot the ASRS, however, 

hoped that tederation would prove to be a stepping-stone 

toward amalgamation. But by 190, the tederation scheme WIS 

abandoned IS relations between the ASRS and the ASLB&F 

deteriorated. According ta Bagwell, it was mostly due ta 

the opposition of Albert 'ox, General Secretary of the 

ASLE&F, ta an Ill-grades campaign, and ta his irascible 

temper ldûch always led h1m ta say things he muat have 

Ifterward regretted.4 When the ASRS called a conference 

ta discuss amalgamation, Fox responded by urging all 

locomotivemen ta join the ASLE&P. 

The tmpetus to amalgamation was provided by the 

experience ot the national rallway s trike in 1911, whell the 

unions were forced ta work together. Another impetua wu 

the growing influence ot the syndicalists, who advocated 

workers' control and organization on an industrial rather 

31bid., p. 314. 

~bid., p. 317. 
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than a cratt basis. TeclmoloSJ vas also d1'aving them closer -­

it vas becoming ditticult to tiDd out vhere the skilled man 

lett ott, and the unskllled min began.' In Janua1'y1912, 

the AIIlgamated Society ot Railvar Servants, the General 

Rallvar Workers' Union, and the United Pointsmen' s and Signal­

men's Society amalgamated to tora the National Union of 

Railvaymen (NUR). The only holdouts vere the Associated 

Society of Locomotive Enginemen and Flremen, Which retused 

to submi t to the industrial tom ot organization, and the 

Railvay Clerks' Association, Mblch vas an extremaly conser­

vative association, closelr dependent on management and 

very reluctant to str1ke. 6 MeIIlbersh1p in the Rational Union 

ot Railwaymen was open to ~anr person employed on any railway 

or in connection vi th anr rallvar in the United Kingdom." 7 

Though the NUR has never succeeded in bringing in the ASLE&F 

or the RCA (now the Transport Salaried Staffs Association), 

1t h in every way a true industrial union. 

As of 1970, its a_ersMp totalled 191,000, compared 

to about 32,000 tor the ASLB&P, and 70,000 tor the TSSA. 

According to General Secretl1'1 Sir Sidney Greene, the RUR has 

repaatedly made marger otters tovl1'd the ASLE&F, but the 

8 latter has alvays "fira[r rejected such .oves". 

5 Ibid., p. 324. 
6 
Ibid., p. 311. 

7Ibid ., p. 332. 

8Letter to the author, dated DeceJlber 9, 1970. 



Why was 1nduatrial unionism established on the British 

but not on the Horth American railways? Obvioualy the reasons 

for the domination of the cratt unions 1n the United States 

and Canada are Many and v8l'ied, ranging trom broad socio­

political attitudes to specific historical events. But one 

difference noted by Perlman surely must have been a factor 

-- tbat is the degree of class consciouaness emhodied in 

European wage-earDers as opposed to their Amerioan counterparts.9 

Barly Amerioan rail union leaders (e.g. P.!. Arthur, Frank 

Arnold, Eugene Debs prior to the 1880's) tended to look upon 

railway Labour and Oapital not as antagonists, but as 

partners in the developmant of a burgeon1ng young Amerioa, 

partioularlyin the opening of the trontier. Beoause the 

class lines in America were not &1 tightly'drawn, the oentri­

fugal foroes in the labour movement were bound to &Isert. 

themaelves. The leaders ot the cratt unions bullt their 

organizltions "by making an appeal to the natural desire for 

autonoDl1 and selt-dete1'll1ination ot any distinctive group".10 

Thus cratt autonomJ beèame 1 slcred sh1bboleth, wbile the 

Issential degrll of unit Y was matntalned.(i.e. ~he cratt unions 

learned to work together wen thl chips were dOlll, thus at 

least preventing the strike-breaking t1ascos of the late 1800's). 

Difference8 in Cll8S consciousnes8 seem also to be 

9perlman, Selig. A Hiaton ot Trade Un10niam in the United 
States. (Iew York, MâëmIl1an, 1922), p. 121. 

1 0IbU. 
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the prime taetor in the ditterent orientations the unions in 

the United States and Britain took at their tounding. The 

U.S. unions eoncentrated almost exclusively on mutual benetit 

schemes or "weltare" unionism, while the British were much 

more heav1l1 oriented towards business or even "radical" 

unionism -- strikes, bargaining, grievances, etc. B1 the time 

'the U.S. unions had shitted their approach to placinp: heavy 

emphas!a on business unionism (around 1880-1890, when wage 

cuts and layotts became most severe, with the depression 

outting huvily into living standards), the cratt tom ot 

organization was already well-established, and there were 

organizations and traditions to preserve. 

When the Amalgamated Society ot Railway Servants 

began to organize in 1871 as an industrial union. there were 

no stronp; cratt unions in oppos! tion. But when the American 

Ra!lway Union was tormed, the ra!lway Brotherhoods were 

already reasonab11 strong, certainly more because ot the!r 

"triend1,. society" tutures than trom their ab il! t,. to win 

benetits tor their members, as is ev!denoed by their strlke 
11 

reoord. The presenoe ot the Brotherhoods gave management 

and gove1'llDl8!lt an opportuni ty, which the oratt unions were 
':'" . 

on1,. too happy to take, ot p1a11ns them ott against the 

indus trial union. The General Manuers made i t c1el1' arter 

11 
This is obvioua1,. on11 a surtace appl'Ox1aation ot the 

relions beh1nd the ditterent leqUIDce ot initial d.vIlopment 
ot Bri tish and _ricll1 railval unions. Dttper underlr1ng 
rellonl, luch Il the g.ographical dispersion ot the vork torce, 
the 1ntluence ot the 1'roDt1tr, and indeed the who1e range ot 
socio-po1itioal attitud.s, wh1~ ot course the ... 1vel l1'e the 
relùt ot turther undlr1ying tactorl, cUIIlot be ot turther 
ConClrD to ua hlre. 
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the Pullman strike that ther bore no 111 teeling against the 

Brotherhoods, and Attorner-General Richard Olner later 

intervened on behalt ot the Trainmen in a legal case.12 It 

is probablr reasonable to speculate that the inroads the 

!merican Railwar Union would have made into cratt union 

terri torr in the absence ot the disastrous Pullman strike 

would have resulted in a tar more structurallr unitied railwar 

labour movement than that in existence todar. 

But, as Logan has pointed out, as the cratt unions have 

developed ther have managed to gamer !Ost ot the advantages 

offered br Industrial unionism br means of tederations of 

varlous sorts. This led h1m to sar (in 1948) that: "Indus trial 

unionlsm, as an inclusive proposition tor the lndustrr, 

whatever its merits, is not an issue tOdar.,,13 The main forma 

of joint action are d!scussed in the follomg chapter. 

12 Ginger, OP. Clt., p. 1 57 • 
13 Logan, Op. CU., p. 131. 
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l , CHAPTER 6 - THE DEVELOPMEHT OF "FEDERAL" ARRANGEMEHTS 

Ever since 1935, men the leaders of 21 rallway unions 

approached the railroads jointly to demand the complete 

restoration of wage deductions imposed during the depression, 

the rulway unions have been exper1menting wi th various 

to~ of federations, 01' federal-type committeel; both in 

collective bargaining and in legislative action. 

In collective ~arga1n1ng, the rUDDing trades Brother­

hoods consistently stood by the pattern of craft unionism, 

but since 19~,8 they have been increasingly acting in mutual 

support and wi th the other ranwa,. unions.1 The clUef' agency 

tOI' co-operation was the General Conference Committee of the 

General Cbairmen of the international railway unions, and their 

Joint Negotiating Commdttee which was established in the 

th1rties. The General Chairmen are otficers elected in the 

various districts of each railway by each craft to adm1nister 

griev~1ces that are not settled at the local level, and also 

to co-operate vith the campanies in briDging in necess&ry 

innovations not p1'Ovided tOI' in contracta as atanding.
2 

By 

nature the General Conterence Committee was flexible, and on 

some issues did not include all the railwa,. unions, particularly 

the shopcrafts.3 Rowever, the Big POUl' Brotherhoods also 

1 
Logan, Op. Cit., p. 1)9. 

2l,lli. 

3Ibid• 



acted as a group by themselves, for example in the development 

of a "master agreement" detining the baais on which a cost-of-

11 vinp: bonus should be paid, July 1941 • 

In 1946, an important step toward unit Y was taken when 

the General CoDDdttees and national otficers of all railway' 

unions in Canada, both international and national, decided to 

get together and strengthen their positions in their nego­

tiations with the railway DÏinagements. This Joint Conference 

Committee represented the first time such a united front had 

been presented by the railway unions, and a "satisfactory" 

increase in wage rates resulted. 

As has been the case in Many different industries and 

countries, the necessity of carry1ng out a massive strike 

required the railway unions to work more olosely together at 

all levels -- local, regional, and national. The tirst 

nation-wide rail strike in Canada's history took place in 

19SO. The paralysis of the nation' s rail-transportation 

facilities was complete, and the federal govemment was 

forced to end the strike with special back-to-work legislation. 

Apparently the spirit ot unit Y which developed during the 

strike has had significant etfects on improving relations 

and co-operation between the railway unions, particularly 

between the Canadian Brotherhood ot Railway, Transport, and 

General Workers and the Brotherhood of Railway, Airline, and 

Steamahip Clerks. 

The second national rail strike in A~t1966 also 



required the unions to vork c10sely together and at least 

pointad out clearly the nead for extremely close co-operation 

among the unions. The script vas DDlch the seme as in 1950 -­

joint valkout, almost total stoppage of trains, special strike­

ending legislation. 

The shop trades began co-ordination in bargaining as 

far back as 1906, vhen the CPR notified the Boiiermakers that 

it vas reducing their vages, vith the other crafts taking it 

for granted tbat theimvould be reduced in turn.4 A federated 

trades movement vas established, and during World War l the 

varioUB shop crafts began writing their agreements jointiy 

vithtn a sinde contract. Vith the establishment of Division 

No. 4 (Canadian) of the Rallvay Employees Department, APL 

(later APL-CIO), a "federation of federations" became the 

structure. There are national IIcraft districts" cOV8ring all 

the raiivay employees in one craft, and these are assoclated 

aga in in "system federations" -- the significant tvo being 

System Federation No. 11 of the CHR and System Federation 

No. 125 of the CPR. Finally. tor JlU1mnJII bargaininp: strength 

these system federations are brought together in Division No. 4. 
Prior to 1965, the shoporafts partic1pated in joint barp:aining 

vi th all the other non-operating un1ana. TOday, a joint 

negotiating team ot Division Ho. 4 doea the national bargain­

ing tor the shopcraft unions. 

Logan oalls shoporaft barga1n1ng a rather complu 

4xbid., p. 147. 
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arrangement, but says that because it was developed pragmati­

cally in relation to year-to-year requirements, it does not 

impress those who operate it as unnecessarily complex or 

costly.5 He alao finds that "this is the federal principlè 

in trade union structure operating at its best as contrasted 

vith the industrial fo~ of organization".6 

Today, the non-operating railway unions (Group B cat­

alogued on page 8) co-ordinate policy in matters affectin~ 

wages and working conditions through the General Conference 

Committee of the Associated Non-Operating Railway Unions. 

The bargaining for this group is done by their Joint Begotiating 

Comm1 ttee. The Canadian Brotherhood of Railway, Transport, 

and General Workers was given full membership in this body in 

1952, but in 1963 and 1965 it split oft trom the others and 

bargaintd through ita own Joint Protective Board. In the 

1968 negotiations, however, it returned to the fold. Prior 

to the 1965-66 negotiations Wbich resulted in the national 

railway strike in the summer of 1966, the non-operating 

unions including the shopcrafta, which had previously bargained 

together as a unit, split into three groups -- Division No. 4 
Shopcr&fts, the Asaociated Non-ops, and the CBRT. However 

the groups co-operated tully w1 th each other in calling the 

strike, and a1so vith the Brotherhood of Railroad Tra1nmen, 

who atruck &fter its own conciliation board recommandations 

5 Ibid., p. 150. 
6Ibid• 
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·proved to be unsatisfaetory. 

The withdraval of the CBRT trom joint negoUations ~ 

1963 and 1965-66 resulted from poliey dis agreements regarding 

vages and job security. The shopcraft unions proposed vage 

demands Wbieh vould have given proportionately greater 

inereases to eratt vorkers, while the CBRT insisted on flat 

rate cents per hour inereases and emphasis on job security. 

These same issues eaused the three-way split at the prepar­

atory conferences of the unions for the 1966 negotlations. 

The groups had alvaY8 diftered on the issue of the type ot 

wage demands to be mad~ but th1s was the first t1me in almost 

tvo decades that they vere not able to compromise in the pro­

c~ss of hammering out a set of acceptable common demands.7 

It seems that a majorlty of shopcratt workers declded the 

tlme had come When restoration of wage difterentlals had to 

take priority over labour unity • 

Only in the running trades 1s the joint barp;aining 

system not used. The Brotherhood of Locomotive Engineers 

and the United Transportation Union bargain'separately, and 

indeed, the UTU tiremen section bargains separately trom lts 

ground personnel section. Unuaually enough, there has been 

a degree of joint bargainilig 'in the running trades in the 

United States, thougb there have never been any formal 

arrangements. Rovever, thougb there has been Joint bargaining 

7Peitchinis, Stephen B. Labour-Management Relations in the 
RaUval Industrl. Task Force on Li60ur Relations, StûdyBo. 20, 
(Ottava, înrol'll&tion Canada, 1971), p. 224. . 
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i\ , between the BLE and the UTU (and the BLE and the foUI' unions 

wh1ch now comprise the UTU before that) in several wage 

movements, it seema to be quite an ad hoc arrangement, being 

dete1'D1ined by the types of demanda put ronard and the pre­

vailing relations between the unions. 

J.M. Callaway, Special Representative ot the United 

Transportation Union in Canada, sees the Brotherhood of 

Locomotive Enginears' traditional avoidance'of strikes and 

hard-lina bargaining as the major reason why a system of joint 

bargaining has not developed in the running trades. 8 He 

points out that the BLE is JIII1ch more conservativa than the 

UTU (or the Brotherhood of Railroad Tra1nmen and Brotherhood 

of Locomotive Firemen and Enginemen before i t), which has 

traquently initiated strikes and played brinkmansh1p. Wh11e 

even the BLE membersh1p will admit that their lUlion is the 

sott underbelly which management pre fers to deal with first, 

they seldom are hurt by th1s practice, due to the1r h1gh pay 

levela (relative to other railroaders) and their positions of 

responsibili ty. Moreover, the BLE and the railways have 

signed agreements in the past wh1ch guarantee the BLE an 

automatically h1gher settlement if the Tra1nmen were able to 

extract a better one. The BLE ia tbus able to protect ita 

flanks in th1s way. 

Over the years the railway unions have alao been 

moving toward more co-ordinated action in the le~ialative 

BLetter to the author, dated February1, 1971. 
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field. In the thirt1es, the four running trades Brotherhoods, 

along with the Bl'otherhood of Maintenance of Vay Employees 

and the Order of Railroad Telegraphers, established a 
. 

Dominion Join~ Legislative Committee to speak for the member 

or2anizations in legislative matters -- that is, to lobby. 

Federated action in this field was particularly important to 

the Big Four because, as they were not affiliated to the 

Trades and Labour Congress, they had no other lobbyin~ force. 

Later Division Bo. 4 joined th1s group as did several others, 

and the name was changed to National Legislative Committee, 

Intemational Rallway Brotherhoods. In 196" all the 

international and national railway unions joined to torm 

the Canadian Railway Labour Executives Association, wbich 

was formally established later in 1968. In late 1969 it 

dropped the word "Executives" trom !ts name to get l'id of 

!ts "bureaucratie connotations" and became the Canadian Rallway 

Labour Association (CRLA).9 

The Canadian Railway Labour Association is an active 

voice for the railway unions in all matters affecting railway 

workers, and in most cases, workers in genara!. It presents 

an aDnual brief to the federal govemment Wblch touches on a 

vide range of sUbjects arfecting labour, and also presents 

briers on special ma~ters such as rail-line abandonments, 

the Woods Task Force Report, etc. One suggestion or the CRLA 

VIS recently implemented br the govemment -- the establishment 

of permanent rederal Mediation Services. '" It has also taken 

9 Oanadian Transport. J anUll'1 1, 1970, 1). 8. 
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the lead in tighting rail-line abandonments, and more recently 

has been formulating arguments for rejection ot the govern­

mentIs appeal tor voluntary vage restraints. To illustrate 

the range ot the CRLA' s eoneel'lls, this is a list of matters 

deal t vi th in i ta Fe bruary 1969 Brief: laboUl' relations 

generally, changes in the Industrial Relations and Disputes 

Act, the LaboUl'-Management Consultation Braneh of the 

Department of LaboUl', injunetions, picketing, railvay safety, 

protection at level erossings and pedestrian safety, the 

National Transportation Act, unemployment insUl'ance, poli ci es 

tor priee stability, and taxation policy.10 

The three larges t rail unions in Canada -- thé Uni ted 

Transportation Union, the Brotherhood of Railvay, Airline, and 

Steamship Clerks, and the Canadian Brotherhood of Railvay, 

Transport, and General Workers -- have joined together in a 

campaign aimed at mobilizing pUblic opinion to prevent the 

phasing out ot inter-ci ty passenger service, or "railvay 

passenger abandonment." 11 The eampaign, knoVll as "for a 

Sane Transportation Poliey (S.T.O.P.)", has been using 

advertisemants in Canadian periodicals and nevspapers, as 

vell as an information booklet, to get their message across. 

(The message essentially is tbat the railvays are a relatively 

cheap, safe JUans ot transportation vhich do not ravage the 

environment vith air and noise pollution like the automobile 

10 
Canadian Tranaport. Feb1'Ull7 22, 1969, p. 1. 

11 
S.T.O.P. advertheunt, CanadianDiMna1on. April 1971, p. 47. 
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and the airplane, but that railvay passenger service is 

being allowed to disappear by a federal govemment which is 

subsidizing neither the service nor the development of a 

more efficient tecbnology.) S.T.O.P. has recently commissioned 

and published l book called Right of Way, by Robert Chodos, 

which presents S.T.O.P.'s arguments in detail. 

Although there has been little progress towards 

organic unit y in the hiatory of Canadian rail labour, with 

the exceptions previously mentioned, it ls clelr that the 

railway unions have achieved a certain degree of unlty in 

collective bargaining and legislative action. As Logan says, 

in this way they have been able to gamer many of the 

advantages of indus trial unionisme However, two fundamental 

questions remain -- why ls there a great deal of dissatlsfaction 

w1 th the present system and why has indus trial unionism (or 

at least a much more consolidated system) not been establlshed 

on the Canadian rallways? The following two chapt ers 

examine,these question •• 
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CBAPTER 7 - FORCES PROMOTING OONSOLIDATION 

Many people within the railway labour; movement, 

including most of the rail union leaders, have talked about 

the need for fewer and s trong unions. Whlle opinions di verge 

somewhat on the form which turther organic consolidation 

should take, there is a general consensus that such consoli­

dation ls not only desirable but necessary at this time. 

The following are a sample of the pro-consolidation 

statements which have been made: 

Cana di an Brotherhood of Railway, Transport and General 

Vorkers Policy Statement on Rail Labour Unit y: "In all of 

Canadian industry there 1s none so much in need ot a 

consolidation of union representatlon as the railway induatry, 

and indeed the transportation industry as a whole. ,,1 
"- ... ~--

C.L. Dennis, President 01' the Brotherhood of Railway, 

Airline, and Steamship Clerke:, "For several years l have 

been convinced that working men and women, both in the railway 

industry and in many other parts of the national economy, 

will sus tain many benefits through consolidation 01' over­

lapping trade unions. In tbis modern era of vast technological 

change, orglDized labour in the United States and Oanada has 

a responalbllity to ita mambers and to the pUblic to adapt to 
2 

new conditions in the induatry." 

1 
The lational Executive Board, CBRT&GV, A Pollcy Statement 

RecOImInding tbI unitication ot Railway Labour in Canada, 
Convention Resolution, CBRT&GV 27th Regular Convention, Ottawa, 
Ootober 1967. 

2Canadian Rallvayun, Harch 8, 1969, p. 1. 



Charles Luna, President, United Transportation Union: 

"Ve need not only cloler co-operation, but also a common 

organization •••• Our desire 1& tor unit y ot membersh1p, 

and we of ter the band ot friendsh1p - for merger. ,,3 ., 

W. J. Smith, President Canadian Brotherhood of Railway, 

Transpor; and General Vorkers, 19$$-1970: r~ot only are the 

various unions divided, but they are all -- inclu4ing our 

Brotherhood -- shr1nking in size, and consequently in strength.,,4 

Bd Finn, Research Director, Canadian Brotherhood of 

Railway, Transport, and General Workers: "There is no 

imaginable reason why the employees of the Canadian National 

and Canadian Pacific railways should not all be members of a 

single national union instead of being scattered among one 

national union and sixteen internationals."$ 

W • P. Kelly, Director of the Conciliation and Arbitra­

tion Branch··of the Department of Labour (former Vice-President 

ot the Brotherhood ot Railroad Tra1nmen): "It there is one 

thing in which opinion is practically unanimous, it is the 

tact that there are just too many unions in this day ot 

automation, computerization, and cybernetics. Merger of 

unions in the railway industry is long overdue."6 

In a purely business or technocratic sense there are 

3Canadian Transport, May 196$, p. 2. 

4Canadian Trans port, May 1, 1969, p. 1. 

$Labour Gazette, lovember 1970, p. 772. 
6 Labour Gaze t te, March 1969, p. 1 52 • 
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t , three major argumenta which are usually put fonard in favour 

of oonsolidation. These are: 

1. Greater strength in the collective bargaining 
proceaa. 

2. Greater influence in public policy. 

3. Better aervicea th1'ough decreased waatage and 
duplication. 

Mr. Callaway of the United TranaportationUnion adds a fourth, 

which he calls "Motherhood". This expresaes a feeling that 

most it not all unionista share a desire to see the labour 

movement "un1tied" in one way or another. 

Collective Bargainins 

Collective bargaining, -in the true sense ot the 

phrase, haa never really existed in the Canadian railway 

industry. There haa always been a great deal ot argument 

across the table, but aa one conciliation board chairman 

put it: "There was an obvious reluctance on both aidea to 

concede any point tor the purposea ot arriving at a settlement. 

Ho middle ground was even discussed betore the Board. ,,7 

There are a great many reasons whJ th1s is the caae. 

The unions bave been taced with severe problelll8, particularly 

in the area of job security and technological unemplo1lll8nt, 

while the railway campaniea bave bien constricted in the 

rates they can charge by govel'DJlllllt control. Management 

have used th1s government regulation ot tbeir operations as 

7 Curril, A. V. Canadian Tlanaeortation Economica. ( Toron to, 
University ot '1'orontô Preas, 1967J, p. 359. 
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8 a basis for retuaal to bargain. Moreover, the railvay 

industry has been steadily losing a greater and greater 

share of ~ transportation market to the 'trucking industry, 

the airlines, and pipelines, as shown in the tables belov. 

1953 

1967 

1944 

1950 

1960 

1967 

TABLE II 

Shares of Canadian Inter-Citl Travel bl Mode (~) 

~ ID!!. ~ Air 

78.7 

81.8 

Sources: 1953 

1967 

11.3 

5.3 

J .C. Lessard, Transportation in Canada, 
a ~tudy prepared ror tbë Roya! dômilssion 
on Canada's Economic Prospects (Ottava, 
Queen's Printer, 1957) 
Dominion Bureau of Statistics, document 
no. 50-001, llovellber 1969 

TABLE III 

~es of Freight Ton-Kilease in Canada bl Mode (%) 

Rail ~ Water A!! Pi2eline 

74 3 23 * * 
61 6 30 * 1 

47 10 26 * 16 

41 9 25 * 24 

* - Leu than 1~ 

~: Dominion Bureau ot Statistics, document no. 
50.001, Karch 1970, Appendix 1 • 

8 
Peitchinis, 02' Cit., p. 282. 
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Another factor hampe ring the railways' operations has 

bien the tact that they are reatricted by govel'llD1ent (in the 

"public interest") in abandoning unprotltable branch lines 

and eliminating costly services. Thus with management really 

determined to keep down costs (of which labour costs are 

about "~ of the tota19) and the unions determined to keep 

up with wage settlements in other industries, an impasse in 

negotiations nearly always results. 

The unions are being increasingly forced into hard­

line bargaining and brinkmanship by the growing mi li tancy of 

the rank and tile.10 Some recent manifestations of this 

mi li tancy are: members of the Brotherhood of Rallway, Airline, 

and Steamship Clerks picketing the head office of their 

union in Montreal; wildcat strikes (booking off sick) by 

Vestem Oanadian members of the Brotherhood ot Locomotive 

Engineers in defiance ot the orders ot the international union; 

and Njection and slim majorit1es of approval of memoranda 

of aettlement in recent ratification votes.11 

Perhaps the IlOSt important tactor behind what tol'lltr 
12 

Prime Minis ter Pearson called Il the ri tual dance Il Dt 

collective barglining is the lmowledge on the part ot the 

unions and the rallwlys that the govel'llD1ent will impoli a 

9 Currie, Op. Cit., p. 3S2. 
10 Bd Pinn, Letter to the luthor, dated May 25, 1971. 
11 

Canl41an 'l'1'anaport, May 15, 1971. 
12 

'!'he Montreal Star, SeptelDber 1, 1966. 
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settlement and not allov a real showdown ot strength to talce 

place. Despite their 101les in the transportation market, 

the railvays are still a critical part ot the Oanadian economy 

and a prolonged strike could be extremely huIltul, particularly 

to the regions outside the St. Lawrence Valley where trucking 

is less ot an alternative. A national railway strike has 

immense repercussionl on otber industries as well-- in the 

9 day strike ot 19SO. over 23.000 workers in other industries 

were laid ott as a relult ot the strike.13 Moreov~r, the 

political repercussions ot a riilway strike could hurt the 

govemment, particularly it it vas in an elaction year. 

This factor ot goveroment intervention has tended to 

produce a situation Mhere neither the unions nor management 

are willing to concede anytb1ng at all, but rather cling as 

tenaciously as possible to their original positions so as not 

to prejudice their chancel Mben a settlement is imposed. 

Robert Stewart has described the situation in the tollowing 

terms: ~Everybod1 tnev that the real decision on what the 

workers vould get and the railways would have to pay would 

be made not at the bargaining table but by the tederal cabinet. 

ThIre was a price the govelalnt vas villing to pay (in the 

fOM of subsidies to the railvays) to keep the trains running, 

and the whole elaborate exercise VIS 41rected towards deter­

mining that price."14 

13 Currie, Op. Cit., p. )62. 

1~ Montreal Star, JanUll'J 16, 1971, p. 27. 
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A eursory examination 1oto the historr ot railvar 

negotiations certa10lr bears this out. The 1968 settlement 

vas the tirst time a "voluntarr accord" had been reached 10 
15 the railvar 1odustl'1 sinee 1946. Short national rail strikes 

occurred 10 1950 and 1966, and on nearlr everr other occasion 

a strike vote vas taken, and a strike onlr narrovlr avert~d 

br govemment intervention. These close calls occurred in 

1948, 1954, 1958, 1961, and 1971. 

The 1968'agreement, vhich vas reached betore the old 

contract l'an out, vas due to a number ot tactors, the more 

signiticant ones being: the 1966 strike itselt, which proved 

quite costlr to both sides, both in terms ot moner and hostile 

public reaction; the begiDnings ot an eas10g ot govemment 

control ot rates, which encouraged the railvars to enter 

into more meaningtul negotiations than betore; and the l'ole 

ot the government-appointed mediator, William lellr, tormer 

Vice-President ot the Tl'a1nmen, who sat in on negotiations 

right trom the begiDning (this has been ealled "preventive 

.diation") • 

The 1970-71 negotiations also resulted in agreement 

vithout a nation-vide strike. Rovever it came Ilontha &fter 

the contl'lct had expired, and onlr atter eleventh hour 

negotiatlons vith the Brotherhood ot Locomotive BDgineers, 

vith the K1nister ot Labour engaged directlr in lwaering 

1 ; Canadian Transport, J an1W7 1, 1969, p. 2. 
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out a settlement. The· membersh1p ot the BLE, puticululy 

in Western Canada, defied their union headquarters by valking 

off their jobs at many points. 

There seems to. be a great deal of dissatistaction 

vith the 1971 contracts. The initial settlement vorked out 

vith the shopcraft unions vas rejected by a ratification vote 

of the membersh1p. Also, the non-op settlement vas l'Itified 

by only a 73 per cent vote, vith only 61 per cent of the CBRT 

membersh1p voting in tavour .16 

It appeus that despite threats to the contruy, the 

railvay unions have become very reluctant to engage in 

another nation-vide strike. The near hysteria that resulted 

when the clerks vent on strike in 1970 in the United States 

and when some Engineers walked out in Western Canada in 1971 

no doubt is acting as SOJl18vhat of a detel'l'ent in this regard. 

Despite th1s, and despite the tact that the railvays seam to 

be taking less intransigent positions in negotlatlons, the 

growing militancy of rank and file railvay workers, as 

partially evldenced by the votes and valkouts mentloned above, 

vould seem to indicate that the unions must be prepued to 

undertake a nation-vide strike again, and to make It an 

effective one. . . 
The railvay strikes of 1950 and 1964 and the latter 

in pll'tlculu, have had a vide impact upon the question of 

union consolidation. The CBRT Policy Statament on Rail 

16 Canadian TranSport, May 15,1971, p. 1. 
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Labour Unit y assesses the impact'of the 1966 strike as 

follovs: "The federal gove1'Dlll8nt' s intervention vas made 

elsy becluse of the fragmentation of railvay vorkers among 

so m&ny unions, vith its attendant diffusion of leadership, 

and the absence of one strong source of authority and 

direction. It is evident that one union embracing all railvay 

employees vould be much better equipped to preserve our 

deaocrltic right to strike. ,,17 Ed Finn states tha~: "The 

'unit Y , created by joint bargaining alone proved insUfficient 

to vitbatand govemment and company pressures to end the 

strike. Individual unions vere played off against one another, 

so that the veakest ones cracked first, and the resulting 

'domino eftect' led to the other unions clVing in one by one. ,,18 

The problem vith tederated bargaining, as the above 

quotations point out, is that to succeed it requires a 

tremlDdoua amount of soli dari t Y and moral responsibility to 

the group on the part ot the indi vidual unions. If the 

govel'Dmlnt intervenes in a strike and one union decides to 

break rants and return to vork, the l'est are more or less 

torced to. Without complete labour solidarity in face of the 

ca.plDie., the govemment, the press, and largely hostile 

public opinion, it ia impos.ible to sustain prolonged atr1ke 

action. In 1966 the Tra1maen vent back to verk and even the 

CBRT va. then forced to 11e1d, despite videspread refusals 

17 
The lational Executive Board, CBRT&GW, Op. Cit. 

18 
Letter to the auther, dated December 8, 1970. 
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ameng the OBRT rank and file and other railway men to return 

to work. In a desperate measure to placate the large number 

of militants, the CBRT leaders tried to establish a work-to-

1'I11e slowdown. However, their caU to the other unions was 

ignored and the tactic never got off the ground.19 

Unless the easing of govemment controls under the 

National Transportation Act of 1961 allows the railways to 

substantially improve their profit positions, it seems 

l1kely that rail strikes will continue to occur. History 

vould seem to disprove a statement ~de in. 1931 by Harry 

Henig: "Railvay strikes ue no longer a technique for the 

settlement of employer-employee issues.,,20 Henig made th1s 

statement precisely as a counter-ugument to those advocating 

the need for indus trial unionism on the railvays. It seems 

cleu that the unions vould be better prepared to ca~y out 

a strike, and consequently have a stronger band in negotiations, 

vith a more consolidated structure. 

IDmediately, Dt course, one could obJect that if the 

govemment will legislate an end to the strike' very quickly, 

what 18 the point ot having a more un11'1ed union system? 

The answer lies in the possibility ot detiance ot the 

govemment or ot a change in the type ot govemment inter­

vention. At leut one union leader in Canada nid that he 

might have to ~ to jail over the 1910-11 dispute. There 1& 

19The Montreal Star, Septellber 3, 1966. 
20 

Henig, Harry. The Brotherhood ot Rallwa~ Clerks. 
York, Columbia University Press, 1931), p. 18 • 

(Bew 
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no doubt that the militancy of railway workers is strong and 

groving, and this makes the possibility of defying baok-to­

work legislation a veryreal one. Faced vith complete 

solidarity in rail labour ranks, the govemment would be 

placed in a difticult position. There is always the 

possibility that it oould smash the union movement with 

massive arrests and tines. Certainly no o~evould find suoh 

a head-on controntationdesirable. In tact it vould have 

suoh serious reper,cv.,It§ions on the whole eoonomio and poli tical -

system that it is hard to believe the govemment would let 

i t happen. Alternative forma of settling the dispute would 

have to be devised. 

The govemment oould pass legialation prohibiting rail­

wly atrikes al,togeth,r ~d set up aome fo1'Jll of oompulsory 

abbitrltion system. Unless they wanted to ohallenge the 

gove1'Dllllnt' s authori ty, the unions' only reoourse vould be to 

work for the repul of such legislation. There are m&ny 

torma of political action the unions oould use in their 

Ittempta to aohieve suQh a repell, but in every case they 

would likely be more effective it they vere more consolidated 

in structure. But it auQh a repul vere achieved ve vould 

be back to vhere ve are nov vith the govemment using Id hoc 

legialation to protect "the pUblic interest". As Peitohinia 

slya, ~leaa a barglining proceas ia deviaed whioh vl11 

~sure the oonclusion of agreements vi thout reaort to strike 
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action, govermaent involvement cannot be avoided. ,,21 

Thus railval workers are faced with either legislation 

forbidding tbIB to atrike altogether or legislation forcing 

them back to work alter a short strike (as little as 24 hours 

in the United States). In either case, to be effective thel 

mal well have to defJ the govemment, with all its attendant 

consequences. What is needed, of course, is a means Wherebl 

the right to strike is preserved yet the pUblic interest is 

protected. A possible solution could be one suggested bl 

George P. Shultz -- continued operation of the industry but 

on a limited scale (e.g. wheat shipments). ~e responslbility 

for directing operations would be given to a "public official 

whose objective and lep:al responsibilities are purely and 

s1mply to get certain goods transported ••• ln certain small 
22 quantities." .This, of course, brings up problema as well, 

but it seema to be a realistic alternative to compulsory 

arbitration or the present ad hoc type of intervention. 

No matter how the slstem evolves, given paat events 

and the militancl of railwly workers (both in Canada and the 

United States), it appears that in all likelihood atrikea 

will still be uaed as one maans of settling disputes in the 

indus try. Thus the problem of carrying out an effective 

strike will continue to enst and, as the CBRT Policy 

21 Peitch1n1a, Stephen G. Labour-Management Relations in the 
RailwaJ Indultry. Taak Porce on Llbour Relationa, (Ottawa, 
Intol'Ution Clnada, 1971), p. 26,. 

22 
Shultz, George P" "Strikes: The Privat. Stake and the 

Public Inte1'lIt", in Richard A. Leater, Labour: Bea~s on 
Major lllue •• (lev York, Randam House, 1968), p. 4b~ 
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Statement points out, effectiveness in strike action is in 

this case closely tied to the structure of the railway union 

movement. 

To assess how well the present system of union struc­

ture has been "del1verw the goods" 1& not an easy task. On 

the question of wages, it has been argued that railway wages 

and fringe benefits should be rougbly equal to those in the 

"durable goods" industries -- basic Iron and steel products, 

household appl1ances, etc. This standard was originally 

introduced by the rallway companies in 19SO, when the standard 

showed that railway workers were relatively well off. However, 

by the mid-195()! s the reverse was true, and both parties made 

an about face in their positions. The railways lost their 

, enthusiasm for the standard while the unions became its 
23 -

devotees. Rallway wages lagged behtnd un tH 1965 when 

they caught up wi th and surpaued those in the durable goods 

industries once more. The widening gap has been due chiefly 

to a more aggressive and militant leadership in the rail 

union (non-op) negotiating committee (partly in response to 

growing rank and file militancy) since Frank Hall retired 
t 

IS chier negotiator. 4 The unions abandoned the durable goods 

standard because i t did not come up to their members' r1sing 

expectations and detel'mination. As Finn says, "the unions 

decided to use their economic mu!cle tor a change, inateld 

23 CUrrie, Op. Cit., p. 371. 

24gd Finn, Latter to the author, dated May 25, 1971. 
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ot relying on the patterns set by unions in other industries. "25 

The national l'ail strike ot 1966 was a retlection ot this 

new outlook. 

In addition, wage comparisons are ditricult to make 

a~ in industry at large, rates ot pay vary trom one part ot 

the country ta another, while on the railways they are 

generally uniforme Thus comparisons ot l'Illway w1 th non-rallway 

pay may be tavourable to one aide here and to another there. 

Also, the risk ot accident and the size ot tringe benetits, . 

such as pensions, health insurance, vacations, and tree 

travel during vacations and atter retirement, are other 

factors which make it ditticult to compare railway and 
26 

non-rai~way wage!. 

Table IV shows the average annual wages and salaries 

in the railway and durable goods industries in Canada trom 

1939 to 1967 • 

Undoubtedly the key problem tOI' railway workers and 

fol' the l'ail unions is Job securitz: Table V shows the total 

number ot employels in the Canadian railway industry trom 

19~5 to 1967. As can be seen trom the table, employment hi t 

a peak in the mid-19 SC)ls and has been declining qui te . 

rapidly Iver since. Some ot the l'usons fol' th1s decline 

arl:27 

2SIb1d• 

26 Ourr!l, Op. Cit., p. 369. 
27 !ili., p. 3S3. 
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i· TABLE IV 

AVERAGE mUAL SALARIBS AND liAGBS OF EMPLOmS IN THE 

CABAnIAl BAILli!Y ABD DURABLE GOODS INDUSTRIES 12J9-1261 

(in dollars) 

(1) RailwIY (2) Durable Goods 
!!!! Salaries & Wases Salaries & Wyes (1~-t2)-

1967 6,274 5,932 342 
1966 5,727 5,607 120 

1965 5,372 5,354- 18 

1964 5,065 5,094 -29 

1963 4,835 4,896 -61 

1962 4,589 4,670 -81 

1961 4,504 4,528 -24 

1960 4,218 4,378 -160 

1959 4,150 4,247 -97 

1958 3,931 4,0$2 -121 
1 1957 3,726 3,876 -150 

1956 3,623 3,700 -77 

1955 3,453 3,531 -78 

1951t. 3,371 3,)98 -27 

1953 3,416 3,)09 107 

1952 3,126 3',1 J8 -12 

1951 3,062 2,854- 208 

1950 2,747 2,575 172 

1949 2,721 . 2,458 263 

1948 2,696 2,266 430 

1947 2,331 2,032 299 



~ .... 

{ , , 

,1 

77 

TABLE IV ( Cont 'd.) 

(1 ) Rallway (2) Durable Goods 
!!!!: Salaries & Vases Salaries & V!Ses (11-~2) 

1946 2,200 1,808 392 

1945 2,059 1,8" 204 

19lt4 2,125 1,863 262 

1943 1,908 1,828 80 

1942 1,847 1,711 136 

1941 1,697 1,490 207 

1940 1,581 1,389 192 

1939 1,549 1,263 286 

Sourcel: Railway Data - Canada Year Book (various iSlues) 

Durable Goods Data - DBS 11-502 (1939-1962) 
Canada Year Book (1963-1967) 
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TABLE V 

NUMBER OF EMPLOYEES IH CAiADIAI RAILWAY· INDUSTRY 

1926 - 1967 

Yell' Humber ot Implorees 

1967 150,218 

1966 151,546 

1965 154,832 

·1964 157,643 

1963 156,527 

1962 162,861 

1961 166,081 

1960 175,531 

1959 187,981 

1958 192,809 

1957 212,4.26 

1956 215,324 

1955 195,459 

1954- 196,307 

1953 211,951 

1952 214,143 

1951 204,025 

1950 190,385 

1949 192,366 

1948 189,963 

1947 184,415 

1946 180,383 
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TABLE v ( Cont' d.) .. ~ 

Year Humber of Employees 

1945 180,603 

19lJ4 175,095 

1943 169,663 

1942 157,740 

1941 148,746 

1940 135,700 

1939 129,362 

1938 127,747 

1937 133,753 " 

1936 132,761 

1935 127,526 

1934 127,326 

1933 121,923 

1932 132,678 

1931 154,569 

1930 174,485 

192' 187,846 

1928 '87,710 

1927 182,143 

1926 179,800 

SOUl'ce: Canada Year Book (varlous issues) 
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a) the total volume ot railway treight did not expand 
during the 1950's and early 1960's as rapidly as 
the volume by othermodes of transport. 

b) the amo\mt of passenger traffic has declined both 
absolutely and relatively to the amount of travel 
by private passenger automobile and airplane. 

c) \mprofitable branch'lines and non-paying passenger 
trains are being abandoned. 

d) stations with low annual gross revenues are being 
closed under the Kaster Agency plan. 

e) diesel locomotives, hump yard., power-driven equip­
ment for the maintenance of track, and other 
technological advances make it possible tor each 
employee to do more work per hourI 

As Table V shows, the railway work force declined by 

65,000 employees between 1956 and 1967 -- a drop oi over 30~. 

1969 DBS tbures show a further decline of nearly1 5,000 over 
28 two years, to 135,532. This puts the problem of job 

security and technological change clearly at No. 1 on the 

\mions' agenda. 

Crispo notes that to cope effectively with problems 

ot technological change, the \mions are going to have to be 

more lmited. Be also feels that the alternative to mergers 

-- inter-union alliances -- with !ts iim1ted liaison, "may 

prove insutficient in Canadt, if only because of the 

comparatively sull number ot workers involved."29 It is 

evident that with the present structural system the rallwly 

28 
Dollinion Bureau ot Statist1cs, Rallwai Transport 196~, 

Part VI, (Bmployment Statlstics), DBS Cata ogue Bo. $2-21 • 
29 

Cris po, Op • Oit.. P • 1 71 • 
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unions are not coping with the problem as effectively as they 

are going to have to. The so-called "job security program" 

which is all that has been achieved so far is at best no 

more than a pale imitation of the major recommendations of 

the Freedman Report, which will be discussed further later. 

The question of job security is a key one for the 

non-operating employees, and a crucial one for the runn~g 

trades workers, but is not as important to the shopcraft 

unions. Shopcratt workers tend to be by and large more 

secure in their positions, and are also much more mobile than 

the others as their skills are in demand in many other 

industries. This was a major reason why the shopcratt 

unions decided to split otf trom the non-operating group 

and to bargain alone in 1965 and trom then on. 

On the other hand, the running trades unions, and in 

particular the United Transportation Union, are extremely 

concerned about job .ecurity, as their workers are skilled 

only in terms of the rallroad indus try • !he UTU has had to 

pick up the battle to keep the job ot "firemen" in existence, 

and wnile it has been relatively successtul, there will soon 

no longer be any tiremen on the railways due to retraining 

and attrition. 

The goal ot the unions is not to bring all technological 

change to a halte Rather, it is to give the workers them­

selves a say in those decisions which have, or couldhave, a 

great etrect on their .lives. The unions want to be involved 
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in determining tae criteria bJ which certain changes are 

deemed essential to the industrr and the countrr. Ther want 

to protect the workers trom anr form of arbitraripess on the 

part of management and ensure that when technologieal change 

is deemed necessary the displaced workers have other emplor­

ment opportunities to turn tOI The present "severance par" 

scheme is not good enough, in the unions' view, especiallr 

tor -'th~se workers whose skills are valuable onlr in the 

railwar industrr. 

Peitchinis states that the.e has been a lack of progress 

in the area of negotlating technological change beeause on 

both sides there is virtual ignorance of vital manpower 

information and no comprehensive data on the aspects of the 

relationship between technological and operational changes 

and the quantitr and nature of functions performed br 

emPlorees. 30 As Pei tchinis notes, th!.s becomes an especiallr 

serioua problem when innovations are implemented unilaterallr, 

and workers are unable to take precaut10narr meaaurel, such 

as 100k1ng for alternative employment, acquiring additional 

education and training, etc.3' 

. At present, the ent1re railwar labour ~vement is not 

making a determlned battle over job éecur1tr, though a maJor­

itr of the un10ns are. Rowever, given the succesa ther've had 

so far, it seems evident that to achieve meaningtul job 

3Ope1tchinis, Op. Cit., p. 292. 

3'!.lli,. 
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l , security and negotiated technological change it will probably 

require making it first priority for all the unions. This 

seems nearly impossible within the present bargaining structure 

-- therefore, rail union consolidation may be necessary to 

achieve adequate job security for all groups in the railway 

work force. 

Another facet of the joint bargaining system which 

hàs caused some concern is the problem of making final joint 

demands correspond reasonably closely to the wishes and needs 

of the memberships of the various unions. As demands proceed 

up the scale through local meetings, regional conferences, 

and national conferences, and then finally through meetings 

of the national officers of the participating unions, they 

tend to bear le'ss and less resemblance to those original 

demands formulated at the local leve1 by the rank and file. 

It is possible that union consolidation cou1d al1eviate 

this problem somewhat as conf1icting demands and interests 

could be worked out °at a low level rather than at the 

national officers leve1 where compromise is undertaken 

without the consultation of the memberships. 

Public Policy 

'!he structure of the ral1way labour movement 1s a1so 

an important factor in the consideration of labour's ro1e in 

pUblie affairs in genera!. Crispo makes the point that the 

inereased cohesiveness which a reduced number of unions wou1d 

bring to the movement would undoubtedly increase its 
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ability to make an impact on pUblic policy.32 

By the very nature of the railvay industry, rallvay 

uniona are extremely concerned vith polltical action. Since 

the govemment regarda any prolonged railv1l work atoppage 

aa unacceptable, thua l1m1ting the uniona' ability to apply 

their economic pover against the railvay campanIea (and vice­

veraa), the unions need to be able to influence the govemment 

both trom the point of view of the length of atrike tolerated 

and the type of aettlement finally eatablished. To the 

raIlvay uniona, then, political influence is criticalll 

important, aa' Peitch1nis notes: "The failure of the unions, 

over the yeara, to aeek out alternative wals to compel the 

companiea to enter into negotiationa ahould be interpreted 

in one val only: that thel expected to make greater gains 

through the exerciae of their political power on the govern­

ment than through the application of their economic power on 

the railwaya. n)) 

mind: 

At leaat three other kel areas 1mmediatell come to 

a) legialation to make technologieal change a 
negotiable item (Freedman Report) 

b) influence on the rulinga of the Canadian Transport 
Commisaion (CTC) 

c) prevention of legialation vhich would restrlct or 
denl the rlght to atrike in the rallval induatrl. 

Of courae, rallwal labour la concerned wHh m&ny other auch 

problema, but theae seem to be the kel ones. 

32 Crispo, Op. Cit., p. 171. 
)) 8 Peitch1nia, Op. Cit., p. 2 ). 
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Rail ~ion consolidation would serve to focus the 

resources and energy that are presently divided into so many 

different organizations. The Canadian Railway Labour 

Association (CRLA) is an attempt to achieve joint action on 

political or "legislative" questions, but this type of tool 

is severely l1m1ted. Its basic function is to lobby for 

legislative change, presenting occasional briefs to the 

govemment ar the Canadian Transport Commission. While this 

undoubtedly has had some beneficial effects, its impact is 

highly restricted due to the nature of the CRLA itself, 

as it cannot make contributions to individual candidates or 

parties, as vell as to the nature of the parliamentary 

system. Callavay points out that it matters little vhat a 

politician tells you if he's committed to the party line in 

caucus.~ It's a different matter in the United States, 

hovever, Mhere if you make a substantial campaign contribution, 

such as la available vith a consolldated orgimlzation, you 

find that you haVi m&ny friands, trom the State Legislators 

right through Congress and senate.35 

Of course, even vith a consolidated union structure, 

the effect ot contributions to campaign tunds would be 

limited due to the rigid party structure. RovlVer, vith a 

unlfied membersh1p, the union or unions vould be able to 

make a greater contribution to the Nev Democratie Party, 

3\etter to the author, dated Pebruuy " "91' • 

35Ibid• 
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hoth floancially and organizationally, Wbichwould enhance 

that party's chanoes of belog elected. It is quite possible 

that such a new union would choose to affiliate with the BDP, 

as the BDP has consistently battled tor the railway unions 

agamst the companies and the govel'llD18nt. The Oanadian 

Brotherhood of Railway, Transport and General Workers is a 

staunch supporter of the NDP, but most of the loternational 

railwayunions do not permit political affiliation. 36 Horowitz 

polots out that if a union is highly centralized and oonsists 

of a small number of huge locals, a pro-NDP leadership will 

be able to secure affiliation of a high proportion of the 

locals wi th relathe use, while if the union 18 very 

decentralized and consists of a large number of small locals 

it will be muohmore difficult to get a high percentage of 

locals to affiliate. 37 Thua rail union consolidation, by 

locreaslog the size and decreasing the number of local 

unions, should allow the leadership, if pro-NDP, to get a 

larger section of the membership affiliated to that party, 

and thua obtam a greater voice 10 party policy formulation. 

As mentioned before, one can seriously question the 

effeotiveness of the ORLA 10 bririglog about the legislation 

36As of 1966, only su unions 10 the railway loduat1'1 had 
locals atfiliated to the BDP and only three of these were 
unions with a maJority 01' railway members. The CBRT had ,733 
meabers atfiliated, the Brotherhood 01' Railway Carmen had 
37" and the Locomo ti ve Fireun and Bngloeun had 1,9. The 
other unions were the Machinists wi th 2674, the Plumbers and 
Pipetittera with 4,000, and the Moulders with 942. (Horowitz, 
p. 2$6). 

37Horowitz, Op. Cit., p. 2". 
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that rallvay laboUl' needs. !gain, one can refer to the key 

question of job secUl'ity and technological change, and the 

fact that the ORLA, and railvay labour in general, has not 

been able to have the major recommendations of the Freedman 

Report tmplemented. This report, pUblished in 1965, resulted 

from an investigation by Kr. Justice Samuel Freedman into 

the problem of rallvay "l'Un thl'oughs". In his report, he 

pushed back the boundaries of management's rights by recom­

mending that the CUl'l'ent system of permitting management to 

make unilateral changes in vorking conditions during a contract 

be altered. 38 Nev vorking conditions arising from technological 

change should be sUbject to negotiations, conciliation, and 

the right to take strike action. If the proposed innovation 

,vas a major one (as settled by an arbitrator), the union 

vould be given a veto over such a change dUl'ing'the life of 

the agreement. The employer could introduce the change only 

vith the union's approval. 39 The present "job security 

38 
Ourrie, Op. Oit., p. 378. 

39Unlike Freedman, the Task Force on Labour Relations pro­
posed that the present barrler to strlke action dUl'ing the 
lite ot an agreement should not be eltminated, but rather 
should be relaxed to permit the partiea to opt out ot thia 
restraint at the t1me the collective agreement ls negotiated. 
The Taak Force proposal "vould give to the employer confronted 
vith a union demand during negotiations over technological 
change thl'ee options: he could grant the requested clause to 
the union; he could deny the request and otter to agree to a 
reopener on the conversion issue and take his chance on a 
strike dUl'ing the lite ot the agreellllnt; or he could grant 
neither and run the risk that the issue ot conversion either 
by itsel! 01' along vith other rejected demands vould bring 
on a strike directly". (B.D. Woods, "Some Oomments on the 
Tuk Force on Labour Relations, Freedman, and Reopeners: A 
Reply to David P. ROS8~ Relations Industrielles, Vol. 26, 
Ho. 1, January 1911, p. 224.) 
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program", which 18 all that has been achieved in the six 

years since the report, is simply insufficient. Rather than 

compelling railway management to negotiate proposed material 

work c~ges Vith the unions, it merely requ1res them to 

give advance notice of any changes and discuss possible ways 

of alleviating the adverse effects on the employees. As 

Finn says: "Actual protection of workers from arbitrary . 
40 

management dec18ions 18 still negligible". 

While increased political effectiveness seems to be 

a factor favouring l'ail union consolidation, the politieal 

diff8rences between unions mly seriously hamper consolidation 

efforts. Callaway notes that all railway unions (in the United 

States) have endorsed politicalcandidates fol' years, but 

very often the unions did not agree on which candidates to 

endorse. He goes on to say that "~rad1tionally ... the BLE, 

if they could find any justification at all, would endorse 

Republican candidates, while the BRT (now the UTU} supported 

the Democrats".41 It is difficult to say juat how much ot an 

effect these political differences would have, but they 

certainly must constltute some sort ot additional stumbllng­

block to organic unity. 

As fol' the centrally-planned, highly-integrated overall 

transportation policy which railway labour advoeates, this 

would seem to be a tairly strong argument in favour of merger 

40Canadlan Transport, Jan\W'11, 1970, p. $. 

4'tetter to the author, dated February $, 1971. 
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of rallwal unions. In the context of a slstem with a high 

degree of planning it would be a necessitl for railwal labOur 

to be highll 'cent;ral1zed, if it is going to pla,. the role 

expected of it in the development of a comprehensive national 

transportation poli Cl and program. This mal require going 

belond an all-inclusive railwal union into a general transport 

workers' union. One of the Vice-Presidents of the Canadian 

Brotherhood of Railwal, Transport, and General Workers stated 

at the 1970 Convention of the CLC that unions in the four 

main sections of transportation -- air, road, rail and sea -­

must begin to talk about a "nationalll constituted federation ,r , 

and .eventualll about organic uni tl. 42 

Servioes 

This is one aru in which nerrone seems to agree that 

rail union consolidation would bring benefits. Finn oalls the 

present slstem "wastetul, inetticient, and counterproduotive".43 

Consolidation would el1m1nate costll and usele~s duplication 

of etforts -- conventions, publications, bureaucrac1es, 

spec1alized departments, etc. The cost of conventions Ilona 

18 qui te staggering -- the 1970 convention ot the Canadian 

Brotherhood ot Railwll, Transport, and General Workers cost 

the union $ 289,,11.00.44 It lOU reduced the number of 

42Report of Proceedings, 8th Constitutional Convention, 
Canadian Labour Congress, 1970, p. 73. 

43Letter to the author, dated December 8, 1970. 

44Can,dian Transport, June 1, 1971, p. 3. 
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conventions trom the present ten (excluding the Shopcrat~ 

Unions except the Carmen) to one, two, or even three, albeit 

larger ones, a tremendous saving would be available tor other 

sepv-ices . 

Also, it takes a very large union organization to 

attord apecialized services, such as research, public relations, 

and education departments, which are becoming more and more 

vital. Such departments in Canada are either non-existent 

or are badly underatatted. It is argued, though, that the 

Canadian branches ot the international railway unions have 

acoeas to the specialized services ot their parent unions 

in the United Statea. However, it seems that the Canadian 

branches actually make very little use ot the tacilities 

available at U.S. headquarters.45 This i~ hardly aurprising 

-- Can~d~an conditions and problems ditter Inough trom the 

American to make the parent uniona' tacilitiea only mar~inally 

usetul.46 Thia problem is quite a aerioua one because the 

people across the bargaining table trom the railwal unions 

45 Crispo, Op. Cit., p. 169. 

4650me ot the more important ditterences are: Canada has a 
ditterent govemmental structure trom the United States; a 
ditterent politioal aystem, where lobbying plays a much smaller 
role and party politioa a greater role; a ditterent railway 
aystem -- only two major transoontinental railways, one ot 
wblch is publically-oMDed, aa oppoaed to a multitude ot 
railwala ot varioua aizes in the United States. Huch ot the 
reaearoh done in Canada relatea directll to the economlc per­
formance ot the railwal induatrl and the national eOODoml as 
a whole, &8 well aa to varioua other aspecta ot railwal opera­
tiona in Canada. Por the international uniona in Canada the 
reaearch documentation available ia to a very large eltent onll 
that done bl the Canadian Railway Labour Aaaociation. 
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represent two ot the largest corporations in Canada, with 

research and pUblic relations tacilities which make the unions 

look like Little League, at best. As J.-J. Servan-Schreiber 

has noted: "Labour tmions that are divided and weak are 

always he Bi tant about maldng commitments. In order to be in 

the same league with management and govemment in complex 

and tar-reaching negotiations, they need scores of experts 

at their disposa! and millions of members behind them. "47 

Canadian Hationalism 

It seems clear that there is a groving nationalist 

sentiment among Canadian unionists. At the 1970 Convention 

ot the Canadian Labour Congress, the Congress adopted three 

minimum standards of autonomy tor its American-based 

artiliates.4B They are voltmtary guidelines that each 

American tmion is tree to observe or ignore, but the mere 

tact that the Congress, vith close to three-tourths ot its 

Jll8Jllbership in international tmions, has acknowledged the need 

tor greater autonomy is a reflection ot a burgeoning new 

nationalisme 

Thare is a strong tmdercurrent of nationalist 

and autonomist sentiment in at least two of the largest 

international railway tmions, the United Transportation 

Union and the Brotherhood of Rallway, Airline, and Steamship 

47 Servan-Schreiber, Jean-Jacques. The American Challenge. 
(lev York, Avon Books, 1969), p. 219. 

48Labour Gazette, Hovember 1970, p. 767. 



Clerks.49 The BRAC granted increased autonamy to its 

Canadian section at its 1911 convention. Canadian BRAC 

members now have the right to select their own officers, 
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and the Canadian officers now have the ri~t to dete~e 

policy dealing'with Canadian affairs and to act as spokesmen 

for the BRAC in Canada. 5O It 18 possible that the growing 

Canadian nationalism'reflected in thesa autonomy demands 

will have a profound affect upon the organic structure of 

the railway labour movement. 
, 

An extremely important event in ter.ms of rail labour 

unit Y vas the special convention of the CBRT held in June 

1969. The convention vas called specifically for the purpose 

of authorizing formal merger talks between the National 

Executive Board (HEB) of the CBRT and the leaders of the 

BRAC. Despite the fact that a majority of the m was in 

favour of the merger, rank and file CBRT'ers filled the 

pages of their journal, Canadian TranSport, vith lettera 

deno\Ulctng the merger in no uncertain terms, and at the 

convention they refused to authorize the merger talks by an 

overwhelming vote of 30, to 61 • 

Some of the pro-merger delegates thougnt that the 

majority had let their nationalist feelings get carrled Ivay, 

and th1s had caused them to lose si~t of the fact that the 

IDOYelleJlt would be stronger if they merger vith the BRAC. 

49 ' 
J.K. Callavay, Latter to the author, dated Pebruary 1,1971. 

50Canadlan Railva"......, J 12 1971 1 ~ une, ,p.. 
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,~ But it is evident that the reasons went much.deeper tban this. 

One reason was the memo17 of old feuds wi th the BRAC -- i ts 

role in having the CBRE expelled from the Trades and Labour 

Congress, its raids on the CBRE, 1ts part in the smashing of 

the Canadian Se amen , s Union. They also rebelled at the 

conservatism of BRAC and the APL-CIO to whioh it is affiliated. 

In addition, there was.the fear that the BRAC would not live 

up to its sweeping promises of autonomy for the Canadian 

section, and to a union with a 62-year history of inde pendent 

national unionism, this was crucial. As the NES Minority 

Report stated: "Detailed assurances of guarantees about 

this or that freedom for Canadians wi thin BRAC are of 11 ttle 

value as that union 1s governed by major1tr votes at big 

American-dominated conventions. ,,51 

But by far the Most important reason was that the 

delegates knew that a merger with the BRAC-WOuld completely 

undermine the chances of achieving what they really wanted -­

one national industrial railway un1on. At the CBRT's 1967 

Convention a policy statement on rail labour unit Y was passed, 

which declared as the CBRT' s Objective "the bringing together 

of all railway workers in Canada -- or at least all the non­

operating ra11way workers -- into a single nat1ODI1 union~52 
After getting no response to the1r call for voluntl17 merger, 

i t appears that the lŒB offered the BRAC merger to the rank 

51Canadian Transport, June 1969, p. 3. 

52Ibid• 

..' 
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and file on an "it' s this 01' nothing" buis. However i t 

appell's from the convention reports that a sizeable segment 

of the rank and file believes that the CBRT leaders Just 

did not work bard enough at achieving a merger on a nationalist 

,baais. 

The demands fol' a purely Ganadian union are "probably 

stronger in the railway industry than most others. Fol' on 

the l'ails, all the usual autonomist arguments hol~ to varying 

extents -- the internationals profiting on their Canadian 

operations, the lack of research, education, and social 

action programs geared to Canadian context, the splintering 

of union structure, lack of control over their own tunds, etc. 

-- and in addition, the "new gospel of the continentalists", 

as Finn calls it, does not apPly.53 This "new gospel" is 

that international unionism i8 now imperative fol' effective 

bargaining with DIlÙti-national corporations. But Canadian 

National and Canadian Pacifie are not multi-national corpor­

ations (at least not in the sense uaually used, denoting 

corporations with ~ head office. and bran ch plants in 

other countries) and Many of the problems in the Canadien 

railway induatry are purely Canadian problems. And there is 

no doubt that the 120,000 railway workers in Canada could be 

the buis of a viable national union. The strength and 

vitality of the similarly-sized Canadian Union of Public 

Employees would seem to be evidence of that. 

53Labour Galette, November 1970, p. 772. 
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It is clear that the questions of Canadian nationalism 

and union structure. are very closely linked. For those who 

demand a complete break from the international unions, the 

only possible alternatives are either one industrial union 

or two -- say, one o~~rating and one non-operating. Any less 

consolidation would be completely impractical on the basis of 

the small numbers of workers involved. The more prevalent 

demand, however, is for greatly increased Canadian autonomy. 

This could also le ad to a more consolidated structure, as 

one of the key demands of the autonomists is the right to 

merge when Oanadian, rather than American, conditions are 

favourable. 54 This would seem to be a more feaslble possi­

bility as the internatio~al unions so far seem to be willing 

to accomodate Most of the Oanadian demands for autonomy. 

Oanadian nationalist sentiments probably have the 

backing of the companies, the government, and the general 

pUblic as well, for at least two reasons. First, railway 

unions in the United States are more opposed to any changes 

in work rules than thelr Canadian affiliates.55 They tend 

more to insist on the oontinuance of obsolete regulations 

governing the assignment of work, what constltutes a day's 

work tor the purposes of pay, etc. Secondly, It has been 

alleged that U.S. unions tight battles in. Canada in order to 

soften up their opposition in the United States and boost 

~Ibid., p. 771. 
55 Currie, Op. Cit., p. 356. 
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their U.S. members' morale.56 ,An example of this is the 1962 

Engineers' dispute over featherbedding, in which it was 

alleged that the U.S. headquarters ordered the strike in 

Canada to establish a precedent for a similar contlict in 

the United States.57 

Socialist Influence 

An additional factor promoting rail union consoli­

dation is the effect of social1st or "radical" unionists, 

who advocate industrial unionism on the basis that it 

contalns within jt "the seeds of radical change" .5
8 

It 

tends to foster unit Y amang the workers, rather than the 

divisiveness, competition, and jealousy which has usually 

characterized craft unions. And for those who see the 

working class as the instrument of social change, th~ develop­

ment of unit Y within that class at every point and place 

is something which must be encouraged. Also, an lndustrial 

union contains within it the type of organization, or the 

seeds of one, which they feel will be needed to supercede 

present oapitalist methods of running industry. The 

lndustrial \Ulion is a maans of organizinp: a type of "dual 

management" in preparation for the taking over of the operation 

of the enterprise (the railway system ln this case) from the 

56 .rus., p. 355. 

57Pinancial Post, March 24, 1962. 

58 Ranig, Harry. Op. Oit., p. 183. 
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1. h h ' , present managers. It ls dlfflcult to assess ow strong t e 

soclallst or syndlcallst influencë ls or wll1 be ln the 

drive toward ratlonalization of the railway labour movement. 
- . 

It ls likely to be a pr1mary motive in the minds of only 

a small number of workers, but it ls definitely a factor 

vh1ch 1& promoting the organic uni ty of rallway labour. 

Chanses in Union Leadership 

It has often been put forward tilat the "old guard" 

of union leaders were a major obstacle to the rationalization 

ot the labour movement, and that with many of these old 

gentlemen now retiring some long-standing barri ers t'o mergers 

would be lowered.'9 

It is ditficult to judge how much of a factor changes 

in leadership have been in promoting consolidation of the 

railvay unlons. It does not seem to have had much, lf any, 

aftect on the merger which created the Unlted Transportation 

Union. None of the leaders of the four unions which took 

part in that merger could be classified as "young men", the 

youngest amang them being 52 at the time. 60 The Brotherhood 

ot Locomoti va Engineers has had two changes of leadership 

since 1960, but still turns a dea! ear to merger talks. 

Rovlver, the present Grand Obief Engineer, C.J. Coughlin, 

- has been bound by a convention resolutlon against partlcipating 

,9~inlll Week, Aprl1 20, 1968. 
60 

Labour Gazette, March 1969, p. 1,52. 
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in any merger discussions until the next convention' in 1971 , 

so it is conceivable that the BLE's attitude towards organic 

uni ty could change tmder his leadership. 

One should not be surprised that leadership changes 

seem to have 11 ttle effect on rail labour uni ty, at ,least in 

the short rune New leaders are generally picked fram those 

who have given long years of service to the union and who 

are generally in agreement vith the policies of the pre ce ding 

administration. Ooly over a period of many years or decades, 

do you uaually have new directions in leadership arising. 

But in the long ran, changes in leadership will be 

part of the forces pushing railway tmions toward unit y, as 

old grudges and personal animosities are forgotten. Guy 

Brown, former Grand Chief Engineer of the BLE nid in '1961 : 61 

"While l didn't think it (merger vith the Brotherhood of 

Locomotive Piremen and Enginemen) would come in my lifetime, 

and certa1n1y would not come in my tenure in office, some day 

men would come along who were vise enough and who were able 

enough to sMOoth out the contlicts and dig up solutions to 

the problems that have prevented this through the years. l 

nid that 1t he (President ot the BLFttE) and l could learn 

to get along together and to co-operate and work at least 

reasonably well together when we had ditterences of opinion, 

there vas reason to hope that soma day these MOuntains as they 

eds. Techno­
(Evans ton, 111., 
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t .. appeared to us would·be levelled out to where they were mere 

ant bills, and somebody would be able to roll right over them. 

l don' t .know how soon this 1s going to come." 
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CDAPTER 8 - FORCES RETARDING CONSOLIDATION 

. One can hardly help but find the reasons for a 

consolidation of railway unions impressive. But the fact 

that widespread organic mergers have not taken place yet, in 

spite of these reasons, indicates that there are some very 

powerful factors which are retarding consolidation. 

Crispo notes in International Unionism that Many hold 

the opinion that little can be done by Canadians to ration­

aUze the structure of the labo1l1' movement and that any 

changes, or at least substantive chan~es, will be the result 

of changes in the structure of the U .S. movement. While it 

is certainly not true that Canadians are powerless to control 

their own destiny in this respect, this idea does point out 

that, by and large, the fact of intemational unionism is a 

formidable block against the rationalization of the Canadian 

railway labour movement. For reasons which have been out­

lined previously, and which are principally linked to the 

size of the membership, U.S. parent unions, because they are 

self-sustaining, do not teel the slme degree of urgency to 

amalgamate as their Canadian branches. Also the upsurge in 

Canadian nationalism tends to push the deslre for consolidation 

in Canada turther out in front of that in the United States. 

Thua, while there are strong reasons for the U.S. 

parant unions to amalgamate, and while there have been some 

moves in this direction already, it is likely that Canadian 

railway workars will haveto wait longer than they want to 



101 

tor organic unit y, unless they break away trom their parent 

unions. If Canadian branches do try to break away to tom 

a national union, then how large a stumbling-block interna­

tional unionism would constitute would depend on what k~d ot 

pressure the Internationals and the Canadian Labour Congress 

would put on the breakaway unit{s). 

Ironically enough, the "tederal" arrangements which 

were the tirst response to the need tor rail labour unit Y 

are perpetuating themselves and are hampering the development 

ot organic unity. Particularly in the non-operating sector, 

participation in the Joint Negotiating Committee caused an 

attitude ot "peaceful co-existence" to develop. The marger 

ot the Trades and Labour Congress and the Canadian Congress 

ot Labour in 1956 also helped this atU tude grow. The 

Canadian Brotherhood ot Railway, Transport, and General 

Workers states, in reterence to this: nThough such a 

development was desirable and inevitable, it 1ett us without 

the strong and unitying motivation ot trying to achieve one 

union ot railway workers. Without a star to which we could 

hitch our wagon, we tended to look inward on ourselves 

rather than outward toward the common good and inevitably 

we lost that sense of purpose Which had for so m&ny years 

sustained us. ,,1 

Another factor re"tarding consolidation 1& the per­

sistence of a ncratt manta1ityn, particularly among the 

1 1 

lational Executive Board, CBRT&GW, Op. Cit. 
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,# engineers and the shopcraft workers. A Brotherhood of 

Locomotive Engineers pUblication. dated 1963. states: "A 

strong cr'aft-conscious philosophy has developed among loco­

motive engineers and. is reflected througoout the structure 

and organization law of their Brotherhood. The potential 

candidate for membership 18 immediately made aware of the 

high persona1 and cratt standards which the organization 

seeks to perpetuate~2 The BLE is what the British cal1 a 

"sectionalist" union. Sir Sidney Greene, General Secretary 

ot the National Union ot Rai1waymen, described sectionalists 

as tollows: "Sectionalists have on1yone object in mind -­

to obtain as mach tor their members as possible, even at 

the expense ot the remaining workers in an industr1.,,3 

The BLE's persistent cratt attitudes are summed up 

in the following excerpt trom its ofticial weekly journal: 

"The BLE is the one rail labour organizati6n that can and 

does represent engine service employees exclusively, and the 

one rail labour organization that has proven capable ot 

obtaining the very best rates ot pay and working conditions 

for the engine service workers it represents. If you know 

anyone .in engine service who might benetit by knowing these 

facts and figures, do h1m a tavor and let him read th1s. ,,4 

(m,. emphas18) Obviously the BLE 18 a long way from being 

2 
Hoft'lDan, Miles E. A Contemsorii! Analiais ot a Labour 

~, Labor Monograph Ho. j, ( leVêand,LE, 196), p. 29. 

3Letter to the author, dated December 9, 1970. 

~e Locomotive Bnsineer, January 22, 1971, p. 1. 
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~ , serioUB about margers, and 18 actively enticw members 

avay trom other railvay unions. 

There seema to be no documented reason for the BLE 

"adoPt~~ and maintaining an independent stance. 5 Some 

"unionists attribute the BLE's opposition to marger to what 

Finn calla their "el1tist attitude" and "their long hiatory 

of independence and isolation stemming from their concept of 
" " 6 

themaelves as the only true railroaders". Tradi tionally 

they have been 10ners, shunning the APL-CIO and the CLC, 

and only reluctantly becaming involved in the Rai1way Labour 

Executives' Association in the United States and the Canadian 

Railvay Labour Association. Callavay states: "It's a strange 

phenomanon. Their rank and file pay Hp service to the 

desirability of unit y, but alvays vith their tongue in 

cheek. " The BLE is a classic example of a union that should 

have died a natural death in the fifties. Not on1y did they 

refuse to lie d~wn and die, they have fought back to the 

point where the firemen in the United States and Canada are 

nov leaning tovards the BLE as the on1y union that can adequately 

represent engine-service employees'~ 7 

5J•M• Call1vly, Letter to the author, dated February 1,1971. 

Ogd Finn, Letter to the author, dated May 25, 1971. 

7Ibid• The BLE vas indeed dying in the tifties as firemen 
vere-o?ten remaining in the Brotherhood of Locomotive Fireman 
and EDginemen &fter the,. vere promoted to engineer. The 
introduction ot the diesel engine dealt the BLF&E a tatal 
blov, hovever, and probably saved the BLE as a distinct 
organization. "" 



,1 

104 

As for shopcraft workers, craft consciousness appears 

to be still very strong, despite the fact that the different 

crafts work in close proximity in the shops and that to a 

certain e~tent their work ove l'laps (e.g. an electrician has 

to do a certain amount of work with pipes similar to work 

done by a pipefitter). Of course this consciousness is 

promoted by ,the systems of apprenticeship and ~kill testing. 

Also, there is no doubt that craft consciousness is 

actively promoted by the craft unions themselves. This stems 

partially from a simple desire to maintain the.identities of 

the organizations, in the same way as citizens at large tend 
~ . 

to be relue tant to change names and symbols of which they have 

been proud in the past. Thèn there is the more down-to-eart~ 

consideration -- that the shopcraft unions do not wish to lose 

their railway memberships. Unlike running trades and non-op 

employees, the shopcraft workers make up only a small percen­

tage of their unions (with the exception of the Carmen) -­

generally less than 1 O~. Thus in any merger of railway 

employees involving shopcraft workers, unions such as the 

Machinists, the Electrical Workers, etc, would suffer lasses 

in II18mbersh1p. And even cons1~ering the relatively small 

numbers involved, no union wants to lose 5 or 10 pel' cent of 

!ts membership, however noble the sacrifice would be, 

Another reason for the unions' emphasis on preserving 

their identity and for fostering craft cansciousness is the!r 

desire to preserve the quality of the Jobs involved and to 

keep as much control as possible over conditions of work in 
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the shops. This argument was developed by Ml' ;"" Rolland 

Thivierge of the International Brotherhood of Electrical 

Workers.8 According to him, this attitude is so fundamental 

to shopcraft unionists that it ia often taken for granted 

and not expressed. 

According to Ml'. Thivierge, if the shopcraft unions 

were to merge it would be playing right into the bands of the 

railway companies. The companies have always wanted to be 

able to get around the rigid craft divisions in the shops and 

aasign members of one craft to do the work of another if it 

was expedient. In this way they could make more efficient use 

of available manpower and avoid shortages of labour in one 

area combined with an oversupply of workers or lack of work 

in another. They would like to create only one basic division 

of worker -- the composite mechanic -- who could do any 

maintenance work which wu assigned to him. This would not 

mean that particular craft skills would no longer be necessary, 

but i t would mean fairly major changes in the work situation, 

and ones which would l1kely not please highly-trained, highly­

skilled craftsmen. 

Ml'. Th1v1erge maintains that the merging of shopcraft 

unions, whether into an organization of their own or into a 

broader non-operating union, would promote the development of 

the composite mechanic system, or at least not ~etard it. 

He notes that continued craft identity, boundaries of work 

8 Intemev vith the author, April 1), 1971. 
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\ , jurisdictions, and skill payments would have to be negotiated 

in the mas ter agreement between the companies and the merged 

union, and without the cratt unions to act as watcbdogs in 

these are as these cratt distinctions could easily be lost. 

Betore discussing the validity ot this argument against 

consolidation, ft must be noted that whether valid, invalid, 

or partially vaUd, i t is obv1ously a sUbjective tactor stand­

ing in the way ot organic uni ty • 

At the core ot this argument is probably the tsar or 

apprehension skilled workers tend to teel about industrial 

and multi-craft unions. In many industries, particularly the 

automobile industry, skilled workers have often felt that 

their interests are not being adequately represented by the 

industrial union. Depending on the state of the economy, they 

have usually pointed to higher rates in "outside" industries. 

However, at least in the United Auto Workers, the skilled 

trades workers have been able to resolve their points ot 

dissatisfaction while remaining inside the indus trial union.9 

It 1s an uneasy relationship to some extent, depending on the 

rates 'in the auto industry compared to those in construction 

and other industries. Since i t is extremely difficult to 

make accurate and reasonedcomparisons of wages and benefits 

in difterent industries, brief flare-ups of dissatisfaction 

are bound to arise. The key point is that the skilled workers 

9 Gerald Hartford, Publicity Dir.ector, United Auto Yorkers. 
Letter to the author, undated. . . 
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{~ _ in industl'ial unions seem by and luge quite satisfied, as 

evidenced by the lack of bl'eakaways. 

( 

This apPl'ehension of indus trial unions is manifested 

hel'e in the ~eu that such a union would not be able to, 01' 

willingO to, pl'otect the skillèd nature of the jobs and would 

allow the skill l'equil'ements and wage diffel'entials to fall. 

As fil' as being able to pl'otect these "skill factors" 

thel'e is no l'eason why an industl'ial union would not be in a __ 

bettel' position to do so, if only fol' the l'eason that it 
, • ,''i' 

would be able to concentl'ate MOre l'esources and expertise on 

the pl'oblem. As fol' being willing to do this, this would 

seem to de pend on how important Pl'eserving these skill factors 

was to the wOl'kel's themselves, and the degl'ee to which they 

could influence the policy of the consolidated 1mion. The 

skilled wOl'kel's in the UAW have a gl'eat influence on union 

poliey, and in faet have been able to achieve a veto with 

respect to the section of the 1mion's demands which coneern 

them by mlans of a constitutional provision fol' sepll'ate 

1'& tifica tion. 

Thus this emphasis on pl'eserving the "skilled" nature 

of the shopcl'aft wOl'k, Il'gued as a tactol' favouring Cl'att 

unionism, does not seem to stand up undel' analysis. One 

would tend to suspect that behind all these Il'guments and 

Justifications lies the desil'e of the cl'aft unions to hang 

on to the11' l'ailway membel'ships. 

Thel'e is an additional tactol' which causes the Shop­

Cl'att unions to be dubious about marger with the non-opel'ating 
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( ,~ unions and to be hesi tant even about resuming joint bal'gaining 

with them. They maintain, and the evidence backs them, that 

undel'·the system of joint bargaining, which was in etfect 

until 1965, the special skills ot the craft wOl'kers were not 

given the recognition they merited in the fol'm ot a skill 

ditterential. The shopcl'att leaders became so dissatistied . 

with the way the Joint Negotiating Committee, undel' the leader­

ship ot Frank Hall, was pushing tOI' nal'rowed ditferentials 

that they decided it was time to call an end to joint bal'­

gaining.10 Since the split, the shopcl'aft unions have 

widened the average dittel'ential between themselves and 

the non-ops to appl'oximately 52~ pel' hour in wages and 

benefits (as of the 1971 contract).11 

The present leaders of the non-opel'ating group admit 

that the shopcraft unions have some justification fol' their 

dissatisfaction with the Frank H~ll regime and say that they 

are quite willing to incorpol'ate the shopcl'afts' demands fol' 
. 12 

skill diffel'entials into a system of joint demands. However 

this does not appel1' to be likely to satisfy the shopcl'att 

leaders, 01' at least not fol' some time. The General Vice­

President of the International Association ot Machinists, 

Mike Rygus, sums up the attitude of the shopcraft unions as 

10' .. -.' 
Interview with Mr. J. Carl Walsh, Speoial Representative 

fol' the Plumbel's and Pipefitters, and Mr. Rolland Thivierge, 
International Representative, International Bl'Otherhood of 
Blectl'ical Workers. 

11 ' 
Interview with Th1v1erge. 

12 Bd Pinn, Latter to the author, dated Kay 25, 1971. 



109 

(" , follows: "It is one thing to sal in theoI7 that the non-ops 

would recognize the right of skilled workers to additional 

pal for their skills and it is quit~ another thing to put it 

into practice. The skilled workers know perfectll weIl that 

thel would:b~ outnumbered in the, final vote when the contract 

were to be accepted or rejected, regardless of the good 

intentions of the Union. ,,13 

Such dis trust and skepticism are anlthing but favour­

able to a resumption of joint bargaining, let alon, merger. 

However, it is quite understandable, given t1ré histories of 

the unions and of joint negotiations. It is possible and 

even quite likell, though~ that the distrust will lessen 

over ttme t p~ticularll since the unions are working together 

in otherareas such as the Canadian Railwal Labour Association, 

and that this factor will become less of a barrier to 

consolidation than it is now. 

The difficultl of joining together various lnsurance 

and benefit schemes has been cited as a problem holding back 

rail union mergers. This was alwals one of the factors that 

kept the Engineers and Firemen from merging, as the Firemen's 

insurance was vested wi thin the union while the BLE had an 

entirell separate association, the Locomotiv'e Engineers 

Mutual Lite and Accident Insurance' Association. However, 

tbis "problem" isprobabl~ in ~ealitl only a molehill grown 

extremell large wben combined with personality clashes and 

1~e Rygus. Latter to the author, dated March 24, 1971. 
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histol'ical feuds. The BLE' s (fonel') Gl'and Chief Engineel', 

Roy E. Davidson, flatly said that the BLE's and BLF&E's 

insurance pl'ogl'ams W81'e not compatible and that mel'gel' could 

only be accomplished by individual fil'emen joining the BLE!14 

----A final obstacle to consolidation is the memol'y of 

histol'ical battles. Ovel' the yeal's the cl'aft unions have 

engaged in various jurisdictional fights and othel' types of 

mutual hostil1 ties that tend to l'emain in the wOl'kel's' minds, . 

not to mention those of the union leadel's, fol' a long time. 

This is cel'tainly tl'ue of the CBRT membel's' memol'ies of past 

stl'U~de8 against the BRAC. BLE-UTU (BLF&E) membel's l'emembel' 

the past hostilitie~ between theil' unions, too. When mel'gel' 

talks stal't becoming fail'ly sel'ious, anti-mel'gel' membel'S 

only too quickly pull out the skeletons of past battles fol' 

the newel' membel'~ and any who might have fOl'gotten, to see. 

To some extent, the continuance of the pl'esent struc­

ture is due to simple inel'tia. People become attached to a 

union and identify wi th that pal'ticulal' ol'ganization. Whel'e 

the ol'ganizations are very old ones, as is the case with the 

l'ailway unions, any majol' change in the structure l'squil'es a 

stl'ong push by economic 01' political fOl'ces. Mike Rygus, of 

the Machinists, notes that "of course thel'e are too many 

unions. Too many of them have too few membel's and too meagel' 

l'eaources to do a til'st-class job in this day and age. But 

thel'e al'e also too many churches, too many political pal'ties, 

1~ineas Week, May 16, 1964. 
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too Many business and professional organizations, too Many 

govemments with tangled jurisdictions, too Many small pro­

vinces in Canada, toomany amall countries in the world, too 

many of a lot of things. In theory, the simple answer to 

these problems would be to have fewer of them. But unfor­

tunately, that's not the way things happen -- or at least 

they don't change quickly. There is something about human 

nature that motiva tes people to preserve what they have .... ,,1, 

1'Mike Rygua. Latter to the author, dated March 12, 1911. 
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t CHAPT ,,~ ER 9 - CONCLUSION 

In addition to the problem of keeping wage increases 

large enough to maet the rising cost of living, whiah they 

share with all trade unions, the railway unionists are faeed 

with an increasing1y serious situation with regard to employment. 

The railway work torce has been shr1nking steadily due to bo~h 

technologica1 change and the declining position ot railways 

in the transportation market. They are also faced with 

restrictions on what they caU their "democratic right to 

strike,,1 as the govel'liment imposes back-to-work legislation, 

and standing legislation to 1im1t or prohibit railway strikes 

could soon be implemented, particularly in the United States. 

These problems are forcing the unions to take a good 

look at, the effectiveness ot their present "federal" struc­

ture and are causing them to be more conscious ot its defects. 

Most recognize that it is highly probable that consolidation 

would increase the unions' etfectiveness in collective 

bargaining and pOlitical action, and that it would lead to 

better services and a more productive use ot total resources. 

Other factors wb1ch are moving the Canadian railway 

labour movement toward consolidation are the growing Canadian 

nationa1ism and the desire for autonomy from the international 

unions; the influence ot socialists within and outside the 

movement; and the replacement of some of the older leaders by 

1 National Executive Board, CBRT&GW, Op. Cit •. 
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younger o~es who ue more easily ab,le to ignore past animosi ties. 

On the other band, while there have been some important 

steps taken towud unit Y lately, puticularly the United 

Transportation Union merger, the fact that there are still 

sixteen unions in the Canadian railway industry indicates 

that there are powerful factors at work which ue retuding 

the drive fol' consolidation. Some of these factors ue: the' 

international affiliation of Oanadian rail~ay union branches, 

whose parent unions feel less of an urgency to merge; the 

persistent crart mentality of certain of the "skilled trades" 

unions, puticululy the Brotherhood of Locome.tive Engineers; 

the attitudes of "peaceful co-existence" which have been 

engendered by the present "tederal"-type structure; a certain 

degree ot incompatibility of insurance programs; and memoriea 

ot past battles tought. 

There ue quite a number of interesting structural 

possibili ties fol' the railway labour movement in the future. 

It seems highly unlikely that there will be any major 

"voluntary" mergers in the near future. The big unions such 

as the Brotherhood of Railway, Airline and Steamship Clerke, 

the United Transportation Union, the Brotherhood of Locomotive 

Engineers, and the Brotherhood of Maintenance of \fay Employees 

seem to want organic unit y, but still basically on their own 

terms. There will probably be a number of instances where 

one ot these strong unions, particululy the BRAC, simply 

( , "takes over" cne of the suller unions, such as the Signalmen 

or the Sleeping Cu Porters, and a certain degree of 
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consolidatio~ will be achieved this way. But to achieve a 

volWltary JIl8rger between any of' the major unions will be 

only a long-term possibility, Wlless economic conditions 

decline to the point where it becoJll8s absolutely necessary, 

as the desire to be independently strong and retain one's 

identity seems to outweigh the pro-consolidation arguments 

at this point. 

It May weIl be that the voluntary JIl8rger route is not 

a good one for railway labour to take in any case. Callaway 

main tains that the best way to consolidate railway unions 

is by a physical' takeover one of the other. He believes 

that "the voluntary merger route is not only very very 

costly in economic terme, but becauae of the political 

ramifications, much of the benefit of a consolidated union 

force ia lost through political compromise in order to bring 

about the consolidation. ,,2 
-

In the above discussion, the question of Canadian 

nationalism has been overlooked, assuming that the Canadian 

branches will remain in the Internationala and merge when 

their parent unions do. But, as has been pointed out in 

Chapter 7, there is a strong possibility that the present 

undercUI'rent of Canadian nationaliam will have ! protoWld 

effect on the structure of the Canadian railway laboUI' movement. 

In both ot the two largest Internationala, the BRAC 

and UTU, there are autonomY groupa who are going to their next 

2Letter to the author, dated Pebruary 1,1971. 
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(, . conventions with the idea of forming completely autonomous 

Canadian unions. If an autonomous unit should evol ve from 

(0 

ei ther one or both of these groups there is a possiblli.ty: 

of the formation of a Canadian industrial union. Oallaway 

predicts in such a case that "one break by any major union 

in the direction of an autonomous Oanadian unit will lead 1n 

very short order to a consolidation of the Oanadian railway 

union membership and formation of an industrial ra11 union. ,,) 

However, there are Many deterrents to the breakaway of 

Canadian units from the Internationals. One is the difficulty 

of a local or regional group seceding from a national 

bargaining unit. Another would be the antagonism of the 

internationa~ unions and the Canadian Labour Congress, and 

the relùctance of the Canadian Brotherhood of Railway, Trans­

port and General Workers to assist the breakaway group(s). 

The CBRT leadership does not want to destroy the good 

relations it has developed with the Internationals, with 

whom they are now co-operating through the Joint Negotiating 

Committee and the Canadian Railway Labour Association.4 

There is likely to be some impetus for the autonomy 

groups in the forthcoming changes to the Indus trial Relations 

and Disputes Investigation Act, which it is believed will 

set down criteria covering the conduct and structure of the 

Canadian se~nt of the international unions.' Both the 

3Ibid • 

~d Pinn. Letter to the author, dated May 25, 1971. 

5 J .M. Caliaway. Let ter to the author, da ted Pe bl'Ual'y 1, 1971 . 
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federal and same provincial gover.nments are bebind the 

autonomy demands. 6 So, it appears that there at least will 

be a great deal more autonomy granted to the Canadian member­

ships by their parent unions, including, eventuaily, in all 

likelihood, the right .to merge when the Canadian membership 

so desires. As has been pointed out in Chapter 7, i t is 

likely that, if given the right to do so, the Canadian sections 

would merge before the U.S. unions. 

The purpose of this discussion has been simply to 

point out some of the possible structural changes which May 

take place in the Canadian railway labour movement. The 

trend has been toward increased organic unit y, particularly 

over the past few years, and there is no doubt that the 

trend will continue. The speed of th~ movement toward 

consolidation will largely be dependent upon the severity of 

the problems facing particular unions, and the level of 

expectations and militancy of the railway workers themselves. 

6 . 
Labour Gazette, Rovember 1970, p. 767. 
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