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FOREWORD

hortly after the founding convention of the Amalgamated, William D. Mahon, a great leader of
Sthe Amalgamated for over five decades, said, “We find ourselves together from the natural adhe-
sive force of affinity of common interest.”

No less today than in 1892, the common interest of working men and women— our members—
binds us together in the ATU.

Many of the battles we are fighting today are similar to those our members fought, and sometimes
died for, 50, 75 and 100 years ago. The health benefits, wage rates, retirement protection, and the
amount of free time we have to spend with our families and friends all have their roots in the sacri-
fices and foresight of the leaders and members who came before us.

They fought and won for us safer equipment, shorter workdays and workweeks, and the con-
tractual rights to resolve disputes through arbitration. They secured for us in the halls of the legis-
latures and parliaments the great social and worker legislation of the twentieth century. They pro-
vided us with dignity in our work places and security in our homes. To the wisdom of these men
and women who came before us we owe the funeral and disability benefit fund and the defense
fund.

The struggles and achievements chronicled in this history make us proud to be a part of this great
legacy. EFach of our past presidents—William D. Mahon, Abraham Lincoln Spradling, John M. Elliott,
Daniel V. Maroney, and John W. Rowland—have performed well the duties of their office. They have
contributed much to the growth of the ATU and to the increased living standards and well being of
our members.

But these great leaders did not act alone. Our history has many heroes and heroines—rank and
file members and local union officers who took significant risks and dedicated their lives to the cause
of the ATU.

Today, we face different, but equally compelling, challenges. It is the spirit of these leaders and
members that must be sustained within all of us if we are to continue to progress toward a better
world for ourselves and our children.

This history is written for the ATU members. The ATU would not survive without the contribu-
tions of its members. Thousands of men and women have stood in solidarity to make a better life for
themselves and their co-workers. It is their persistence and belief in the ATU that has made this Union
great.

When you read this book, we are sure you will feel the same pride we have always felt in our ac-
complishments. You will quickly learn that “Proud to be ATU” is far more than a simple slogan.

g James La Sala

International President

Jm 8.Frandli. Dhoer ./ Y1t

Ellis B. Franklin Oliver W. Green
International Executive International
Vice President Secretary-Treasurer

September 1992
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CHAPTER ONE 1892-1905

When Horses Were
Valued More Than Men

hen the first horse-drawn “omnibuses” were

put on the streets of New York City in 1827,

few would have anticipated that an industry
was being born.

And when the first horse-drawn street railway
opened for business in that same city in November 1832,
few would have thought that the seeds of a labor union
were being planted. But that is, in fact, what happened,
and this is where the history of the Amalgamated Tran-
sit Union begins.

As the urban areas of nineteenth century North
America became increasingly industrialized, the
demand for cheap labor in all segments of commerce
grew. This was no less true in our industry which
moved people to and from work in the cities.

Great numbers of people were needed to transport
urban workers. But while their labor was essential to
U.S. and Canadian business interests, transit workers
reaped none of the benefits of the labor they
conveyed to those businesses.

YORKY

-, oy

Transit workers received no better treatment on
the job than their counterparts in the factories, and
the movement toward forming a labor union for
transit workers paralleled that of the rest of labor.

Transit company barons were far more interested
in making quick profits than they were in providing
an important public (albeit commercial) service.

Chester Wright, an early chronicler of the labor
movement, made this point when he wrote: “From
the moment that the first great transit financiers
discovered that there was a rich field of exploitation
in municipal traction systems, those financiers have
been preparing the operating field for the Amal-
gamated.”

The horses that pulled the streetcars were treated
better than the men who drove them. Drivers were on
duty from the early morning hours until they returned
to the barn late at night—more often than not putting
in 18-hour workdays. The horses, by contrast, worked
4-hour days or less. “After all,” a street railway boss
once explained, “it costs money to replace horses.”

As the future long-term international president,
W.D. Mahon, once put it, “To have spoken of want-
ing an 8-hour day at that time would have caused
your sanity to have been questioned by a good
many.”

As late as 1917, in Lancaster, Pennsylvania, non-
union transit workers could be required to work as
many as 20 hours at a stretch, and “extra” workers




Management mistreatment of transit workers led to strikes such as this four-day walkout in Indianapolis in
January 1892. The scene shows the mule car off the track and surrounded. Indianapolis transit workers later

Joined the Amalgamated.

could be required to work 25 hours straight. Of that
25 hours they could be required to sit and wait for
hours at a time with no pay.

“That is what makes slaves of streetcar men,”
Wright explained. “That is what breaks up their
homes and robs them of all but a passing
acquaintance with their wives and children [but
thisl...has never been one of the great cares of the
men who operated the financial and managerial end
of electrical transit.”

Transit workers had no benefits and no job
security, no holidays, no vacation, no pension, and
no health care. The failure to report for work, no
matter what the reason, often cost them their jobs.
Streetcar conductors received a daily wage of $1.00 to
$1.50 per day regardless of the number of hours
worked.

There were some crafts that were better treated at
the time. But that of the transit worker was not
among them, according to Mahon, “because we failed
to follow the only avenue that opens itself to the
working people...namely, organization.”

As might be expected, the living conditions of
transit workers were just as bad. Mahon once
described these conditions saying: “Their lot was a
sad one; poverty prevailed, the children were not
properly housed, clothed, or fed. Their homes were
poorly furnished, they had to live in the cheapest
districts of the cities and towns in which they worked.
As a group they were ignored; the press paid very
little attention to them, politicians sneered at them,
and the general public gave them very little
consideration.”

“These troubles,” Amalgamated Board member
Magnus Sinclair later recalled, “were of great concern
to all of us then and, unable to obtain redress as
individuals, we lent eager though somewhat fearful

ears to the whispered admonition to organize...
We were held together in desperation, realizing thmgs
couldn’t be worse, for if they were we wouldn’t be
alive.”

Early Attempts to
Create a Union

Describing the business practices that led up to the
formation of our union, Wright wrote: “Perhaps
nothing has done more to prepare street car men for
union than such masters of finance as [the] old
group...of early exploiters....From city to city this
group went, tossing traction systems about in
financial jugglery, taking from each a rich toll and
leaving wreckage behind.”

And with regard to our union he asserted, “Few
organizations of labor in this country have come up
out of such struggle or look back upon victories
gained over such terrible odds....”

And yet, even under such adverse conditions,
courageous young men started organizing transit
workers just prior to the U.S. Civil War.

Dissatisfaction with workers’ conditions led to the
formation of the first union for workers in the transit
industry in 1861. John Walker, a driver on New York
City’s Third Avenue Line, is credited by historians as
the moving force behind the union’s development.

Known as a benevolent association rather than a
union, the workers’ organization attempted to achieve
recognition from the Third Avenue Line company
without a work stoppage. When the company

shunned their attempt and continued to cut workers’
wages, the men were forced to go out on strike.
Little else is known about Walker’s attempt which
probably faltered due to the outbreak of the Civil War.



More than 20 years passed before streetcar
workers attempted to organize again. Once more,
New York street railway employees took the matter in
hand. They formed Local Assembly 2878 of the
Knights of Labor with an initial membership of over
600.

The apparent success of this organizing attempt
was thwarted when a company spy infiltrated the
organization. Three officers and about 20 members
were soon fired. Workers were followed home from
the job. Those found attending meetings or gathering
in groups of any size were summarily dismissed.
Management’s tactics quickly demoralized the
fledgling union’s membership. In less than three
months, its rolls shrank to 13.

Against all odds, Local 2878’s leaders persevered and
rebuilt the organization. On December 18, 1885, they
presented a proposed contract to the Third Avenue man-
agement. The company took some time to consider the
offer, but soon accepted the proposed contract.

The workers also presented a list of grievances to
the management of the Sixth Avenue Railway, but
these were ignored. After waiting three weeks without
a response, the workers staged a strike. It ended five
hours later when management bowed and signed a
contract.

On the Broadway Line, a 10-hour strike resulted in
management’s agreement to recognize the workers’
organization.

A strike was also staged against the Vanderbilt-
owned Fourth Avenue Line and the company quickly
agreed, at least orally, to negotiate with the workers
to resolve the differences. But the company did
not live up to its word and broke the
agreement within two weeks. When
the workers struck again, the
management of the Fourth

Avenue Line held out for just 16 hours before it
acquiesced to their demands.

The successes achieved against the larger
companies prompted smaller operations in New York
City to fall into line and to recognize the new union.

Word of the workers’ achievements in New York
City spread rapidly. Transit employees throughout the
U.S. rallied to organized labor’s cry for the 8-hour
workday. By 18806, employee organizations had been
organized in most major U.S. cities.

Through the efforts of these and similar groups
representing other crafts, the 18-hour workday that
had been applied universally soon gave way on some
properties to the 12-hour day—still a long day but far
better than 18 hours.

Unfortunately, this first major success also sounded
a death knell for many of these new transit worker
organizations. Many workers left the union thinking it
no longer served any purpose. Having joined only to
fight for a shorter workday, many street railway
workers were not aware of or dedicated to the overall
aims and objectives of the labor movement.

Still others who continued their interest became
dissatisfied with the way in which the Knights of
Labor handled grievances. The Knights dealt with all
local grievances at a district assembly, where a
committee composed of perhaps a baker, a
shoemaker and another tradesperson generally
unfamiliar with the occupation of the street railway
employee, would study the grievance and meet with
the company to resolve the matter. This obviously
produced far from ideal results, and dissatisfaction
with the system led to the disbanding of several local

transit employee organizations.

Mansbur’s Hall in
Indianapolis, Indiana, was the
site of the founding convention
of the Amalgamated on
September 12, 1892,
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Serious organizing of street railway employees did
not resume until mid-1888. This time it was the Ameri-
can Federation of Labor (AFL), under the leadership of
Samuel Gompers, which undertook the task.

The AFL’s approach to organizing the street railway
workers was different from the Knights of Labor. Unlike
the Knights, the AFL tried to fully explain the principles
of trade unionism and the benefits to be gained from or-
ganizing. This approach, which planted the seeds of the
Amalgamated, was far more successful than the Knights’
well-intentioned, but short-sighted, dependence on one

or two “issues.”

Preliminary successes in organizing street railway
employees attracted the attention of the AFL’s Decem-
ber 1891 convention. The delegates gathered for that
meeting in Birmingham, Alabama, decided to intensify
efforts to organize workers in the industry. To imple-
ment the plan, AFL President Samuel Gompers was in-
structed to call a gathering of street railway organiza-
tions in the following year for the purpose of uniting all
of the major transit labor groups into one union.
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t work-
ers amidst labor’s struggle for a shorter workday and bet-
ter working conditions for all workers. And so it was that
a new amalgamated union of transit worker organiza-
tions was created.

Approximately 52 delegates representing the AFL and
the Knights of Labor joined with Samuel Gompers to
open the founding convention at noon on September
12, 1892, at Manshur’s Hall in Indianapolis, Indiana.
Some 2,400 transit workers were actually represented by
the delegates.

Following a welcoming speech from the mayor of In-
dianapolis, the seating of the delegates, and the election
of J.M. Callihan of New Orleans as convention chairman

and James P. Riggs of Indianapolis as secretary, Gom-
pers was given a vote of thanks and three rousing cheers
for the work he had done and the first convention set-
tled down to business.

An initial order of business for the group was the
question of whether to affiliate with the AFL, the Knights
of Labor, or remain independent. The decision reached
was swayed by the significant deception of a single del-

cgate.



Delegate Mortimer O’Connell
of New York claimed to rep-
resent some 32,000 workers
of New York’s Brother-
hood of Surface Car Em-
ployees. O’Connell de-
clared that his mem-
bers would not join an
organization affiliated
with the AFL but
would support the
new union if it re-
mained independent.

O’Connell’s claims,
along with a similar po-
sition taken by a Knights
of Labor group who
claimed to represent
some 3,000 Chicago em-
ployees, convinced the
delegates to form an in-
dependent union.

Later, a disappointed
Samuel Gompers would
return to the convention and tell the group that he
thought the action would be regretted.

Another delegate deeply disappointed by the deci-
sion not to affiliate was a strapping young man from
Columbus, Ohio—William D. Mahon.

The delegates’ decision would have serious conse-

William J. Law, the first
president, served only
one year.

quences. AFL affiliation would
have offered the money and
manpower for continued
organizing. Without this
support, the fledgling
union was almost
wrecked in its first
year. Its decision to
remain independent
was made more atro-
cious by the later dis-
covery that, at the
time of the founding
convention, O’Con-
nell represented no
one but himself.

To add insult to in-
jury, after the convention
accommodated them, the
“Brotherhood” decided not
to join the new amalga-
mated union.

Consideration of the
proposed Constitution
went smoothly until the morning of the third day when
the first discussion of per capita taxes took place.

Two per capita taxes were proposed in the Consti-
tution: a 5-cent membership tax and a 10-cent tax to sup-
port strikers.

A motion was made to reduce the striker support tax

J.C. Manuel, a Canadian
Jrom Ontario working in
the U.S., was the first
secretary-treasurer.

Artist James West’s rendering of the First Convention in Indianapolis presents a pleasant picture. But the First
Convention was far more acrimonious than this depiction would seem to indicate. AFL President Samuel
Gompers is seen standing. William D. Mabon, the future international president is seen bebind Gompers to bis
right, and delegate Rezin Orr, who would later be elected secretary-treasurer is seen seated at the table to
Gompers’ left.



to 5 cents—the same as the membership tax.

Samuel Gompers, who just happened to have re-
turned to the floor, was asked his opinion.

Gompers “spoke very strongly against low dues;
cheap unions usually had cheap results. No one could
expect something from nothing, he said. After his years
of experience he had come to the mature conviction that
it was not merely a mistake, it was a crime to start with
low dues.” The motion to reduce the strike fund per
capita tax failed.

It was decided that, while the membership per capita
would be sent to the national office, the striker support
per capita would be deposited by local divisions in local
banks, subject to the call of the Executive Council. This
would later prove a costly decision by the young union.

That same day the convention chose a name for the
new union: the Amalgamated Association of Street Rail-
way Employes of America.

Later that afternoon, the delegates designated Indi-
anapolis as the site of the headquarters.

It was decided that the Union’s Executive Council
(later called the General Executive Board) would include
a president, five vice presidents, and a secretary-trea-
surer. The vice presidents were also to serve as orga-
nizers. In addition, three trustees would audit the books
of the Amalgamated and prepare reports for presenta-
tion at the conventions. The salaries of the president and
secretary-treasurer were set at $900 per year.

The delegates moved on to the election of officers.
The candidates for president were J.W. Newhouse of In-
dianapolis, J.E. Husted of Toledo, and William J. Law of

Detroit. Law, who had been very vocal at the conven-
tion, probably lost votes because he was inexplicably
absent during the all-important balloting.

Husted was elected by a 10-vote margin. J.P. Riggs of
Indianapolis was elected secretary-treasurer. In his ab-
sence, Law was elected chairman of the group of three
trustees and a committee was formed to go find him.

Vice presidents were elected from Tacoma, New Or-
leans, Youngstown, Wheeling, and Topeka.

With the election behind them, several delegates
went home early. Some, like Fort Wayne delegate Rezin
Orr, had to leave to get back to work.

The contest for offices had been bitter, and even
though some delegates had left, many were not content
to accept the voting results.

Law reappeared during a final evening session to lead
the opponents of the newly elected officers.

The opponents moved to reconsider the votes by
which the new Constitution was adopted and the head-
quarters site was determined. Law and the opponents
were vigorously opposed by the defeated presidential
candidate and rules committee member, John New-
house:

“Delegate Newhouse thought it unfair to reconsider
the matter in the absence of some of the delegates. He
proceeded to attack Delegate Law.”

But many, including Mahon, supported the move.
The motion carried by a small majority of the 46 dele-
gates still in attendance.

The next motion was to replace Indianapolis with De-
troit as the headquarters site. Proponents of this move

by Magnus Sinclair

Tt Was a Long and Bitter Fight..."

" Then [ began my labors in the
[ street railway industry I
faced the stern end of an.

equine beast which was supposed to
- propel a sort of a pill box set on four
small wheels and seating from twelve
to fourteen passengers at most.
We had no union then in Toronto.
It seems the horse had more sense
than his so-called master, because he
at least knew when he had enough. If
the car became overloaded wise old
dobbin simply refused to pull. It was
the usual thing.in such situations for
the passengers to get off the car and
push, as it was usual for them to give
the horse a lift up a grade. The driver
stood out in front, exposed to all kinds
of weather, and in Canada that term “weather” takes
you down to the bottom of the thermometer. About
every two hours the horse or mule was taken from
the car and a fresh one put on. The two-legged crit-
ter, the human mule had no such release If the,

Magnus Sinclair

company overworked an animal and it
died it cost them about $75. In the.
overworking and Kkilling of a man it
cost them nothing. They could get a
new man and at less wages.

These horse cars and the electric
cars which succeeded them were with-
out vestibule protection either in front
or rear. Men stood on the open plat-
forms twelve or fourteen hours a day
and often longer in rain, in sleet or sub-
zero weather. No heat was provided in
a street car in those early days. It was
customary for the driver to take an
armful of straw from the stable yards
and spread it over the floor of the car
to keep the feet of the passengers from
freezing.

Next to the cold and the long hours on the job the
trolley pole was the greatest curse, at least for the con-
ductor. He was held responsible for all breakages
whether they occurred on a curve or on a straight
track. Inasmuch as the conductor was inside the car




argued that the new organization did not have the funds
to defray expenses. But the Union’s division in Detroit,
whose local president happened to be William Law, of-
fered its already established office as the Amalgamated’s
headquarters. Law also volunteered his free services as
president until such time as the organization could afford
to pay him a salary. Law further proposed to turn over the
local division’s monthly journal to the Union as its official
publication.

J.E. Husted, who had every reason to expect that he
would lead the Amalgamated as president during its first
year, offered some feeble resistance. But he was supported
by only two other delegates.

Law’s offers persuaded the delegates to approve his rec-
ommendations in spite of the strenuous objections of New-
house. Husted and Riggs resigned their positions, and Law
was nominated president by Mahon and another dele-
gate—and won. Delegate J.C. Manuel, a native Canadian
working in Detroit, was elected secretary-treasurer. At mid-
night on September 15, 1892, the founding convention fi-
nally adjourned.

The First Convention will perhaps be best remembered
for the approval of an important policy that would guide
the Amalgamated throughout its history and ensure rela-
tively stable labor-management relations in the transit in-
dustry.

The policy promoted the resolution of labor disputes
through arbitration rather than by strikes or other job ac-
tions. The preamble to the first Constitution advocated “the
principle and practice of conciliation and arbitration in the
settlement of all differences between labor and capital....”

QOur First Year

Even with all its problems, in our first difficult year the
Amalgamated became a beacon of hope to many transit
workers, Chester Wright, writing about its effect, stated:
“The flag of the Amalgamated was a banner of liberty to
the carmen. They flocked to its protecting folds. It had
been a punishable offense to talk unionism. Freedom of
expression had been a thing long forgotten in...traction
circles. But the Amalgamated—magic name—opened
mouths long sealed, brightened eyes long dulled, and put
the fire and flame and passion of zealots into men who
had been only what the organizers call wage slaves.”

Within a year, some 28 local divisions were formed and
on September 28, 1893, the Amalgamated became an in-
ternational union when the first Canadian local was char-
tered—Division 30 in Toronto.

Following the convention, President Law returned to
Detroit. For a few months he paid close attention to the
business of the newly formed union. He printed the pro-
ceedings of the convention and the Constitution. He es-
tablished the official journal, the Street Ratlway Employes
Journal, the name of which was soon changed to the Street
Railway Employes Gazette.

But Law soon abandoned his responsibilities to the In-
ternational Union when he became embroiled in a dis-
pute within his local division in Detroit. This split within
his own local division absorbed most of his time and at-
tention.

It was at this time that the Great Panic of 1893 hit the

a good deal of the time, collecting fares in his tin pot,
the trolley would fly off and break of its own mo-
mentum or on a cross wire, the pole being made of
cheap, brittle wood.

Seventy-five cents was charged to the conductor
for the breaking of one of these poles, though we were
at a loss to figure how they could have cost more than
a quarter. Never a pay day came around but conduc-
tors were docked for these broken poles.

While these troubles may seem trivial nowadays,

- they were of great concern to all of us then and, un-
-able to obtain redress as individuals, we lent eager
though somewhat fearful ears to the whispered
admonition to organize. Unionize we did, despite
company opposition and boss-inspired oppres-
sions. We were held together in desperation, re-
alizing things couldn’t be worse, for if they were

- we wouldn’t be alive.

One of the first battles engaged in by the Amal-
gamated Association against the street railway
companies was to force them to put a shelter in
front of the motorman. It was a long and bitter
fight. We pleaded before municipal authorities
and legislative bodies in provinces and states. The
companies used every wile and financial influ-
ence they could summon, to beat the demands

for vestibules.

I can still hear ringing in my ears the oratorical ef-
forts of company spokesmen as they pictured the dan-
gers, the madness, the criminality of putting a glass in
front of the motorman. The glass would become
“opaque” (that word made many an old street car man
hunt up his dictionary), dust would gather on the
glass; animpenetrable mortar; snow would gather, ice
would form and the whole front of the street car
would be like Mount Hood, a frozen glacier. Such

continued on page 10




United States, bringing down many banks and busi-
nesses. These bank failures and tough economic times
caused the demise of many Amalgamated local divisions.

Most divisions had not been sending in their mem-
bership per capita taxes, and the striker support taxes
were put in local banks. So most per capita tax funds
were lost in the bank failures.

Despite the drastic downturn in the U.S. economy,
the new union managed to survive its first year. Local 19
in Colorado Springs, Colorado, and Local 22 in Worces-
ter, Massachusetts, the oldest local unions still active
today, were chartered.

And the transit companies took notice of the new
union. According to Wright, they “used every weapon
they had to quench this rising spirit. They threatened,
they cajoled, and shrewdest—as well as most
revealing—of all, they raised wages” in their efforts to
stop the Amalgamated.

Important strikes took place during the first year in
New Orleans; Columbus, Ohio; Fort Wayne, Indiana; and
in Minneapolis-St. Paul.

The First Vestibule Act

Early streetcar drivers were required to stand in the
open front platform of the car where harsh weather
could hit them full force. By the late 1800s, several tran-
sit drivers had lost their lives due to exposure to some
relentless winters. It was inevitable that the fight for en-

closed vestibules should become an important priority This is a reversed picture of a car without a
for the young union. vestibule taken in 1905.
Sinclair, continued , The struggle for the seat or stool on which the
L motorman might rest his tired limbs and sit at at-
were their ponderous arguments. tention, instead of standing at “tired” attention, was

“You might as well blindfold a motorman and ask him ~ another phase of our early history. Many a street car
to operate a street car,” these pompous gentlemen would man in those times was put on the scrap heap be-
thunder. “Gentlemen of the courts: gentlemen of the leg- ~ €ause his feet and legs gave out from the strain of
islature, if ye should enact this evil legislation you will ~ longhours standing rigid by the controller. The fight
be responsible for the wholesale killing of our wives and for seats was begun and won by the organized street
children who go upon the streets.” car men, ably backed by the aid and influence of or-

But the militant Amalgamated Association fought ganized labor !'n‘general.
back and the result was t%e vestibule as we have 1%— It may be difficult today to evaluate properly the

with improvements—today benefit to our pioneers that these reforms brought

' about, but we enjoy the fruits of their struggles. Not
only that, our demands for safety equipment and im-
proved vehicles and right of way bettered working
conditions and at the same time increased the con-
fidence of the public in this mode of transportation.
Traction barons for the first time began to look upon
their properties as something besides the “window
dressing” for stock promotion and sales.

Another peril of street car work in the early days
was the “running board,” as it was called. This was
a narrow plank step which extended the length of
the car on the outside, the car being open and the
Streetcar men pose in Toronto’s freezing seats being cross set the entire width of the Vehigle.
temperatures in 1888. . The conductor had to swing along this running
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The first vestibule act was crafted by Division 9 in
Columbus headed by W.D. Mahon. The local asked
Mahon to present the bill to the state legislature. The bill
was vigorously opposed by managements of streetcar
railway companies throughout the state. Nevertheless,
due to Mahon's tireless efforts, the bill was passed in
1893 and signed into law by then-Governor William
McKinley (who would become a U.S. president).

Refusing to give in to the upstart union, a company
in Springfield filed a lawsuit challenging the constitu-
tionality of the new law, which was eventually upheld
by the state supreme court. Similar legislation was soon
enacted in Minnesota and Maryland.

The Election of
William D. Mahon

By the time the Second Convention opened in Cleve-
land on October 9, 1893, the Amalgamated was barely
functioning.

Mahon would later remember: “As though to aid the
employers in their work of destroying our union, the in-
dustrial panic of 1893 came down upon us and the re-
sult was that before the panic was over, the organization
was almost destroyed.”

The harsh times limited convention participation to
19 delegates representing 14 local divisions.

On the evening of the first day of the convention, the
Central Labor Union of Cleveland hosted a meeting of
the delegates and local street railway employees for the

purpose of promoting the Amalgamated.

It is recorded that President Law gave a rather long
speech. Next, Delegate Samuel Massey of St. Paul and
Board Chairman E.S. Ingram spoke. Perhaps more sig-
nificantly, the gathering next heard from the delegate
from Columbus who had earned a
reputation for his successful ef-
fort to pass the nation’s first
vestibule bill:

“Bro. W.D. Mahon, with
his forceful way of telling
things, roused the audi-
ence to enthusiasm. He
told how the little ball
had been set rolling way
out in the Hoosier State
[where the Amalgamated
was founded] and is still
rolling. He was also op-
posed tostrikes as a means
of settling up differences
between employee and em-
ployer. He spoke of the inter-
ests of the association, telling
how the victory had been
won in securing vestibules
for the motormen. The
speaker was very bitter
against the treatment of
many corporations to their
employes, showing the

William D. Mabon,
elected international
president at the Second
Convention, would serve
in that post for over balf
a century.

board, which often was no more than six inches wide,
to reach the passenger who had entered, to collect the
fare. Thus the conductor was constantly swinging
along this narrow footboard all day, with a fare box in
one hand, a punch and a bunch of transfers in the
other, trying to keep his balance, like a goat on a
narrow precipice.

Many of our conductors met their death by
being thrown from this precarious footing
onto the street. Indeed, so dangerous was
this type of car that our membership rose up
in rebellion and denounced it, bringing
some companies into court on charges of
manslaughter. The treacherous and lethal
running board has long since been abol-
ished by legislation.

An entire book could, and perhaps
should, be written on the human and in-
human sides of street railway life, the
tragedy, the comedy, the trials and tribula-
tions the pioneers encountered. But that
will have to come from an abler pen than g
mine. I have here set down a few recollec- § *

tions out of the dusty and dim archives of
memory at the importuning of my good friend

the editor. If his searching pencil has spared any of it
you may then pass judgment; if not, at least I have
fulfilled my bargain.

Sinclair became a charter member of Local 30
(later 113) in 1893 and was elected to the
General Executive Board in 1903. He
served on the GEB until bis retirement in
1944. This article is excerpted from the
May 1939 Motorman and Conductor.

Even though they won the
right to bave stools,
motormen were required to
purchase them themselves.
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uncertainty of the latter’s position even while doing his
duty to the best of his ability. He gave some excellent
advice to the men as to their duties as members of the
union.”

Mahon’s words were followed by those of Fort Wayne
Delegate Rezin Orr, “and at the conclusion a large num-
ber of members were initiated into the Amalgamated As-
sociation.”

The following day, the first order of convention busi-
ness was whether to affiliate with the AFL. Mortimer
O’Connell again appeared on the scene, still claiming to
represent railway employees in New York City. This time
he was not seated, but in communications on behalf of
the “Brotherhood” he was now making just the oppo-
site recommendations from those he made at the First
Convention—demanding that the Amalgamated affiliate
with the AFL as a condition for the Brotherhood’s par-
ticipation.

A motion to affiliate with the AFL, however, had al-
ready passed by a vote of 17 to 1, with 1 absent, so it is
doubtful that O’Connell had much influence on this im-
portant decision.

The “Brotherhood,” by the way, did join the Amal-
gamated in 1894.

The Second Convention also voted to accept the rec-
ommendation of a committee on which Mahon served,
“that each Local Division be requested to set apart one-
half hour each meeting for a school of instruction.” Thus,
an early emphasis on education was established that
would grow and evolve over the next century.

Lacking funds for even the barest essentials, this con-
vention voted to pay the secretary-treasurer only for
work actually performed—as it paid the vice presidents.
The delegates reduced the annual salary of the interna-
tional president to $800, and they even voted to con-
sider their mileage charges as “loans” to the Union for
the coming year. The Union’s books showed a balance
of just $172.30.

Delegates voiced strong opposition to the leadership
of President Law and elected the promising delegate
from Columbus, W.D. Mahon, to the top office by a vote
of 11 to 8. Mahon would more than fulfill the hopes of
the delegates who first elected him. He was destined to
lead the Union for the next 53 years, bringing transit
workers out of poverty in American and Canadian soci-
eties.

Samuel Massey was elected secretary-treasurer, and
a Milwaukee delegate, John Kennedy, was elected to the
office of first vice president.

No one observing the Amalgamated in its second year
of operation would have predicted the significant role
that the organization would play in the emerging U.S.
and Canadian labor movement, or that its president
would become such a major figure in that movement.

Indeed, Mahon would later write: “...all kinds of
pledges and promises were made, but, I am sorry to say,
the great majority of them were never fulfilled. Many of
the delegates returned to their homes and dropped out
of sight, never to be heard from again. Those who ac-
cepted the offices had to struggle alone. Those who have
not had this experience can never appreciate what the
effort cost those who were elected to offices in that dark
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We Have Seen Millions of Men

Thrown Out of Employment

by Samuel M. Massey

uring the year just
pastand gone, our
country has expe-

rienced one of the most
distressing periods of fi-
nancial depression that
has befallen it since it
sprang into existence.
We have watched with
pain and anxiety the
frightful havoc it has cre-
ated in labor circles. We
have seen millions of men
thrown out of employment.
We, in our imagination,
have followed them on
their restless journey seeking employment. We have
gazed on the emaciated form, the pinched and wasted
features, the starved expression and the threadbare
garments. We have observed, with no little concern,
the various instances in which the employers them-
selves have taken advantage of this demoralizing state
of affairs, and have cut deeply and cruelly into the
wages paid their employes. In many cases this was
done when there was no just reason or excuse for
such action. Large armies of unemployed men have
marched from the uttermost portions of our nation, to
the fountain head of our government, endeavoring to
attract the attention of the congress of our country and
persuade them to do something—to enact some laws
that would relieve the country of the dreadful state of
convulsions from which it was suffering. Terrible
strikes have taken place, covering vast areas of terri-
tory and involving thousands of men, women and
children. Nearly every strike, if not all, has been fought
on the lines of justice and as a protest against unjust
oppression. Men have stood out in the face of hunger
and want fighting nobly for those rights which heaven
approves and hell sneers at. They have called loudly
and repeatedly on the administrators of law within our
land to come to their assistance by interpreting the
laws in accordance with their reading and on the basis
of justice and reason. They have sought the judicial
ermine in their time of need. What was the result? Jus-
tice slumbered, but the fitting tools of the grasping cor-
porations that disgrace our judicial benches issued ar-
bitrary and unjust injunctions, obstructed the flow of
the clear rivers of legal decisions, and contaminated
and polluted even the pure waters within the judicial
pool.

Samuel M. Massey

Massey was secretary-treasurer of the Amalga-
mated from 1893-1894. The above is taken from his
report to the Third Convention in 1894.




hour back in 1893.”

And what became of President Law?

Almost as a consolation prize, Law was elected
fourth vice president. But this was not the end of the
story for Law. The evidence suggests that Law had fore-
seen what was coming as early as February 1893.

After the Second Convention, Mahon and Massey
hurried to Detroit to try to resolve the rift in Local 3 that
they had heard about. There they found that Law had
absconded with the Division’s treasury of $1,600 and
formed a new independent union—seven months prior
to the just completed Second Convention!

Mahon, showing the decisiveness that would char-
acterize his presidency, immediately revoked Division
3's charter, dealt with the internal dispute, and estab-
lished a new and successful Division 26.

In 1894, Law was formally “expelled” from the Union
“as a traitor and an impostor,” and “debarred from be-
coming a member or affiliating with the [union] for a
period of 99 years.” Law’s “debarment” will expire in 1993.

The Third Convention

President Mahon described the Amalgamated’s Third
Convention, held in Milwaukee in 1894, as “without
question the most gloomy convention ever held by our
Association, coming as it did at a time when the effects
of the panic of 1893 had reached its high tide, and was
being most sorely felt by the entire country.”

Only eight locals, represented by 12 delegates, were
in attendance at the convention. They reelected Mahon
as international president, and elected Miller D. Moore
of Cleveland as secretary-treasurer.

The delegates decided that the Street Railway Times
of Cleveland, owned by some Amalgamated members,
should be endorsed as the Union’s official paper. They
also decided to continue to designate Detroit as the of-
ficial site of the international offices.

The delegates directed the officers to intensify their
efforts to have vestibule bills enacted in all the states
and provinces.

Referring to this Third Convention, Mahon would
later add that it was “one of the most important con-
ventions ever held by the association.... It is to this lit-
tle band of men that our membership today owe their
thanks for the wages, hours and other conditions that
the organization has established for them.”

In 1894, a strong effort was made for the passage of
vestibule legislation in Wisconsin. But it was not until
one cold winter’s night, when tragedy befell the Amal-
gamated and the industry, that sentiment swung to the
Union’s side,

Reports show it was nearly 18 degrees below zero
the morning that the Amalgamated's first vice president,
John Kennedy, reported to his job. Kennedy was ill, but
because there was no relief operator, he had to work.
He ran his car through a drawbridge and into the water.
Kennedy and three passengers were killed.

The coroner’s report confirmed that Kennedy had
frozen to death at his post and the accident might have
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been avoided if he had been protected by a vestibule.

The Wisconsin vestibule bill was enacted at a very
dear price. Kennedy's death, however, was only the first
of many that the Amalgamated would mourn over the
coming century.

The Motorman and Conductor

In the year 1895, The Motorman and Conductor, pre-
decessor to the Amalgamated’s current publication, In
Transit, made its first appearance.

While the 1893 convention had endorsed the Street
Railway Times of Cleveland as the official paper, the
management had since ceased publishing the paper.
President Mahon decided that the Amalgamated should
have its own paper which he would edit himself.

The first issue was printed as a 12-page pamphlet.
The Motorman and Conductor became an important
tool in organizing street railway employees. The publi-
cation was used in organizing efforts throughout the
United States and Canada.



First International
Vice President
Jobn Kennedy froze
to death on an open
platform car in
Milwaukee in 1893.
His deatbh led to the

bassage of
Wisconsin’s
vestibule bill.

According to Mahon, “The Motorman and Conduc-
torin those days did as much to agitate the question [of
trade union representation] and to bring about the or-
ganization of the street and electric railway workers of
the U.S. and Canada as any other medium, if not more....
As soon as the paper began to be distributed and the
workers realized that there was a movement of this kind,
communications began to roll into the general office
from the remotest parts of the countries and from that
time on agitation was continued through the medium of
the journal and by communications which brought a
number of organizations into the fold.”

In January 1895, Secretary-Treasurer Moore resigned.
He was replaced by the acting secretary of Detroit Local
26, James G. Grant. Grant served only three months be-
fore resigning to accept a management position. When
this occurred, the Amalgamated’s Executive Board ap-
pointed Vice President Rezin Orr to fill the post. He was
elected to that office at the following convention and
held the position until his death in 1917.

A Decade of Growth

The Amalgamated’s 1895 convention in Detroit,
though sparsely attended, kicked off a decade of growth
and progress for transit workers. Only six locals were
represented. Other divisions had notified the Interna-
tional that they were either too afraid of employer retri-
bution or too poor to send delegates.

The delegates who did attend endorsed The Motor-
man and Conductoras the Amalgamated’s official pub-
lication. The delegates also recorded a “first” for orga-
nized labor by establishing a Funeral and Disability Fund
for the beneficiaries of deceased or disabled Amalga-
mated members. The fund provided $50 upon the death
or permanent disability of anyone who had been a mem-
ber for a year. Two members received benefits during
the fund’s first year. Today, that fund has paid out mil-
lions of dollars covering hundreds of thousands of
claims.

The 1895 convention also marked the beginnings of
what would become the Union’s Women’s International

14

Amalgamated Women
Pioneer In New Union

s the correspon-
dent for Local
308 in Chicago

correctly noted in the
March 1904 issue of
The Motorman and
Conductor, “[Tlhe only
active lady member-
ship of our association
is enrolled upon the
roster of 308.” Indeed,
the first women mem-
bers did come from
Local 308, which was
organized in 1902 t0  josephine Casey, the
represent the employ- first female Amalga-

ees of the Chicago Ele- mated local officer, was
vated Service. In addi- a delegate to the Eighth
tion to operating crews, Convention in 1903.

track crews and main-

tenance employees,

the work force included station agents who were pri-
marily women.

One of these women was Josephine Casey. Casey,
the daughter of a deceased union mason, was the
Amalgamated’s first female local union officer
(recording secretary of Division 308) and our first fe-
male convention delegate (the Eighth Convention in
1903). Casey was active in the affairs of the local
union and served as a delegate to the AFL’s Chicago
Federation of Labor.

Another founding member of Local 308, Clara
Murphy, was a steward in the local union. When her
funeral benefit was paid in 1904, it was probably the
first time a death benefit was paid to a woman mem-
ber.

A third founding member of Local 308, Lela Scott,
was a delegate to the Ninth Convention held in
Chicago in 1905. She was appointed a member of the
Committee on Resolutions and Thanks and was the
first woman member to be nominated to international
office, as one of three candidates for the office of
fourth international vice president. According to the
convention proceedings, she withdrew her candi-
dacy.

At the 1905 Chicago convention, the issue of gen-

“der-neutral language was also first raised. A delegate

from Local 308 called attention to the fact that since
our union now included ladies in its membership, the
distinctive pronouns “he and she” should be inserted
in our Ritual. His suggestion was never made into a
motion. It was not until after the 48th Convention in
1986 that the Constitution was revised to insert gen-
der-inclusive language.




In 1904, a spirited debate in The Motorman and
Conductor took place over the issue of women mem-
bers. In an article entitled “Women’s Place,” a corre-
spondent from Pennsylvania stated that the majority
belief was “a woman’s place is at home, where she
reigns supreme in undisputed power....” and
lamented that women should not be taking men’s
jobs. It concluded that: “Women, no matter how com-
petent, cannot command the same salary as men, and
if they engage themselves in our occupation to a large
extent, we certainly would be compelled to consider
them our enemies.”

In the next issue, a response appeared from
Josephine Casey, the Local 308 officer, which pointed
out the law of self preservation governs all Amalga-
mated members and that for men and women, mar-
ried and single, working is a necessity.

At our Eleventh Convention in Toronto in 1909, a
delegate from Lowell, Massachusetts, introduced a
resolution that the Amalgamated place itself on
record as favoring “women’s suffrage as a means of
their emancipation.”

The Committee on Resolutions reported favorably
on the resolution and recommended its adoption.
This triggered a fiery debate upon the floor of the
convention with opponents arguing, “Women have
been well cared for by men. To give them the ballot
and its power will fill the courts...so full of divorce
cases that they would have no time to try the crimi-
nals.” Supporters of the resolution argued that
women who successfully direct their home should
have “equal rights with men, who are brought into
manhood under their guidance.” The resolution sup-
porting suffrage was passed by the delegates.

The Amalgamated accepted its next group of
women members in 1912 when the employees of the
Boston Elevated Railway Company were organized.
There were approximately 7,000 to 8,000 employees
working on the Boston system, more than 2,500 of
whom signed up when the charter was issued to Local
589 on May 22, 1912. Within two weeks, the com-
pany had discharged 80 union activists and support-
ers. When efforts to bring about their reinstatement
failed, the local declared a lockout.

A boycott of the Boston system was called by AFL
affiliates. After a difficult seven weeks, a setdement
was reached with the management.

In reporting on the strike, Local 589's correspon-
dent to The Motorman and Conductor lauded the
support of women employees for their active partici-
pation in the union meetings. When the local held its
first election in October 1912, the women voted 100
percent strong.

At our Thirteenth Convention in 1913 in Salt Lake
City, there were women delegates representing both
Local 308 in Chicago and Local 589 in Boston. The
delegates were also privileged by the appearance of

continued on page 16
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Auxiliary. Wives, daughters and
sisters of members of the
streetcar workers in Sagi-
naw had formed a local di-
vision auxiliary and told
the convention they de-
sired to extend its influ-
ence and work through-
out the United States
and Canada.

Their requests were
honored and a General
Constitution and Laws
for the Auxiliary was
adopted. It would not be
until 1937, however, that an
International Women’s Aux-
iliary was formally estab-
lished. The Auxiliary would
contribute substantially to
the lives of Amalgamated
workers until its dissolution
in 1990.

Rezin Orr was
elected international

secretary-treasurer
at the convention of

1895.
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In an attempt to save money, the 1895 delegates ex-
tended the period between conventions to one and a
half years.

First Interest Arbitration
Negotiated

It was in 1896 in Toledo that the Amalgamated first
attempted to secure a contract provision requiring arbi-
tration in the event of an impasse in negotiations for a
renewal agreement. Although the local division was at

first unsuccessful in this effort, it continued promotion

of the arbitration issue until the Toledo contract was
renegotiated in 1897 and the local division achieved the
long-sought arbitration provision.

Several other “firsts” for the Amalgamated were also
won in the Toledo contract, including leave for union
officers, seniority rights, the right to have disciplinary in-
vestigations completed within 48 hours and a top pay
rate of 18 cents per hour for motormen with a 9-hour
workday.

Also, in 1896, organizing efforts in Canada created
local divisions in London, Ontario; Winnipeg, Manitoba;
and Vancouver, British Columbia.

These cities still retain active unions today, although
the original charters were withdrawn and new charters
issued over the years. The longest running Canadian
charters were issued in 1899 to Local 107 in Hamilton,
Ontario, and in 1893 to the Amalgamated’s largest local,
113 in Toronto (the successor to Local 30, chartered in
1893).

Establishing Biennial
Conventions

At the 1897 convention in Dayton, Ohio, the dele-
gates adopted a policy to hold international conventions
biennially due to the Union’s lack of financial resources.
This 2-year convention cycle remained in effect until
1983, when the 47th Convention approved a 3-year
cycle. The delegates also divided the duties of secretary-
treasurer with the duties of secretary being given to the
president.

Louisville was selected by the delegates as the site of
the Sixth Convention in 1899 so that an attempt could
be made to organize the streetcar workers there. In spite
of some progress in labor-management relations, many
transit companies still remained violently opposed to the
Union.

Mahon would later recall: “The employers used every
means possible to destroy us. Men were bribed, detec-
tives and spotters were used and, in some cases, strong-
arm men were employed. Yet in the face of all this op-
position the determined few kept up the battle....The
company officials saw to it that these men could not get
employment if it was in their power to stop it.”

The antagonism of some employers was so great that
the 1899 convention proceedings omitted the names of
the delegates in order to protect the participants from
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'Amalgam’ated Women, continued

the legendary Mary “Mother” Jones, who spoke to the
gathering as a special representative for the Western
Federation of Miners to
make a request for a
loan of $1,000.

The convention L
quickly complied, and E
the Chair responded, L,
“Mother Jones may
carry back a message

from this Conven- \

tion....Say to them our s
sympathies financially, # na
morally and every other " f&\

way, are with the min-
ers,” Jones “extended
hearty appreciation” for
the action.

For many years in
the United States, Mary
Jones was the “mother”
of the modern labor
movement. When she
died at the age of 100,
W.D. Mahon paid her
an elegant tribute when
he stated: “Her every
heartbeat was for hu-
manity....She could soothe
and wipe away the tears
of a weeping and dis-
couraged wife; caress and encourage children; inspire
the crowd and denounce the police and Pinkertons in
the same breath. Her life’s work and struggle for hu-
manity will live and illuminate the pages of the labor
history of America....”

By 1918, 500 women were members of Local 308
and 200 were members of Local 589.

As the men went off to fight in World War I, there
began a two-year debate in The Motorman and Con-
ductor about whether the women should be able to
replace the male transit workers during the war. It was
not a debate about women’s rights. It centered on pro-
tecting womanhood from barbaric and ruthless em-
ployers—the very same who oppressed the men. The
suggestion by street railway companies to employ
women as conductors was viewed as an attempt to
send women back to the days of the savages. The mag-
azine referred to these efforts as unpatriotic and tyran-
nical.

Two months later, Local 589, which had been
founded with women members fighting in the recog-
nition strike, reported that it had adopted a resolution
opposing women as conductors on the Boston ele-
vated system because this work degraded American
womanhood.

At the Fifteenth Convention held in Providence,

Motber Jones, one of the
great labor leaders of
bistory, spoke to the 13th
Convention in Salt Lake
City.




Rhode Island, in 1917, there was one woman dele-
gate, Anna Dolan, from Local 308. The delegates
adopted a resolution “absolutely opposed to the em-
ployment of women as motormen, brakemen, or
conductors upon the street railways in the United
States or Canada.” The sole dissenting vote was cast
by Anna Dolan.

Shortly after the convention, a correspondent
from Local 22 in Worcester, Massachusetts, reported
that the newspapers in that city had begun discussing
the hiring of female operators and stated that the local
union was “solidly opposed to the idea.” Finally, in
August 1918, the General Executive Board recog-
nized that due to the war many companies would not
survive unless women were employed and adopted
a policy on women. The policy stated that if it be-
came necessary to employ women, local divisions
would not oppose such plans as long as the employer
met the following conditions:

1. Where women are employed as conductors,
they shall be employed and enter the service
the same as men were employed. .

2. They shall take their seniority at tbéfootbf
the extra list and work up like men.

- 3. They shall be entitled to the same guarantees,
' wages and conditions as men.

4. They shall have the same membership
" requirements and shall be entitled 1o the same
contract protections as men.

- The position taken by the GEB in 1918 was meant
only for the duration of the war. At the same time as
the GEB took its position, the trade union movement,
including the Amalgamated, had been at the fore-
front of the legislative and political arenas to assist

* the suffragettes in obtaining for women the right to
‘vote, to pass 10- and 8-hour-day legislation for
- women workers, and to pass child labor laws. After

the war, the labor union leaders were surprised and
dismayed when the League of Women Voters aligned

‘themselves with the employers in arguing that
- women should retain the conductor and motormen
- positions on the street railways.

As World War I came to an end, the General Ex-

- ecutive Board passed a motion opposing legislation
- to employ women as operators on the transit system.

“[1lt is the sense of the Board that the Association is
unalterably opposed to the enactment of any law
...providing for employment of women as motormen
and conductors....”

When the war ended, men mostly replaced
women in the jobs they had held during World War

I. Women workers on transit systems (other than in -

Chicago and Boston) were virtually nonexistent.
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later retaliation by management. Of the 36 active locals
at the time, only 12 were represented at this convention,
including Local 26 in Detroit, Local 85 in Pittsburgh and
Local 89 in New Castle, Pennsylvania.

The 1899 convention focused on the long workday
problem. The effort to overcome management’s ability
to dictate almost unrestricted hours of work had stalled.
The international officers were directed by the delegates
to seek legislation to establish 10-hour workdays in the
U.S. and Canada.

Shortly after the Louisville convention adjourned, a
local division was chartered in that city.

Violence in Cleveland and
St. Louis

In 1900, Cleveland became the site of the first blood
shed during an Amalgamated strike. A young child was
killed by a stray bullet of a company-hired “strong-arm
man” while she played in her yard. Another bitter Amal-
gamated strike occurred in St. Louis that year. On June
10, 1900, 11 unarmed strikers returning from a union pic-
nic were brutally massacred by company agents.

Despite these tragedies, 56 divisions were organized
during 1900, including Local 192 in Oakland, California,
Local 212 in Burlington, lowa, and Local 215 in Aurora,
Illinois—each still active today.

By the end of 1900, a total of roughly 175 divisions
had been created. The exact number is hard to pinpoint
since some went out of existence after a short period of
time, perhaps to be rechartered in a year or two, or never
to be heard of again.

The first noted interest arbitration proceeding con-
ducted under enabling provisions included in a labor
contract also took place in 1900. The award included a
15-percent pay increase, a 9-hour workday and grievance
arbitration for Reading, Pennsylvania, workers. The ar-
bitrator also ordered the reinstatement of those employ-
ees discharged because of their membership in the Amal-
gamated.

Organizing a Power Base

By the time of the Seventh Convention in Buffalo, in
1901, there was an impressive $5,240.78 in the treasury
and membership had reached 8,000. The delegates voted
to increase the funeral and disability benefit from $75 to
$100. The first Canadian member of the Executive Board
was elected, Alexander Montgomery from Local 113 in
Toronto.

In 1902 we celebrated a decade as a union, and in that
year alone, 82 new locals were organized, including Lo-
cals 241 and 308 in Chicago. The Amalgamated was now
recognized as the dominant transit union in North Amer-
1ca.
The Pittsburgh convention in 1903 had the greatest at-
tendance since the founding of the Union—148 delegates
representing 84 local unions in the United States and
Canada. Local 308 in Chicago, representing the employ-
ees of the Chicago Elevated Service, sent the first woman



This is a picture of an actual U.S. Mail Car. Some
employers would arrange to carry mail boping to
thwart organizing by their workers who feared being
accused of interfering with the mail—a federal offense.

delegate ever to attend a convention, Josephine Casey.

Casey was selected by President Mahon as “chairman”
of the Committee on Rules and Order. She was also se-
lected as head of a committee to draft a message to U.S.
President Theodore Roosevelt protesting the use of
streetcars for carrying the U.S. mail.

In those days employers would arrange to carry U.S.
mail and post its symbol on their cars whether or not the

Fitzgerald, Rezin Orr, Mabon, R.L. Reeves, Fred Fay. Stan

-

The members of the General Executive Board pose for this 1903 picture. Seated, left to right, William B.

car was actually carrying any mail at the time. In that
way employers hoped to thwart any employee attempts
at organizing that might be construed as interfering with
the delivery of mail—a federal offense.

The Pittsburgh convention will perhaps be best re-
called for the delegates’ wise decision to establish a sep-
arate Defense Fund in the Constitution. As adopted,
members received $5 per week after two weeks on a
strike. In order to build the Defense Fund, all members
were assessed 25 cents per quarter.

The Defense Fund would be used over the next sev-
eral decades not only to support members on strike, but
to help defray the costs of interest arbitration and, later,
non-binding fact-finding.

In an effort to keep abreast with the changing tech-
nology which now included the ever-increasing use of
the electric trolley car, the name of the Union was
changed to the Amalgamated Association of Street and
Electric Railway Employes of America.

Magnus Sinclair, then secretary of Local 113 in
Toronto, was elected to the General Executive Board at
the 1903 convention. His election marked the threshold
of a great career with the Union spanning 40 years of
service. Sinclair would later state that the Amalgamated
was a movement that recognized no national boundary
lines and that Canadians and Americans would be found
working shoulder to shoulder in the struggle for transit
workers.

Nothing came easy for the young organization. No

ding, left to right, David Reed, Richard Cornelius,

Daniel Dilworth, C. O. Pratt, William Jacobs, and Magnus Sinclair.
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Officers and delegates to the Eighth Convention in Pittsburgh, May 4, 1903.

sooner had the delegates established the Defense Fund
than benefits had to be paid out.

The first strike benefits were paid out in 1904. A strike
in San Antonio ended up defeating the local after 81
days through the company’s use of the Texas anti-trust
laws.

More successful strikes were waged in Houston,
Texas, and Bloomington, Illinois.

Two of the major work problems confronting the
Union by 1905 were the hours of work under the three-
shift system so prevalent at the time and the matter of
company consolidations which were increasing and
costing union members their jobs.

The Union argued that any shift system must equally
divide the work hours and that employees must be al-
lowed to follow their work in the event of consolida-
tions. This was the first articulation of what would be-
come an important principle in a rapidly changing in-
dustry.

The Union ended its first 12 years having built a
strong organization to fight the battles which lay ahead.
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CHAPTER TWO 1906-1918

Coming of Age Amidst
Strikes and Bloodshed

y 1906, the Amalgamated and its leader, W.D.

Mahon, were widely acclaimed for the contribu-

tions they had already made to the labor move-
ment. But the young union was not about to rest on its
past laurels.

Despite some distressed economic conditions and a
world war, during the next 12 years the Amalgamated
continued to grow and make great strides in improving
the wages and working conditions of its membership.

The policy established at the founding convention to
promote the use of arbitration instead of strikes as a
means of resolving contract disputes proved a wise, far-
sighted decision. On numerous occasions the arbitra-
tion of new contracts proved successful for the mem-
bers.

Even in proceedings before the War Labor Board, es-
tablished to prevent strikes in the U.S. during World War
I, the Union continued to achieve significant wage and
benefit increases.

This period saw a trend toward multi-year agree-
ments with employers, as opposed to the traditional
one-year pacts. The era would also be remembered for
bitter strikes to establish local unions in the U.S. and
Canada.

Strikes in London, Ontario &
Winnipeg, Manitoba

Management refusal to arbitrate precipitated a major
strike in 1906 in London, Ontario. The officers of Divi-
sion 107 thought they had successfully negotiated a new
contract providing a top rate of 20 cents per hour, with
a 2-cent per hour overtime provision. But the Hamilton
Street Railway Company refused to honor the signed
agreement.

Under the guidance of Executive Board Member
Magnus Sinclair, the union proposed to arbitrate the
issue of whether the parties had in fact reached agree-
ment on a new contract. The company agreed to arbi-
trate. But, when the arbitrator sided with the union, the
company refused to honor the award.

Further attempts by Sinclair to convince the company
to abide by the agreement failed, and on November 4,
the company declared a lockout.

The company quickly hired strikebreakers and im-
ported Pinkerton detectives from Chicago. It fired any
employee who refused to resign from the union and re-
turn to work.

Division 107 members not only persevered but man-
aged to rally tremendous community support. When the
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Drivers such as these men posing in _front of the open
vestibule of a Park Line Streetcar in Winnipeg went on
strike in 1906.

mayor and chief of police attempted to read the city’s
“Riot Act” to 10,000 union members and supporters who
had gathered in front of the company’s entrance, the
angry crowd refused to disperse. Without provocation,
the police then charged into the crowd of supporters,
injuring about 100 people.

After 28 days, President Mahon began intense nego-
tiations with the company’s president which resulted in
an agreement. The parties agreed that the union mem-
bers could return to work as soon as the cars damaged
in the strike were returned to service.

The Hamilton Street Railway, however, remained
hostile toward the union. Within a year, the president of
Division 107, an 18-year employee, was discharged on
trumped up charges. Although the discharge was finally
arbitrated after the union threatened another job action,
the arbitrator upheld the company’s action.

In March, 1906, a strike occurred in Winnipeg, Man-
itoba, after the company had its first major confrontation
with its employees who were seeking to form a local
union. The Winnipeg Electric Street Railway not only re-
fused to recognize the new union but attempted to head
off any trouble by granting an immediate 1-cent per hour
wage increase. The workers saw through this ruse and



preparations for a strike began.

On March 29, the strike was called by a vote of the
union’s members. The company tried to keep the cars
running, bringing in 150 strikebreakers from Eastern
Canada. The public, however, supported the strikers
and those who normally rode the cars took to the streets
sporting “We Walk” tags pinned to their lapels and hats.

Violence broke out by the tracks near the city hall
when a car rolled in carrying strikebreakers with axe
handles. The altercation began when a rock was thrown
from a gathering crowd. The crowd broke the car win-
dows and then sought out other cars being operated by
the company. The city’s transit system came to a halt.

Within two weeks, however, the strike began to lose
support when employees started to return to work. On
April 9, the strike ended when the employees accepted
the company’s 1-cent per hour increase and a 10-hour
day.

Although the union was not recognized, the strike
had won new benefits for the workers which laid the
groundwork for the eventual recognition of a local
union. (Today the Winnipeg employees are represented
by Local 1505.)

Opposition to the Amalgamated’s strikes frequently
came not only from non-union strikebreakers, but also
from a “rival” organization, the Brotherhood of Interur-
ban Trainmen.

This group started to attract Amalgamated members
into its ranks in the early 1900s by offering to work for
the companies at a lower wage rate as it did during
strikes in Detroit (represented by Division 26) and on

the Third Rail System of Elgin and Chicago (represented
by Division 215, in Aurora, Illinois).

The activities of the Brotherhood of Interurban Train-
men became such an issue for the Amalgamated that
President Mahon sent a letter to AFL President Gompers
complaining bitterly about their tactics.

Gompers wrote back and assured Mahon that the
renegade union was not an organization recognized by
the AFL, and that, “[tlhhe Amalgamated...is the only bona
fide organization of street and electric railway workmen,
and so officially recognized by the labor movement of
our continent.”

The San Francisco Earthquake

Perhaps the greatest disaster to rock the Amalga-
mated in 1906 did not come from a ruthless manage-
ment bent on union destruction, but from a natural dis-
aster—the great San Francisco earthquake on April 18.

Reports received at the International’s headquarters
by President Mahon and the General Executive Board
advised that the quake and subsequent fires had left over
300 members’ families homeless. As a consequence of
the extensive damage done to the streetcar system, 1,600
of our members had no work.

Mahon immediately forwarded $1,000 from the In-
ternational treasury to aid the members and their fami-
lies. He sent out an appeal to all local divisions asking
them to forward assistance to the local in San Francisco.
More than 100 locals swiftly responded with over $9,200.

A

The San Francisco Earthquake of 1906 bad a devastating effect on members of the Amalgamated in that city.

The Union raised funds to send in relief to Amalgamated members there. This picture was taken on Mint Street
in San Francisco, where Local 1225 bas its office today. (Picture courtesy of the San Francisco Chronicle.)




Advocating Advancing
Technology

The delegates attending the 1905 convention in
Chicago echoed the concern of the entire membership
by adopting a resolution to make legislation outlawing
the use of running boards a priority.

At the time, most streetcars had no center aisle. In-
stead, the conductors were required to walk along nar-
row sideboards on the outside of the vehicles to collect
fares and attend to passenger problems.

This subjected the transit workers to possible injury
from passing vehicles, street lights and pedestrians. In
bad weather conditions, a dangerous job became treach-
erous. Numerous members were injured or lost their
lives due to running board accidents.

In 1907, GEB Member Sinclair successfully obtained
the first center aisle legislation which was enacted by the
Ontario Parliament. But it took a long time to eliminate
the cars with running boards.

In 1912, the Amalgamated still lamented their use in
Chicago, referring to the aisle-less cars as “ambulance
wagons.”

In Ohio, where the nation’s first vestibule act had
been passed in 1895, the Amalgamated secured an
amendment to the law in 1906 requiring companies to
provide heaters for the enclosed drivers’ cabs during
winter months. In 1907, similar legislation was intro-
duced, although not enacted, in the Illinois and lowa
legislatures.

With the technological advancement of air brakes (as
opposed to the less reliable hand brakes) on the elec-
tric streetcars, the Amalgamated became one of the
major proponents of their

Edward McMorrow (second from left in the middle
row) joined the GEB in 1905. Pictured bere from left
to right, upper row, are Ben Commons, New Orleans,
Richard Cornelius, San Francisco, Magnus Sinclair,
Toronto. Middle row, D.S. Fitzgerald, New Haven, Ed
McMorrow, Chicago, Wm. B. Fitzgerald, Troy, N.Y.,
R.L. Reeves, Detroit. Lower row, Fred Fay, Ypsilanti,
Mich., C.O. Pratt, Welshfield, Obio, W.D. Mabon,
International President, and Rezin Orr, Treasurer,
Detroit.

skills for which no ready substitute was available. The
introduction of air brakes effectively discouraged the use
of inexperienced strikebreakers who could no longer be
easily pressed into service during strikes and lockouts.

By the time the 12th Convention convened in St.
Joseph, Missouri, in 1911, air brakes had replaced hand
brakes on most systems’ cars and heated cars were com-
monplace.

In 1912, Division 113 in Toronto was successful in

use. The Union argued thatair
brakes were safer because
the cars could be stopped
quicker, smoother and with
less effort.

Not too surprisingly, De-
troit, Michigan, the home of
the International’s headquar-
ters, was the first location to
mandate the use of air brakes
on streetcars by city ordi-
nance. Similar laws quickly
followed in other locations.

Many companies, noting
the success of the Detroit ex-
perience, voluntarily installed
air brakes.

The increased use of air
brakes not only provided a
safety benefit to the members,
but increased their clout at the
bargaining table.

Since air brakes permitted
companies to use larger cars
at increased speeds, the tran-
sit operator developed new

One important innovation in use by 1911 was the “nearside car” which
permitted passengers to enter and exit only by the conductor. This allowed the
conductor to stay in one spot and still collect fares.



obtaining legislation providing for a 10-hour day in 12
consecutive hours and a 6-day workweek. The Mas-
sachusetts legislature passed a “9in 11 Hour” bill in 1913.

The Amalgamated took up the battle to secure an 8-
hour workday law in the U.S. In 1916, the goal was
achieved when both houses of the Congress passed leg-
islation limiting the standard workday to 8 hours for em-
ployees of public utilities.

As the Union Leader editorialized, “the legisla-
tors...have not only paved the way for better conditions
for the workers, but they have made a more intelligent,
a more virile manhood and womanhood....They have
enacted into law the spirit of the time.” It would be many
years, however, before an 8-hour day was achieved for
transit workers.

In 1914, the Louisiana legislature enacted the first law
providing seats for street railway operators and con-
ductors.

Organizing the Unorganized

The year 1912 will be remembered as the year the
Amalgamated brought the 4,000 workers on the Boston
Elevated System into the Union, but the year was also
marked by failed organizing campaigns such as that in
Milwaukee, Wisconsin.

When Amalgamated GEB Member Edward McMor-
row began organizing in Milwaukee, he found the work-
ers suffering inhuman hours at low pay, being forced to
operate defective equipment and make up any fare
shortages out of their own pockets.

For just one week in 1911, a carman’s reported hours
of duty were: 13 hours, 25 minutes (November 10); 12
hours, 45 minutes (November 13); 12 hours, 10 minutes
(November 14); 11 hours, 25 minutes (November 15).

McMorrow had seen conditions such as this before.
He was one of the young men who had originally taken
on Chicago’s tough traction barons in 1902—and won.
He was elected to the GEB in 1905.

The International moved into this new building at 104
High St. in Detroit which it purchased in 1912,

26

Amalgamated officers who took on the “ Elevated”
in Boston: Left to Right: J.H. Reardon, Chairman of
the Executive Board; Fred Fay, National Orga-
nizer; Alexander Smith, Chairman, General Com-
mittee of Massachusetts; P.T. Sheban, Interna-
tional Vice President; W.H, Garvey, Chairman, Di-
vision 6; W.H. Fabey, Chairman, Division 1; PJ.
O'Brien, President of Springfield Division 448.

Organizing the Boston
Employees

rganization of the 3,800 employees of the

Boston Elevated Street Railway was a major

victory for the Amalgamated in 1912. Few
strikes during the period were more dramatic than
that staged in Boston.

During this period, local divisions were first es-
tablished to seek out workers to join as part of an
ongoing organizing campaign. In most cases, when
the company learned their workers had attended
an organizational meeting or joined the union, they
would immediately be discharged.

On the heels of the announcement by the em-
ployees of the Boston Elevated Street Railway that
they had organized Division 589, the company
posted a notice putting into effect an immediate 10-
percent raise for the workers.

By June 1, only a month after the organizing had
begun, 39 men had been discharged because of
their activities in soliciting membership in the new
union.

After a stormy 3-hour meeting of the newly or-
ganized union on June 7, the workers voted to strike
for recognition by the company:

“During the following hours scab-run cars were
stoned, trolleys were disconnected and tied down,
police reserves clashed with strikers at a score of
points in Boston, Cambridge, Roxbury, Charles-
town and Somerville and many arrests were made.”

The strikers reported 3,800 men among their
ranks while the company reported 2,000 employ-
ees continued working and joined the company




union—the “Loyal Federation.”

The strike was organized by GEB Member Fred
Fay. Within hours of its inception, President Mahon
arrived in Boston to support the workers’ efforts. The
Union Leader outlined the Boston campaign:

“The men are fighting for a minimum wage of
$1.75 a day for conductors and motormen, $1.65 a
day for guards and $1.60 a day for brakemen. The
men now get 23 cents an hour during the first year
of service and a chance of a raise to 26 cents an hour
after sixteen vears. If one is lucky enough to have a
steady run of ten hours he can make $2.60 a day. If
one works shifts he can make $12 or $13 a week for
about eighteen out of twenty-four hours’ work daily.”

By June 23, the power of the strike was apparent.
In a demonstration held in support of the strike at
the Boston Common, 50,000 trade unionists and sym-
pathizers appeared in “the greatest [gathering] ever
witnessed on the historic old parade ground.”

GEB Member Fay eloquently described what oc-
curred during the strike:

“Hounded by the police and subjected to the bru-
tal persecution of the courts in their imposition of
long jail sentences for minor offenses, the 4,000 strik-
ing street carmen of this city are as firmly united today
as when they first struck, one month ago.

“Never before in my experience as national orga-
nizer have I witnessed such glaring persecution of
union men as the strikers are subjected to in this city
by the Boston police, seconded by a judiciary so
servile to the Elevated management that simple jus-
tice under such conditions is impossible.

“Law abiding men, guilty of no other crime than
holding membership in a trade union, have been
beaten up by the police while walking along the
streets peacefully.

“Convicted on the perjured evidence of the pa-
trolmen who placed them under arrest, others have
been sentenced to long terms of imprisonment, de-
spite the fact that they had reliable witnesses to prove
their innocence....

“And, through it all, there has been such a pro-
found silence upon the part of men holding high of-
fices in the city and the state....

“But police or no police, courts and politicians to
the contrary notwithstanding, the street carmen of
this city are going to win.”

Within weeks of the Boston Common demon-
stration, the State Board of Arbitration began to ook
into the strike and heard extensive testimony from
the union.

The city council, which was under siege from the
public for its silence, passed a resolution demanding
the mayor take some action in the strike and
scathingly “scored” the Elevated officials for their re-
fusal to allow their employees to organize.

When the Board of Arbitration issued its report,

continued on page 28
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In Milwaukee he found that operators were so ex-
hausted they were forced to make arrangements with the
conductors “to pull hard on the bell just before an inter-
section point is reached in order to make sure that the
motormen will be awake and not run into danger for the
passengers in the car.”

Following the establishment of Division 457 in late
1911 (today the Milwaukee workers are represented by
Local 998), the Milwaukee paper editorialized, “the or-
ganizing of the carmen was a political boost for the So-
cialist party and the street railway company was being
made the victim of shrewd political tricksters.”

McMorrow retorted: “The Amalgamated Association
of Street and Electric Railway employees is a trade union,
organized to improve the conditions of the street rail-

way Wlorkerls. Iftf {ms OTOENAN
no political affilia- | he,
A%NDUCTO@
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tions, and under no
circumstances can it
be used to further
the interests of any
political party.‘Freedom
Through Organization’ is
our slogan, and in freeing
the street railway workers
from the slavish condi-
tions which surround
them on unorganized
systems, we do not pro-
pose to chain them to
any political belief or
party.”

As the labor dispute
grew, the state industrial
commission, for the first “STRS
time in Wisconsin his- —

tory, came to investi-
gate street railway con-
ditions in the city.

Worker after worker
testified about the in-
human work hours, the
defective equipment,
the lack of time off.

Although the reports
of the commission’s
hearing moved the public to support the workers, the
company would not budge.

By April 1912, 67 men had been discharged “for the
good of the service” and detectives followed the work-
ers to report to the company on their activities.

Five employees sought a meeting with the company
president in an effort to open negotiations. They were
promptly discharged.

The mayor attempted to mediate by proposing arbi-
tration with the union. The company replied that arbi-
tration would mean recognition and they would never
recognize a union among their employees.

The strike began on April 29, 1912, during the
evening rush hour. The result was the complete tie-up
of the city. Within three weeks, however, the strike was

AT the beginning of the year 1912, the"Members of the Amal-

gamated Association, more numerous, enjoying a higher
standard of wages, more agreeable working conditions and ad-
vanced benefits than at the E:‘:inning of any former year, view
it a1 & favorable omen of the future and in the spirit of organ-
ization we wish to the world a year of prosperity and contentment.

Words were inadequate to
express the attitude toward
the Amalgamated depicted on
the cover of the 1912 M&C.



Boston, continued

the strikers achieved an important victory. The
unanimous report clearly indicated that the em-
ployees of the Elevated had been discharged be-
cause of their membership in the union and for at-
tempting to organize a union in violation of the Com-
monwealth’s laws.

On July 29, Massachusetts Governor Foss and
Mayor Fitzgerald of Boston jointly intervened in
order to secure a strike settlement. Representatives
of the union and the company, along with their at-
torneys, met in separate rooms.

Finally, due to the company’s recalcitrance, the
governor let them know that he meant business:
“The men are right and you people have got to give
way.”

The company recanted and the strike was settled
on the following basis:

“1. The company agrees it will not discriminate
against members of the union and will meet with its
employees for the discussion of grievances whether
they come as individuals or as representatives of the
union. )

“2, Any committee to adjust differences with the
company will have the right to a reasonable leave of
absence for that purpose.

“3, The State Board of Conciliation and Arbitra-
tion will determine what men will be taken back by
the company and their back pay and benefits.

“4. In the future, grievances or difficulties con-
cerning wages or conditions of labor which cannot
be adjusted between the company and the union will
be referred to the State Board of Conciliation and Ar-
bitration.”

The strike was then called off and the Boston sys-
tem has been organized ever since. :
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lost because the railway workers began returning to
work.

While the union did not succeed in achieving recog-
nition, it won important rights for the workers. The May
15 Union Leader reported the company gave the work-
ers increases amounting to $50,000 when the strike
ended.

The Amalgamated pledged the next achievement in
that city would be a full-fledged active division of the
Amalgamated—and so it was when Division 998 was
chartered in 1933.

In August of 1913, another important local division
was established—Local 627 in Cincinnati, Ohio.

When the workers at the Cincinnati Traction Com-
pany began organizing, they were paid 20 to 25 cents
per hour with a 16-year progression to the top rate. Many
runs took more than 18 hours to complete, but the mo-
tormen were only paid for 7.

On May 10, the workers went on strike with Inter-
national Secretary-Treasurer Rezin Orr leading the cam-
paign. When the company finally succumbed to arbi-
tration, the result was a 10-percent increase in wages
with a maximum progression of seven years.

Two important arbitrations took place during this
period.

In an arbitration hearing for the Chicago Street Rail-
way workers in 1912, President Mahon successfully ar-
gued that the union had the right to examine the com-
pany’s private books when the Chicago Street Railway
asserted that it could not afford an increase in wages.

A 1913 arbitration award in Detroit gave the workers
32 cents an hour after 12 months of service. The union’s
case was eloquently presented by President Mahon.

When the award was issued, it reaffirmed the

1914 cartoonist’s view of the fitney bus.
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Members of Div. 99, Winnipeg, Manitoba, who were enlisted for overseas services in 1914.

Amalgamated’s long-standing view that “the principle of
arbitration, administered fearlessly and with the one mo-
tive of establishing justice as nearly as possible...has
again demonstrated its effectiveness in elevating condi-
tions for the street railway employees.”

A Growing Union

By 1914, 22 years after its establishment, the Amal-
gamated was a powerful part of the labor movement. It
had 207 local unions, 88 of which had written contracts
with the employers.

The International employed 26 persons to look after
its affairs.

At the Union’s establishment in 1892, the maximum
wage was 14 cents an hour; in 1914, it was as high as 45
cents an hour (Div. 381, Butte, Montana) and averaged
between 25 to 30 cents per hour. Most miraculously, the
efforts of the Union had reduced the 12- to 18-hour day
to an 8- to 12-hour day.

A strike by the members of Divisions 241 and 308 in
Chicago for higher wages in June 1915 brought the “City
of Big Shoulders” to a standstill.

To bring pressure on the traction companies to set-
tle, the city council passed an ordinance barring the im-
portation of strikebreakers by providing that motormen
must have 21 days’ training and 3 years’ service on the
Chicago line to work during the strike.

By July 15, through mediation efforts by the mayor’s
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office, the company and the union agreed to a 2-year
contract. The practice of hiring men for single trips only
during rush hour was abolished. All other areas of dis-
pute were submitted to arbitration with the mayor chair-
ing the arbitration panel. The workers returned to ser-
vice on July 17.

By 1915 the U.S. entry into the Great War (World War
D was looming and Canadian members were already
going off to Europe to fight.

Atthe 1915 convention in Rochester, New York, Pres-
ident Mahon noted the effects of the war: “When we
closed our convention two years ago at Salt Lake City,
we were full of enthusiasm and had great hopes and as-
pirations for the future that was before us at that time,
but little did we dream of the European war coming on
and the distressing industrial effects that would fol-
low....”

At that convention Mahon also addressed a problem
that would plague the Amalgamated throughout its his-
tory—uncontrolled operation of the jitney bus. After
making a close study of the issues, he recommended
that the organization should lobby for local ordinances
to regulate jitney operators:

“I would recommend that the secretary of this Board
be instructed and outline ordinances for the use of our
Local Divisions that would require city authorities to
grant franchises and specify the rates of fare, establish
the routes to be operated upon and bring these jitney
buses under police control and regulation, the same as
any other conveyance that is now operated, like street-
cars, for hauling of the public.”



Mahon also recommended that the jitneys be re-
quired to be bonded and that operators be uniformed
and badged.

Establishing Local Divisions
in DC & NYC

In 1916, a battle fought and won over a 1-week pe-
riod brought about recognition of the union for transit
workers in Washington, D.C.

International Secretary-Treasurer Rezin Orr was dis-
patched to the capital city to organize the workers.

On March 1, Orr sent a committee into each of the
four companies to submit an agreement. Those men
were summarily discharged and the companies began
to discharge other known members of Local 689.

Orr attempted to meet with the companies but they
refused, and on March
5, the workers went on
strike. _

The strike caused a
massive tie-up in the
seat of government,
and after just two days,
the companies agreed
to recognize the union
and take matters in dis-

pute to employee com-
mittees at each com-
pany and, failing agree-
ment, to submit the dis-
putes to arbitration.

The workers ulti-
mately secured a 2- to 4
1/2-cent increase and
Division 689 was well
established.

The outcome of or-
ganizing in New York
was not as successful.
In August 1916, 10,000
workers in New York
City entered the Amal-
gamated fold.
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This is bow International
President W.D. Mabon
appeared to a cartoonist
when be was delivering bis
closing argument to the

Board of Arbitrators in the
Chicago strike of 1912.

The Amalgamated
had been trying to or-
ganize the workers at the five companies in New York
for many years, but the companies had an elaborate spy
system and the workers were afraid to join a union.

When confronted by increased organizing activity,
the five surface line companies, including the largest, the
Interborough Rapid Transit Company (IRT), signed
agreements with the Amalgamated.

But the IRT soon broke the agreement and compelled
each of its employees to sign 2-year agreements under
wage and hour conditions imposed by the company.
Those who refused were discharged.

The company’s actions precipitated a strike on the el-
evated, subway and surface lines in New York, the likes
of which had never been seen.

30

IThe Frame-up o
Tom Mooneyp Y

uring 1916 and into
1917, the Amalga-
mated led the battle

to organize the workers of
United Railways in San Fran-
cisco. Perhaps the hardest and
most outspoken worker on the
campaign was AFL organizer,
Tom Mooney, a young man
who fought tirelessly for
workers’ rights, including
those of the motormen and
conductors in San Francisco.
The organizing occurred
during a period of strong iso-
lationist tendencies in the
U.S. toward entering the

Top picture shows

“Great War.,” Many Amer-
icans thought that the war
being fought in Europe
was not being fought for
any cause other than
larger profits for the al-

Tom Mooney in 1916,
when be was charged
with the bombing. The
bottom picture shows
Mooney in San
Quentin prison, two

ready monopolistic Amer- decades later.

ican corporations. To en-

gender public support, advocates of a large army
and navy launched a “preparedness movement.”

The campaign was designed around a series of
parades to soften Americans’ opinion against entry
into the war under the guise of increasing the size
of the army and navy just in case—just to be pre-
pared.

Huge “preparedness day” parades were held in
New York, Chicago and San Francisco. The parades
slowly began to foment a backlash against the labor
movement with strikes being declared unpatriotic.

As the result of one such preparedness day pa-
rade in San Francisco on July 22, 1916, one of the
worst labor frame-ups in all of American history
was carried out. A bomb was thrown at the parade,
killing 9 and wounding 40. Without putting it into
words, the employers who had supported the pa-
rade, including United Railroads, managed to make
the bombing a symbol of “labor violence.”

On the day following the parade, Tom Mooney
and his wife Rena, and others, were charged with
the preparedness day bombing.

They were convenient suspects. Mooney, who
had just led the bitter strike of the San Francisco
streetcar workers, had the bombing fastened upon
him by the United Railways-oriented district attor-
ney, Charles M. Fickert.

Based upon totally perjured testimony, Mooney
was convicted and sentenced to death. The verdict




was quickly appealed to the Cal-
ifornia Supreme Court, which
upheld the conviction and the
death sentence.

The delegates at the
Amalgamated’s 1917 con-
vention passed a resolu-
tion to petition the Presi-
dent of the United States to
use his best efforts to secure
a stay of execution and
urged the retrial of Mooney.

Mooney’s attorney, W.
Bourke Cochran of New
York—supported by a de-
fense committee including
the well-known advocate,
Clarence Darrow—traveled the country without
compensation trying to convince the public of
Mooney’s innocence. In Cochran’s talks, he de-
clared that “there was not a scintilla of evidence
linking Mooney with such a conspiracy or the
bomb explosion.” He noted that the traction in-
terests in San Francisco had openly announced
their intention of “getting Mooney” because of his
activities in attempting to organize the streetcar
employees. Cochran argued that “If [Mooney] is
hanged, the shadow cast by his body will darken
the sky over the country. Were the laws made an
instrument by which one class can subjugate an-
other, the nation which countenances it is doomed
to destruction.”

The trial had scarcely ended when key prose-
cution witnesses confessed to perjury and it was
proven that others had been paid for their testi-
mony. A star witness in the Mooney trial was
shown to have been a perjurer and the one who
attempted to make another prospective witness
testify falsely. Another key witness came forward
several years later and admitted to committing per-
jury. It was also established that the chairman of
the jury which convicted Mooney was working
hand in glove with the district attorney.

The labor movement again appealed to Presi-
dent Wilson to look into the Mooney case. A U.S.
government investigation soon proved conclu-
sively that Mooney had been framed due to his ac-
tivities with the labor unions.

A government commission headed by later-
Supreme Court Justice Felix Frankfurter con-
cluded:

“In the spring of 1916, Mooney and his wife
were the leaders of a bitter and unsuccessful fight
to organize the carmen of United Railways in San
Francisco. The utility sought ‘to get’ Mooney. Their
activities against him were directed by Martin
Swanson, private detective. It was Swanson who

Clarence Darroww

Continued on page 32
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On two separate occasions, Amalgamated officials
led by International Secretary-Treasurer Orr, met with
U.S. President Woodrow Wilson to convince him to in-
tervene on their behalf in the New York strike. Wilson
refused.

The strike continued into 1917. By summer, however,
the companies enticed the workers to return by grant-
ing a substantial wage increase.

Division 726 was established at that time, and the
Amalgamated would come to represent other workers
in New York City, where today we also have Locals 1050,
1179 and 1181.

Commons Attacked in
Memphis

Organizing in the South was a particularly difficult
task. In 1916, newly-elected International Vice President
Ben Commons was dispatched to Memphis, Tennessee,
to organize a union. He barely arrived in town when he
realized he was being trailed by company spies and com-
pany-hired private detectives.

On June 27, Commons was followed into a restau-
rant where company thugs attempted to beat him up. Tt
seems surprising to us today, but the restaurant propri-
etor actually had Commons arrested and he was subse-
quently informed by the judge that they “would get him
if he did not leave town.”

Commons continued his organizing, but the next day,
on leaving his hotel, was beaten with a blackjack by of-
ficers and others in the employ of the Memphis Street
Railway Company.

Commons would not be intimidated and continued
his efforts to organize Division 713.

But the company refused to deal with the committee
representing the division and began discharging the men
as soon as it learned that they had become members of
the union.

Later, the company’s campaign against the union was
broadened to include assaults
against the members. On the
night of July 17 one of the
members was killed—shot
twice in the back.

A strike was called on
Saturday, July 22, at 2
p.m., and by 5 p.m. all
cars had stopped.

The killing and beat-
ing of the members had
backfired, and the sym-
pathy of the public was
aroused. A settlement
was reached at 3 p.m. the
next day.

The price paid for or-
ganizing was high, not only
for those who were beaten
and killed, but also for men
like Ben Commons.

The GEB minutes from 1917

Ben Commons



Led by its marching band, members of Local 587 in
Seattle parade down Fourth Avenue past the
courtbouse during a 1917 organizational strike.

report that Commons went on courageously to organize
other cities in the South, but later had to discontinue his
work:

“Brother Commons reported his arm was in very bad
shape, it having been previously injured, and it was
thought at that time, it would have to be amputated.”
Commons returned home to New Orleans to recuperate
only after being advised to do so by the GEB.

Mahon requested sick benefits for Commons, who
eventually left organizing work and the International
due to ill health.

The War Years

By 1917, the Amalgamated had over 8,000 members
throughout the United States and Canada called to arms
and over 3,000 already at the front. One of the first vic-
tims of the war was a member from Division 241 in
Chicago.

At the Fifteenth Convention in Providence, Rhode Is-
land, in 1917, the delegates discussed how to treat re-
turning soldier members after an eloquent speech by
President Mahon on the Union’s patriotic spirit:

“We are not made up of flashy patriotism; our patri-
otism won’t wash off; it will stand the test of the acid.
This organization at the present time shows that out of
300 local organizations, over 3,000 members from 84 of
these have already shouldered their guns and gone to
the front. That expresses where we stand.”
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Mooney, continued

engineered the investigation which resulted in
Mooney's prosecution.”

Organized labor around the country and
around the world sprang to Mooney’s defense.
The Amalgamated and other unions raised money
and continued to lobby President Wilson for
Mooney’s release.

Finally, Wilson intervened and convinced the
governor of California to commute Mooney'’s sen-
tence to life imprisonment.

Mooney, then 35 years old, spent the follow-
ing 22 years in jail for a crime he never commit-
ted. During all this time, the unions continued to
fight for him. On January 7, 1939, he was finally
freed by New Deal California Governor Olsen.

The story of Tom Mooney illustrates more
graphically than most the high price organizers
paid for going up against the traction interests in
the early part of this century.

Division 518 Executive Board Member and
brotber of Tom, Jobn B. Mooney, standing at left,
was a member of the Amalgamated’s “Mooney
Petition Committee” which also included,
standing to bis rigbt: William Quinlan, President,
Div. 241 in Chicago, G.H. Nelson, President, Div,
694 in San Antonio, and seated from left: J.H.

. Cookman, Business Agent, Div. 689 in Washington, -
D.C., and J.E. Green, Div. 382 in Salt Lake City.




The delegates reaffirmed a decision made in 1915 that
the enlisted men would continue to accrue seniority and
be relieved from dues and per capita payments while at
war so long as they paid the back per capita upon their
return.

On October 21, 1917, shortly after the Providence
convention, came the sudden and untimely death of In-
ternational Secretary-Treasurer Orr, a man who had ded-
icated his entire career to the Union. At a special meet-
ing of the GEB, L. D. Bland was appointed international
secretary-treasurer. Bland had previously served as ed-
itor of the Union Leader.

By the end of 1917, the northwest United States had
been totally organized with locals in Seattle, Tacoma,
Spokane, Aberdeen and Hoquiam in Washington and
Portland, Oregon.

In San Francisco, the Amalgamated conducted a pro-
tracted campaign to organize the workers at United Rail-
roads—a notoriously anti-union employer.

In order to assist in a strike that was called on August
11, the GEB asked for contributions from the member-
ship.

The Amalgamated spent almost $11,000 assisting the
strike. After the bitter dispute could not be resolved, it
was called off on November 22.

Our own William Fitzgerald and AFL organizer Tom
Mooney led the organizing campaign. Shortly after the
lost campaign, Mooney became the victim of one of the
greatest frame-ups in labor history.

The year 1917 was also difficult for the Union. The
continuing strike by 11,000 members in New York had
strained its resources. For the first time since it was es-
tablished, the Amalgamated found there were so many
sanctioned strikes it could no longer pay the weekly
strike benefits required under the Constitution.

The International was forced to get a $100,000 loan
to assist it until it made an appeal to the locals. Newly
established local divisions were advised that strike ben-

efits would not be available.

As a result, Mahon recommended a laws change
which was adopted, giving the GEB power to suspend
strike benefits when it felt it was necessary—a provision
that remains in the Constitution today.

The War Labor Board

By March, 1918, the war was reaching its peak and
the General Executive Board adopted a wartime policy
to avoid strikes if at all possible:

“We hold it incumbent with all factors in in-
dustry, both employers and employees, to bear
their share of the burdens of war with the same
devotion and determination that is shown by
the men who are bearing the battle’s brunt, and
who stand ready to give the full measure of sac-
rifice in order that the principles we hold more
sacred than life itself may be perpetuated.

“As members of the Amalgamated...and
workers in an occupation that millions of our
fellow workers depend upon for transportation
to and from the various industrial locations
where war necessaries are being produced, it
becomes our duty to carefully guard our ac-
tions, and to exhaust all the resources of our
Association to bring about adjustment of dif-
ferences with employing companies without
cessation of work.”

By June 1918, the National War Labor Board had been
established in the United States. The Board, headed by
William Taft, would be used to adjust contracts. By gov-
ernmental decree, there
were to be no strikes or
lockouts for the dura-
tion of the war.
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Above, Rezin Orr just prior
to bis death in 1917. At lefl,
the laying of the cornerstone
of a school named after bim
in Chicago in 1918.



In that year alone, the War Labor
Board rendered decisions affecting
23 Amalgamated local unions.

The cases were argued by Presi-
dent Mahon and the general counsel
of the Amalgamated, James H. Vahey,
from Boston, Massachusetts.

It was the War Labor Board that set
the initial terms and conditions for the
newly organized employees of the
New Jersey Public Service Corpora-
tion (Divisions 819, Newark; 820,
West Hoboken; 821, Jersey City; 822,
Paterson; 824, New Brunswick; and 825, Edgewater).

From their inception, the New Jersey divisions banded
together to form a Joint Conference Board. Today, these
local unions comprise the New Jersey State Council and Chicago Mayor William Hale Thompson is seen in

the workers they represent are employed by New Jersey the picture at the left, holding a copper box
containing various records which be placed in the

Transit.
- . cornerstone of Chicago's Division 241
41 tthSNeertg erse}lfl az:;ard provided a wage scale from beadquarters. When it was completed in 1918, the
© 4> cents per hour. building was said to be the largest labor temple of

its kind in the world.

The Influenza Epidemic

The war was not the only plague taking a toll on Amal-
gamated members. By November 1918, hundreds of
members had fallen victim to the Spanish influenza epi-
demic in the U.S. and Canada.

Just in the month of November 1918, by the sixth day,
over $50,000 in claims had been filed with the Interna-
tional Union. As a result, the GEB took action to assess
each member $1.00 so the Amalgamated could pay the
claims.

By the end of World War I, the Amalgamated had
weathered some hard times but was thriving and well-
prepared to enter the era of postwar reconstruction.
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CHAPTER THREE 1919-1931

Fighting for
Advancement

generally unfavorable to transit labor. These con-

ditions were soon aggravated by the onset of the
Great Depression, which hit the transit industry even
prior to the great stock market crash of 1929.

While postwar inflation was cutting buying power,
employers in the industry made opportunistic use of the
influx of labor caused by soldiers returning to the job
market to force reductions in the wage rates. The Amal-
gamated reacted by seeking to reduce the workweek and
the workday without cutting pay.

In 1921, in city after city the Amalgamated was already
struggling with management attempts to reduce wages.
Despite these pressures, which continued for some years,
the Union by 1931 had achieved important “firsts” at the
bargaining table, including premium pay for one-man
cars, vacation pay, sick pay, life insurance and pensions.

Labor’s progress in the pre-depression period was also
delayed by management’s court injunctions (usually ob-
tained without notice) to thwart organizing attempts and
strikes.

In 1924, the Amalgamated mourned the loss of the
great leader of the AFL, Samuel Gompers, who died at 74
years of age. His last words were said to be “God bless
our American institutions. May they grow better day by
day.” The reins of power passed to William Green.

)’] Yhe post-war era produced inflationary conditions

The Six-Day Workweek

Prompted by Local 113 in Toronto, the province of
Ontario was the first in Canada to pass a 6-day workweek
law in 1912.
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This is oh of tbe first motorized buses which traveled
New York State in 1921.

An employee of the Grand Rapids Railway, claiming
the law interfered with his “pleasure to work seven con-
secutive days” challenged it in the Michigan courts. Ul-
timately, the state supreme court upheld the law. But the
lengthy appeals process produced lower court injunc-
tions stalling the law’s enforcement for many years. De-
troit did not benefit from the law until 1930.

The 6-day workweek significantly lowered the num-
ber of streetcar accidents. In Michigan alone, 80 percent
of the reported accidents determined to be the fault of
the motormen or conductors were traced to individuals
who were working in violation of the 6-day law.

The number of locals with a 6-day week increased to
67 by April 1931. Other locals, such as 618 in Providence,
Rhode Island, and 85 in Pittsburgh, Pennsylvania, bar-
gained for a shorter workweek to alleviate job losses due
to the introduction of the one-man car.

The Eight-Hour Day

“When the war was over and the readjustment period
set in, we again took up the question of the 8-hour work-
day,” Mahon reported to the 1919 convention in Chicago.
Many manufacturing companies had already changed to
the 8-hour day having seen the benefit in increased pro-
duction.

By 1920, 27 states and many cities had passed 8-hour
laws for government employees. Street railway employ-
ers found it disadvantageous to conform to that standard
and were among the last holdouts. During the 1920s the
Amalgamated’s battle cry became: “Eight hours for

Not surprisingly, Presi-
dent Mahon’s own state of
Michigan was, in 1919, the
first in the U.S. to enact a 6-
day workweek law for em-
ployees of street railway sys-
tems. It was estimated that the
law would increase employ-
ment on street railways by 15
percent; a figure which in-
spired vigorous management
opposition to its passage.

Los Angeles Division
strikes for shorter bours
in 1921.




work—eight hours for education and recreation—and
eight hours for rest and sleep.”

Once again, Canada won the first victory in 1919. Di-
vision 279 in Ottawa petitioned the Trades and Labour
Congress of Canada to help pass legislation prohibiting
companies from working their employees “more than
eight out of the 24 consecutive hours.”

That same year, Division 113 in Toronto successfully
struck for 12 days to establish an 8-hour day and in-
creased wages. By the time of the 1919 convention, the
locals in Chicago, Boston and nine other cities had
achieved 8-hour days.

Reports of tragic accidents continued to fuel the bat-
tle for restricted hours in other cities. In one fatal inci-
dent, a Chicago bus bound for Minneapolis crashed and
killed the driver and four others when the driver fell
asleep at the wheel after having driven nearly 18 hours.

Fighting the One-Man Car

Improved technology and the constant drive for in-
creased profits fueled the industry’s push for one-man
streetcars. Companies using the one-man cars claimed
a nearly 50 percent reduction in costs. The Amalga-
mated vigorously fought this development due to the
attendant loss of employment and the widely held be-
lief that such one-man cars could not be safely oper-
ated.

By April 1919, 89 companies in the U.S. and Canada
had already begun operating one-man cars. Nearly half
of these companies paid a differential rate to the single
operator.

At the 1919 convention President Mahon expressed
his views to the delegates: “[Tlhe one-man car is here,
and in my opinion, here to stay and instead of oppos-
ing something that we cannot hope to prevent, it seems
to me the wisest course for us to pursue would be to
recognize the situation and then outline our plans to
meet and deal with the situation as it actually is....”

Despite a heated debate between Mahon and the del-
egates, the convention went on record as “opposed to
the extension of the one-man car.” Even the delegates
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Spectators and railway officials and crew gather at
the crash site of a one-man streetcar in Calgary in
1919.
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Mass demonstration of unionists during the
Winnipeg General Strike.

The Winnipeg General Strike

n the spring of 1919, several Winnipeg employers
Irefused to recognize the Metal Trades Council as

bargaining agent for all metal shop employees,
provoking a strike by these workers on May 2. There-
after, the Metal Trades Council appealed to the Win-
nipeg Trades and Labour Council which held a vote
on the question of a general strike in support of its af-
filiates. The vote strongly supported the strike action,
and on May 15, 1919, over 30,000 Winnipeg workers
left their jobs.

The Metal Trades shops closed, railway shops
closed and construction came to a halt. The strike was
supported by the Amalgamated members of Division
99 who operated the Winnipeg streetcars.

Transportation came to a halt. The strike quickly
spread from industry to industry.

Reaction to the strike by the government and em-
ployers was immediate and vicious. A“Citizens’ Com-
mittee” made up of 5,000 volunteers, including promi-
nent business and professional leaders, complete with
its own armed “home guard,” determined to maintain
law and order in Winnipeg.

The city council demanded that police and firemen
return to work or be fired. Each such employee was
ordered to sign a pledge that he would not support
or favor the sympathy strike. The federal government
ordered the postal workers back to work, demanding
that they sign a pledge never to go on strike.

Confronted with these strikebreaking moves, the
Winnipeg Council set up a central strike committee.
The strike committee was able to mobilize its re-
sources, as did trade unionists across Canada.

In British Columbia, 60,000 workers walked out,
including those in shipyards, dock loading areas and
streetcar operations. Local Division 101 in Vancouver
joined the strike on June 3 in sympathy with the cause
of the Winnipeg general strike.




In Alberta, unionists similarly walked out in sup-
port, including the members of Division 569 in Ed-
monton. Members of Division 615 in Saskatoon,
Saskatchewan, joined the strike on May 30.

In Winnipeg, strikers received unexpected sup-
port from Canadian soldiers returning from World
War I. The Citizens’ Committee had requested the sol-
diers to oppose the strikers. Instead, 10,000 ex-ser-
vicemen demonstrated before the provincial legisla-
ture demanding an immediate settlement of the
strike, withdrawal of the ultimatum to the police and
firemen, and enactment of legislation for collective
bargaining.

In the face of the strikers’ solidarity, all levels of
government resorted to repression. On June 6, the
Parliament amended the Immigration Act to extend
to British subjects provisions permitting deportation
by executive order without trial.

That same day, the mayor of Winnipeg banned all
parades and the congregation of people and crowds.
On June 9, the police commission fired the entire po-
lice force and hired special constables to replace
them. On June 17, the Royal Northwest Mounted Po-
lice raided the homes of unionists and the labor tem-
ples and arrested ten strike leaders, including George
Armstrong, a streetcar motorman and union mem-
ber.

On June 21, 1919, with the main strike leaders in
jail, after reading the Riot Act to demonstrators, 50
mounted men rode down Main Street, clubs swing-
ing, and charged the crowd with guns drawn. Two
deaths and 100 arrests resulted when 120 bullets were
fired into a crowd of men, women and children.

Against these immense odds, the strikers reluc-
tantly went back to work. The strike ended in defeat
for the main demands of the workers. Amalgamated
members in Winnipeg returned to work on June 28
when most of the trades returned to employment.

 In agreeing to strike in sympathy, the local divi-
sion in Winnipeg and other divisions across Canada
had neither sought nor obtained approval from the
International Union for their actions. In later corre-
spondence between International President Mahon
and the president of Division 99 in Winnipeg, Mahon
questioned the loyalty of the Winnipeg division. In a
response, the president of the division assured
Mahon that the only reason the local division had
participated in the strike was to support the Metal
Trades Unions. He also asked Mahon to consider
sending financial support to the local division to re-
plenish their treasury after the general strike.

The International Union agreed to send $4,000 to
assist the Winnipeg local.

Thereafter, despite the local division president’s
assurances, a majority of the members abandoned
the Amalgamated and supported the One Big Union
(OBU)—an all-Canadian union with the mission of

continued on page 40

recognized that Mahon was correct in that the one-man
cars could not be stopped. They passed a resolution
“that the policy of the Organization be to remain neu-
tral and leave the question up to the local organizations
to deal with.”

The public did not accept the advance to the one-
man car without protest. Accident reports involving one-
man cars came in from all over the country. In 1922, 26
citizens were struck and five killed in Dayton, Ohio.
Buffalo, New York, in 1924, reported that 12 deaths had
been caused by the one-man car. The headline of the
September 1924 issue of Motorman and Conductor
read, “One-Man Car Makes Western ‘Killer’ Look Like a
Piker.”

Toledo, Ohio; Oakland and Sacramento, California;
and Shreveport, Louisiana, passed ordinances against
one-man cars. In 1925, Tennessee enacted a law pro-
hibiting their use.

But the advance to the single operator could not be
halted. In 1922, the Sacramento ordinance was repealed;
other reverses followed. In 1930, the federal appeals
court in New Orleans set aside the Shreveport ordi-
nance. In 1928, Kansas City reported that “the last line
with two men to a car was changed on July 15.” Two-
worker operations were becoming obsolete.

The Union did prevail, however, in establishing a dif-
ferential wage rate for the new, more responsible posi-
tion. As early as 1920, Mahon reported that Division 589
in Boston had obtained a 15-cent per hour differential
for the one-man operator. By 1923, Detroit operators
were receiving a 5-cent differential.

While the hoopla about one-man streetcars preoc-
cupied the membership, the motorized bus was quietly
taking its place in the industry.

It was the opinion of a special committee in St. Louis,
contrary to the available evidence, that “Buses never will
supplant street cars for mass transportation....” Other an-
alysts argued that the new bus could be used for feeder
service to electric railways but was simply not econom-
ical, nor did it provide adequate speed or capacity.
These opinions proved erroneous on both counts.

In 1921, the 300 delegates at the Atlanta convention
amended the Constitution to allow employees who
drove buses operated in connection with street and elec-
tric railway systems to join the Union.

Widespread introduction of the motor bus soon led

First one-man car operated in Regina, Saskatchewan,
by Division 588 members.



Winnipeg, continued

seeking members from the already established in-
ternational unions. Its bold program captured the
imagination of many Canadian unjonists who left
their established unions to join the OBU.

For two decades, the OBU grew and prospered
in Western Canada, even penetrating into some in-
dustrial areas in Eastern Canada. A small group of
the Winnipeg transit workers decided to remain in
the Amalgamated and would, over the years, cre-
ate strife in the unit.

It would be 38 years before the Winnipeg tran-
sit employees would rejoin the Amalgamated in
1957 and become members of Local 1505.

to a jurisdictional dispute between the Amalgamated and
the Brotherhood of Teamsters over which organization
should have jurisdiction of bus operators employed by
streetcar companies. Atthe 1925 convention in Montreal,
a committee was formed to study the issue. After re-
viewing its report, the delegates adopted “the posi-
tion...that this is a line of transportation work over which
[the Amalgamated] hals] always held jurisdiction, and it
is their right now to follow their work in this change as
they have done in the changes that have taken place in
the past.”

The delegates instructed President Mahon “to refuse
to submit the question to arbitration, and to specifically
say to the Federation of Labor...that the AASEREA, in their
own way and through their own organization, [will] de-
cide their jurisdiction rights in the world of labor.”

The new president of the AFL, William Green, called
a conference to discuss the matter within a month of the
closing of the Montreal convention. As a result, an agree-
ment was reached between the Amalgamated and the
Teamsters that buses “operated by or in connection with
any street railway” belonged to the Amalgamated, but
those operated “by independent owners or companies
not connected with any street railway company” would
be under Teamster jurisdiction.

By early 1926, the American Electric Railway Associ-
ation reported that 287 street railway companies were
operating 5,600 buses over 13,000 route miles, and the
National Automobile Chamber of Commerce reported
that 70,000 motor buses were in operation in the U.S.
covering 232,340 miles of route.

Interstate operations, especially in New York, New
Jersey and Pennsylvania, were on the rise, and the num-
ber of motor buses had climbed to nearly 80,000 by 1927.

In 1928, the Union’s official publication expanded its
name, becoming The Motorman, Conductor and Motor
Coach Operator.

The first transcontinental link up of motor bus oper-
ations was announced in 1928. Yelloway Pioneer Sys-
tem, Inc., linked 150 transportation lines to produce a
service which would “traverse 70,000 miles of highway”

and sell tickets for “any point between New York and
San Francisco.”

That same year, the Interstate Commerce Commis-
sion urged the U.S. Congress to bring interstate bus op-
erations under ICC regulation similar to the controls that
it was already applying to the railroads.

Beating Back the Unions

By 1919, wages for many Amalgamated members
topped 50 cents per hour and reached as high as 60 cents
per hour in some cities, but the workers earning these
wages faced cost-of-living increases of 100 percent due
to inflation.

The Amalgamated continued to combat the adverse
affect of inflation at the collective bargaining table. Em-
ployers resisted these efforts and sought to curb the ris-
ing influence of labor by lobbying for legislative changes
and using the courts as a weapon. Employers promoted
adoption of state and federal anti-strike laws as well as
laws outlawing closed shops.

A bill was introduced in the Massachusetts legislature
to outlaw strikes for streetcar employees. Entitled “An
act to secure continuity of service on street railways
under public control,” the measure forced unions to sub-
mit all disputes to a board appointed by the governor
consisting solely of members from the Public Service
Commission, whose
decision would be
final and binding.

Mahon appeared
before the legisla-

“Freedom Through Organization”

The ’ .
MoTormaN, CoNpUCTOR | V€ committee TO
and express the Union’s
MoTor CoacH OPERATOR | ©opposition to the

bill. He argued that
only a more stabi-
lized dollar rather
than legislation im-
posing involuntary
arbitration could
contribute to labor
peace.

So many local
unions were appeal-
ing to the General
Executive Board for
financial assistance
in their legislative
work that the Board
passed a resolution
encouraging local
unions to set up
state legislative con-
ference boards with assessments of 10 or 15 cents per
member.

The labor movement in Ohio was dealt a blow by a
1925 decision of the Cuyahoga Court of Appeals. The
court ruled that Local 268’s contract provision for a closed
shop on the transit system in Cleveland was illegal. The
court declared the entire agreement null and void.

S5 s Montgomary

First Amalgamated M&C to
include motor coach operator
in its title.
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to sign an agreement to join only the com-
pany union, a “yellow-dog contract.”
When the Amalgamated sent in or-
ganizers, the company was granted an
injunction to prohibit any organizing
fromtaking place. The AFL, because
of its compelling interest in the
legal questions involved, quickly
joined in the Amalgamated’s ef-
forts to fight the injunction in the
courts.

The AFL was instrumental
in retaining New York Senator
Robert F. Wagner and Representa-
tive Nathan D. Perlman to repre-

sent the Amalgamated in its appeal.
Even Mayor “Jimmy” Walker was
involved. In response to the com-
pany’s insistence that management
would never recognize the Union, he
Parker and Robert Armstrong had been sent was quoted as saying, “If you keep on that
to Indianapolis to assist the five locally hired - line long enough, you’ll have the mayor and
organizers. The workers sought employer recog- 16,000 policemen joining the Amalgamated.”
nition of their union, a wage increase above The issue was finally resolved for the
their 42 cents an hour, as well as relief from Union in early 1928 by a New York judge
their 10-hour, 7-day workweek, and rein- who was convinced by the Amalga-
statement for those union members who mated’s argument that employees
had been fired for their organizing ac- should be permitted to join a bona
tivities. fide trade union if they wished and

An injunction was issued shortly that the company-dictated contract
after the organizers arrived prohibit- was unfair and should not be bind-
ing them from advising union mem- ing
bers to strike, counseling strikers,
and interfering with the operation
of the company.

International Vice Presidents
Armstrong (who would later be the
first executive vice president of the
Amalgamated) and Parker were
found guilty of violating the injunc-
tion. Although the Union appealed
their convictions to the highest levels,
even to the President of the United
States, they eventually served 90 days in
jail for their “crimes.” The Union looked
after them to the best of its ability during

In reaction to the Ohio Supreme Court’s
decision not to review the lower court de-
cision, the Ohio Federation of Labor de-
clared the ruling a “flagrant violation
of public policy.” However, later ef-
forts to pass Ohio legislation vali-
dating the closed shop failed.

Employers increasingly made
application for injunctions to fore-
stall legitimate union organizing
and strike activities and found that
the courts consistently granted
these requests, usually made with-
out notice to the union.

Attempts to organize the workers
in Indianapolis in 1926 were frus-
trated by an injunction obtained by
the company with the help of the
courts.

International Vice Presidents John

The injunction set aside in the
New York case was but one of a
long line of unfair injunctions
which spurred labor demands for
a federal “anti-injunction” law.
Such a measure was introduced in

Congress in 1928, but little support
was generated for its passage in the
face of strong management resis-
tance.

The State of New York, however,

under the leadership of then-Governor

Franklin D. Roosevelt, pioneered anti-in-

junction legislation which had the effect of

their imprisonment, “furnishing them with curbing the use of such improper judicial
good food, cigars and clothing.” Constantly ~Amalgamated restraints in New York City. The bill Roo-
harassed, these organizers in Indianapolis International Vice sevelt signed into law provided that no in-

Presidents Jobn M.
Parker, and Robert B.
Armstrong, were jailed

junction could be issued without advance
notice to the parties and a hearing held in

were arrested some 53 times, mostly on va-
grancy charges. The Union Leader claimed

the city should be named “Injunctionapo- during an organizing court.

lis.” drive in Indianapolis in The New York experience was very
These tactics indeed thwarted the work-  792¢, costly and caused the Union to take an-

ers’ efforts. By January 1928 it was reported other look at its own fiscal situation.

that only a 3-cent per hour increase was gained and the By October 1930, there were 11,827 members on

company refused to reinstate any of the strikers. strike, 9,000 in Brooklyn alone. At a special board meet-

No use of injunctions was more flagrant than that of ~ ing that month, the General Executive Board developed
the Interborough Rapid Transit Company (IRT) in New  a policy that no strike would be approved until the local
York City which the Amalgamated again attempted to union had exhausted all efforts to mediate and/or arbi-
organize in 1926. Employees hired by IRT were forced trate the dispute with the employer.
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work, but in general the strike
had failed.

Of the eight strikes in pro-
gress during the latter part of
1921, six involved wage reduc-
tions, affecting the members
represented by Local 580 (Syra-
cuse, New York), Local 663
(now 1182, St. John, New
Brunswick), Local 964 (now
1385, Dayton, Ohio), and Lo-
cals 891 and 910 (now 1177 and
— 1220, Norfolk and Richmond,
S ) Virginia). ' .
The wage reduction issue

of bhiring
scabs to
replace
striking
union
members is
depicted in
this 1923
cartoon.

)

This 1922 cartoon eloquently expresses
a timeless sentiment felt by union
workers throughout this century.

Losses and Gains

The Union Leader reported in January 1921 that
“without question the big issue with which the Amalga-
mated Association will have to grapple during the com-
ing year will be the attempt of traction companies to re-
duce prevailing wage rates.”

Indeed, the struggle was on. In Cleveland and De-
troit, the companies cut wages for all non-union em-
ployees who were not protected by a contract. But con-
tract protections did not stand in the way of the United
Traction Co., which in January 1921 precipitously cut the
wages of its employees in Albany and Troy, New York,
by 33 percent. The company then locked out employ-
ees who protested the cut, ignoring the contract’s arbi-
tration procedure.

Fearing that if United Traction won out, other com-
panies would impose similar reductions, other New York
locals began sending relief funds to the members in Al-
bany and Troy. Each of the 500 members in Schenec-
tady contributed $5 a week to the cause. In Utica, Syra-
cuse, Rochester, and Buffalo, each member donated $1
per week.

The delegates at the 1921 Convention in Atlanta,
Georgia, passed a resolution assessing each member 50
cents to help their brothers and sisters in Albany and
Troy.

Unfortunately, the situation was not favorably re-
solved. It ended November 22, 1921, with no wage ad-
justment and the installation of one-man cars. Arrange-
ments were made for affected employees to return to

The problem
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was also the subject of a multi-
tude of arbitrations during this period. Over all, Amal-
gamated members suffered from 95 wage reductions
which took place during the last six months of 1921
alone.

Outdated fare systems received much of the blame
for managements’ zeal in reducing wages. The public
continued to pay a flat 5-cent fare, which had been
handed down from the mule-car days. Rather than in-
crease fares, the companies attempted to balance their
budgets by slashing wages.

During 1922, over 130 locals reported wage reduc-
tions. Local 241 members in Chicago suspended service
for five days in August when the company insisted on
an 18 3/4-percent wage reduction and expansion of the
workday from 8 to 9 hours. The union had offered to
accept a 10-percent wage reduction, but would not con-
sider expanding the workday that the workers had
struggled so hard to achieve. The union’s offer of arbi-
tration was rejected.

Sister Chicago Division 308 was in contract negotia-
tions at the same time, and although the members had
not been asked to accept wage cuts or to extend hours,
they saw the writing on the wall. They voted to support
their fellow members and entered into a sympathy
strike. The company finally accepted the union’s wage
proposal and dropped its demands for a longer work
day.

By far the most notorious episode of the period in-
volved company tactics to retard the advancement of
streetcar employ-
ees in Buffalo, New
York.

In 1920, the Buf-
falo transit system
brought in a new
manager to mount a
e, ; campaign against
NG the union. Thomas
Mitten was infa-
mous for having in-
troduced his “Mit-
ten Plan of Employ-
ment” at a previous
property—a plan
which incorporated
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asking for a restoration of the wages the
members had lost in 1921.

Mayor William Magee called a special
meeting of the city council to ask that an
ordinance be passed authorizing the pur-
chase of tear bombs, riot guns, gas
grenades and tear tanks to protect the
city’s citizens and their property.

After a 3-day strike, a compromise was
reached continuing the current wage rate

- T but providing for the company to pay 50
?\\& . percent of uniform costs and otherwise to
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improve working conditions.

Mabon, Bland and other Amalgamated officers during
a strike in Chicago in 1922,

a company shop committee to represent the employees
and undercut the union with its members.

In Buffalo, his anti-union plan was promptly set into
motion. His initial tactic was to fire employees for minor,
often trumped-up infractions and then to offer them their
jobs back in return for commitments to drop out of the
union and join the “Co-operative Sharing Plan” he had
established. He also reduced wages by 5 cents per hour
when the union’s contract expired in June 1920 and re-
fused to negotiate or arbitrate a renewal agreement.

In August 1921, another 5-cent per hour wage cut
was imposed. The union pleaded for a peaceful restora-
tion of the contract, but this was not to be. A further 2.5-
cent reduction was scheduled for July 1922.

The employees refused to accept the cut. Mitten man-
agement replied they would have no further dealings
with the union and locked out the union members.
Strikebreakers from Philadelphia, known as “vacation-
ists,” were brought in.

At the fall 1922 General Executive Board meeting, In-
ternational Vice President William Fitzgerald reported
that “[tthe Company is running about 200 cars and the
people are practically unanimous in

The fight against wage reductions
seemed to have ended by the time the
Oakland, California, convention met in September 1923.
President Mahon reported that during the first half of
1923 only four divisions had reported wage reductions,

Transit technology advanced with systems featuring
new oil electric articulated cars such as this one
operating between Ottawa and Montreal in 1926.

refusing to ride them.”

At the core of this Buffalo strike
was not only wage restoration, but the
very right to union representation.
Members throughout the Amalga-
mated felt such solidarity with the
members in Buffalo that an appeal
sent by President Mahon for Christ-
mas relief in 1923 raised nearly
$35,000. The battle was to continue
until 1928, when Mitten management
and the Amalgamated reached an
agreement to allow secret ballot rep-
resentation elections.

“Riot Guns—Tear Bombs—for
Pittsburgh” was the headline of the

while 100 had increased their wage
rates and 48 more had renewed their ex-
isting rates.

Mahon advised the leadership to ex-
tend the duration of their contracts for
longer periods, “say of two years,” be-
lieving that better contracts could be ne-
gotiated.

In Chicago, Division 241 adopted
this approach, winning an increase in
wages in the context of a two-year
agreement. Through arbitration, the
members gained back 5 cents of the 10
cents they had negotiated away during
the 1922 strike. Though they had hoped
to go back to a pre-strike rate of 80 cents

Union Leader on May 17, 1924. Its
front page report was on Local 85’s
strike which began on May 9, affect-
ing some 3,200 members. The major
issue was wage rates, with the union

This 1926 cartoon illustrates
union attitudes towards schemes
such as the “Mitten Plan.”

per hour, they accepted the outcome of
the arbitration knowing they were still
the highest paid streetcar employees in
the Union.

In areas aside from wage rates, the
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Amalgamated won significant victories.

In 1919, Local 589 in Boston negotiated the first va-
cation pay provision in the Union—one week’s paid va-
cation for members employed for one year or more.

In 1920, Local 192 in Oakland, California, negotiated
an agreement which provided for union bulletin boards,
payment for breaks of 45 minutes or less, 30 minutes
pay for accident reports, instructors’ pay premium and
other special premiums, stools on all cars, mandated
“sanitary arrangements,” and a 5-cent premium for one-
man operations.

In 1926, arbitration awards produced a 9-hour day
and free uniforms for members of Local 685 in Brant-
ford, Ontario, and longevity payments of 2 cents per
hour for employees with 10 or more years of service for
members of Local 846 in St. Catharines, Ontario.

In the states, Mahon personally intervened to avert a
called strike by Divisions 241 and 308 in Chicago. With
the assistance of the governor, an agreement was
reached providing an 8-hour workday, with an 8-hour
guarantee within a 14-hour spread, and time and one-
half overtime pay.

In Newburgh, New York, the local union reached an
agreement with the Public Service Corporation provid-
ing for sick pay of $15 per week and a death benefit of
$1,000. This was the first report of such negotiated ben-
efits by a local of the Amalgamated.

By the time President Mahon reported to the 21st
Convention in Seattle, Washington, in 1929, 18 contracts
of the Amalgamated contained provisions for paid va-
cations. But Mahon also reported that “the spectre that
haunts the mind of the average worker today is the prob-
lem of what is to become of him when he reaches old
age.”

While the Union still paid the lump sum funeral, dis-
ability and old age benefit of $800 which had been es-
tablished in 1911 by the St. Joseph convention in an era
prior to government social security programs, the need
for negotiated long range retirement benefits was be-
coming more evident to the membership.

From local union reports, Mahon found that only 8

“Over the road”
interstate transit
operations were
underway with this
1930 Yellow Coach,
and at right, this
1931 Greybound.

o=

K

7

You'LL BREAK
YOUR FOOL NECK -

IF YoU KEEP 3

THAT UP/ X

- Ry

This 1931 cartoon illustrates a depression-era
problem that started in the early 20s in the transit
industry.

to 10 companies were providing old age pensions. The
Amalgamated must “continue its efforts to secure the
adoption of the Old Age Pension by the employing com-
panies wherever possible,” Mahon urged the delegates.

Technology Advances

In what was publicized as “the first successful step in
meeting motor competition,” in 1925 the new “oil elec-
tric articulated car” made its appearance on the Canadian
government owned railway between Ottawa and Mon-
treal.

The run was made in “the fast time of two hours and
fifty minutes,” attaining a maximum speed of 65 miles
per hour. The aim of the Canadian National Railway in
developing the car was to curb the trend of motor high-
way traffic.

In August 1928, it was reported by the Union Leader
that Motorman W.G. Waran of the British Columbia Elec-
tric Railway in Vancouver, B.C., a member of Local 134,
invented “a headlight signalling device” which became
the industry’s first turn signal. According to the report,
“Lights connected to the headlights, and also placed on
the rear flash, tell the intention of the driver.”

In 1930, the Chicago transit system began the first large
scale introduction of the railless car or trolley bus. The
new fleet was not used in replacement of streetcars,



however, but of motor bus operations.

There were only 173 trackless trolleys in all the U.S.
in 1930, operated by some 12 electric railway systems.
A decade later there would be over 2,800, with the real
zenith being reached in 1950.

Helping Our Own

Considerable debate took place at the Oakland, Cal-
ifornia, convention in 1923 on the issue of raising the
per capita tax by 10 cents to 75 cents in order to provide
50 cents rather than 40 cents to the benefit fund. (The
funeral, disability and old age benefit remained at $800.)

In 1917, the per capita amount allocated for benefits
was raised to 40 cents, but a review by the GEB showed
that the age and length of membership was steadily in-
creasing; 118 benefit claims had been paid out since the
1921 convention and funds were needed to continue the
benefit.

The delegates, however, did not want to take an in-
crease in per capita back to the membership at a time of
rampant wage reductions.

Although the resolution was defeated, after a vote to
reconsider, it was passed the next day because the del-
egates were not willing to see the benefit decreased or
ended.

The number of locals providing sick benefits to their
members increased each year. In 1922, Mahon reported
that 113 divisions had established benefit plans and 42
more made donations to sick members. Nearly half the
divisions provided something.

The matter was discussed at length at the March 1922
GEB meeting. The Board issued a recommendation that
all divisions establish sick benefits.

Mahon investigated the costs and suggested that a
plan be provided for 13 weeks after a 1-week waiting
period. He found that such a plan could be established
at a cost of 20 cents per member per month for every $5
per week the plan would provide.

Union Life Insurance

Organized labor entered the insurance field in 1925
with the formation of the Union Labor Life Insurance
Company.

Some 40 national and international unions met in a
conference called by AFL President William Green. They
decided to form an insurance company because exist-
ing insurers were charging union-represented groups
rates in excess of those charged to non-union groups.

President Mahon supported the formation of the new
company and urged the local unions to support the
Union Labor Life Insurance Company. The company is-
sued its first policy in June 1927.

Canadian Pension Act

A significant achievement for the labor movement in
Canada was the enactment of the Old Age Pension Act
by the Dominion Parliament in 1927. This act, passed

after years of agitation and education by trade unions,
was administered by the Canadian Department of
Labour.

Under the terms of the act, a pension of $240 per year
was paid to all citizens who had lived in Canada for 25
years and who had reached the age of 70.

Mattbew Woll, president of the Union Labor Life
Insurance Company, presents William Green, AFL
president, the second policy issued by the company.
The first policy went to Mr. Woll. The presentations
were a feature of the formal opening of the
company’s offices in Washington, D.C., in 1927.

Enabling legislation was necessary by each province
before the pension system could be put in place locally.
The first to act was British Columbia on September 1,
1927. Saskatchewan was next, on May 1, 1928, and Man-
itoba on September 1, 1928.

By October 1928, nearly 7,000 Canadians, residing in
these three provinces, were receiving payments. The
other provinces took longer but ultimately agreed to im-
plement the measure.

Depression Hits Calgary

By 1929, Canadians were feeling the first effects of the
depression.

The Calgary Municipal Railway purchased the last
streetcars it was ever to buy. By 1931, the deteriorating



condition of the streetcar road beds had become criti-
cal. Conservative estimates put the cost of repair at over
$100,000.

To raise the money, the city announced to Division
583 that there would be no wage increase that year and
hours would be cut. Operators would take two days off
per month, and shopmen four days off, without pay to
save expenses. While repairs were being made, the city
rented buses from the Brewster Transport Company. The
trial lease arrangement proved so successful that the city
purchased its own buses and permanent service was es-
tablished by 1932.

Amalgamated Holds On

Despite the magnitude of the depression, gross earn-
ings of electric railway companies decreased by a mere
6 percent in 1930 and wages for carmen showed a slight
increase of 3 percent. This wage increase in a depres-
sionary period was largely attributable to the fact that
more people were using the transit systems rather than
their private automobiles. Another factor was an in-
crease in fares which produced larger revenues. By 1930,
fares averaged nearly 8 cents, with the trend moving to-
wards a 10-cent prevailing fare throughout the industry.

By the 22nd Convention in Boston, Massachusetts, in
August 1931, 25 locals had secured vacation with pay,
including Division 583 in Calgary, Division 588 in
Regina, Division 615 in Saskatoon, Division 685 in Brant-
ford, and Division 987 in Lethbridge.

Encouraging progress was also reported in the area
of old age pensions. There were 75 companies, up from
the 10 reported at the 1929 convention, now reported
to have a pension plan established.

The Union held its own and made important gains in
the 1920s, but the onset of the depression was begin-
ning to be felt by the Amalgamated’s members.
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or more than half a
Fcentury the character
and personality of the
Amalgamated was shaped
by one man who served as

its international president.
William Daniel Mahon built

W.D. Mahon:
“He Was Our Friend”

him to negotiate the verbal
minefields of organized
labor could be attributed
to the melting pot from
which he sprung.

Since his father, Ro-
bert, moved from place to

and guided our Union for
over half of its history, lead-
ing transit workers out of
poverty in two countries.

Perhaps anyone at the
helm for so long would
have had such an impact,
but those who knew Bill
Mahon heaped praise on
him in ways we seldom
hear expressed in our
“hero-less” age. It is hard to
exaggerate the high esteem
in which he was held in his
own lifetime.

Mahon was a man of
strong persuasions. He was
a trade unionist through
and through, yet he wasn't
averse to departing from
the common labor practices
of his time. His espousal of
concepts such as arbitration
would prove visionary.

He became a leader of
great influence who never
lost the common touch. He
could rouse members with
magnificent oratory, but no
one ever accused him of
using those skills for self-
promotion.

While he was an idealist

place when he was young,
a formal education was
denied to him.

After his father’s death,
Mahon and his brother,
Arthur, both still boys,
found work in the coal
mines of the Hocking Val-
ley in Ohio. It was during
his time as a miner that Bill
first witnessed union act-
ivism.

The inhumanity of the
mine operators and the
abject poverty of those

-who worked there made a
lasting impression on the
boy. Mahon would never
forget his mining roots.
And years later, he would
be called upon to help or-
ganize the miners on be-
half of the AFL.

On his own, the future
labor leader started study-
ing economics and civil
liberties.

Mahon moved to
Columbus in order to find
more resources for his
studies. There, his experi-
ence with mules in the
mines secured him em-

who spent himself in the

ployment as a driver on a
mule car for the city street

cause of the transit worker,
he was also a pragmatist
who hated to see men go on
strike. And, while he did not
“suffer fools gladly,” he was
known as a man of great

“It would take a man-sized book to tell bow and
why Bill Mabon is one of the figures to give
meaning to the cause of labor and the mystery of
democracy. His integrety and sagacity, bis fidelity
to the plain folks from whom be came, bis modest
needs and bumble ways of living, are worth

railway company.

He continued his stud-
ies, becoming ever more
enthusiastic about the
ideals of trade unionism.

compassion. looking at....”

Son of aTanner

W.D. Mahon was born August 12, 1861, the grand-
son of a man who came to this country from northern
Ireland and the son of an itinerant tanner. His paternal
grandmother was of Dutch ancestry. In America the pro-
nunciation of the name was corrupted to “mah-hone,”
with the accent on the last syllable.

His mother, the former Rebecca Whitehead, was de-
scended from revolutionary American stock of British
ancestry.

Mahon believed that the tactfulness which enabled
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Utilizing what he had
learned, Mahon helped
form the Columbus Street
Railwaymen’s Union
around 1886 and served as its first president.

That same year, as fate would have it, the American
Federation of Labor would hold its founding meetings
in Columbus. There, Mahon became acquainted with
the legendary Samuel Gompers, the leader of the AFL.

The crossing of Mahon’s and Gompers’ paths at this
time would mark the beginning of a personal alliance
between the two that was forged for the good of tran-
sit workers as well as all of labor.

It was in Columbus that Gompers became acquainted

Carl Sandburg



with the plight of the street railwaymen. And it was there
that Mahon threw his lot in with the AFL.

At Gompers’ instigation, the call went forth in 1892
to North American transit worker organizations that the
time had come to band together and form an “amalga-
mated” association of local unions.

After the founding convention, Mahon went back to
lead his union in Columbus—which had become Divi-
sion 9. The affiliation with the Amalgamated led to man-
agement persecution of the members. As the new local
pressed for a contract, the management sought to “bluft”
its way through by offering to lay the whole issue be-
fore the mayor and abide by his decision.

To their surprise, young Mahon accepted the propo-
sition immediately. He placed the facts before the mayor
of the city, who upheld the members without qualifica-
tion. Later, Mahon was successful in securing passage of
the first vestibule act.

Having cut his teeth in Columbus, Mahon seemed
ready to fill a larger role at the second Amalgamated
convention in Cleveland in 1893.

Mahon did not seek to become president, but, as he
explained it, “When it came to the question of electing
officers, it was found there was strong opposition to [the
current] President Law. The outlook was gloomy as the
leading delegates conferred. After a thorough discus-
sion of the situation, the majority decided I should stand
for the office and attempt to build up the Association.”

Mahon the Leader

Mahon’s reaction to the first challenge of his presi-
dency presaged the personal leadership he would pro-
vide. Hearing of trouble in the Amalgamated’s largest di-
vision, Division 3 in Detroit, Mahon traveled to that city
to see what could be done.

In Detroit, he found that religious factionalism was
dividing the local, but even more ominously, the divi-
sion president, William Law (who was also the just-de-
posed international president), had absconded with the
division treasury and formed an independent union
there.

1893

Mahon, acting without hesitation, revoked the divi-
sion’s charter. He then called a meeting of the division.

The hall was packed—with each religious group sit-
ting apart from the other on opposite sides of the audi-
torium. Mahon, then just 31 years old, spared no one in
his denunciation of the intolerance of those who would
bring the question of religion into a trade union.

Drawing again upon his oratorical skills, Mahon ap-
pealed to their judgment and good sense and pointed
out the irrefutable loss that faced them without a unified
organization. Before he had finished, the leaders of both
sides came to the front of the room, and in a dramatic
moment, shook hands and pledged their loyalty to a new
united division—26.

Detroit would later become the permanent head-
quarters of the Amalgamated.

The Man in the Middle

In the early years, Mahon was forced to spend much
time traveling, organizing, rallying members, and taking
charge personally, anywhere he was needed. Mahon'’s
monthly reports of his activities published in 7he Mo-
torman and Conductor read like a travelogue.

The Houston Daily Post in 1903 illustrated this point
when it described Mahon’s itinerary:

“President William D. Mahon, of the Amal-
gamated Association...arrived in this city at 7:35
last evening and leaves for Galveston this
morning. President Mahon left Detroit...five
weeks ago and has been to the Pacific Coast
looking after the affairs of the street railway
unions.

“He is returning home by the Southern route
and is taking advantage of the opportunity to
visit a few of the cities along the way. The only
stops he has made in Texas were at San Anto-
nio, El Paso, Houston, and at Galveston to-
morrow....”

The newspaper went on to describe the division
meeting that Mahon addressed at 1:30 a.m. the next
morning:



“Seated near the door of Labor Hall last
evening, puffing away on the stub of a cigar,
he would pause in the midst of a sentence to
push his big, broad-brimmed hat to the back
of his head and, extending his hand, call the
weary conductor or motorman who had
trudged from the car barns long after midnight
and wet from a night’s work in the rain, by
name. This was repeated again and again, and
not once was the man at a loss for a name and
no mistakes did he make.

“It was, ‘Hello, Bill.” ‘Henderson, how are
you?—a word for all.... ”

Mahon never picked a fight, but he never walked
away from one either.

Typically, Mahon had traveled to do battle in Toledo
in 1916. There, a lockout was in progress, transit had
come to a halt, and the company was about to be put
into the hands of an anti-union, court-appointed re-
ceiver.

Mahon quickly put his imprint upon this situation by
appearing before the court and persuading it not to ap-
point a receiver. Mahon’s direct intervention resulted in
the hammering out of an acceptable agreement under
which the streetcars started running again and Division
697 was established. This was just one of many instances
in which Mahon went directly into a crisis and came out
a winner.

Mahon did not always encourage confrontation. In
1921, workers were taking pay cuts imposed by man-
agements throughout the industry. Detroit transit work-
ers were confronted with a demand for a similar cut in
their own pay.

“I am with you to the finish if you go out,” Mahon
told the members, “but before you do, feel in your pock-
ets. Realize that all the street railway corporations in the
country are back of the [transit company] to beat you.”

The men accepted the cut.

Mahon would later advise a young labor leader,
“don’t forget a fair compromise is always better than a
long strike.”

49

The many faces of
Bill Mabon: Like
otber great men of
bis time, the cares
of managing a large ‘
organization were i
etched upon the :
Jace of “W.D.,” but
even in the later
years of bis life, the
smile seemed ever
ready.

Circa 1949

The Palmer House Speech

Mahon never tempered his message to make it more
palatable to his listeners. In one famous 1907 speech he
attained national notoriety by delivering an unvarnished
message to America’s millionaires.

The occasion was a meeting of the Civic Federation,
an organization of wealthy industrialists, labor leaders,
socialists, social workers and others formed to promote
mutual understanding and do good works.

The speech was delivered at the grand estate of one
of Chicago’s wealthiest citizens, Mrs. Potter Palmer.
Many wealthy men and society leaders in full evening
dress sat throughout the audience.

“The laboring man recognizes,” Mahon asserted,
viewing the palatial surroundings about him, “that the
title to the wealth of a great many [of those] present is
as spurious as the titles of kings and lords.”

When his audience greeted this remark with dead si-
lence, Mahon explained, “We don’t want to wipe out the
wealth of the world. We want to dynamite the hovels.
We want to better our condition. We want homes like
this [the Palmer housel, if we can get them.”

He continued, “The unions have made their mistakes,
yes, lots of them, just as you capitalists have made
yours—Iots of them, but we are going on. We might as
well make up our minds to come together to deal with
one another and work in harmony and meet the condi-
tions that are before us. For what is it? The battle of life,
after all.”

The Tireless Negotiator

Mahon was an intrepid negotiator who never lost his
composure in the heat of battle. One impressive inci-
dent is enough to illustrate his unflappable technique.

The issue concerned a contract dispute with a street-
car company in which the members were unwilling to
accept what the company was determined to pay. This
is how Mahon described his participation in the event
to The Union Leader in 1925:

The company officials called a conference, and
Mahon came.



Mabon, the motorman, in 1891.

They laid a paper on the table. “That is our ultima-
tum,” they said.

Mahon picked up the paper—straight-faced as a
judge.

Pointing, as he did, with a long finger, at the first
schedule, Mahon said, “Now, this first one is all right.
We accept that. This next one is too low. We can’t ac-
cept that. The next one we accept. The fourth one....”

“Now, waita minute,” said the spokesman for the em-
ployers. “That’s an ultimatum. You can’t do that. Don't
you understand?”

“Yes,” said Mahon. “As I was saying, we accept the
first, we reject the second, we accept the third, we....”

“But, that’s an ultimatum,” broke in a company man-
ager. “Don’t you know what an ultimatum is?”

“Yes,” replied Mahon, “I've had lots of 'em. Now let’s
start again. We accept the first. We can’t accept the sec-
ond....”

And on it went, back and forth with the company rep-
resentatives getting ever more loud and indignant every
time Mahon would stubbornly push on with his calm
evaluation of the “ultimatum.”

Eventually, the employers saw the humor in the sit-
uation. They forgot about their “ultimatum,” and nego-
tiated an agreement.

The Public Man

Whether he liked it or not, Mahon was a public man
who was continually sought out to serve in many dif-
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ferent capacities.

In 1908, Mahon was persuaded, against his better
judgment, to run as a Democratic candidate for Congress
from Michigan. Mahon did not win that election, but ran
ahead of the party’s presidential candidate.

Mahon was appointed to Detroit street railway com-
mittees in 1909 and 1914. In 1918, President Wilson ap-
pointed him a member of the Federal Electric Railway
Commission.

In 1914, the AFL sent him to Europe to investigate
street railway conditions there. In 1916, Mahon served
as a “fraternal delegate” to the British Trades Union
Congress and later to Mexican trade union meetings.

In 1917, he was elected to the Executive Council of
the AFL. He served on the council until 1923, when he
resigned to devote more attention to the Amalgamated.
He was coaxed back on the council in 1935 and served
there until his death.

Family Man and Friend

Mahon was a family man who was forced by cir-
cumstances to spend a lot of time “on the road.”

Mahon was married to the former Ida Florence Neff
from Basil, Ohio. They had a daughter, Ida, and three
sons—Russell, Orley, and Eugene. Orley worked for the
Amalgamated for 40 years, eventually becoming its
comptroller. Mahon’s youngest boy, Eugene, was
named after Mahon’s friend, the long-time head of the
Socialist Party, Eugene V. Debs.

Mahon’s wife, Ida, passed away on January 8, 1920,
and that event may have forced Mahon to take some
time out from his relentless schedule for a moment of
reflection. At the next convention in 1921, Mahon ad-
dressed the delegates in an uncharacteristically brood-
ing and introspective way.

“Ithink I have served long enough,” he told the GEB.
He wanted to retire.

But, later, as Mahon told the delegates, “President
Gompers while here asked me to take a ride with him
that he might discuss the matter. I pointed out the same
to him.... I thought it was time for me to retire. He said,
‘No, it is more than your duty to remain, and we know
it.””

The 60-year-old civil libertarian continued, “My feel-
ing was that I wanted to get away from the struggle of
this work. Some people might think it is a snap and an
easy proposition, but it is not.... I have reached the age
where 1 felt that I wanted at least a year or two to get
away where I could call myself a free-born American cit-
izen.”

Mahon finally relented and was re-elected interna-
tional president, but not before being assured that he
would get more help. Mahon also put them on notice
that if anyone else wanted his job—they could have it!

It is not clear, however, that Mahon slowed down
much. A picture from the following year shows him in
the thick of things during a strike in Chicago.

In late 1926, still appearing to be as active as ever,
Mahon accompanied Samuel Gompers to the AFL con-
vention in El Paso, Texas. From there, Mahon went with



Mabon sent this “gag” pboto to
The Motorman & Conductor in
1942 with the note: “I am getting
a bit tired of the boasting of
these fellows [Sinclair and otber
GEB members] and I think it’s
about time to sbow them what a
real fish looks like.”

Gompers to attend the inauguration of the president of
Mexico, where the AFL leader fell deathly ill. Gompers
was sent back to San Antonio, where efforts to save his
life failed. Mahon accompanied the labor leader’s body
by train from Texas to Washington, D.C., and then finally
to New York where his long-time friend and ally was
buried.

Fish Stories

Apart from labor, the only thing for which Mahon
seemed to have a passion was fishing. It was his avid
hobby, and in later years The Motorman & Conductor
would publish letters displaying the genial rivalry be-
tween Mahon and his international vice presidents
wherein each claimed to be the most accomplished at
the sport.

By 1930, Mahon, now approaching 70 and heralded
as the longest-serving union head in history, told one re-
porter, “I am getting along in years. My family has grown
up and I am alone....” Mahon then was said to “find
peace” working in the garden at the home of his daugh-
ter, Ida.

This description of Mahon as an old man puttering
around in the garden was premature. Mahon continued
to serve the Union as international president until his re-
tirement in 1946 and as president-emeritus until his
death in 1949.

During this time labor leaders, poets, and presidents
lauded him and sought his advice.

As late as 1935, at the time of his 75th birthday, Mahon
traveled to New England for meetings with the divisions
in that part of the country.

In 1940, Mahon was still active, writing, for example,
an appeal to the Amalgamated’s members to support the
war in Europe which had already involved Canadian,
but not U.S., members. And on May 8, 1941, at the age
of 79, Mahon married the former Freida Goderick in Ft.
Lauderdale, Florida.

By 1945, it seems clear that Mahon’s day-to-day in-
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volvement in the Amalgamated was more limited. How-
ever, he kept up a regular correspondence with inter-
national headquarters from his home in Florida.

He Was Our Friend

Mahon died in Detroit on October 31, 1949, He was
88.

At his funeral, it was recalled that some 50 years ear-
lier, Mahon had written his own epitaph, which he well
fulfilled: “I would rather go down to my grave as poor
old Bill Mahon, without a dollar, and leave a legacy of
improved conditions for the street railwaymen of the
country, than to have all the wealth of the Morgans—
rolled into a pile and doubled ten thousand times.

“My only hope is that when my life’s work is done
and I am laid away I will have earned the epitaph: ‘He
was our friend.” ” That epitaph was published above his
picture in the 1949 Motorman & Conductor that cele-
brated his remarkable life and mourned his death.
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CHAPTER FOUR 1932-1946

From Rags to Riches

midst of the Great Depression. Unemployment in

the United States had reached nearly fourteen mil-
lion. Few people believed that the depression had bot-
tomed out or that the business cycle would soon turn
up as U.S. President Hoover had proclaimed in his los-
ing campaign.

When Franklin D. Roosevelt, a Democrat, assumed
the U.S. presidency in 1933, he had stepped onto a sink-
ing ship. The U.S. economy was failing and pulling down
the rest of the world with it. Unemployment levels in the
early 1930s grew to fifteen million in the United States,
one and a quarter million in Canada, a million in Ger-
many and Great Britain, and hundreds of thousands in
Italy, Austria and Poland.

Bread lines formed in every city and town. Company
bankruptcies were common throughout the U.S. and
Canada. When the doors of a company slammed shut,
workers lost all hope that their jobs or pensions could
ever be retrieved.

The same year that Franklin Roosevelt became the
32nd President of the United States, Adolf Hitler was
named German Chancellor. Hitler quickly purged any
opposition to Nazism in Germany, setting in motion the
events leading up to World War II.

Unemployment continued to rise in the United States
until the New Deal programs finally began to take hold.
Yet not until 1940, when the war in Europe was in full
swing, did the U.S. and Canadian economies turn around
and employment begin to rise.

In 1942, the Amalgamated celebrated its fiftieth birth-
day. On that occasion, Carl Sandburg, the great poet, bi-
ographer of Abraham Lincoln and close friend of Presi-
dent Mahon wrote:

“So the Amalgamated now comes fifty years
old. “‘Well and good,’ say those familiar with its

By 1932, the United States and Canada were in the

7 2 —
= 7INDUSIRY |
= e Sy
Iy"ﬁ’//f%/”’%,
o (R 2 4
ez 5

1
o>

—) = S 3 ol
e A VY« Z &
= é = 2> S
577 o &
= g v : &

3 » S\ 2 - %
S s . ZIR Y e
Oty < Z == e
( ’/]_?[ > i ’:_—// ma e I
= e W - (o b= : =
A T / gﬂmﬁﬁ% == f'(
o= = et S:]/ =
— = i ,1///// I e — / o
e = %

Depression era labor cartoon.

record, the main trend of its policies and pro-
grams. It is an occasion to give salutations to
Bill Mahon, his able leadership, his scrupulous
accounting, his sagacity and plain ways of liv-
ing that might to advantage have more and bet-
ter imitators here and there in the American
labor movement.”

In 1946, President Mahon, who had molded the
Union for over five decades, retired and General Exec-
utive Board Member Abe Spradling assumed the posi-
tion of international president.

Supporting

Unemployed Members

An Appeal'!,

" help us hold ourjoﬁs N

LY £

DONT PICK. UP OUR PASSENGERS -

]
= The depression caused an immediate de-
cline in transit ridership which, in turn, threat-
g ened Amalgamated members’ jobs. By 1933,
| transit ridership was down over 10 percent in
the United States and nearly 10 percent in
Canada. With so many people out of work, rid-
ers began walking rather than using their mea-

ger funds to pay the fare.

In sympathy with their fellow members fac-

ing layoffs, and to save as many transit jobs as
possible during the depression, many full time

Members of Division 382 in Salt Lake City, Utab, waged a
depression era campaign to stop motorists from picking up

bitcbhbikers.

employee members voluntarily reduced their
work hours. The extra work hours kept other
members off unemployment lines.



In 1931, Local 694 (San Antonio, Texas) negotiated
an 18-month contract reducing the workday in order to
create 30 more regular runs for the members (which
“will keep just that many men from being laid off....”).
Later in 1932, in order to save the jobs, the members
voted to work a 5-day week. Division 966 (Thunder Bay,
Ontario) also voted to shorten the workday to preserve
jobs and wage rates.

In 1932, Local 113 in Toronto had regular operators
take off an extra day per month which provided about
1,250 days of work per month for the extra operators.
Later in 1932, when the Toronto management informed
the union that it would still have to lay off 200 drivers,
the regular drivers voted to take off four extra days per
month.

In 1933, Local 732 in Atlanta adopted a 5-day week
to assure their jobs for another year, and the members
of Local 618 (Providence, Rhode Island) took the same
action “to assist a goodly number of their brother mem-
bers who...had been unemployed for some time.”

That same year, Local 329 in Dubuque, Iowa, voted
“that the regular men should work from 117 to 120 hours
steady and then take a rest, the remainder of the pay pe-
riod to be worked by the extra men.” Similar action
taken by Local 441 in Des Moines created 134 working
days each month for the unemployed.

Many local unions set up relief funds to keep out-of-
work members and their families off the public welfare
rolls. Members of Local 113 in Toronto and Local 192 in
Oakland, California, voted to put an amount equal to
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THEY'VE RUN
OUT OF FUNDS
DOWN AT TH
CHARITIES/

COULD ONLY
GET A JOB!
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As more members’ jobs were threatened, local union
members worked sborter bours to create more jobs
and began relief funds.
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Lookout Mountain Incline in Chattanooga,
Tennessee.

Organizing the Inclines

fter the Amalgamated had organizedk
Division 1212 in Chattanooga, Tennessee,
the local reached an agreement with the

Tennessee Electric Power Company to represent .

the workers on the Lookout Mountain Incline.

“The line, run by specially built cable cars, trav- .
els to the top of Lookout Mountain, a distance of
4,750 feet. As Division 1212 reported:

“There are a lot worse jobs than wheeling
up and down a gorgeous mountainside,
meeting people from all over the world in
their daily trips. They’re 100 percent or-
ganized, so there’s no feudin’ with the
company. There’s plenty of peace, sun-
shine, and southern cookin’, What Ho, for
“the life of a trolley mountaineer!”

" Local 627 (Cincinnati, Ohio) represented the op-
erators on the Mt. Adams Incline. This incline was
literally a railway lift which actually transported the
streetcars themselves, carrying them on trucks

. which raised and lowered the streetcars and their = k




passengers on a 28.9 percent grade for a distance of
980 feet.

By far the most employees operating inclines were
represented by Local 85 in Pittsburgh, Pennsylvania.
At one time there were 15 inclines operating in Pitts-
burgh. Today, the only one still operated by Local 85
members is the Monongahela Incline.

The Monongahela Incline first opened on May 28,
1870. Tt hauled passengers and freight to Mount

Washington, high above the city. It was originally

driven by steam, but the cars were converted to elec-
tricity in the 1930s. The cars on the Monongahela In-
cline travel to a height of 370 feet at an angle of 38
degrees. They have carried an estimated 62 million
passengers.

The Monongahela Incline was consolidated into
Port Authority Transit in 1964 and has been declared
a historical landmark.

Mt. Adam’s Incline in Cincinnati, Obio.

57

1 percent of their
monthly earnings into
a relief fund.

The Local 241-
Chicago Surface Lines
Employes Relief Plan
was heralded as one
of the finest in the
country. All 15,000
members contributed
1 percent of their
wages into a relief
pool for employees
out of work due to the
depression or unable
to work because of a
lengthy illness or dis-
ability. By February
1936, the fund had
paid out over $1 mil-
lion and not a single
member of Local 241 was forced onto the public charity
rolls.

Division 308 in Chicago was
the first in the Amalgamated
to set up a credit union for
its members.

The Fruits of Legislative Action

The depression brought renewed political involve-
ment by Amalgamated members. President Mahon led
the battle for such landmark economic and social legis-
lation as the Industrial Conditions Act, the National In-
dustrial Recovery Act, the National Labor Relations Act,
the Social Security Act, the Railroad Retirement Act, the
Motor Carrier Act, and the Fair Labor Standards Act.

In no other period, until perhaps the 1960s, would
the Amalgamated achieve so many legislative gains. The
level of cooperation between the Union and the Demo-
cratic Administration of Franklin Roosevelt, which in-
cluded Secretary of Labor Frances Perkins, was without
any precedent in the Union’s history.

Within his first year in office, President Roosevelt had
created dozens of new programs and agencies, sweep-
ing aside all opposition. The National Industrial Recov-
ery Act (NRA) created the National Recovery Adminis-
tration, responsible for generating labor code language
for various industries, and the National Labor Relations
Board to enforce the law.

An earlier precedent was influential in the drafting of
the labor code for transit. During the 1920s President
Mahon had been named by U.S. President Wilson to be
a commissioner on the Federal Electric Railway Com-
mission. The Commission issued a report recommend-
ing that:

“[Elmployes...should have a right to deal col-
lectively with their employers through com-
mittees or representatives of their own selec-
tion. In all contracts and working agreements
made between them and the employing com-
panies, there should be an arbitration provision
under which all labor disputes...shall be sub-
mitted to boards of arbitration composed of dis-
interested persons.”



As the depression squeezed the life out of the
Wheeling (West Virginia) Traction Company, the
members of Division 103 got together and purchased
the company, renaming it the Cooperative Transit
Company.

When the National Industrial Recovery Act was being
drafted in 1933, the same language protecting the right
to recognition and collective bargaining was taken from
the Railway Commission’s recommendations and em-
bodied in Section 7(a) of the NRA.

President Mahon and an Amalgamated committee
were called to Washington to aid in formulating the NRA
Transit Code. In a meeting attended by some 150 tran-
sit executives, Mahon was described as “relentless” in
ensuring that both the right to recognition and the right
to arbitration were written into the Code. The employ-
ers ended the meeting by giving Mahon an oral com-
mitment to accept collective bargaining.

Unfortunately, the NRA had a “bark but no bite.” No
remedy was provided to enforce the “rights” set forth in
the Act. Most employers rebuffed union efforts by re-
fusing recognition and collective bargaining. Some em-
ployers even created company unions and agreed to
“bargain” with them.

The employers contended that Section 7(a) was un-
constitutional and that the Board lacked the authority
to enforce any orders
compelling compli-
ance. In the face of
such tactics, the leg- | 7{ ,
islation proved un- &
workable, and in
1935 the NRA was
declared unconstitu-
tional.

Congress and the
labor movement had
tired of employer
flaunting of the laws.
The AFL sought the
enactment of a law
which would better
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protect the right of
workers to organize

pany union to avoid Amalga-
mated organizing campaigns.
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Carl Sandburg salutes the Amalgamated in the
continent-wide radio broadcast.

A Golden Jubilee
Celebration

n its fiftieth anniversary, the Union pro-
Oduced a “Golden Jubilee” edition of its

magazine. The edition included a history
by President Mahon and an article by each mem-
ber of the General Executive Board.

But the real celebration was aired over conti-
nent-wide radio on the Blue Network on Septem-
ber 15, 1942. The program opened with a rousing
rendition of “Stout Hearted Men” by Metropolitan -
Opera baritone Thomas L. Thomas.

The Amalgamated was honored in the broad-
cast by President Roosevelt; Joseph B. Eastman, Di-
rector of the Office of Defense Transportation; AFL
President William Green; and Carl Sandburg, the
noted poet, biographer and life-long friend of Bill
Mahon. '

Sandburg gave a moving tribute to the Amalga-

mated and its leader, Mahon:

“I have known Mahon and the Amalga-
mated leadership for thirty years—and if
anybody thinks [ am saying they are a set
of angels with nice white wings they had
better go roll a peanut around the corner

- and think again. What I am saying and
stressing is that in this time of storm and
in the more stormy days to come, human
betterment and the dignity of the com-
mon man are not going to lose out if there

~ is enough of decency and plain dealing,
a readiness to fight against inequity and-




injustice—along with a sense of responsi-
bility and a spirit of accommodation.”
The climax of the broadcast was an address by
President Mahon, then 81 years old, in which he
graphically detailed the early struggles of the Union:

“The men of today owe to these [Amalga-
mated] pioneers great consideration and
respect, for it was due to their determined
struggle that the foundations of this splen-
did organization were laid, which today
reflect its good work in wages, hours of
labor, working conditions and the envi-
ronment of the homes. Today we see well
fed and clothed and well educated chil-
dren when fifty years ago poverty pre-
vailed. And all of this work has added to
the benefits of mankind, to the elevation
and betterment of humanity.”
It was indeed a celebration of progress!

THE WHITE HOUSE
WASHINGTON

September 4, 1941

Yy dear Mr. Mahon:

will you please extend to the officers and
members of the Amalgamated Association of Street, Electric
Railway, and Motor Coach Employees of America oy congrat-
ulations and best wishes upon the occasion of the twenty-
seventh International Convention of the organization at
Atlantic City.

Your organization has my best wishes for a
worth-vhile convention and for success in all its con-
structive undertakings during the coming year.

Very sincerely yours,

W«%M

Mr, 7. D. kahon,

President,

Amalgamated Association of Street, Ilectric
Railway, and kotor Coach Employees of America

260 Vernor Highway, ® ’

Detroit, Michigan.

Congratulatory letter from U.S. President Roosevelt.
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Two friends of the Amalgamated: Senator Robert
LaFollette (left), Democrat from Wisconsin, chairman
of Senate Civil Liberties Commitiee, converses with
Senator Robert Wagner, Democrat from New York,

Jatber of the Wagner Act. (Acme Pboto)

and bargain collectively. In 1934, Democratic Senator
Robert Wagner from New York (who had previously rep-
resented the Amalgamated in its appeal of the New York
injunction in the 1920s) introduced a bill in the U.S.
Congress establishing the National Labor Relations Act
(otherwise known as the Wagner Act).

The Amalgamated’s general counsel, Charlton Og-
burn, testified in support of its passage before the U.S.
Senate. On July 5, 1935, the bill, with some revisions,
was passed by large majorities in both the U.S. Senate
and House. It was signed into law by President Roo-
sevelt despite determined opposition by the National
Association of Manufacturers and employers.

For the first time in their history, under the new fed-
eral law unions were accorded the legal right to orga-
nize and represent workers, negotiate their collective
bargaining agreements and protect them against em-
ployer discrimination and coercion.

The Amalgamated was the first union to present a
case before the National Labor Relations Board under
the new law. The Union was also involved in one of the

Robert Watts (left), counsel to the newly created
National Labor Relations Board and Charlton Ogburn,
the Amalgamated’s general counsel, argue the first
case before the NLRB in a charge against Pennsylvania
Greybound Lines.



initial cases before the U.S. Supreme Court which sus-
tained the constitutionality of the Act against an employ-
er challenge.

President Roosevelt signed the landmark Social Se-
curity Act in 1935 providing guaranteed retirement and
disability allowances and state run unemployment com-
pensation benefits.

The business community was increasingly unhappy
with labor’s legislative victories. Strike related violence,
provoked by management, was at an all-time high. A
1937 Memorial Day demonstration held by striking Re-
public Steel workers in Chicago turned into a bloody
massacre when police, responding to company allega-
tions that the strikebreakers were in danger, opened fire
on the crowd.

The country was outraged and Democratic Senator
Robert M. LaFollette, Jr., from Wisconsin, launched a full
scale investigation which exposed the ruthlessness of the
employer and its strikebreakers.

During 1936, the provincial
legislatures in Alberta and Nova
Scotia enacted “Wagner-type”
laws specifically providing
protection to workers to or-
ganize and collectively bar-
gain. In February 1944, the
Canadian Parliament finally
fashioned national legisla-
tion which was designed to
safeguard workers’ rights to
unionize, to impose collec-
tive bargaining and a griev-
ance procedure, and to curb
unfair labor practices.

Union security rights were
reinforced by a Canadian court
decision in 1945 establishing
the “Rand Formula.” Named
after its author, this formula im-
posed a form of agency shop.
This decision resolved a long
battle over the enforceability of
union security provisions in
Canada.

Political
Activity
Rewarded

George Bennett,
president of Division
616 in Windsor,
Ontario, became
mayor of Greater
Windsor in 1935.

Union officers became
increasingly active on the
local, state and provincial lev-
els. One of the most forceful
and conscientious spokesmen for
working people ever to sit in
the Canadian House of Com-
mons was Angus Maclnnis, the
business agent of Division 101
in Vancouver, British Columbia.

W. D. Robbins,
treasurer of Division
113 was elected
mayor of Toronto.

He was first elected a Labour member of Parliament in
1930.

Along with Maclnnis, a group of supportive repre-
sentatives formed a political party, the Cooperative Com-
monwealth Federation (CCF). At its first convention in
July 1933, the CCF adopted the Regina Manifesto, which
called for passage of a National Labour Code. Maclnnis
was re-elected as a CCF member on five occasions—in
1935, 1940, 1945, 1949 and 1953.

In 1944, a CCF government was elected in
Saskatchewan (with the assistance of Divisions 588 in
Regina and 615 in Saskatoon). The CCF government re-
mained in power until 1964 and was instrumental in ini-
tiating the most advanced labour legislation and highest
minimum wage in Canada as well as the first govern-
ment-run medical plan in North America.

In 1931, Local 1005 in Minneapolis helped elect
labor’s candidate as mayor. The following year, declar-
ing that open shop interests and big bankers were insti-
gating a move to slash all municipal workers’ wages by
10 percent, the mayor vetoed the legislation enacted by
the city council.

In 1932, Ray Talbot, a member of Local 662 (Pueblo,
Colorado), was elected lieutenant governor of the state
while simultaneously serving as vice president of the
Colorado State Federation. After two terms, Talbot re-
ceived the Democratic Party’s nomination for governor
of Colorado, but unfortunately lost the 1936 election.

In 1933, the president of Division 313 (Rock Island,
Illinois), Ed Wendell, was one of two Democrats elected
alderman in a city-wide Republican landslide.

In December 1934, the president of Division 616
(Windsor, Ontario), George Bennett, was elected mayor
of Windsor, the first Labour mayor of that town. In 1935,
he went on to become mayor of Greater Windsor, then
the fifth largest city in Canada.

In 1936, the treasurer of Division 113, W. D. Robbins,
was elected mayor of Toronto.

Local 382 (Salt Lake City, Utah) took an active role in
its state AFL meeting in 1932 where it submitted 28 res-
olutions which were unanimously adopted, including
advocating the passage of the child labor law and the
minimum wage for women.

Local 192 (Oakland, California) scored an important
victory in 1935 when it successfully lobbied the city
council to refuse a permit to a non-union bus company
operating in direct competition with the lines of their em-
ploying company.

Canada Fights the One-Man Car

While the one-man car had been widely integrated
into U.S. transit systems, a battle raged over its intro-
duction on transit properties in Canada.

In 1932, a jury in Toronto held an operator of a one-
man car responsible for the death of a woman who was
knocked down by the operating car. The jury attached
the following rider to its verdict: “We recommend that
the Railway Board be asked to consider the advisability
of doing away with the one-man car as they are a great
menace to the public, seeing a driver cannot do several



things at once.”

Division 279 waged a campaign against the cars in
Ottawa after the transit authority proposed to go to 100
percent one-man cars in lieu of increasing the fares.

At its 1934 meeting, the Trades and Labour Congress
passed a resolution urging abolition of the one-man cars
and instructing its members to lobby within each
province for legislation calling for their elimination.

Division 113 Business Agent Joseph Tomkins testi-
fied against the operation of one-man cars before the
Ontario Cabinet in 1935. He supported an amendment
to the then-current law providing for an application pro-
cedure for the operation of the cars on any line.

Despite the heated opposition, introduction of the
one-man car spread inexorably across Canada. By the
1940s, the cars were in wide use on both sides of the
border.

An organizing campaign in Chicago led to the
indictment of officers of Division 241 on charges of
conspiracy. They were acquitted in the widely
publicized 1935 trial.

Depression Era Organizing

For the first time in the twentieth century, the de-
pression presented employers with a golden opportu-
nity to undo union gains. Amalgamated membership fell
from a height of 101,300 in 1929 to 65,400 before grad-
ually rising again in the mid-1930s. It would not be until
1944 that the Union would regain its 1929 membership
level.

The greatest organizing victories were won in the
young and growing over-the-road industry. By the end
of this period, the Amalgamated had organized about 95
percent of the industry.

In 1934, the employees of the Denver Tramway Cor-
poration voted for the Amalgamated by a slim margin
over a “company representative committee” and Local
1001 was created. Division 1015 (Spokane, Washington)
was established after four men were discharged for
union activity.

That same year, a third attempt to organize the Mil-
waukee transit workers was finally successful and Divi-
sion 998 was created. The workers had to strike several
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months amid discharges and repeated delays under the
ineffective NRA. The will of the workers was supported
by the citizenry of Milwaukee, thousands of whom
demonstrated against the traction company. The
Catholic Herald firmly supported the workers in its ed-
itorial:
“We would fail in Catholic teachings if we
spoke of demolished street cars and shattered
buses first....First must come human beings,
men, women and children.

* ¥ %
“The worker has a right to join a labor union
of his own free choice....Those who prevent a
worker from exercising this God-given right
are guilty of sin against justice and are morally
wrong.”

Since 1917, the transit workers at the Twin City Rapid
Transit Company in Minneapolis and St. Paul, Min-
nesota, had maintained a “company union,” ousting an
earlier Amalgamated local in the Twin Cities. But on July
5, 1934, a large majority of employees chose Division
1005 as their bargaining representative in a National
Labor Relations Board representation election.

Bus operated on the streets of Birmingbam, Alabama,
by members of Division 725 in 1937.

One of the more dramatic organizing campaigns was
conducted by the members of Division 725 (Birming-
ham, Alabama) who engaged in a several month effort
to establish union representation for the black laborers
on their property.

The local had first presented a proposal to the Birm-
ingham Electric Co. for a contract covering the labor-
ers. When the local offered to go to arbitration with the
company, the company again refused. With no other
recourse, the black workers struck on August 10, 1940.
The white members of Division 725 refused to cross the
picket line and bus service in Birmingham was com-
pletely tied up. By 6 p.m. the next day, the workers had
a contract.

This period also saw the establishment of the Amal-
gamated Women’s Auxiliary in 1937. The Auxiliary be-
came the proverbial right hand of the Union. Until the
organization disbanded in 1990, its members assisted
the Union in strikes, lobbying, boycotts and other ac-
tivities.



Regaining Lost Wages

At the height of the depression, local
after local reported significant cuts in
wages. Pay cuts averaged 10 to 15 per-
cent in the early 1930s. The Union joined
with management in an effort to encour-
age the public to ride the transit systems,
but ridership had declined by over 11
percent by 1932.

In 1932, the Hull, Quebec, Division
591 suffered an 8-percent cut and Divi-
sion 441 (Des Moines, Iowa) took a 10-
percent reduction after the employer
threatened to lay off 40 workers. In 1933,
Local 618 (Providence, R.I) agreed to
lower wages by 10 percent in exchange
for a company agreement to adopt a 5-
day workweek.

By 1934, although conditions re-
mained depressed, the fate of the Amal-
gamated in negotiations took a decid-
edly upward turn. Division 558 (Shreveport, Louisiana)
negotiated a 10-percent wage increase. Divisions 268
(Cleveland, Ohio) and 757 (Portland, Oregon) won 14-
percent increases through arbitration awards.

Even larger increases were won in 1935. Local 627
(Cincinnati, Ohio) reported a 46 2/3 percent wage im-

At the bengt of the depresszon ,
several local unions reported
significant wage cuts.

provement for bus operators.

By June 1936, the Motorman,
Conductor, and Motor Coach Opera-
tor related that almost all local
unions had reported “partial or com-
plete restoration of wage scales in ef-
fect before the depression. The arti-
cle contained the following editorial
comment: “However, voluntary in-
creases still are as rare as hoof marks
on an elevated track. We wonder
what the story would be if there was
no Amalgamated Association, and
we are reminded of President
Mahon’s observation that no traction
official ever died of enlargement of
the heart.”

By 1942, Divisions 587 (Seattle,
Washington), 757 (Portland, Oregon)
and 1055 (Portland, Oregon) topped
$1 per hour on the operators’ wage
rate. By 1943, wages rose to over
$1.10 per hour in an arbitration award for Local 85 in
Pittsburgh. A top operators’ rate of $1.15 per hour was
obtained by Local 26 in Detroit.

By the close of the period, many Amalgamated con-
tracts provided for paid vacations and time and one-half
for overtime.

‘Orgamzmg the Over—the-Road Industrjy |

t was largely durmg the depression and
World War II that the over-the-road in-
dustry began to develop in the United

- States and Canada. The industry quickly
emerged as a vital network for traveling
from city to city. :

- Spurred by the new economic Opportu-
nities in the timber country of the Pacific

- Northwest, the iron and copper ranges of
Minnesota, the oil fields of Texas, the rich
agricultural lands of California and the vast
open spaces of the Canadian provinces, a
much needed 1nterc1ty system began to de-

Cartoon depicting
Pennsylvania Grey-
bound before and
after organization.

, Velop

~ Buses had an advantage over the thousands of
miles of railroad track that had developed between
the population centers—they could keep pace with
the rapid growth in population and commerce in
these new frontiers.

Many small, generally poorly financed compa-
nies entered thls new field. But the competition was
fierce and the field would narrow considerably by
‘the end of the perlod
~ Many of the survivors were orgamzed by the

Amalgamated and
remain in operation
today—Greyhound,
the independent Trail-
ways network, Frank
Martz Coach Company
(Local 1119), Peerless Stages
(Local 1225), Southeastern Stages

o

(Local 1493), Gray Coach Lines (Local 113, now 1630), Illini-

Swallow Coach Lines (Local 1211, now 1493), Jefferson
Lines (Local 1498), and KG Lines (now Local 1498).
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Exposing General Motors

In 1936, the Amalgamated helped expose a scheme
of the giant General Motors Corporation to operate tran-
sit services in competition with local transit companies
throughout the United States using its rubber-tired ve-
hicles. These services were to be offered by the GM sub-

sidiary, Motor Coach Company.

The plan was first exposed in Portland, Oregon,
when the General Motors affiliate came into town with
a proposition to operate transit services at a 5-cent fare,
well below that of the unionized Portland Traction Com-
pany. General Motors, then notorious for its open shop
and anti-labor policies, was run out of Portland and ex-
posed by the local press as having “a well laid plan in
anticipation of forming the largest monopoly of all

times.”

After cooperating in the fight against GM, Division
757 was instrumental in convincing the Portland voters
to favor a 20-year franchise for the Portland Traction

Company. As the Oregon Journal later reported:
“One happy result of the franchise voted to
the Portland Traction Company is the
retention in service of the employees.

* kK

“The accommodating attitude of motormen
and other employes weighed heavily in the
balance in favor of the franchise. It is a

service by the workers that the company
doubtless fully appreciates. Portland is
outstanding in the fact that its street car men
render service with a smile.”

raid attempt in a 1941 strike settlement.

Raids and Reds

Establishment by John L. Lewis of the Congress of
Industrial Organizations (CIO) in 1935 created problems
for the Amalgamated, a long-time AFL affiliate.

In 1937, the CIO chartered the Transport Workers
Union of America (TWU) which immediately began
seeking to entice members from the ranks of the Amal-
gamated. The TWU originally drew its membership by

- At the celebration of the Union’s fiftieth anniver-
sary in 1942, General Executive Board Member Sam
- B. Berrong (who would later serve as executive vice
president) described the status of the industry and its
union organization:

- “The highway bus industry has had a mush-
~ room growth and its success has been phe-
nomenal. There is hardly a city of any size
on this continent that is not served by this
means of transportation today. Buses tap
places hitherto untouched by the interurbans
and steam railroads. And the Amalga-
mated...today is recognized as the collective
bargaining agency for...95 percent of the men
‘and women who work at the occupation.”

Greyhound Lines

Greyhound Lines, originally conceived as Motor
~ Transit Corporation in September 1926, began on the
Iron Range in Minnesota. Searching for a name, as the
- story goes, one of its owners, E.C. Eckstrom, heard
- someone say that his speedy vehicles ran “like grey-
. hounds.” By 1928, there were 325 buses operating
under 12 different company names in the Motor Tran-
sit Greyhound system. \

The same year, Greyhound began buying up other

companies and consolidating them into its operation.
It quickly bought up routes in California and the Mid- - -
west. The western operation became known as Pacific
Greyhound Lines. The company signed an agreement

in the 1920s to operate routes in coordination with the
Pennsylvania Railroad. The jointly owned operating
company became Pennsylvania Greyhound Lines.

In the early 1930s, through further purchases and
consolidations in the South and Mid-Atlantic states,
Greyhound gained a substantial stock interest in Con-
solidated Coach Corporation and was able to change
the company’s name to Southeastern Greyhound
Lines. Southeastern was not controlled by Greyhound
until it was purchased by the corporation after World
WarII. Through ticketing arrangements made by Grey-
hound in 1931, the National Highway Transport Cor-
poration, which extended to Atlanta and Jacksonville
in the South, was renamed Atlantic Greyhound Lines.
Greyhound held no financial interest in Atlantic until
it purchased a substantial portion of shares in 1934.

But the greatest boost to Greyhound’s solidification
in the marketplace was the Motor Carrier Act in 1935,
which extended the regulatory powers of the Inter-
state Commerce Commission to interstate motor carri-
ers. The law had the immediate effect of restricting

" continued on page 64
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“raiding” members from the Amalgamated and other
unions.

The Amalgamated’s first brush with the TWU oc-
curred after its president, Michael Quill, attended an
Amalgamated GEB meeting in 1935. He informed the
GEB that the TWU represented a majority of New York’s
transit workers. At that time, prior to the TWU's affilia-
tion with the CIO, Quill requested acceptance as a divi-
sion of the Amalgamated. After an investigation, the
GEB refused his request. Shortly thereafter, the TWU af-
filiated with the Machinists Union, another AFL affiliate.

Quill returned to New York and his union began sign-
ing up Amalgamated members. Mahon protested to AFL
President Green, who advised the TWU that they “were
invading the field covered by the Amalgamated...and

Mike Quill (left), TWU leader in New York, meets
with Jobn L. Lewis (right), bead of the CIO.

they should confine their organizational efforts to ma-
chinists....”

When the TWU changed its affiliation to the CIO, its
efforts to raid Amalgamated members in New York ac-
celerated.

In 1937, all CIO unions were hit from within and with-
out the AFL-dominated labor movement as “Commu-
nists” and Communist sympathizers. The Amalgamated
followed suit in its publications, labelling Quill and CIO
head Lewis as Communists.

In 1938, the U.S. House Un-American Activities Com-
mittee began hearings under direction of Congressman
Martin Dies. The government initiated blacklists of union
men, and Quill and the other officers of the TWU were
listed. A witness claiming to be the first president of the
TWU labelled Quill and the other officers as Communist
Party members.

Despite the “Red-scare,” the TWU successfully cap-
tured the IRT contract in New York. Although the TWU
—claiming a membership of 100,000 by the end of World
War II—did damage to the Amalgamated in some cities
and attempted to take away the Pennsylvania Grey-
hound workers, their base was primarily confined to
New York City.

An important victory was scored in 1942 when Divi-
sion 1171 (now Local 1493) won a Labor Board decision
ousting the company dominated TWU local union from
the Ohio Valley Bus Company in Huntington, West Vir-
ginia.

 Over the Road Industr:y, continued

entry into the system thus grannng a vm:ual monopoly
~~onbus transportation to the existing carriers.
" Following the Motor Carrier Act, the Greyhound ¢ Cor-
'f,iporatlon began a long process of consolidation leading
- toward the unification of the separate Greyhound com-
~ panies into a national bus network. To redress the com-
- plications of having so many operating subsidiaries in-

. the United States, 20 operating subsidiaries were

.~ merged into their regxonal companies in 1936, Each of
- these regional Compames was in turn controlled by the

- Greyhound Corporation, - ,
A sunllar pattern of merger and acqu151t1on was tak—

ing place in Canada Uss. Greyhound had a sub51d1ary'_ )
‘Wthh ran north into Canada as far as Winnipeg. In 1940,

‘a2 Canadian company called Trans Continental Coach

-Lines reached Winnipeg through the purchase of another . "
company. Through its affiliate Central Canadian Grey- -

hound Lines (which had no connection with the U.S.”

company), Trans Continental had routes stretching all the

‘way to Vancouver and Prince George. From the initial in- "~
terchange of passengers in Winnipeg, Greyhound -
formed a subsidiary called Western Canadian Greyhound - =
Lines (now represented by Local 1374) and bought outﬂ -
‘the two Canadian companies. S

As farback as 1931, Greyhound had an alternate route .

from Buffalo tokDe’tro1t’through Canada. Joint serv1ce; =

."‘.

. Nortbland Greybound based in,Minneqpolis was successfully organized by Division 1150.
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Throughout the period, the Amalgamated continued
its decades long battle against the Brotherhood of Rail-
way Trainmen (BRT). In a lengthy strike in Terre Haute
(Local 1064) and Anderson, Indiana, precipitated by
management’s refusal to honor an arbitration wage
award, the BRT circulated petitions stating that strikers
who would join the BRT and accept the lower wage of-
fered by management would get their jobs back. The
Amalgamated prevailed in its demands against the com-
pany after a 63-day walkout and its members repudi-
ated the BRT.

The BRT raided several Greyhound properties with
promises on which they never delivered. In a 1940 raid
on Pacific Greyhound, an Amalgamated member was
brutally murdered. BRT officials were indicted, but
never convicted.

In 1938, the Amalgamated took its raiding complaints
against the BRT to AFL President Green. In response,
Green issued a statement declaring that jurisdiction over
bus lines had been awarded by the AFL to the Amalga-
mated and that the BRT had no right to represent such
employees.

The World Goes to War Again

In 1939, events were occurring in Europe making the
onset of war inevitable. Adolf Hitler and his Nazi party
were in power in Germany. He had built strong ties to
Italian dictator Benito Mussolini and Spanish dictator

Canadian members were vital in transportation
efforts during World War IL

Francisco Franco. On September 1, 1939, Hitler directed
his air force to attack Poland. Britain and France de-
clared war on Germany. This was the start of World War
IL.

On September 3, members from Division 26 (Detroit)
and Division 282 (Rochester, N.Y.) were aboard the S.S.
Athenia when it was torpedoed in the Atlantic Ocean.

On September 10, 1939, Canada joined the fight
against Hitler and the Canadian local unions sprung into
action. The war caused transit business in Canada to im-
prove and wages went up.

From the outset of the war, transit was considered a
key industry and our Canadian members were largely

- road-owned bus companies to

.~ hound had developed. Thus, in
~ order to preserve and extend
~ their. routes, several companies

SR ,Trallways Bus System

Pacific Trailways, Burlington
~ Trailways, Frank Martz Coach

. with Gray Coach Lines between Toronto and Detroit was

" the impetus to establish Toronto Greyhound Lines in

“; - 1937. After the war, Toronto Greyhound became East-

" ern Canadian Greyhound Lines

L (now represented by Local 1415).

YOU'RE JUST
AN OLD FAKE!

National
- Trailways
: The Motor Carrier Act tied rail-

- their existing routes and blocked
- the type of amalgamation Grey-

: formed associations which were
the beginning of the National

-7 The compames which began
* the system in the mid-1930s were
-Santa Fe Trailways, Missouri

-~ and Safeway Lines. Many other
companies quickly joined the

Trailways network.

In 1945, two formerly independent companies in

the Trailways network formed the Continental Bus

\

Faced with Amalgamated organizing
campaigns, Greybound attempted to
Jorm company unions.

-

System, Inc., which quickly ex-
panded through the Rocky Moun-
tains and Southern United States.

Enter the
Amalgamated

The Union’s first foray into the
burgeoning over-the-road system
began in 1934 when it started with
organizing portions of the Grey-
hound system. In 1935, the labor
movement had obtained the pas-
sage of the National Labor Rela-
tions Act, popularly known as the
Wagner Act (which was then
touted as the “Magna Carta” for
labor in the United States). This
Act gave employees the right to or-
ganize and established the Na-
tional Labor Relations Board
(NLRB) to administer the labor

- laws of the land. »

.

/

continued on page 66
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exempted from military service. Members found other
ways to serve the war effort.

At the 26th Convention in Cincinnati in September
1939, the delegates took action to protect members who
were called into service. The resolution, similar to that
of World War I, stated that any member entering the ser-
vice during the war was relieved from paying dues and
per capita tax, and upon return would be reinstated to
active membership with all rights and privileges and
without loss of seniority. : 2 '

At its fall meeting in 1940, the GEB voted to donate ~ Local unions and the Auxiliary
$2,000 to the Canadian government for defense pur-  supported the war effort.
poses. Ina thank you letter to the Union, Canadian Prime :
Minister Mackenzie King wrote: “It is with a large mea-
sure of satisfaction and encouragement that I learn of this
practical expression of the sympathy of your member-
ship in the cause to which the government and people
of Canada are devoted.”

With the war devastating Europe, the North American
continent was called upon to increase production. Ex-
panded industrial efforts quickly increased transit em-
ployment and led to higher wages.

The United States entered the war on December 7,
1941, when the Japanese sneak attack on Pearl Harbor
destroyed part of the American Pacific fleet. Amalga-
mated members in Hawaii performed repeated acts of
heroism that day.

Some twelve and a half million American men and
women joined the armed forces. The AFL unions

among Greyhound workers were made under the Na-
tional Industrial Recovery Act, the forerunner of the
National Labor Relations Act. ;
Greyhound managements were vicious in their op-
position. They did not hesitate to fire all the workers

Over the Road Industry, continued

Conditions for the Greyhound workers were poor.
Drivers worked long hours over bad roads with run-
down equipment. They had no job security—they never 1 C€S1t
knew when they signed off a run one day whether they ~who had JOU}ed the Union, or even those who had
had another run waiting for them the next day. talked about it. When this tactic failed, they attempted

In the early 1930s, the first organizational attempts to form and operate company unions. o
Management was not the only foe to organization.

The Amalgamated had to battle with the Transport
Workers Union, the Brotherhood of Railroad Trainmen
and the Firemen and Engineermen for representation
of the Greyhound workers. ‘ :

Although passage of the Wagner Act gave workers
the right to join a union of their choice, when the work-
ers at Pennsylvania Greyhound Lines attempted to join
Division 1063, they were immediately and summarily
discharged. This set the backdrop for the first case ever
argued before the new NLRB.

On December 7, 1935, Pennsylvania Greyhound
Lines was found guilty of violating the new law and
ordered to cease interference with the right of its em-
ployees to join the Amalgamated and to withdraw
While an international vice president, Executive recognition from its “dummy union.” This led to an
Z:g;f;’; I;’g‘:zf?‘i‘:}':rg;’gmggnﬁzzgg%i lt'l;e NLRB conductclfd electié)n zcllnd thi firs.td contract be-

. ; f tween the Amalgamated and Greyhound. B
Amalgamated. Meeting with U.S. President Harry About the same time that the Pennsylvania case.

Truman, from left to right, are International .
Secretary-Treasurer OJ. Mischo, Berrong, Local 689 went to the NLRB, the employees of the Washington,

President Walter Bierwagen and President Truman . Virginia and Maryland Coach Co. were attempting to
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Draftees are transported by members of Division 241
in Chicago.

immediately pledged to work for an all-out victory.
They agreed to forego the right to strike during the war,
asked for creation of a War Labor Board, and sought a
wartime cessation of jurisdictional disputes with the
CIO. '

As in World War 1, a War Labor Board was estab-
lished. The first case to be heard before the new Board
involved employees represented by Division 1277 (Los
Angeles, California). The Amalgamated local had been
raided by the TWU and the BRT in an attempt to de-
stroy a closed shop contract between the local union
and Los Angeles Motor Coach Company. The Board

ruled that the TWU and BRT were barred from solicit-
ing or accepting Amalgamated members.

The War Labor Board issued several favorable deci-
sions for the Amalgamated, including a 1942 decision
setting the wage rate for Local 85 (Pittsburgh, Pennsyl-
vania) at $1.10, the highest in the United States.

As more and more members were sent overseas,
women entered the industry in unprecedented num-
bers. During World War I, the Union had permitted
women to work as conductors but had refused them
membership. At a 1942 GEB meeting, the Board ruled
that women employed as bus operators would be al-
lowed to become members with the same rights and
privileges as men.

Also, in 1942 Division 192 (Oakland, California) was
the first to negotiate equal pay for women driving heavy
buses.

With the wayr creating a shortage of transit workers,
the Los Angeles railway advertised for more
operators.

C
ALGAMATED STREET
‘l\ihi'ilEATEST DECISION JH LSk
IRE S g Headline in Labor Herald after
Supreme Court victory.

organize into Division 1079. After the company dis-
. missed several employees for their union support, the
- Union filed charges with the NLRB. As with Pennsyl-
vania Greyhound, the NLRB found the company had
violated the Act and ordered the workers reinstated to
their jobs with back pay. But this company appealed
the constitutionality of the new law all the way to the

- U.S. Supreme Court.
The result was a total victory for the U.S. labor move-
- ment when the Supreme Court upheld the constitu-
tionality of the Act. As AFL President Green proclaimed
after the ruling: “[It] must be held as a triumphant
achievement for the American Federation of Labor and
~ its friends who fought so persistently and so hard to
secure the enactment of the National Labor Relations

Act.”

Pennsylvania Greyhound was the tip of the iceberg.
By July 1937, Pacific, Eastern and Dixie Greyhound
were also organized. In 1940, there was a bitter raid
on the employees at Pacific Greyhound by the Broth-
erhood of Railroad Trainmen. Although the raid was
unsuccessful, one Amalgamated member was brutally
murdered resulting in indictments of BRT officials.

In 1937, Division 1119 had signed an agreement
with Frank Martz Coach Company, and Divisions 1042
and 1043 had organized Buckeye Stages and Penn-
Ohio Coach Lines.

By December 1938, the drivers on Central, Illinois
and New England Greyhound had given the Brother-
hood of Railway Trainmen “the bum’s rush” and joined
the Amalgamated. This resulted in the establishment
of several new local unions, including Division 1202
in New York and 1205 in Boston.

In 1939, another election was held among the Penn-
sylvania Greyhound workers when the upstart young
C.I.O. union, the Transport Workers, tried to gain rep-
resentation. By an overwhelming margin, the workers
voted to remain with the Amalgamated.

In 1941, Secretary of Labor Frances Perkins arbi-
trated her first contract dispute in a case between
Pennsylvania Greyhound and the Amalgamated. The
award included a Vs-cent per mile increase, time-and-
a-half overtime for regular drivers, and 50 cents a night

continued on page 68
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The war brought many women operators into the
Amalgamated. Pictured bere is a woman operator
represented by Division 993 in Oklaboma City.

In an initial victory that would spawn three years of
appeals, Division 1300 (Baltimore, Maryland) won an
NLRB ruling ordering the Baltimore Transit Company
to withdraw support from its “company union” and rec-
ognize the Amalgamated. The employees did not actu-
ally win an NLRB election until 1945, after the employer
had lost its appeal to the courts.

In a landmark case, the United States Supreme Court
ruled that the Virginia Electric Power Company violated

the National Labor Relations Act by forming a company
union to head off an organizing drive by Divisions 1177
(Norfolk) and 1220 (Richmond). The company then
hastily signed a closed shop and checkoff arrangement
with the inside union. The company was ordered by
the court to repay $90,000 in dues to the employees.

Responding to President Roosevelt’s request, the
General Executive Board canceled the 1943 convention
due to the war.

On May 9, 1945, Germany surrendered, but the war
in the Pacific continued. After the death of President
Roosevelt, Vice President and former Missouri Senator
Harry S. Truman succeeded him.

On August 15, 1945, Japan also surrendered after the
United States dropped atomic bombs on Nagasaki and
Hiroshima.

The Reins of Power Pass

In 1944, a close friend of President Mahon’s, P.M.
“Paddy” Draper, died. Draper had organized the Cana-
dian Trades and Labour Congress in 1897 and for 40
years served as its secretary-treasurer and president.

That same year Magnus Sinclair (from 113 in
Toronto), who had served on the GEB for 40 years, and
Edward McMurrow (from 241 in Chicago), the first in-
ternational vice-president, retired. The old guard was
leaving.

At their September 1944 meeting, the GEB ap-
pointed Abe Spradling as acting international president,
since W.D. Mahon was spending his winter months in
Florida.

Over tbeRodd I ndustr:y, continued

~ for regular drivers held away from home terminals

~due to a suspension of service. The award failed to
grant any increases for extra drivers and received
mixed reviews from the Union.

. When the Amalgamated attempted to organize
the employees of Capitol Bus Company in Philadel-

- phia, the company immediately discharged the
union adherents. This precipitated a work stoppage
in 1944, The company finally recognized Division
1184 (now 1195) after a ruling from the War Labor
Board. '

* Down through the years, the Amalgamated was
to have many hard fought battles in the over-the-
road industry. As the Union emerged from World
Warl, 95 percent of the workers in the industry had
been organized under the Amalgamated's banner.
This strong position in the industry would remain
for the next half century.

The Amalgamated later negotiated an agreement
with Greybound permitting union decals on tbhe
buses. Pictured bere are Earl Cannon (left), chief
negotiator for Greybound, and International Vice
President Ed Oliver, who became executive vice -
president in 1965. '
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Spradling, a former president of Division 627 in
Cincinnati, was elected international vice president in
1927 and to the GEB in 1935. He had been an assistant
to Mahon in the International office since 1936.

By 1945, over 92 percent of Amalgamated members
were covered by vacation provisions and group insur-
ance was provided in 268 contracts. The Union claimed
142,618 members.

At the 28th Convention held in Chicago in June 1946,
W.D. Mahon officially resigned after 52 years of service
to the organization he had built and dearly loved. Abe
Spradling was unanimously elected to succeed him and
the reins of power passed after five decades.

W.D. Mabon
retives at the
28th Convention
in Chicago on
June 10, 1940.

'; for active combat duty to repel the air at

- The Amalgamated was the first unionto

Representatives for
Division 85 in
Pittsburgh argue a
case before the War
Labor Board.
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Labor leaders meet with President Truman in 1949. Directly bebind President Truman is Amalgamated President

A.L. Spradling.

CHAPTER FIVE 1947-1958

Tough Years For the
Amalgamated

ﬁ. be Spradling assumed leadership of the Amalga-

mated at a time when events seemed to be con-

spiring against the Union. Although U.S. Presi-
dent Harry Truman'’s election in 1948 had been hailed
as a great victory for labor in both the U.S. and Canada,
a hostile Congress would not permit Truman to fulfill his
promises to the labor movement.

Yet, the Amalgamated did manage to achieve one im-
portant victory in Congress, obtaining Social Security
coverage for the Union’s members transferred to public
employment. Gains were also made during this period
in pension, health plan and vacation benefits.

The Union would spend these years fighting the con-
sequences of the Taft-Hartley Act, which was passed by
the U.S. Congress in 1947. The law, which had been
spearheaded by employers bent on impairing labor’s
gains under the National Labor Relations Act, created a
new set of union unfair labor practices. These granted
workers the right to remain non-union, outlawed cer-
tain kinds of strikes and boycotts, subjecting unions to
injunctive and damage remedies, and otherwise set the
stage for passage of state “right to work” laws. As im-
plemented in many states, these state laws foreclosed all
forms of mandatory dues payments to the Union (union
security).
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Although Amalgamated local unions reported sig-
nificant contract wage adjustments, these increases
failed to keep abreast with the soaring postwar infla-
tion. Amalgamated members were actually losing
ground (and purchasing power) due to the meteoric rise
in the cost of living.

Private transit employers were in trouble. The pub-
lic’s love affair with the automobile, along with popu-
lation migration into suburban communities not served
by public transit, decreased transit ridership. These
combined influences impaired transit operations and
caused many companies to sell or abandon their sys-
tems during the 1950s.

The trend towards
public ownership of
transit operations had
begun, but in many
smaller communities,
transit services were
simply discontinued.
Federal funding to as-
sist public takeovers
in the United States
would not come until
1964.

Public ownership
in the U.S. created
problems for the

N
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During the 1950s,
wages could not
keep up with post-
war inflation.




Amalgamated because few governmental bodies had
laws permitting public employee bargaining.

The year 1952 brought new leadership in Washing-
ton and Ottawa. Newly elected U.S. President Dwight D.
Eisenhower was no friend of labor, but he did set the
stage for passage of important civil rights legislation in
1957.

The labor movements on both sides of the border re-
solved longstanding feuds.

The AFL and the CIO merged to form the AFL-CIO in
the United States, and the Trades and Labour Congress
and the Canadian Congress of Labour merged to form
the Canadian Labour Congress (CLC) in Canada.

AFL President George Meany (left) and CIO
President Walter Reutber agree to merge
and form the AFL-CIO.

By the mid-1950s, streetcars and trolleys were
rapidly disappearing. They had been replaced by
the rubber-tired motorbus.

The Union mourned the loss of many of its pi-
oneers during this period. The builder of the
Union and its most dedicated servant, President
Emeritus Mahon, died in Detroit on October 31,
1949. The year before, Magnus Sinclair, who had
built up the Amalgamated in Canada and was a
charter member of Division 113 in Toronto,
passed away at his home. William Taber, who had
served the Amalgamated as international trea-
surer from 1934 to 1946 and was financial secre-
tary of Division 241 in Chicago for more than five

worked long and hard to bring this campaign
to a successful conclusion and I know that
members such as ours here in Chicago will, to
their dying day, sing his praises for this alone.”

Prior to this lobbying effort, Amalgamated members
in the U.S. had lost the right to further participation and
accrual of benefits under the Social Security programs
due to public takeovers of private transportation sys-
tems. Benefits were lost in Cleveland in 1942, San Fran-
cisco in 1944 and Chicago and Boston in 1947. About
50,000 members on these systems were excluded from
their former coverage.

As Spradling described the situation to a congres-
sional committee in 1949, these employees, who had
transferred from their covered private employment to
exempted positions in the public sector, had lost their
Social Security benefits under the Act even though they
had paid into the system:

“Ordinarily, if an employee leaves an occupa-
tion covered by the Act and enters employ-
ment exempted from its coverage, he does so
with full knowledge of the consequences re-
garding his benefits under the Act. These em-
ployees, however, did not act of their own voli-
tion. They had no choice but to follow their jobs
which were taken over by public agencies.”

iy

BN

decades, died in 1953,

Obtaining Social Security
Coverage

In 1950, President Spradling spearheaded the
drive to amend the Social Security Act. As the pres-
ident/business agent of Division 241 would later
recall:

“Abe’s greatest single contribution was
probably the leadership he exerted
which eventually brought about the cov-
erage of employees of publicly-owned
transit under the Social Security Act. Abe

74

LLEY
M

LEHIGH VA
TRANSIT

The last streetcar in Chicago, Illinois; Atlantic City, New
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Cartoon depicts the
Jreezing of Social
Security benefits be-
Jore President
Spradling led the
fight for their
restoration.

Under Spradling’s leadership, the task was accom-
plished. Amendments to the Act effective in 1951 re-
stored Social Security for those Amalgamated members
transferred to public employment.

Legislative Battles on
Taft-Hartley

The Taft-Hartley Act, passed by the U.S. Congress in
1947, amended the 1935 Wagner Act and imposed new
and burdensome requirements on unions. These
amendments were vigorously sought by the business
community to strip away union workers’ rights and ad-
vantages conferred by the original Act. During the con-
gressional debates, business leaders used the anti-com-
munist provisions written into the law to quell any de-
bate on the law’s numeroys anti-labor provisions.

The Taft-Hartley Act imposed many new restrictions
and duties on organized labor. It not only required
union officers to take oaths that they were not Com-
munists, but reinstituted injunctions, giving courts the
power to fine unions for alleged violations; prohibited
secondary boycotts and mass picketing; defined various
forms of union activity as unlawful; denied unions the
right to contribute to political campaigns; and outlawed
closed shops while allowing states to impose further re-
strictions on union security by adoption of state “right
to work” laws.

In the wake of Taft-Hartley, many states took full ad-
vantage of this opportunity to enact open shop laws and
other union busting legislation. In 1947, 27 states en-
acted bills imposing restrictions on trade unions, in-
cluding language outlawing strikes by employees of
public utilities, which affected many Amalgamated
members.

Under Spradling’s leadership, the Amalgamated,
along with the other unions in the AFL, vigorously
fought for the repeal or revision of the Taft-Hartley
amendments. But these efforts were unsuccessful. Al-
though President Eisenhower vowed to seek amend-
ments to promote healthy collective bargaining and
strong unions, his commitments proved hollow.

-7
.

By 1954, the Amalgamated’s fight to repeal Taft-Hart-
ley had given way to a battle to retain transit coverage
under the amended Act, despite its problems. Tremen-
dous pressure was being applied for amendments which
would exclude public utility companies, including tran-
sit, from the Act’s coverage.

Amalgamated members would then be subjected to
state laws which President Spradling described as par-
ticularly vicious and anti-labor:

“In Texas, for instance, it is practically impossi-
ble to organize a union today. New Jersey and
Virginia have compulsory arbitration laws....

“You're placed in the position of taking the com-
pany’s offer or else...and you cannot strike.”
Despite Amalgamated efforts, in 1957 the National
Labor Relations Board administratively removed 70 per-
cent of transit systems from coverage under the Act by
refusing to hear cases involving any transit employer
whose annual gross revenues were less than $3 million.
Before the new rule was even final, the NLRB dis-
missed a case filed against the Charleston, West Virginia,
transit system (now represented by Local 1493). In an
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Vicious state
labor laws
were taking
away the
rights of
working men
and women.




appeal, the Union was successful in getting the decision
overturned.

Meanwhile, the Amalgamated vigorously lobbied
Congress and the NLRB to change the jurisdictional stan-
dard because large numbers of members were being de-
nied the protection of the federal labor law. In 1958,
these efforts bore fruit. The NLRB reduced the required
annual revenue to $250,000.

The Battle Against
Compulsory Arbitration

During the late 1940s and early 1950s, state after state
passed legislation denying employees of public utilities
the right to strike and requiring compulsory arbitration
of new agreements. The Wisconsin anti-strike law pro-
vided for compulsory arbitration and made it a misde-
meanor for public utility employees to engage in a strike.

In Milwaukee, the private transit employer of the

State laws
denied our
members
the right
to strike.

members of Division 998 served the local union with a
contract termination notice in October of 1948.

Months of contract negotiations followed. The com-
pany refused to reach an agreement and rejected the
local union’s request for voluntary arbitration in accor-
dance with its contract. Instead, the company invoked
the compulsory arbitration provisions of the Wisconsin
law.

Division 998 unsuccessfully filed suit in Wisconsin
Circuit Court to have the law declared unconstitutional.
When the company petitioned the Wisconsin Employ-
ment Relations Board to compel compulsory arbitration
under the state law, the local union members, in protest,
engaged in a brief work stoppage.

The state-compelled arbitration concluded with a de-
cision reducing the members’ pay by more than $3 per
week. Again, the local union mounted a legal challenge
to the constitutionality of the law, taking the case all the
way to the United States Supreme Court.

This time, the union prevailed. In February 1951, the
Court ruled that the members of Local 998 were covered
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President Spradling (far right) with Interna-
tional Secretary-Treasurer O. J. Mischo and
Executive Vice President Robert Armstrong.

Abe Spradling
International President
1946 -1959

be Spradling would attempt to convey to
A listeners that he was just an “old streetcar

man”"—nobody special. What made him
special was his commitment and dedication to the
Amalgamated. ,

In 1903, at the age of 17, he became a streetcar
operator in Cincinnati. He made only 19 cents an
hour. He joined the fledgling Division 627 in 1906
and was instrumental in the successful organizing
of the streetcar workers in Cincinnati. ' '

In 1915, Spradling became secretary of Division
627. Twelve years later he was elected an interna-
tional vice-president but requested that President
Mahon not utilize his talents because he wanted to
continue serving his local union. Nevertheless,
duty called and in 1934 he was made a full time in-
ternational vice-president by acclamation.

A year later, he was elected to the General Ex-
ecutive Board. In 1936, he was summoned to work
in the international office in Detroit. Due to the ill
health of President Mahon and First Vice-President

- McMurrow, many of the administrative responsi-

bilities of running the international office were as-
sumed by Spradling. ,
Although he had already been doing a large part




of the job, in 1944 Spradling was named acting in-
ternational president by the General Executive
Board. In 1946, he was elected international presi-
dent upon Mahon’s retirement.

When he retired at the 1959 convention in Miami,
Florida, then-General Executive Board Member Ed
Oliver (who would serve as executive vice presi-
dent from 1965-1976) moved to make Spradling
president emeritus. He more than adequately
summed up the man and his dedication to the cause:

“There is an office which the Amalgamated
reserves for the truly great. There is an of-
fice for the man who stands above the
crowd. There is an office we reserve for
he who has led us in our struggles and
asked no return but our victory. There is
an office we hold open only to one who
is a giant in his time of leadership....”
Spradling passed away in 1970 at the age of 84.

President Spradling with bis wife, Mary.

77

~ad=Bus and' Street

The King-Thompson Law in Missouri was dubbed a
“slave labor” law. President Jobn Rowland of
Division 788 (who would later serve as international
president) appeared on the March 1956 cover of
Motorman, Conductor, and Motor Coach Operator in
prison garb to draw public attention to the plight of
our members.

by the Taft-Hartley Act and that state law could not be
used to prohibit them from organizing peaceful strikes.

Although President Spradling hailed the victory as
“one of the most important...ever secured by labor,” the
Union would have to fight the battle again in the courts,
the state legislatures and even before the U.S. Congress.

Overturning the King-
Thompson Act

The next test of a public utility anti-strike law was the
King-Thompson Act in Missouri.

Like the Wisconsin law, the Missouri act forbade
work stoppages and lockouts in public utility disputes
and provided for compulsory arbitration. It imposed se-
vere penalties of $10,000 a day for violation, including
the criminal prosecution of union officers.

In 1955, when the members of Division 788 in St.
Louis, led by their then-president, John Rowland, re-
fused to work under the conditions imposed by the com-
pulsory arbitration award, they engaged in a three-day
work stoppage.

The Governor immediately sued for money damages
against the local union. The Union welcomed the suit
because it wanted to test the constitutionality of the law.
The members of Local 788 sported buttons proclaiming
themselves “Authorized King-Thompson Slave Laborer.”



At the last minute, however, the parties mediated an
agreement and the law was not tested.

The same constitutional issue arose again six years
later in Kansas City in a dispute between the Kansas City
Public Service Company and Division 1287.

When the state court enjoined a peaceful strike, the
Amalgamated once more appealed the case all the way
to the United States Supreme Court. In a 1963 decision,
relying on its prior Milwaukee ruling, the Court found
the Missouri law unconstitutional and preempted by the
Taft-Hartley Act.

In 1958, President Spradling testified against such
state public utility compulsory arbitration and seizure
laws before a U.S. Senate committee. In opposing such
legislation, President Spradling distinguished the
Union’s commitment to voluntary arbitration from the
inherent danger of compulsory arbitration imposed by
state law:

“The International Union has consistently fol-
lowed the policy of encouraging reference of
all disputes to voluntary arbitration when di-
rect settlement has been impossible. Indeed,
the principles of voluntary arbitration have
been so deeply rooted in the philosophy of this
Union that the Constitution and By-Laws pro-
vide that no strike will be approved until the
local union has offered and the employer has
refused arbitration.”

Division 788 members display the victory sign when a
contract is reached in St. Louis.

Spradling went on to explain that while voluntary ar-
bitration encourages bargaining and good faith settle-
ment efforts, the Union’s experience under the state
compulsory arbitration laws was just the opposite. Col-
lective bargaining had broken down where transit em-
ployers could invoke such laws. Both parties were afraid
to suggest bases for settlement lest the offer become a
“floor” or “ceiling” in the compulsory arbitration pro-
ceedings. Spradling also noticed that the negotiators had
no need to take responsibility for any settlement when
there was always recourse to arbitration. In addition,

78

UNION STN .

Toronto’s new subway trains. The subway was built
to carry 40,000 passengers per bour.

Division 113
Follows Its Work

“JCThen Canada sought to put its first subway

into operation in Toronto, the members of
Division 113 who operated buses along
routes that would now be served by the subway
were concerned about layoffs and the ability of the
bus operators to “follow their work” into the sub-
way.

Beginning in 1952, a committee of Division 113
executive board members began meeting with the
company to discuss the operation of the subway and
its effect on the employees. The topics of discussion
included layoffs, surplus operators, job arrange-
ments for conductors who could not qualify as op-
erators or drivers and for other workers in the barn,
rates of pay and working conditions for subway per-
sonnel, and the training required for the operation
of the new equipment.

The initial problem was a surplus of 221 opera-
tors. The company and the union reached an agree-
ment by which the deficit was reduced to 30 opera-
tors through attrition and opportunities to transfer to

A 1951 strike by
members of
Division 689
brougbt the
Capital City to
a standstill.




the maintenance department.

They also agreed that operators with failing
health would get the subway collector jobs.

The local union then negotiated wages for the
subway operators, guards and collectors. The oper-
ators and guards received an 8-hour guarantee plus
allowances.

The local union also negotiated a training pro-
gram. During the training, the workers were guar-
anteed their regular rate for the day.

This first leg of the subway, which ran along
Yonge Street, was the forerunner of the entire rapid
transit system which operates in Toronto today and
whose workers are represented by Local 113.

The Union would develop an expertise in nego-
tiating agreements which allowed the members to
“follow their work” with advancing technology.
Such agreements would later be reached in Portland,
Oregon (Local 757), Buffalo, New York (Local 1342),
San Jose, California (Local 265), Seattle, Washington' -
(Local 587), Sacramento, California (Locat 256), Cal-
gary, Alberta (Local 583), Pittsburgh, Pennsylvania
(Local 85), Washington, D.C. (Local 689), Baltimore,
- Maryland (Local 1300), Atlanta, Georgia (Local 732),
~ and Los Angeles, California (Local 1277).

Approximately 250,000 came ito view tbe first two

cars of tbe Toronto Subway at the Canadian

National Exhibition. The subway began operation
- on March 30, 1954. (Canada Pictures, Ltd.)

compulsory arbitration clogged bargaining because the
parties multiplied their demands for submission to the
arbitrator.

Defense Fund Woes

As employers increasingly refused to resolve con-
tracts by voluntary arbitration, more and more local
unions were forced to strike. During this period, Divi-
sion 83 (Pittsburgh), Division 113 (Toronto), Division 732
(Atlanta), Division 1222 (Los Angeles), Division 1225
(San Francisco), Division 1277 (Los Angeles), and Divi-
sion 1300 (Baltimore) were all forced to strike when their
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The longest railroad 3 %/

strike in the nation’s his- - - é/{'/

tory occurred when the
members of Division 900
(Waukegan, Illinois) struck
for 91 days against the
North Shore Line.

The strike occurred
only after a presidential
fact-finding commission
agreed that the union’s
demands were reason-
able and justified, but the
railroad refused to grant
them. During the strike
15,000 commuters signed
petitions supporting the
strikers.

Ultimately, the strike
settled with virtually every

Altbough the BRT
attempted to take credit,
Division 900 won an

original demand included P zrtant victory for the
in the contract workers on the North
: Shore Railway.

These strikes put an in-
credible strain on the In-
ternational Union’s Defense Fund, which was allocated
only 6 cents of the $1.20 monthly per capita tax. Not
only were strikes more frequent than at any other time
in the Union’s history, they also seemed to last longer.
By June 1948, the amount remaining in the Defense
Fund was dropping toward $200,000.

At every convention, Spradling would plead for more
money for the Fund. As a result, at the 1949 Pittsburgh
convention the delegates voted to assess each member
$1 per month not to exceed $3 per year to rebuild the
Fund. At the 1953 Vancouver convention the delegates
agreed to raise the per capita contribution to the Defense
Fund to 36 cents, a 30-cent increase. In addition, mini-
mum strike benefits were lowered by $5 to $15 per week.
The benefit was to return to $20 per week when the fund
reached $2 million.

Still, by 1958 the Defense Fund was once again dan-
gerously low with only $500,000 remaining.

Labor Mergers
in the United
States and
Canada

In two historic mergers
which mended longstand-
ing feuds in the labor move-
ments in the United States
and Canada, the AFL-CIO
and the CLC were formed.

In 1952, the AFL Execu-
tive Council reactivated a
committee to meet with
leaders of the CIO to discuss

The AFL-CIO and the
CLC are formed.



uniting the two groups.
The first product of these
discussions was a 1953
no-raiding agreement.

In 1955, the groups
ended their 20-year split
with an agreement to
unite into the AFL-CIO
with George Meany as
president. The combined
federation totalled 15 mil-
lion members.

A similar split in
Canada was also mended.
The CIO unions in Canada
had formed the Canadian
Congress of Labour while

As a former member of
the AFL-CIO Executive
Council, International

the AFL unions remained ;:?:Zi'zosforf Z}?ng
affiliated with the Trades nominating all 27 vice
and Labour Congress. presidents at the 1957

In 1953, both groups convention of the AFL-
appointed committees to CIO.

draft resolutions urging

the affiliates of each to refrain from raiding. Further dis-
cussions eventually led to the 1956 merger of the groups
into the Canadian Labour Congress, which began with
a membership of over one million.

The Bitter Battle with
Transcontinental Bus System
and the Brotherhood of
Railway Trainmen

During the summer of 1953, the Transcontinental Bus
System (TBS) acquired ownership of American Buslines,
Inc., through a bankruptcy proceeding. At the time, TBS
was the second largest over-the-road bus operator—
only Greyhound was larger.

Three Amalgamated locals jointly represented the
American Buslines employees. In 1957, with the expi-
ration of the contract approaching, the BRT filed a rep-
resentation petition for these employees with the Na-
tional Labor Relations Board. But even after the Amal-
gamated handily won the election, the unions’ efforts to
secure a contract settlement failed. On July 1, 1958, the
Amalgamated members began a strike which would last
for more than a year.

On two other divisions of the TBS system, Conti-
nental Bus System and Continental Western Lines, other
Amalgamated locals were also forced into long strikes
in July 1958 when TBS failed to reach agreement on their
contracts.

At the time of these strikes, TBS employees were
earning $12 less per day than the Amalgamated-repre-
sented Greyhound drivers and had no health and wel-
fare plan.

While these Amalgamated strikes against TBS prop-
erties were in progress, the BRT settled contracts with
other TBS units with virtually no improvements for their
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members. In a contract with Continental Dixie, BRT
agreed to a 7 1/4-cent mile, 3 1/2 cents less than Amal-
gamated members were receiving on Greyhound.

After more than a year on strike, the Amalgamated
members employed by Continental Western Lines voted
to go back to work under the company’s terms for a ne-
gotiated settlement. The BRT quickly instigated a decer-
tification campaign, and then became a party to the case
in an attempt to raid the Amalgamated.

Although the Amalgamated’s “raiding” charges
against the BRT were sustained by the AFL-CIO and the
BRT was ordered to withdraw from the NLRB proceed-
ings, BRT officials refused to comply with the AFL-CIO
directive.

In the resulting NLRB election among Continental
Western employees, the BRT raiders prevailed. Shortly
thereafter, they agreed to accept, without ratification, the
same substandard contract they had previously negoti-
ated for employees of Continental Dixie.

Executive Vice-President
Position Created

At the 29th Convention in Los Angeles, California, in
1947, the Amalgamated elected its first executive vice-
president, Robert B. Armstrong.
As an international officer, Arm-
strong had once served a jail
term in the 1920s because he re-
fused to desist from legitimate
union activities during an orga-
nizing campaign in Indianapo-
lis.

When Armstrong’s name
was placed in nomination by a
union brother from his home
Local 788 in St. Louis, Missouri,
President Emeritus Mahon rose
to speak:

“Mr. Chairman and
delegates, T arise at
this time on this nom-
ination to warn this
convention that you are nominating a jailbird.
It is a serious matter for a convention to con-
sider and I want you to think about it and con-
sider it....

“1 didn’t want to take up your time, but just to
say that Bob Armstrong stood firm and he got
three months in jail for a promotion of this or-
ganization. That, I think, should certify to the
character of Brother Bob Armstrong and there-
fore, I heartily second the nomination....”

When Armstrong died a year later, he was succeeded
by Sam Berrong, a General Executive Board member
from Division 900 (Waukegan, Illinois).

In 1957, after Berrong’s retirement, the GEB ap-
pointed John Elliott to fill the office. He held it until he
was elected international president in 1959.

Several other distinguished officers would hold the

N ..
Robert B. Armstrong
was named the first
executive vice
president in 1947.




The Winnipeg workers voted to return to the
Amalgamated Association in a referendum vote.

executive vice president position including future Inter-
national Presidents John Rowland and James La Sala.
This position is presently held by Ellis B. Franklin.

Winnipeg Returns to the
Amalgamated

After 38 years, the employees of the Greater Win-
nipeg Transit Commission voted by an overwhelming
margin to return to the Amalgamated after an agreement
was worked out with the rival representative, One Big
Union (OBU).

The return was initiated in 1954 when an invitation

was extended by the Amalgamated’s Western Canadian
Conference to the OBU to send delegates to the con-
ference. OBU representatives continued to attend these
annual meetings until the Winnipeg workers voted to re-
turn to the Amalgamated.

When the merger of the Trades and Labour Congress
and the Canadian Congress of Labour occurred in 1956,
the OBU was granted affiliation with the understanding
that it would attempt to affiliate with a national or in-
ternational union.

The OBU-represented Winnipeg workers quickly
recognized that the only logical choice was with the
Amalgamated. Shortly thereafter, the affiliation vote oc-
curred and Division 1505 was born.

Raid in New Jersey

Throughout this period, the Amalgamated continued
to suffer raids from the Transport Workers and the BRT.
Bitter battles were waged with these two unions in cities
throughout the United States. On occasion, even unaf-
filiated independents embarked on raiding forays.

During 1947, an independent union posing as the
United Transport Workers of America attempted to raid
Amalgamated members represented by the New Jersey
State Council in Divisions 819 (Newark), 820 (Union
City), 821 (Jersey City), 822 (Paterson), 823 (Elizabeth),
824 (New Brunswick), 825 (Oradell), and 830 (Camden).

In a brief filed with the NLRB, the Amalgamated ex-
posed the rival “union” as a phony front, dominated by
a single family. In an NLRB-conducted election at 51
polling places held on February 18, 1947, the members,
by a 12 to 1 margin, retained the Amalgamated, which
had represented them well for 55 years.

Jackie Gleason Becomes
Honorary Member

| n June 6, 1952, over nationwide televi-

sion, Jackie Gleason, the comedian

performer of “Cavalcade of Stars” and

the popular comedy show “The Honey-

President
Spradling
Ppresents Jackie
Gleason with bis
bonorary
membersbip.

mooners,” was made an honorary member of
- the Amalgamated.
< Gleason portrayed the character of Ralph
Kramden, a New York City transit bus driver.
President Spradling presented Gleason a
- plaque making him an honorary member.
- Brother Gleason said he would wear his
union button with pride.
~ When Gleason’s television wife, Alice
-Kramden, played by Audrey Meadows, came
to Detroit in 1956, Division 26 took the op-
portunity to meet with her and make her an | /§
honorary member of the Women'’s Auxiliary. Ms

“DSR” (Detroit Street Railways).

s UEE

rETYRTEY

atsamaRINY
)

81



Loy,

GEB Member Fred C. Powers (third from right) led
campaign to drive the anti-labor transit firm out of
Little Rock.

Union Owned Company in
Little Rock

The transit system in Little Rock, Arkansas, was saved
from abandonment in 1956 by the remarkable tenacity
of the members of Division 704 and the solidarity of the
local labor movement.

The story began with a strike in June 1955 when the
employer, Capitol Transit, refused to agree to a neutral
third member for an arbitration panel. The company
hired a full crew of strikebreakers the moment the union
members went out on strike.

The union remained solid, and the Little Rock pub-
lic generally refused to ride the scab operated buses.
After six months, Capitol Transit was in such bad finan-
cial condition that it could not pay its franchise tax and
asked the city for a fare increase to stay in operation.
The pro-labor mayor and city council turned down the
request, and Capitol Transit surrendered its franchise.

General Executive Board Member Fred Powers ap-
proached the general manager of Des Moines Transit
Co. and suggested he form a corporation to operate ser-
vice in Little Rock.

Afterlooking over the situation, the manager decided

N

Little Rock’s Mayor Woodrow W. Mann at the wheel
of the first bus put into service by the union-
supported Citizens Coach Co.

to organize a private stock company and the city granted
a franchise to the new Citizens Coach Company.

The new company badly needed cash to operate, and
the Division 704 members came forward and pledged
their pension funds in the old Capital Transit Co., about
$60,000, as well as personal funds. Sister unions in Lit-
tle Rock also subscribed for stock.

On March 2, 1956, the first buses on the new all-union
bus service began rolling with Division 704 members op-
erating the equipment and owning stock in the com-

pany.

Public Relations Campaigns to
Increase Ridership

Expanded industrial activity and fuel rationing dur-
ing World War II caused transit ridership to soar to un-
precedented heights in the United States and Canada.
Ridership quickly plummeted in the 1950s, however, as
cheap motor fuel encouraged prior riders to abandon
buses for their automobiles. Rapid population move-
ments into suburban areas further decreased transit
usage and availability.

With transit employers facing tough economic times,
several local unions decided that tough, aggressive ac-
tion was needed to preserve members’ jobs.

Division 313 in Rock Island, Illinois, had in five years
lost over 50 percent of their operators and 75 percent of
their mechanics due to the downturn in revenues and
riders on the Rock Island-Moline City Lines.

In 1954, the local union outlined a plan including
publicizing the seriousness of the issue through news-
paper advertisements, editorials and direct mail appeals
as well as through better public relations between the
operators and the public.

Local businesses in
Rock Island
promoted the local
division’s campaign
to increase bus
ridership.

REST
CITY-WIDE
" TRANSPORTATION



The plan was successful in increasing the passengers
on the local buses and saving jobs.

Following Division 313’s lead, similar campaigns
were undertaken by other local unions.

Division 1093 in Kalamazoo, Michigan, conducted a
passenger survey which resulted in increasing peak
hour ridership.

Division 1145 (Binghamton, New York) took to the
air waves and successfully portrayed the transportation
woes as a “civic problem.” They followed this up with
a door-to-door city campaign. The result was a “healthy
increase in ridership.”

Advancement in Pensions,
Health Plans and Vacations

While inflation kept real wages down, large gains
were made in the areas of pensions, health plans and
vacations.

An important milestone for the Union came in a 1949
pension arbitration award involving Divisions 241 and
308 in Chicago. The locals’ pension proposal was pre-
sented by the International Union’s General Counsel O.
David Zimring. In a precedential award, the arbitration
panel agreed with the Union that pension benefits under
the established plan should be related to an employee’s
length of service and earnings, rather than provided as
a flat pension amount for all retirees.

The Chicago award set off a round of arbitrated pen-
sion plans in major U.S. cities.

Health care issues entered more prominently into
negotiations in this period. Many of today’s plans are
based on provisions fought for in the 1950s.

Division 689 (Washington, D.C.) negotiated a model
health plan in 1959 with comprehensive coverage in a
new labor management health center. Members, their
families and pensioners received such benefits as reg-
ular physical checkups, specialists’ services, surgical
care, hospitalization, obstetrical care, lab services, x-
rays, electrocardiograms, and physical therapy, along
with sickness, death and accident payments.

Our divisions fought
for employer funded
plans or plans that re-
quired only a modest
employee contribution.

In 1947, 492 local
unions had obtained va-
cations with pay but
only 19 of them had
three weeks for senior
employees. By 1958,
569 locals had vacations
with pay, the majority
had obtained three
weeks for senior em-
ployees, and 49 local
unions had negotiated
four weeks of vacation.

JACK-POT OF ALLT
S/

1T ALWAYS PAY:

The Amalgamated made im-
portant advances in bene-

Sits.
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- Irneutse Kealth Qaocecialior
ABOR-MANAGEMENTY HEALTH CENTER

Tbe labor management bealth center negotiated by
Division 689 provided bealth care for the members.

In 1947, the highest U.S. hourly rates were in Chicago
(Locals 241 and 308) at $1.55 per hour and Seattle (Local’
587) at $1.50 per hour. In 1951, Division 616 in Wind-
sor, Ontario, was the first Canadian local union to reach
the $1.40 hourly rate for operators. A cost-of-living
clause was also built into the contract.

Although wage rates rose substantially throughout
the period, real wages fell because of the spiraling cost
of living. While the cost of living was relatively stable
in 1949, it began climbing rapidly in the spring of 1950.
By May of 1951, consumer prices were 10.2 percent
higher than in January of the prior year.

President Spradling repeatedly urged local unions to
negotiate cost-of-living or escalator clauses in their con-
tracts to protect their negotiated rates against rising
prices. Such clauses were first negotiated on Greyhound
and in Boston, Chicago, Milwaukee and Minneapolis-
St. Paul.

By 1958, the largest local unions had such escalator
clauses. The highest rate was obtained by Divisions 241
and 308 (Chicago)—3$2.52 per hour (including a 10.5-
cent COLA)—followed by Division 589 (Boston), Divi-
sion 1005 (Minneapolis-St. Paul) and Division 85 (Pitts-
burgh).

In 1956, a new contract between Pacific Greyhound
Lines and Divisions 1222 (Los Angeles), 1225 (San Fran-
cisco) and 1471 (San Francisco), which had the distinc-
tion of then being the only Amalgamated local union
with a woman president, led to the claim of the “world’s
highest rates.” The contract provided an over-the-road
mileage rate of 9.65 cents and an hourly rate for local
operators of $2.20. The minimum daily guarantee for all
drivers was boosted from $16.20 to $17.64. The contract
also included cost-of-living provisions.

International Headquarters
Moved to Washington, D.C.

At the 1953 convention held in Vancouver, British
Columbia, the delegates amended the Constitution to
move the International’s headquarters from Detroit to
Washington, D.C. The General Executive Board was



President Spradling speaks at the ceremony to lay the cornerstone for the new bome of the Amalgamated in
Wasbhbington, D.C.

instructed to take this action as soon as possible.

By the 1955 convention in Denver, Colorado, the land
where the international office stands today had been
purchased and architectural designs for the building, es-
timated to cost $525,000, were completed. The delegates
agreed to fund the new structure.

On the 64th anniversary of the Amalgamated’s found-
ing in 1956, the cornerstone of the new building was laid
by President Spradling. Into it was encased the fifteenth
anniversary issue of The Motorman, Conductor and
Motor Coach Operator, a copy of the Constitution and
General Laws, the Rituals, convention proceedings and
other historical documents. In his prepared remarks on
this occasion, President Spradling concluded:

“And so it is with our own Association; our urge
for continued betterment and progress is
greater than ever. We look forward to having
our new home recognized as the home of good
neighbors, as the home of a labor organization
of men and women that is determined to main-
tain its place in the forefront of those in our na-
tions who are fighting for the continuous bet-
tering of life for all of us.”

During the 1957 convention in Washington, D.C., the
newly completed headquarters building was dedicated.

In 1959, Spradling would step down from the presi-
dency and the mantle of leadership would pass to John
Elliott.
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CHAPTER SIX 1959-1973

Through the Rapids
Into an Era of
Progress

Elliott Elected
The fourth president of the Amalgamated, John M.

Elliott, was elected by acclamation in 1959 upon
the retirement of President Spradling at the 35th
Convention in Miami.

With admirable foresight, Elliott led the organization
and its members largely unscathed through a sometimes
perilous transition from private to public employment.
The era saw the disappearance of most private transit
companies and their replacement by publicly owned
systems serving entire metropolitan areas.

The Amalgamated achieved much during the turbu-
lent times of the 1960s and early 1970s—a period suc-
cessively marked by high unemployment, skyrocketing
inflation, and social and political upheaval. The Union’s
progress was remarkable.

Gearing Up for Battle

The situation in 1959 was not promising. Even as the
convention was meeting in Miami, the Labor-Manage-
ment Reporting and Disclosure Act, popularly known
as the Landrum-Griffin Act, was being signed by Presi-
dent Eisenhower. All U.S. unions soon found their elec-
tions, trusteeships and internal democratic processes
subjected to strict governmental standards.

The Union was en-
during long and diffi-

. Don't Ride
. Those —
gﬂt St.ﬂ%:relSB OE, on CONTINENTAL TRAILWAYS
meric us Lines, Bus System

Continental Bus Sys-
tem and Continental
Western Lines, which
had begun in July
1958, were still in ef-
fect.

These three sepa-
rate parts of Transcon-
tinental had engaged
in many union bust-
ing and strikebreak-
ing activities. Com-
pany instigated litiga-
tion against the strik-

Lines on’ Strike:

Continental Bas System, Inc.
American B Lines, Inc.
Continertal Westen Lines

These lines are elther o part of, wholly owned by, or oHfilloted
with Transcontinental Bus System, Inc., doing businets o8

CONTINENTAL TRAILWAYS

where membars of our Local Divlsions 1133, 1142, 1467, 1448
- and 1458 have butn on rrrike for unlon contracts since

July, 1958

THISE STRUCK LINES OPERATE IN
Texas, Colifornin, New Mexico, Colorado, Adzona, lows,
Missouri, Oklafioma, Utah, New Yeek, Pennsylvania, Ohlo,
Hitinois, Indlono, Tenessve, Nebeoska, Wydring, Mantans,
Jersey, Maryland, District of Columblo, Nevada, South

Dakota, Alobame, Arkansas, Misthelppd, Loulslane

Do Not Patronize Unfair Bus Lines
And Buses Driven by Strikebreakers!

ers was used as a

weapon.
Strike-related benefit payments and expenses so

drained the Defense Fund that a $1 per member
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The Union’s progress during the 1960s and early
1970s was remarkable.

monthly assessment had been instituted. It would re-
main in effect, moreover, for 48 months until the Fund
was finally restored to $3 million. In an attempt to pre-
vent any recurring shortfall in the Defense Fund, the del-
egates to the 1961 Toronto convention agreed to raise
the monthly per capita tax by 40 cents.

The Amalgamated was also suffering from the effects
of declining ridership and a retrenchment in the transit
industry. It had lost some local unions due to strikes and
others in private-to-public takeovers. Membership had
steadily declined since 1948, and it would not be until
1965 that membership again began to rise.

In the face of these problems, President Elliott
stressed the importance of undertaking legislative and
political action to supplement efforts at the bargaining
table. He warned delegates that municipal ownership
was a “scheme to wipe us off the face of the earth,” say-
ing that the Union owed it to the members whose jobs
were disappearing to see to it that transit played a major
role in the life of every city.

Legal Department Established

Having moved its offices from Detroit to Washing-
ton, D.C., the Amalgamated could devote more atten-
tion to legislative and political activities.

President Elliott sought to accomplish these tasks. He
established the first in-house Legal Department. Bernard

President
Elliott and
General
Counsel



Earle Putnam became general counsel in 1965 and
bas served in this capacity for 27 years.

Cushman, formerly with the law office of the Amalga-
mated’s outside counsel, O. David Zimring, from the
Labor Bureau of the Middle West, became the general
counsel.

During his first term of office, Elliott made an initial
round of visits to local unions throughout the United
States and Canada. He urged the locals to participate in
political and legislative activity, pointing out the need for
state-level protections in the face of public takeovers.

Following the Toronto convention in 1961, the inter-
national president, with the assistance of the general
counsel, held regional meetings for local union officers.
The topics discussed included wage developments, cost-
of-living clauses, problems of municipal takeovers, and
the Union’s role in metropolitan area planning.

Cushman left the Union to return to private legal prac-
tice in 1964. The Amalgamated’s Legal Department con-
tinued to function under Earle Putnam, who became gen-
eral counsel in 1965.

Early Public Takeovers

Many Amalgamated
locals were already in-
volved in state-level
legislative activity.
Local 1300 played a sig-
nificant role in shaping
legislation which was
enacted in Maryland in
1961 providing for the
establishment of a
metropolitan transit au-

thority to operate mass : Its No Ofﬁclal’
transit in the Baltimore Lk e -

area. The ; tatute pro& In 1964, the Union changed its
vided for the continue name from the Amalgamated
employment of work- 4scociation of Street, Electric
ers on Baltimore’s pri-  Raiway and Motor Coach
vate transit SYStem upon Employees ofAmerica to the
any takeover, protecting  Amalgamated Transit Union.
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 representation. These led to his selection as a full time

Board in 1955, he worked at the International’s head-

tbird from lej

International Pré
| 1959 -19 73

J ohn Elhott began hlS Workmg 11fe asa truck ,ﬁnver"‘ .

in Philadelphia and at the age of 20 was already «,
an organizer for the Teamsters. .
He later became a streetcar motorman and then ,
a bus driver for the Philadelphia transit system, where
he was active in two unsuccessful Amalgamated cam-
paigns to organize that property. .
Elliott began his career with the Amalgamated as o
a union officer in 1942 as the first financial secretaxy,
and then president, of Local 1195. o
As a special organizer for the Intemational Umon
he quxckly won recognition for his enthusiasm and -
success in persuading others of the benefits of union

international representatlve By 1948 he had become
an international vice president.
Following his election to the General Execunve ,

quarters in Detroit, assisting President Spradling. He
assumed the ofﬁce of 1nternat1onal execuuve v1cej

_pres1dent in 1957.

Elliott served Amalgamated as preszd:ent between .
1959 and 1973-——some of the Umons ‘most taxing
years. c
When Elliott died in 1988 at the age of 74 Inter—/ ‘
national President James La Sala expressed ms ap-
preciation for Elhott’s leadership: "




“john guided this organization throughf"
turbulent times in the 1960s, guaranteeing
~ that our Union survived the transition of
local transit service from private to public -

ownership. Many brothers and sisters are

too new to the Union to remember him.
- But all owe much to Brother Elliott. His

contributions to the ATU as we know it

today were numerous and significant.”

, Z ineefobn
Kennedy met with the ATU executive officers and
the General Executwe Board
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the members of Local 1300.

That same year, local unions in Connecticut secured
legislation permitting public acquisition and operation
of transit systems with similar mandatory protections for
employees of any private transit system which was ac-
quired.

The members of Local 192 in Oakland, California,
employed on the Key System also benefited from the
foresight of their local leadership in obtaining state leg-
islation protective of their rights. On October 1, 1960,
after a five-year struggle, they went to work for a new
public employer, the Alameda Contra-Costa Transit Dis-
trict, under a renegotiated contract with improvements
in wages, benefits and working conditions.

Other Amalgamated locals managed to transfer their
members to public employment without the benefit of
protective legislation.

Tacoma, Washington, for example, assumed opera-
tion of the formerly private transit system there on
February 1, 1961, with employees Local 758 had repre-
sented for many years.

In Savannah, Georgia, on July 7, 1960, a new transit
authority took over the collective bargaining agreement
and pension plan of the Savannah Transit Company,
whose employees were members of Local 1324.

In Memphis, Tennessee, the transition to a munici-
pally owned operation was accomplished on January 8,
1961. Since state law prohibited collective bargaining in

:.:.{‘ 255

The fzrst run by the city-owned Mempbis Transit
system was at 4:25 a.m. on January 6, 1961. The bus is
driven by a member of Division 713.

public employment, the city entered into a contract with
a private company to manage and operate the public
system. The company, in turn, bargained a labor con-
tract with Local 713, which had represented the em-
ployees of the former private company. This type of
management company arrangement later became
known as the “Memphis Formula.”

Under the leadership of its then-president, John
Rowland, Local 788 in 1963 negotiated the transfer of
employees from private to public operation. The Bi-
State Transit System took over the facilities of St. Louis



Public Service Company and 14 other private transit
companies serving metropolitan St. Louis in Missouri
and Illinois. The employees of these companies were
merged into a single operation and employed by a pri-
vate management company.

All the employees, both from Amalgamated locals
and non-ATU unions, transferred representation to Local
788 and were brought under the Local 788 contract with
their full seniority and wage increases which for many
exceeded $1 an hour.

e 4

President Elliott congratulates Division 788 President
Jobn Rowland in overcoming the problems to
Jormulate the Bi-State Transit System.

A year later, the members of Local 85 working for the
Pittsburgh Street Railway and the employees of ap-
proximately 29 other private companies were trans-
ferred to public employment with the Port Authority of
Allegheny County. State lcgislation won by the local
union in 1959 established protective provisions for the
transfer. As in St. Louis, the employecs of the many com-
panies had becen represented by different labor organi-
zations or in some cases were unorganized.

International Vice President Rowland wuas again in-
strumental in bringing these different groups under Di-
vision 85's then-current contract with preserved senior-
ity. Some workers immediately reccived as much as
$1.52 an hour wage increase. Thereafter, a new three-
year agreement was reached except for wages, which
were arbitrated. The award established a top rate of
$3.31 per hour with a continuing cost-of-living clause.

The Amalgamated Loses in
Miami

In stark contrast to what was occurring elsewhere in
the industry, in Miami the Amalgamated suffered a bit-
ter defeat which cost the members of Local 1267 their
jobs and their local union its status as bargaining repre-
sentative on the transit system. This painful experience
brought home the need for federal labor protections, es-
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A public rally in Miami brought out 15,000 supporters
of the striking members of Division 1267. Dade County
was labeled “Scab County, US.A.”

pecially in those arcas where the Union could not over-
come the political clout of its enemies.

The arrangements for the Dade County public
takeover of several transit companies previously owned
and operated by W.D. Pawley had been on the draw-
ing boards since 1960. Purchase of the system was to be
financed by special revenue transit bonds issucd by the
County. Pawley was to retain substantial control over
day-to-day transit operations pending retirement of the
bonds.

In January of 1962, Local 1267, which represcented
three of the four companies, failed to reach a new labor
contract with Pawley beyond the purchuase datc. The
local’s 700 members began a work stoppage.

When the County took posscssion of the system, it
refused to employ the workers unless they surrendered
theirright to bargain and to strike. The members refused.

The County secured a state court order prohibiting
any strike for the purpose of cocrcing the new transit
authority to bargain with th¢ union. It then began op-
erating with strikebreakers, who had only two days of
training.

For the next four months, the members of Local 1267
continued to refuse employment upon the County’s
terms and the Amalgamated paid lockout benefits.
Meanwhile, Amalgamated attorneys litigated in the state
courts and filed charges before the National Labor Re-
lations Board. The Union contended that the County’s
transit operation, which was still substantially controlled
by Pawley, remained subject to the National Labor Re-
lations Act and not Florida law.

Although the litigation went on for several years, the



work stoppage was voluntarily terminated by Local 1267
members after four months. Ultimately, the legal chal-
lenges to the County’s purchase arrangements for the
transit system failed to establish continued coverage
under the federal labor laws. The Union tried to take the
issue to the U.S. Supreme Court, but it refused to hear
the case. Dade was branded “Scab County, U.S.A.”

The Federal Transit
Legislation of 1964

Miami left no doubt that a public takeover orches-
trated by anti-union forces could permanently deprive
Amalgamated members of their jobs and completely
eliminate bargaining and contract rights.

The Union’s only recourse against another such ex-
perience was to lobby for protections under federal law.
In 1963, the AFL-CIO’s legislative director and Amalga-
mated General Counsel Cushman informed Congress
that the labor movement would not support pending () 4e fyure Miami’s with the use of federal funds.”
proposals for federal transit funding unless it included With only minor changes, the Senate provision found
safeguards for collective bargaining. The AFL-CIO s way into the final bill which President Lyndon John-
son signed into law on July 9, 1964.

For the Amalgamated and its members, these provi-
sions supplied the key to survival. These protections,
which now appear as Section 13(¢c) of the Federal Tran-
sit Act, included guarantees that any time federal funds
were provided to public transit systems, the workers
would not see their wages and benefits, or other col-
lective bargaining and job rights, jeopardized or cur-
tailed.

The provisions were to become a lifeline for the
Amalgamated and its members. Virtually all urban mass
transit systems would go public with the help of federal
dollars.

During bis five years in the White House, President
Jobnson signed 100 landmark legislative measures
supported by the AFL-CIO. The pens used to sign these
laws were donated to the AFL-CIO.

Implementing the Federal
Senator Wayne Morse o

(D-Oregon) sponsored Protections
the Amalgamated-
drafted amendment
that now appears as
Section 13(c) of the
Federal Transit Act.
Here, Morse (right) meets
with Amalgamated General Counsel

After the federal program was enacted, the Union
prevailed upon the Secretary of Labor to publish guide-
lines requiring grant applicants to negotiate agreements
with the union representatives of the employees which
would set out the protections.

porta_m,n Act op

Earle Putnam. President Lyndon Jobnson During the following years President Elliott periodi-
signed thbe Urban Mass Transportation Act cally reported to successive conventions upon the In-
into law on July 9, 1964. ternational Union’s efforts to implement the statutory
protections.

spokesman testified before the Senate committee: “We At the time of the New Orleans convention in 1967,
have seen in the Dade County situation not only the right 36 local unions had signed Section 13(c) agreements ne-
to strike but the right to bargain go down the drain. This gotiated through the International Union. An additional
is the problem, among others...which is on the minds of 62 local unions signed such agreements prior to the New
every labor leader in America.” York convention in 1969.

An Amalgamated-drafted amendment, sponsored by By the 1971 convention in Las Vegas, President El-
Senator Wayne Morse of Oregon, was attached to the  liott could report that practically all local unions repre-
mass transit legislation on the floor of the Senate in April senting local transit employees in the United States en-
1963. Passed by a narrow vote of 52 to 41, the amend- joyed some form of Section 13(c) arrangement.
ment would, in the words of ATU President Elliott, “pre- These agreements spelled out in detail the protections
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An early 13(c) agreement was signed between Division
713 and the management company operating the
transit system for the Mempbis Transit Autbority.

When the San Diego (California) transit system was
acquired by a non-profit corporation, Division 1309,
representing the operators, and the IBEW, represent-
ing the maintenance employees, negotiated a 13(c)
agreement.

Signing a 13(c) agreement between the ATU and the
State of New Jersey are the officers of the New Jersey
local unions. Among those pictured are General
Executive Board Member Charles D. Cicchino (third
Sfrom left); Frank A. Carroll, Business Agent, N,]J. State
Joint Conference Board (third from right); and
current International President James La Sala, then
president of Division 824 ( far right).

afforded to the employees affected by a particular grant.
There were provisions protecting the members’ jobs and
assuring them of the continuation of their collective bar-
gaining, arbitration, and pension and contract rights.
Monetary allowances, retraining and priority of em-
ployment rights were also extended under certain cir-
cumstances.

While the Amalgamated succeeded in retaining its
members in the private to public takeovers, there were
notable exceptions. Locals in Mobile, Alabama; Flgin,
lllinois; and Tampa, Florida, could not protect their
members when anti-union public officials chose to
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forego federal funds in order to take away bargaining
and pension rights and benefits of Amalgamated mem-
bers.

In Macon, Georgia, ATU collective bargaining and
seniority rights were destroyed and the president of
Local 898 was denied employment when the city ac-
quired the private system with local funds. Similarly, in
Dallas, Beaumont, and San Antonio, Texas, local money
was used to purchase the private transit systems. The
members of Locals 1338, 1031 and 694 were then con-
verted to public employment under a state law that did
not allow for full scale collective bargaining. They lost
their negotiation rights.

The Union also found it could not maintain em-
ployment guarantees on new systems being built with
federal funds. A newly constructed high speed line be-
tween Lindenwold, New Jersey, and downtown
Philadelphia was built by the Delaware River Port Au-
thority with local toll bridge financing in lieu of federal
funds. Operation of the Lindenwold line had harmed
members of Local 880 employed by the competing pri-
vate transit company, Public Service Coordinated Trans-
port. The Lindenwold line was evidence that the Sec-
tion 13(c) protections could be bypassed if transit man-
agement eliminated employees’ job rights before mak-
ing application for federal funds.

These experiences reinforced President Elliott’s re-
peated warnings that state and local protections com-
parable to Section 13(c) were indispensable if the mem-
bership was to be protected against circumventions of
the federal program.

N o . 4
Division 788 and Bi-State signed a 13(c) agreement in
1968.

The Push for State-Level
Protections

Local union officers heard the message. In state after
state, they lobbied and persuaded legislatures to adopt
labor protections in laws which created public transit
bodies to acquire and continue operating the many pri-
vate transit systems which were finding it so difficult to
compete with the private automobile.



Through the Amalgamated’s efforts, these new laws
included job and pension guarantees and provided for
the continuation of collective bargaining and arbitration
on the publicly owned transit systems. The protections
in the federal law often gave local unions the ammuni-
tion to convince state legislators that comparable provi-
sions should be enacted on the state level.

BART Resists Preferential
Hiring Principles

The 1960s and early 1970s saw the start-up of new
transit rail systems, mostly constructed with federal
funds, in such cities as Washington, D.C. (Local 689),
Sacramento (Local 256), Buffalo (Local 1342), Baltimore
(Local 1300) and Atlanta (Local 732). In each instance,
13(c) protections insured that Amalgamated members
“followed their work” to the rail jobs.

The new rail system constructed by Bay Area Rapid
Transit District (BART) to serve the Oakland and San
Francisco areas, on the other hand, presented somewhat
unique circumstances. The rail system was being con-
structed by a new transit district with jurisdiction only
over the rail service. Pre-existing bus services would re-
main under separate control. BART was to become a
bellwether test for the Amalgamated.

Construction of the BART system with state bond
funds was already well underway in 1964 when the fed-
eral transit program was first enacted. It was the Amal-
gamated’s view that career transit employees in the area
should be allowed to follow their work onto the new
system with all their union representation, seniority,
contract wages and pension benefits.

It was not until 1968, as BART was rapidly complet-
ing its system with federal assistance, that Section 13(c)
arrangements for existing transit employees in the Bay
Area were jointly negotiated by the Amalgamated and
other unions in the area.

The agreement did not spell out what jobs on the
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new system, if any, BART would have to extend to em-
ployees of Peerless Stages and Greyhound (represented
by Local 1225), AC Transit (represented by Local 192),
the San Francisco MUNI system and the Southern Pa-
cific Railroad, all of which would be affected by the
BART start-up.

Under the 13(c) agreement, any jobs received by
Amalgamated and other union members on this new
system were to be determined by further negotiations
and, if necessary, arbitration.

In the spring of 1968, the Amalgamated and other
unions reached an interim preferential hiring plan with
BART. Employees of the existing transit systems would
be given notice of, and the first opportunity to fill, the
available operating and maintenance jobs under stan-
dards set by BART.

Despite this agreement, BART had already hired of-
fice and technical employees in its pre-operational
phases from outside the industry. The hiring of these
unorganized workers created an organizing opportunity
seized upon by the Service Employees International
Union (SEIU), which had not previously represented
transit workers in the Bay area.

SEIU demanded recognition from BART and insisted
that the SEIU would protect the newly hired employees
against any assault by the workers in the other transit
systems who might later be hired for the jobs, despite
the Section 13(c) arrangement BART had reached with
the other unions.

From the spring of 1968 until June 1972, when an ar-
bitrator’s award under the Section 13(c) agreement fi-
nally set out the order of priority for filling BART jobs,
every new hire became further grist for the SEIU orga-
nizing mill.

Some 1,105 employees of existing systems made ap-
plications under the terms of the arbitrator’s award. By
November 1972, however, only 73 ATU-represented em-
ployees had reported to work on BART out of a total
employee group of almost 600. To complicate matters
even further, SEIU threatened a strike if the priority hir-
ing and recognition of seniority under the arbitrator’s
award impacted any of
the employees it was
seeking to organize.

Although no strike oc-
curred, the Amalgamated
and other unions repre-
senting Bay Area employ-
ees were forced into rep-
resentation elections for
the BART system con-
ducted by a state labor
agency. By sheer force of
numbers, the SEIU had

An artist’s rendering
of the Bay Area
Rapid Transit
system.



the upper hand in
these elections.
Nevertheless, an
effective organizing
campaign led by
International Vice
President John Row-
land produced a
partial victory for
the Amalgamated.
With 16 unions com-
peting, the ATU won
the operating sub-
unit of the five sep-
arate units estab-
lished and Local
1555 was born. But
the Amalgamated
was unable to pre-
vail over the SEIU
among the mainte-
nance and clerical
employees.

President Elliott (right)
testifies before BART Board of
Directors as General Counsel
Putnam and local union
attorney Stanley Neybart listen.

Robberies and Assaults upon
Bus Drivers

In 1965, the Richmond, California, chief of police
lamented to the ATU convention delegates: “Bus drivers
in our area should get hazard pay. No matter how many
ways we try, it seems we just cannot stop the robberies
of the bus drivers.” This was an accelerating problem,
not only in California but in many metropolitan areas.

In 1961, reports from Washington, D.C., told of “a
wave of holdup men and hoodlumism that has been hit-
ting the city’s transit system on late-at-night lonely runs.”
A member of Local 1001 in Denver, Colorado, received
gunshot wounds in a holdup attempt. The bullet lodged
in his spine.

As time passed, concerns grew even more urgent. In
January of 1967, a Toronto bus driver and member of
Local 113 was the victim of an attempted robbery dur-
ing which he was viciously attacked and stabbed 11
times, once in the lung, with two other stab wounds
grazing his heart. Fortunately, he recovered and his as-

.

The ATU met with a professor of criminology (center)
to discuss effective methods of reducing assaults and
robberies of bus drivers.
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sailants were imprisoned.

Other victims did not survive. In 1961, a Birmingham
bus driver and member of Local 725 was shot and killed
over $63.00 which the murderer took from the farebox.
A driver-member of Local 268 in Cleveland was killed
in March 1967 in a holdup attempt where the loot to-
taled only $54.00. In Seattle, one assailant received the
death penalty and two others life imprisonment after
being convicted of the robbery slaying of a Seattle tran-
sit driver, a member of Local 587, in May of 1967.
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Felonious Assault Insurance
Coverage Negotiated

Local and interna-
tional officers through-
out the Amalgamated
were diligently search-
ing for solutions to the
robbery and assault
problem.

Until some way
could be found to pre-
vent these crimes, the
International’s first re-
sponse was to obtain a
$50,000 felonious as-
sault insurance policy.
The insurance coverage
could be negotiated with transit industry managements
at a reasonable premium.

Local 788 and the St. Louis transit system were the
first to negotiate such insurance coverage in October
1967. Other transit systems soon followed and the in-
surance program quickly spread throughout the United
States. The maximum available benefit under the pol-
icy would be increased to $100,000 in 1981.

The Union also offered to help finance a federal tran-
sit research grant to explore methods of reducing the
risks of bus driver assaults and robberies.

Still, the Amalgamated recognized that the problem
could not wait for studies. Confronted by the daily in-
creases in the number of robberies and assaults upon
its members, the Union came up with its own solution.

Exact Fare Proves Effective

In May 1968, the safety issue came to a head after
members of Locals 689 and 1300 were killed in robbery
attempts. President Elliott, taking bold action, promptly
announced that union drivers would refuse to carry cash
on night runs in Washington, D.C., and Baltimore.

The management of the Washington transit system
first ridiculed the Union’s proposal, calling it a hare-
brained scheme. But the system of ready cash fares put
into locked fareboxes won the

PROTECTION .. 4y 100y sost)
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AMALGAMATED TRANSIT UNION

John' M. Elliott, International President
May 17, 1968
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Elliott’s statement on exact fare.

and Chicago, by January 1970.

New York Governor Rockefeller proclaimed to the
1969 convention delegates: “The exact fare plan is a
terrific idea. It has just been adopted here in New York

City. [Hlow many measures are there

approval of the Washington
Metropolitan Area Transit Com-
mission, which ordered that pas-
sengers without exact fares be
given a script (voucher) refund.

Within weeks, some form of
ready or exact fare system as pro-
posed by the Union was put into
effect in many other cities through-
out the United States.

By the New York convention in
1969, Elliott reported that exact
fare was then in effect in 39 cities
and would be extended to nine
more cities, including New York

THE PROTECTIVE COVER!

that can cut time, improve safety and
preserve a bus driver’s sanity all at the
same time? You hit the jackpot on that
one.”

Canadian ATU members first saw the
introduction of the exact fare system in
Vancouver in April 1970 and in Calgary
in May of the following year.

The final report of the U.S. govern-
ment’s robbery and assault study issued
at the end of 1970 confirmed that exact
fare had largely solved the robbery
problem and had gained widespread ac-
ceptance from the riding public, bus
drivers and management.




Division 109 officers in Vancouver were instrumental
in the introduction of an exact fare system in that
city.

Adoption of the ATU exact fare program was far from
universal, however, and it was often resisted by man-
agement. (Twenty years later, for example, the officers
of Local 717 would still be urging the Manchester, New
Hampshire, transit authority to use exact fare.)

By the time President Elliott left office in 1973, the
ATU’s drive for exact fare was all but complete. Sense-
less robbery deaths and assaults on transit drivers did
not entirely cease. A Chicago driver, for example, was
killed in a robbery attempt in September 1973.

For years to come, ATU leaders would continue to
work with transit managements and public officials ad-
dressing the problems of assaults and other violence still
experienced today on metropolitan area transit systems.

ATU Promotes Transit as a
Tax-Supported Public Service

In the early 1960s, the Amalgamated was on the de-
fensive in almost every situation where its members’
jobs, pensions and union contracts were at stake. By the
end of the 1960s, however, those rights and interests
were largely secured by federal and state legislation, and
negotiated employee protective arrangements were in
place. This enabled the Union to think more positively

about what could
be done to revital-
ize the industry
and to enlarge its
role so as to create
new job opportu-
nities. "

In March 1970, g quinence
Elliott appeared |SgoAiiacur
before the U.S. g
Congress to urge
that all city transit
systems become
publicly owned
and operate on a

“I Have a Dream...

7

1 have a dream that my four children wiil one da;
live in a nation where they will not be judged by the colo
of their skin but by the content of their character.

Dr.Martin Luthef
KING Jr.
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“fare free” basis supported by general tax funds. The ATU
announced it would favor public ownership provided
employee rights were protected and would oppose any
further fare increases pending establishment of a fare
free system.

As President Elliott first formulated the policy objec-
tive of the Amalgamated:

“We are firm in our conviction that revitaliza-
tion of our industry should be predicated on
better service to the public and equitable cost
sharing by all those who benefit from mass
transit. We want to go beyond fare-stabilization
or even fare-reduction to a totally different the-
ory of publicly financed transportation in our
metropolitan areas—to no-fare transit under
public ownership, supported entirely by pub-
lic funds.”

In the following months, the International and its
local unions repeatedly filed statements and testified in
opposition to proposed transit fare increases in Wash-
ington, D.C., New Jersey, Chicago and St. Louis.

Meanwhile, the Union aggressively campaigned for
tax supported public operation of an expanded system.
The 1971 convention in Las Vegas, Nevada, adopted a
comprehensive resolution outlining the no-fare concept.

When the ATU blanketed members of the U.S.
Congress with copies of the proposal, a majority of the
legislators voiced favorable interest. Soon after, U.S. Sec-
retary of Transportation John Volpe was compelled to

admit in a letter to Elliott that a demonstration of no-fare
transit might well be worthwhile.

Early experiments with reduced fares showed that
they were an effective means of increasing ridership.
When the Atlanta system reduced fares to 15 cents in
1973, a 60-percent reduction, the number of patrons
transported by Local 732 members jumped by more than
21 percent. Similarly, Local 1064 witnessed a doubling of
ridership when the Terre Haute, Indiana, bus fare was
reduced from 25 to 15 cents in 1972.

Perhaps the biggest success story would come in 1974
in Salt Lake City. There, the voters approved a dedicated



sales tax which had been lobbied for by members of
Local 382. The fare reduction which followed brought a
phenomenal increase in ridership of more than 200 per-
cent.

Computer-Based Dial-a-Bus
Advocated

Furthering the Amalgamated’s philosophy that tran-
sit was a public service which should be available to all,
the Union also supported computerized paratransit op-
erations manned by Amalgamated members to extend
service into the suburbs and other low density areas.

In an open letter to the industry in July of 1970, Pres-
ident Elliott urged managements to explore the poten-
tial of fare-free transit with federal funding and to push
for a comprehensive computer-based dial-a-bus exper-
iment to enable the industry economically to extend the
reach of its services to all taxpaying citizens.

Wherever he went and spoke, Elliott sought to gen-
erate political support for these concepts of transit as a
public service both within the Union and among public
and industry officials. The goal was not only to preserve
existing jobs, but to change the industry itself and pro-
vide expanded work opportunities for Amalgamated
members.

Organizing Activities

In the period after 1959, the Union achieved only lim-
ited success in organizing. It regained bargaining units
in Hull, Quebec, where the employees of the Hull Trans-
portation Company retained their membership in Local
591, and in Lansing, Michigan, where employees of Lans-
ing Suburban Lines remained members of Local 1039.
Victories in representation elections, however, were a
rare occurrence.

Initial organizing efforts among Trailways employees
of Queen City Coach and Smoky Mountain Stages failed
in this early period. A breakthrough occurred on the
Transcontinental Trailways system before the 1967 con-
vention met in New Orleans. The International Union

o

International Secretary-Treasurer Mischo, and
President Elliott meet with BRT President Luna and
Vice President Parks to discuss joint representation
of the Transcontinental bus system. Unfortunately, the
NLRB rejected their idea of a national joint
bargaining unit.
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had succeeded in affiliating an independent labor orga-
nization and brought approximately 400 employees of
Continental Southern Bus Lines into a new Local 1534
in Alexandria, Louisiana.

The Union began to focus on organizing school bus
drivers, especially in New York, West Virginia and Col-
orado.

Local 1181 took the lead organizing the employees
of numerous school bus transportation companies in the
New York metropolitan area. By the 1971 convention in
Las Vegas, school bus drivers represented by Local 1181
received the same hourly rate as paid to bus operators
on the New York transit system—then $4.93 per hour.

In 1966, another campaign was undertaken in the
over-the-road industry on the Transcontinental bus sys-
tem, which was second in size only to Greyhound.

To overcome company resistance and problems of
compliance with the complaints of raiding before the
AFL-CIO, the Amalgamated and Brotherhood of Railway
Trainmen put aside their long rivalry and agreed to seek
joint representation in a national bargaining unit which
would combine Amalgamated-represented segments of
the system with other segments which were then either
represented by the BRT or unorganized. Unfortunately,
a 1969 NLRB decision rejected the appropriateness of
the joint national bargaining unit.

Determined to turn defeat into victory, the Union
thereafter announced an all-out drive to organize the re-
maining non-union Transcontinental properties.By
1971, the five Continental Trailways southern bus com-
panies had been brought under contract with Local 1531.

The Amalgamated also began to aggressively orga-
nize transit system office and other salaried employees.
Many of these employees saw the value of union mem-
bership and voted for Amalgamated representation, for
example, in Local 1309 (San Diego, California), Local 587
(Seattle, Washington) and the locals comprising the New
Jersey State Council.

Bargaining for Cost-of-Living
and Wage Improvements

Like Spradling before him, Elliott did whatever he
could to encourage Amalgamated locals to negotiate
cost-of-living protections into every labor contract. He
told local unions to strive for additional increases be-
yond the cost of living which alone would bring Amal-
gamated members real wage improvements, boosting
their standard of living.

During these years, the Amalgamated and its locals
worked incessantly to force employers to agree to full
percentage cost-of-living protections and to include ad-
ditional wage improvements in their contracts.

At Elliott’s urging, the General Executive Board first
announced a policy that all international and local union
officers should “insist on cost-of-living protection in all
future agreements.” Then, in April 1968, the Board went
a step further and announced that international officers
would not recommend contracts for a period of more
than one year without full cost-of-living protections.



CONTR
NEGOTIAT)

In city after city, local union officers placed

living protections at the forefront of their economic de-
mands. In many instances, when managements refused,
local unions stayed with these demands until they were
won either through a negotiated strike settlement or in

an interest arbitration award.

In January 1970, when such an award reduced the
full percentage cost-of-living clause in the Local 689
contract citing the company’s deteriorating financial

cost-of -

L
77
A
oLy
L
\'
a?t;\
SR

\_;\
T
4&

St
S/
T2
B
I‘f
i
/. ;P’
ot
K
2

0%
f;}p
2
A
SN
=i
94
o
o
p72 {i

K
SAEIASLY
S TEL
=T
Y

LK
(=3
N s
s
%
GRS

57

NG
‘é%é%/fé
§\\

SN A S

Y]

%45/6
o

AN

ﬂAIQ
4/5,’72"7
AN

G o
N

172
i
>

%
L

9.

v.//'(
=
N

On the 25th birthday of the first negotiated cost-of-
living clause, the ATU bhad achieved this protection in

over 146 cities.

100

r an

tit'y council lasted 37 ‘days. It was 43 : déysbefc)re o
_ the Calgary transit system was back on the streets.

d easlier elected
2 ;

1| percent ra
Nno increase.




101

condition, the International’s leadership reacted by re-
vising its traditional arbitration policy.

The General Executive Board issued a new directive
stating that no local should arbitrate a contract longer
than one year “unless an acceptable cost-of-living clause
has already been provided and guaranteed.” Whenever
such guarantees could not be obtained, the GEB’s action
freed local unions from any duty to offer to arbitrate
under the Constitution, and if they struck, their members
could receive strike benefits.

In San Diego, Local 1309 engaged in such a strike after

the San Diego Transit Corporation refused to arbitrate.
Although unable to obtain continuation of its cost-of-liv-
ing clause, the local became the first in the United States
to set a $5 hourly rate for bus drivers under a 1971 three-
year renewal agreement, with the top rate increasing to
$5.28. -
The favorable impact of these cost-of-living clauses
on Amalgamated wage scales was already evident. The
wage rates in Amalgamated contracts had gone up sig-
nificantly since the 1959 convention, when $2.50 was the
top hourly pay in the U.S. transit industry.

As of January 1, 1971, senior Amalgamated bus op-
erators in the United States were receiving more than $4
an hour in at least 30 cities, with Local 241 in Chicago

Division 101-134 signed a 1969 contract with the first
$4 per bour rate for operators in Canada.

leading the pack with a $4.78 rate. In Canada, the $4 bar-
rier had been broken by Local 101-134 in Vancouver,
with a top rate of $4.06.

By July of 1971, on the 25th anniversary of the ATU’s
first cost-of-living clause, President Elliott could report
that 146 local unions had already negotiated such
clauses into their agreements.

By the 1973 convention in Miami, the Union had ne-
gotiated a $6-plus top hourly rate for operators in Local
589 in Boston, Local 1309 in San Diego, Local 1179 in
New York, and Local 757 in Portland, Oregon. In Local
1555, the BART wage rate for train operators was pro-
jected with cost-of-living protections to approximately
$8 per hour by the contract renewal date in 1976.

In Canada, top operators’ rates above $5 an hour had



been reached by Local 101-134 in Vancouver, by Local
107 in Hamilton, Ontario, and by Local 113 in Toronto.

In the over-the-road bus industry, top ATU mileage
rates with cost-of-living protections in excess of 19 cents
per mile had been negotiated on the Greyhound system,
on New England Trailways, and on Canadian Coach-
ways.

Because of the combination of relatively favorable
times and the determined leadership of the International
Union officers, the economic progress made by the
Amalgamated for its members during the Elliott era was
far greater than at any other period of its history.

Just as President Elliott had envisioned, for the 10-
year period ending July 1, 1973, Amalgamated members
and their local unions had outstripped inflationary ad-
vances in the cost-of-living index. Average hourly rates
in the larger U.S. transit properties had advanced from
$2.65 per hour in 1963 to $5.04 an hour 10 years later.
More significantly, real, after inflation, wages were up
each year for the entire 10-year period.

Amalgamated members, unlike other unionized
workers and those still unorganized, had been able to
achieve during this period significant improvements in
their standard of living.
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CHAPTER SEVEN 1973-1981

Holding Our Own

argely as a result of the foresight of John Elliott, the
LATU had emerged as strong as ever from the diffi-
cult era of private to public transit ownership.

By 1973, the transition of city operators and me-
chanics to public employment was virtually complete.
There were in excess of 160 publicly owned transit sys-
tems in the U.S., a more than 40 percent growth in less
than five years. Only 45 privately owned operations re-
mained in the 153 American cities with populations in
excess of 150,000.

The public systems accounted for more than four-
fifths of all transit riders and more than 80 percent of all
transit employees. It was, then, in many respects a new
world for the Amalgamated.

And under new leadership, the ATU in the 1970s
would prove that it could not only persevere in the face
of such a rapid and drastic industry transformation but
emerge as a renewed and invigorated defender of work
place justice.

The officers elected at the 1973 convention. From left
to right: International Secretary-Treasurer Jim Hill,
International President Dan Maroney and Executive
Vice President Ed Oliver.

Maroney Elected

When the 42nd Convention opened in Miami,
Florida, many delegates were convinced that ATU mem-
bers and locals would require even more services from
the International in order to play an effective role in the
new collective bargaining climate which had been cre-
ated. A sense of change was in the air.

Several months before the 1973 gathering convened,
International Vice President Dan Maroney, who origi-
nally came out of the ranks as a Greyhound driver, had
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At the 1973 convention in Miami, Florida, Dan
Maroney accepted the gavel from outgoing President
Jobn Elliott.

announced his candidacy for international president.
Maroney pledged in his campaign to develop new ATU
services and programs.

When a third candidate, GEB Member Walter J. Bier-
wagen, announced for the office in the pre-convention
period, the International made arrangements for voting
machines and booths to be placed on the convention
floor. This was to be the first contested election for the
Amalgamated’s top office since its founding in 1892.

After the initial balloting of the convention delegates
failed to produce a majority for any candidate, Bierwa-
gen withdrew from the race, throwing his support to
Maroney. On the second ballot, Maroney was elected to
succeed Elliott by a margin of only 13 votes out of a total
of 419 cast. In a demonstration of its commitment to
democratic principles, the Amalgamated had chosen
new leadership to guide it through the next decade.

Research Department
Established

Shortly after his election, Maroney moved to imple-
ment his campaign platform, stressing future growth
through the development of research, educational and
leadership training capacities. Research services, in-
cluding preparation of a monthly Research Bulletin and
creation of a contract and pension data bank, were ini-
tially contracted for. They were later brought in-house.

In the fall of 1975, a Research Department was re-es-
tablished at the international headquarters. In subsequent



In 1980, Joe
Jaquay was
bired as the
ATU director
of research.
He continues
to serve in
this capacity.

years, the Research Department, with its full-time pro-
fessional staff, would provide invaluable assistance to
ATU locals in negotiations and arbitration proceedings.

First Education Program
Developed

Maroney also moved to design training programs for
local union leaders. The Amalgamated conducted its first
round of educational conferences under Maroney’s di-
rection in 1976. Each local was invited to send repre-
sentatives to one of three regional seminars. The first
was held in Denver, Colorado. Seminars in Atlanta,
Georgia, and Toronto followed.

Workshop topics included collective bargaining in
the public sector, Section 13(c) employee protections,
and transit legislation. A special section for local secre-
tary-treasurers was presided over by International Sec-
retary-Treasurer Ray Wallace. Other workshops were led
by professional instructors and ATU staff members.

Another major training program was born at a 1975
gathering of local officers representing employees of the
ATE Management Company.

Under questioning from union members attending
the meeting, speakers from the U.S. Transportation De-
partment admitted that training funds were available but

Maroney addresses the delegates attending the
Union’s educational seminar in Denver.
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~The Amalgamated |
Triumphant . Return to
'New Orleans

tional president at the 1973 convention, the

[?ollowmg Dan 'Maroneys electron as interna- -

Amalgamated rededicated itself to unionizing -
unrepresented transit workers. Scores of organizing -
campaigns were under‘taken across the U.s. and oo
. Canada.

Without a doubt, one of the most sagmﬁcant of
these campaigns was fought in New Orleans

 Louisiana. o
. Asthe 1970s opened NewOrleans was the homef

of the only major urban transit company in the U.S.
without a unionized work force. -
It had not always been so. New Orleans transrt

- operators had been one of the driving forces behind

the original formation of the Amalgamated back in
1892. .
But in 1930, the membershrp of Local 2 had been:

beaten down in a walkout that began on July 2 of -
the prior year Scabs broke the strike and acompany-

dominated “union” was formed.

For many years, the New Orleans company,‘ -

avoided true unionization by touting to its employ- -

- ees that they were the top wage earners in the South.

And in fact they were as late as 1970. In that year,
New Orleans exceeded the $3.40 hourly rate of Local
732 members in Atlanta by 4 cents.

But the story quickly changed. Over the next four - |

years, Local 732 won an hourly rate increase of more
than $2 while the operator rate in New Orleans in-.
creased by only 70 cents. New Orleans drivers also
lagged behind in fringe benefits.

Discontent among the New Orleans workers was
quick to surface. In 1974, the incumbent company
union was threatened by separate organizing drives
of the Auto Workers, the Teamsters and the Marine

‘Engineers. The ATU soon joined the fray and was

quickly able to secure a place on the ballot in the
representation election scheduled by the National
Labor Relations Board.

Despite a late start, the Amalgamated made a
strong showing and was able to force a run-off with -
the Auto Workers.

The organizing campaign in a sizeable unit of ap-
proximately 850 drivers was an important undertak-
ing for the Amalgamated. True union representation

~ in a major U.S. city was at stake.

The ATU drive was headed by International V1ce
President Bruce Foster. General Executive Board

- Members John Rowland (who later would serve as
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Family members join striking members at a rally
of the newly organized New Orleans Local 1560.

More than 800 bus operators walked off the job

in mid-December of 1974. A contract settlement
~was reached 81 days later.

international president) and R’ly Wallace (who S
would become international secretary-treasurer in.

1976) traveled to New Orleans to provide invaluable

‘assistance. Officers of other ATU locals, including

Oliver Green, who was then Local 1300 secretary-

. treasurer (before becoming an international vice
president and later international secretary-treasurer),
also contributed to the effort.

The ATU won more than 55 percent of the vote
in the late August 1974 election. Local 1560 was
promptly chartered. But the battle had just begun.

Even with the expert help of Ray Wallace, the new
local found it impossible to negotiate an initial labor
contract with New Orleans Public Service, Inc.

- (NOPSD).
~  NOPSI was a subsidiary of Middle South Utilities,
- a giant conglomerate with vast holdings including
not only the New Orleans transit system but its gas
~ and electric utilities as well. NOPSI feared that an eq-
-uitable settlement with the transit drivers might lead
its gas and electric employees to seek similar in-

 creases. The conglomerate also apparently hoped
- thatthe City could be persuaded to purchase and op-

erate the system, ridding NOPSI of its considerable
transit deficits. So the company simply dragged its
- feet in negotiations. -

When several months of bargaining still left the
~local without any real hope of a contract, the mem-
bers took to the streets. The strike action began on
December 18 of 1974. It was to be a long struggle.

~~ NOPSI responded to the job action by threaten-
ing employees and making strike-breaking entice-
~ ments. It took out newspaper advertisements urging
- thata regional public authority be established to take
. over the system. Essentially, it did everything but try

continued on page 108

Representatwes of AFL-CIO Appalachian Council
visited the international beadquarters to meet with
ATU officers. The ATU representatives pictured here
are, from right to left: International Vice President
Charles Penman, International Vice President Walter
Bierwagen, President Maroney and, at the far left,
ATU General Counsel Earle Putnam.

had not been spent due to the lack of a grant sponsor.

That circumstance was rectified when the ATU ap-
proached the AFL-CIO Appalachian Council, a group
composed principally of the state labor councils in the
13 Appalachian states and organized to train unskilled
workers for union-oriented skilled employment. Work-
ing with the ATU, the Council obtained a three-year, $3
million grant from the Urban Mass Transportation Ad-
ministration to train bus operators, mechanics and other
employees for transit industry jobs.

With the help of field coordinators selected on the ATU’s

Participants at the first course under tbhe Transit
Training and Technology Innovation Project. In the
Jront row are President Maroney (fourth from right),
International Vice President Bierwagen (third from
right), ATU General Counsel Earle Putnam (third
Jrom left) and Gene O’Neill, ATU coordinator for the

project (far left).

recommendation, programs were developed to train in-
structors throughout the Appalachian region. By the time
UMTA funds dried up in 1981 and the new Administration
of U.S. President Reagan denied a request for further fund-
ing, 540 instructors had been trained at 110 transit proper-
ties. These instructors in turn had trained more than 3,700
workers for transit jobs.

A second U.S. government grant contributed signifi-
cantly to the training of ATU members during the 1970s.
In informal discussions with government officials, the
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ATU urged a need for greater employee involvement and
input in response to changing industry fortunes. Build-
ing on these discussions, the ATU proposed that the
Amalgamated, the Transport Workers Union, the United
Transportation Union (formerly the Brotherhood of Rail-
way Trainmen), and the AFL-CIO establish a research
and training organization to address labor-management
relations in the mass transit industry.

Initial funding for the newly created National Insti-
tute on Transit Technology and Innovation came in the
fall of 1979. Over the next two years the first phase of
the program, designed to provide intensive week-long
training sessions for local union officials, was com-
pleted.

More than 23 sessions were conducted across the
United States, focusing on employee representation, in-
cluding grievance arbitration. Reflecting the Amalga-
mated’s lead role in the program, nearly two-thirds of
the 502 union representatives attending the sessions
were ATU members.

Unfortunately, the budget cutting of Reaganomics
brought this program to a quick close as well.

Organizing Efforts Expand

Immediately on the heels of the 1973 Miami con-
vention, the General Executive Board adopted a
Maroney proposal to expand organizing efforts beyond
the transit industry. The resulting representation cam-
paigns brought many previously unorganized workers
into the Amalgamated family.

Probably the most significant campaign took place in
Tampa, Florida. As the 1970s opened, the picture looked
bleak for the Amalgamated in Tampa. City transit ser-
vices had been furnished by a subsidiary of National City
Lines for almost 30 years. When Local 1464 and the com-
pany failed to reach agreement on a new labor contract
in early 1971, a strike was called. This was a job action
doomed to fail from the outset.

The company refused to budge from its final offer
and pronounced that it would simply close its doors un-
less the City volunteered to subsidize its operations. The
City, in turn, had no interest in union suggestions that a
federal transit grant be used to take over the system.
Only a day after the strike began, the mayor publicly an-
nounced that any city takeover of the services would be
with local funds to avoid the continuing bargaining obli-
gations required under Section 13(c) of the federal tran-
sit funding law.

Local 1464’s problems went beyond its lack of friends
within the city administration. Labor support for the job
action never materialized, no doubt because Local 1464
was not affiliated with the Central Labor Council and
State Labor Federation, as required by the Amalga-
mated’s Constitution.

Five weeks into the strike, the City purchased the as-
sets of the company and began direct operation of the
services. All but two of the striking Local 1464 members
were hired, but the City refused to recognize the union.
It discontinued any prior employee rights and benefits
that it chose.

' :,‘;V‘New Orleans, continued

- to negotlate a settlement Federal med1atorb Were:;:i ,
brought in but were unable to convince NOPSI that O
- it should agree to any settlement. - =iy o
' ATU members, on the other hand demonstrated
‘unparalleled determination. Even in the course of
their strike, the drivers and their new union devel- =
oped a positive reputation with the public and city
_ officials. And in the end the Amalgamated sohdar—‘ e
; 1ty pald off. . '

This picture was taken at the meeting in which it
was announced that the members had voted to -
accept the contract. The members’ joy is evident.[ o

Still, the members of Local 1464 refused to allow the
City to have the last word. A local campaign was un-
dertaken to win bargaining rights under the state’s pub-
lic employee labor relations law. Gathering support

A rally
was held
before the
vote was
taken in
Tampa,
Florida.
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With late night prodding from the City, NOPSI fi-
nally agreed to settle the strike in early March of 1975.

After 81 days on the picket lines, the members
overwhelmingly ratified a return to work agreement.

The settlement included an immediate retroactive
wage increase plus the essential terms of an initial
labor contract. Other, still disputed, union demands
for spread time, vacation, holidays and an additional
wage increase were finally resolved when the com-
pany agreed to submit them to final and binding in-
terest arbitration.

Eight years after the New Orleans strike an inter-
esting epilogue was written. The walkout led public
officials to realize the true importance of reliable tran-
sit services. They had learned that continued transit
operations were too important to be made the pawn
of an intractable management focused primarily on
its other electric and gas utility interests. In 1983, a
regional transit authority was created and purchased
the NOPSI transit operations. =~ - '

The 1983 acquisition of NOPSI and the pubhc

- takeover of New Jersey T ransport three years earlier
~ “brought to a close the era of conversion to public
- ownership which had dominated the 1960s, .
- It would be nearly a decade before such a con- -

* version would again be witnessed. On the eve of the
Amalgamated’s 100th anniversary, Duke’ Power‘, :
- “Company ceased jts public transit operations. in’

‘ Greensboro and Durham, North Carolina. -

" In 1991, the Durham transit workers represented
' ‘by Local 1437 followed their work to a newly created
_public transit authority. Local 1312 chartered a simi-
~~lar course when the City of Durham took over Duke
~operations there.

~ “South Carolina Electric & Gas, whose employees
- -are represented by Locals 610 in Charleston and 1337
*'in Columbia, was left as the only remaining privately
“owned public ut111ty in the U. S operating transit ser-

vices. . :

among the workers, who had continued as dues paying
members of the Amalgamated, was no problem. But the
state labor board ruled that the organizing could not be
limited to the City’s transit department. The union would
have to win a representation election in a unit involving
virtually all city employees.

Rising to the challenge, Local 1464 did just that. In
June of 1978, it won the right to bargain on behalf of
more than 3,000 Tampa employees, including those in
the sanitation, parks, and transit departments, along with
many city clerical classifications. In a somewhat ironic
epilogue, three years later the transit workers were taken
out of the bargaining unit when the system was trans-
ferred to a new regional transportation authority, whose
employees have since been represented by Local 1593.

In 1981, the Amalgamated similarly won an election
to represent more than 1,000 office and clerical workers

This beadline appeared in In Transit after the ATU
victory in Tampa.

employed by Broward County, Florida, and promptly
chartered Local 1591.

There were other significant organizing efforts dur-
ing this period which did not involve the traditional tran-
sit operator and mechanic classifications. Amalga-
mated’s 1977 success in an election brought 325 Cleve-
land office employees of Greyhound Lines into the
Union. In the mid-1970s, Local 732 was also successful
in gaining the right to represent more than 200 office
employees of the Atlanta transit system.

AFL-CIO Ties Strengthened

President Maroney also moved quickly to involve the
ATU more fully in the many legislative and other activ-
ities of the AFL-CIO. With the approval of the General
Executive Board, he affiliated the ATU with the Indus-
trial Union Department and with the Public Employee
Department (PED) which was created in 1974. One of
the initial organizers of the PED (with which more than
two million unionized U.S. public employees were
affiliated), Maroney was soon elected a member of its
Executive Board.

In 1975, AFL-CIO President George Meany sent greet-
ings to the 43rd Convention’s delegates gathered in

A successful organizing campaign was conducted in
Hamilton, Ontario, for the dispatchers, inspectors,
garage foremen, and office personnel of the Hamilton
Street Railway. This resulted in formation of Local
Union 1585.
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Maroney was
elected a
member of
the Executive
Committee of
the PED. He
urged
stepped-up
organizing
among public
employees.

Calgary, Alberta, heralding the ATU’s renewed and ever-
increasing role in the labor movement. This was further
confirmed when Maroney was elected to the Executive
Board of the Industrial Union Department in 1979 and
selected that same year to serve as an AFL-CIO vice pres-
ident.

At the close of 1974, James Hill announced his re-
tirement after six years as international secretary-trea-
surer. At the recommendation of Maroney, General Ex-
ecutive Board Member John Rowland was elevated to
that post effective January 1, 1975.

After serving as international secretary-treasurer for
just shy of two years, Rowland was tapped for the post
of international executive vice president in 1976, suc-
ceeding Edward Oliver, who retired after 36 years with
the Amalgamated, the last 12 in the executive vice pres-
idency. At the same time, Ray Wallace of Memphis Local
713 was elevated from international vice president to in-
ternational secretary-treasurer.

Maroney
confers with
AFL-CIO
President
George Meany
during Meany’s
visit to an ATU-
TWU legislative
conference in
June 1978.
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Constitutional Changes
Strengthen Organization

Several significant changes were made in the Amal-
gamated’s Constitution and Laws during the 1970s, in-
cluding several which would help insure the financial
stability of the ATU in future years.

The delegates to the 1975 convention in Calgary
needed little convincing that more funds were required
to offset inflationary cost increases and to finance the
expanding services of the International. The subject of
their considerable, and attimes difficult, debate was over
how much the first increase in the per capita tax since
1969 should be. In the end, a $1.35 per month addition,
to be phased in over two years, was unanimously
adopted, bringing the monthly per capita tax to a total
of $4 by 1977.

In 1977, Washington, D.C., convention delegates
made several noteworthy constitutional changes in the
ATU Constitution. One such amendment mandated that
terms of officers of local unions be established at three
years.

At the 45tb Convention in Los Angeles, California,
Maroney was reelected along with Jobn Rowland
(right) as executive vice-president and Ray Wallace
(left) as international secretary-treasurer.

The delegates further voted to combine the offices of
president and business agent in the approximately 20
local unions which still had separate such positions.

An even more definitive response to the future fi-
nancial concerns of the Amalgamated was provided by
the 45th Convention. Meeting in Los Angeles, the 1979
delegates adopted a minimum dues program to insure
financial stability of ATU locals.

Initially set at two times the average hourly pay rate,
as determined by reference to U.S. Labor Department
statistics, the structure included a percentage formula for
automatic annual adjustments. The per capita funds
owed to the International were in turn pegged at a per-
centage of the minimum dues to active members.



Architects’ sketch of the new ATU beadquarters
building.

New Headquarters Building

In 1978, due to the headquarters building’s deterio-
rating condition and the Union’s need for greater space,
the General Executive Board, at Maroney’s urging, ap-
proved a proposal for a new five-floor office building
with underground parking on the former building site.
Construction was delayed by a zoning ruling which
forced the building to be changed to a mixed commer-
cial and residential property.

Despite these obstacles, the structure was finally
completed at a total cost of approximately $9 million.
The international officers and staff first moved into the
new building from the Union’s temporary headquarters
in March of 1982.

Further Reductions in the
Workweek

The mid-1970s saw the opening of another chapter
in the Amalgamated’s determined struggle to win a
workweek reasonably accommodating the personal
needs of the transit worker. Victories were seen on two
fronts. In Canada, the 40-hour week was broken. In the
States, federal legislation to end transit workweeks in
excess of 40 hours was at long last enacted, although the
struggle to enforce it would carry on for more than a
decade to follow.

The transit workers of British Columbia Hydro &
Power Authority (who are currently represented by
Local 134) were the first to break the 40-hour barrier
when the ATU negotiated a workweek reduction to 37
1/2 hours without any loss of take-home pay. Two years
later, in 1975, the members of Local 1505 on the Win-
nipeg Transit System reaped the benefits of a similar
achievement.

Yet it was apparent that the shorter workweek would
notbecome prevalent, even in Canada. True, four weeks
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later the employees of the Edmonton Transit System rep-
resented by Local 569 would join the ranks of those
working 37 1/2-hour workweeks. But it had taken a 50-
day strike to win that benefit. This was a particularly dif-
ficult job action given the sub-zero temperatures which
limited picketing to 14 hours a day with each individual
walking the line for only two hours each.

Meanwhile, in the United States 5 percent of the ATU’s
city transit system members still worked under labor
contracts with weekly requirements in excess of 40
hours.

The year 1974 brought a promise for change. In that
year, amendments to the Fair Labor Standards Act re-
moved the prior exemption of transit operating person-
nel from federal requirements of overtime pay after 40
hours. When President Nixon signed the amendments
into law, it appeared to bring to a close a decades-long
legislative campaign of the ATU. Since the law was first
passed in 1938, the Amalgamated had sought transit cov-
erage beyond the 1961 application of minimum wage
requirements for overtime pay after 40 hours.

With the 1975 amendments, the overtime require-
ments were now to be phased-in to the U.S. intracity
transit industry over a period of three years.

Members of Local 569 picketed in sub-zero
temperatures.

ATU Takes 40-Hour Case To
Supreme Court

Unfortunately, enforcement of the 1974 FLSA exten-
sion became a separate years-long campaign of the
Amalgamated. Representing local municipalities, an or-
ganization known as the National League of Cities
quickly brought a legal challenge against the law. Pend-
ing the outcome of this litigation, a number of public
transit employers refused to pay overtime in compliance
with the statute. Then, in 1976, the U.S. Supreme Court
held it would be unconstitutional to apply the overtime
requirements to state and local employees performing
any “traditional governmental function.”

The ATU responded by filing a claim with the



Department of Labor, on behalf of Local 694 in San An-

tonio, Texas, challenging the withholding of overtime
pay based on the Supreme Court’s test. The Union ar-

gued that the provision of mass transit was not a “tradi-
tional” governmental function. In 1979, the Department
of Labor agreed.

Still, a small number of transit systems refused to give
in. The San Antonio management initiated yet further lit-
igation, this time challenging the Labor Department’s
conclusion. The San Antonio case was to spend years
winding its way through the courts.

When a decision was finally obtained from the U.S.

Supreme Court in 1985, the ATU had scored a victory ¥

not only for its members, but for the entire labor move-
ment. In its decision, the Court was not content to merely
rule that the overtime requirements could constitution-
ally be applied to mass transit. It also overturned its prior
decision and reinstated coverage for more than 13 mil-
lion other state and local public employees.

No-Fare Tested But Falters

Citing positive experiences with reduced fare exper-
iments in Atlanta, Georgia; Terre Haute, Indiana; and Salt
Lake City, Utah, the ATU prompted Congressional au-
thorization for a full-fledged no-fare demonstration pro-
ject assisted by federal funds. During the presidency of
Gerald Ford, the U.S. Department of Transportation re-
fused to carry out the program, despite a 1975 federal
study which reported that “no-fare transit would pro-
duce the largest increase in transit ridership of any ac-
tion that has been considered” and that “no other action
could produce such large-scale results so quickly.”

Experiments with fare-free transit during the 1970s
were very limited in duration. Typical was the
experience in Cleveland, Obio, where the
demonstration of “no fare” lasted all of three bours
on a December night in 1972. An estimated 31,000
patrons took advantage of the totally subsidized
services, which required extra buses manned by
volunteer drivers. Pictured are Local 268 President
Bruce Foster and otber officers greeting boarding
passengers.
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But a year after the election of Democrat Jimmy Carter
in late 1976, the government’s receptiveness to the
demonstration idea had changed dramatically.

The new Secretary of Transportation, Brock Adams,
solicited proposals for a no-fare experiment. Within
weeks, the federal government was supporting year-
long demonstrations of fare-free transit during off peak
hours in Mercer County, New Jersey, and Denver, Col-
orado.

Both experiments, the first system-wide tests of any
duration, lured significant numbers of new riders. The
operators represented by Trenton Local 540 quickly saw
a jump in ridership of more than 35 percent. In Denver,
Local 1001 members transported an additional 46,000
daily, bringing the total patronage figure to 146,500 and
marking the city’s highest transit ridership since the end
of World War II.
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Not all results were positive. In Denver, bus vandal-
ism soared until the system launched an anti-vandalism
program in area schools and began assigning plain
clothes security personnel to certain buses. Several op-
erators also objected to overcrowding of the buses,
scheduling problems, and difficulties with joy-riding ju-
veniles.

High inflation and concerns with growing public
deficits were the main culprits in ending progress of the
“no-fare” experiments.

By the late 1970s financial considerations had pro-
pelled several transit systems, including those in Wash-
ington, D.C., and Chicago, to increase fares. In 1979, op-
erators represented by Dallas Local 1338 found them-
selves collecting fares 50 percent higher than those of
the year before.

Not long thereafter, all talk of fare reductions was qui-
eted when the newly elected Reagan Administration
threatened to make significant cuts in federal transit
funding and pledged to shift federal program costs to
local governments.

Inflation Hits Canada

As the 1970s opened, provisions for automatic wage
adjustments tied to increases in the cost of living (COL)
were common in ATU labor contracts with systems in
the larger metropolitan areas of the United States.

Canadian locals, on the other hand, had not pressed
as hard for COL protection. While the Canadian inflation
rate had climbed steadily throughout the 1960s, it was
not as rampant as in the U.S.

That was to change, however, both quickly and dra-
matically.

At the start of the decade, Canada recorded a mod-
erate inflation rate of 2.8 percent, a five-year low. But
by the middle of the decade, Canadian workers were
suffering the effects of a double digit increase in the con-
sumer price index.

K B {LocAL1O?

One local that struck for cost-of-living protections
was 107 in Hamilton, Ontario. Pictured bere are local
union officers with ATU International Vice President
Artbur Burke (third from right).

Amalgamated locals did their best to keep pace. And
for the most part they succeeded. One example was
Local 113, which in the late summer of 1974 waged a
successful nearly month-long strike against the Toronto
Transit Commission for higher pay consistent with the
times. In the first such walkout by the local in more than
two decades, 5,500 members took to the picket lines.

Management had simply refused to budge from its
two-year contract offer calling for a wage increase of
only 19 percent—Iless than half that sought by the Union,
which also proposed an improved cost-of-living al-
lowance.

In early September, the Ontario Legislature met in
special session and enacted a law ordering a return to
work with an interim 12-percent wage increase and a

When Canada’s inflation rate rose above 10 percent,
the Trudeau Government imposed wage and price
controls in 1975, only a year after Trudeau won
reelection on a platform opposing Conservative calls
Jor wage restrictions. Under the controls program,
many Canadian ATU locals saw negotiated wage
increases “rolled back” by the government’s Anti-
Inflation Board.

mandate that the new contract be determined through
compulsory arbitration. The final arbitration award
brought a 31.8 percent increase.

Other ATU locals won similar pay boosts. As 1974
came to a close, Local 1462 in St. John’s, Newfoundland,
negotiated a one-year contract with a 41 percent wage
increase as well as a lump sum $700 cost-of-living pay-
ment. Local 279 in Ottawa, Ontario, negotiated an 18-
month agreement with a 30-percent pay increase.

Local 616 in Windsor, Ontario, negotiated a two-year
contract in early 1975 which called for a 16-percent wage
hike in the first year and another 12-percent increase in
the second year. A COL clause was also included in the
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settlement reached under the threat of a scheduled
strike.

Local 591 in Hull, Quebec, shortly thereafter negoti-
ated a three-year contract which provided for a phe-
nomenal 48.8-percent wage increase in three stages dur-
ing the first two years.

Wage Controls Impact
Bargaining

Predictably, wage and price controls were soon im-
posed. After campaigning for reelection only the year
before on a platform that included opposition to such
constraints, the Liberal Trudeau Government in 1975 en-
acted the Anti-Inflation Act and adopted a mandatory
controls program.

Over the next three years, these wage restrictions se-
riously impacted contract negotiations throughout
Canada. Attempting to reach a new labor agreement with
the Halifax Transit Corporation in 1976, the president of
Local 508 complained: “We are negotiating with the anti-
inflation board as [management]...we are back and forth
to the board continually.”

ATU labor contract provisions for wage adjustments
based upon increases in the cost of living proved
their worth in the 1970s when inflation ran rampant.

Yet the Amalgamated continued to persevere. In late
1972, Local 113 had been the first Canadian local to ne-
gotiate a $5 top hourly rate, just 24 hours before a strike
deadline. By the time the Trudeau Government was
ousted in 1979, Local 134 in Vancouver, British
Columbia, negotiated a contract calling for a top opera-
tor rate of $11.37, a wage even higher than the top U.S.
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President Maroney meets with jimmy Carter, at
the time the Democratic nominee for U.S.
president, at the fall 1976 meeting of the AFL-
CIO Executive Council.

Daniel V. Maroney, Jr.,
International President
1973 - 1981

n 1973, Dan Maroney successfully challenged
Ijohn Elliott in the first contested election for the

office of international president.

Maroney first joined the transit industry in 1947
as a bus driver with the Charleston, West Virginia,
transit company. In 1948, he went to work for At-
lantic Greyhound Lines and was active in the orga-
nizing campaign among the employees of both At-
lantic Greyhound and Charleston Transit. He helped
organize Local 1493 and was subsequently elected
president of the local union.

As an active local union president representing
Greyhound employees, he was soon elected chair-
man of the Southern Council of Greyhound Local
Unions, and later served as chairman of the National
Council of Greyhound Local Unions.

While chairman of the National Council of Grey-
hound Local Unions, Maroney was successful in
leading the pension negotiations that established
the first cost-of-living payment to retirees in Amal-
gamated contracts.

Atthe Union’s 38th Convention in San Francisco,
California, in 1965, Maroney was elected interna-
tional vice president. His name was placed in nom-
ination by Ellis B. Franklin, then chairman of the Na-
tional Council of Greyhound Local Unions and cur-
rently international executive vice president.

Shortly after his elevation to international presi-
dent, Maroney was tapped to serve on the AFL-
CIO’s Executive Council in November 1979. He also




rate of $10.58 then negotiated by Chicago Local 2+41.

Wage restrictions soon returned to the LS. as well.
Not long after taking office. U.S. President Carter
adopted wage and price guidelines limiting wage in-
creases to 7 percent. Unlike the mandatory wage and
price controls which had been imposed by the Nixon
Administration and which complicated L.S. contract ne-
gotiations at the start of the decade, the Carter guide-
lines were billed as “voluntary.” But they carried a sig-
nificant stick in the form of a threat that federal contracts
would be withheld for those who violated the limita-
tions.

Faced with a potential loss of federal transit grants,
managements throughout the U.S. invoked the volun-
tary controls as an excuse to avoid wage and benefit in-
creases badly needed by ATU members to keep up with
inflation.

Local 788 members vote on a 1976 contract which
provided a $1.28 an bour wage increase and an
improved cost-of-living formula.

COLA Protections Challenged

The protections of cost-of-living escalator clauses
proved their worth during the inflationary 1970s. Figures
collected by the U.S. Department of Transportation
showed that transit workers more than kept pace with
inflation and actually earned an increase in “real” wages.
In fact, based on a survey of municipal employment and
payrolls, it was reported that transit employees had the
highest average monthly earnings of any public sector
group in 1975.

It was not long before transit managers began to rally
against the ATU-developed and promoted COLA pro-
tection. Faced with uncontrollable inflationary rises in
fuel and other non-labor expenses, systems sought to
offset these increases with equivalent reductions in pay-
roll costs. Throughout the latter half of the 1970s, Amal-
gamated locals across the U.S. witnessed a determined
effort to eliminate or cap COLA provisions.

Many managements were simply unable to negotiate
away COLA clauses seen in prior contracts. One popu-
lar gimmick in such circumstances was to “front-load”
an initial wage boost in return for a delayed COLA
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trigger. The cost-of-living clause would be continued in
the new labor contract but with a limitation that no wage
adjustment would be made over the contract term un-
less Consumer Price Index increases outpaced the up-
front pay increase. The COLA clause thus would pro-
vide protection only after, and to the extent that, the in-
dependently negotiated wage hikes were negated by in-
flationary changes in the COL index while the agreement
remained in effect.

Some locals could not avoid elimination of cost-of-
living clauses. Members of Local 732, for instance, lost
their COL protection in the first year of a three-year con-
tract with the Atlanta, Georgia, transit authority under
the terms of a 1976 arbitration award resolving a nego-
tiation impasse. The same year, more than 4,000 ATU
members in eight New Jersey locals lost their cost-of-liv-
ing allowance under a return to work contract. Trans-
port of New Jersey effectively broke the 15-day strike of
these members by claiming that the two-year pact’s wage
increase of 84 cents was actually a “guaranteed cost-of-
living adjustment.” The members voted to accept the
company’s offer despite the recommendation by the of-
ficers of the New Jersey Council that they reject the con-
tract.

In 1975, Frances DiLorenzo, a member of Local 268,
was bonored by the Cleveland transit system as the
Jirst female in the U.S. to qualify for the “Million Mile
Club.”

The Introduction of
Part-Timers

Another bargaining issue prevalent in the U.S. dur-
ing the latter half of the 1970s was an industry-wide ini-
tiative to reduce overall labor costs by hiring part-time
employees, principally to cover morning and evening
peak hour operations. In an address to the ATU’s 1977
convention delegates, Richard Page, a former head of
the Seattle transit system and then the U.S. transit ad-
ministrator, voiced the government’s support for the use
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of part-timers on split runs in order to cut down expenses
on urban transit systems. The Amalgamated immediately
announced that it would oppose management’s intro-
duction of a part-time work force as no more than an ill
disguised effort to dilute bargaining unit strength and to
avoid the costs of providing fringe benefit packages.

But within months, Page’s brain-child had been ne-
gotiated into the Seattle renewal agreement of Local 587
without objection by the International Union. Under the
terms of the two-year pact that was otherwise described
in the In Transitas an “excellent” contract, Seattle Metro
earned the right to hire up to 100 part-time rush hour
drivers. In return, Local 587 was able to negotiate sev-
eral limitations and also won a management pledge to
maintain a work force of at least 900 full-time operators.

The Seattle contract set a precedent for the U.S. tran-
sit industry. As 1978 drew to a close, separate arbitration
awards establishing new contract terms for Local 689 in
Washington, D.C., and for Local 1300 in Baltimore, Mary-
land, also authorized the introduction of part-timers. As
in Seattle, a cap was placed on the total who could be
hired and guarantees were made that full-timers would
not be displaced.

The use of part-timers quickly spread and within a
few years was to be seen in most U. S. cities. As the 1970s
came to a close, the thrust of ATU negotiations on the
part-timer issue turned to establishing pro rata fringe
benefits in such areas as holidays, vacation, health and
welfare coverage, and in at least some instances, pen-
sion benefits.

In a somewhat different bargaining climate and with
less pressure from public officials, Canadian locals were
far more successful in thwarting the push for part-time
drivers. Indeed, more than 10 years after the Seattle set-
tlement, Local 113 again emerged from its 1989 contract
negotiations with an agreement rejecting the Toronto
Transit Commission’s proposal to hire part-timers.

U.S. Secretary of Labor Jobn Dunlop looks on as ATU
International President Dan Maroney (left), Matthew
Guinan, president of the Transport Workers Union,
and two officials of the industry’s American Public
Transit Association sign the National Section 13(c)
Agreement in 1975. It was Dunlop’s personal
involvement which broughbt to a close more than 15
months of negotiations over terms protecting the job
rights and status of U.S. transit employees.




Resistance to 13(c)
Protections Overcome

It was not only at the bargaining table that the Amal-
gamated found itself confronting coordinated industry
campaigns challenging previously won and hard-earned
rights. The 1970s also witnessed an escalating resistance
orchestrated by the transit associations to the U.S. tran-
sit employee protection program.

The industry was particularly incensed that the Amal-
gamated had been able to extend the protections to en-
sure that the members of Local 1225 in San Francisco,
and 192 in Oakland, California, could follow their work
to the newly created Bay Area Rapid Transit system. But
at each turn, under the leadership of Dan Maroney, the
International Union continued to make maximum ben-
eficial use of the Section 13(c) protections.

The initial skirmish with the industry concerned the
extension of the labor protections to a new category of
federal grants covering generalized operating expenses.
When Congress first passed the federal transit funding
bill, its focus was on the acquisition of ailing systems
and their rejuvenation with new equipment and facili-
ties. Yet it soon became apparent that help was needed
to offset the expenses of maintaining and operating the
new public systems.

The Nixon Administration’s initial reluctance to go
along with congressional proposals for operating assis-
tance grants was overcome by late 1973. Transit indus-
try groups then sought to exempt such grants from labor
protection requirements. After a series of meetings with
ATU representatives, the U.S. Transportation Depart-
ment reconsidered its initial stance on the issue and pro-
tections were included in the proposed legislation.

On the heels of a subsequent letter-writing campaign
by ATU members, the U.S. Congress in late 1974 autho-
rized a six-year aid program including $4 billion in op-
erating assistance and capital grant programs totaling
twice that amount.

Two years later, the outgoing administration of Ger-
ald Ford delivered a parting shot at the ATU by propos-
ing regulations intended to emasculate 13(c) job rights
and protections.

U.S. Transportation Secretary William Coleman an-
nounced the plan at a 1976 meeting of the industry’s
principal trade group, the American Public Transit As-
sociation. Just two days before the inauguration of new
U.S. President Jimmy Carter, the federal government ad-
vertised new 13(c) regulations which would become ef-
fective after public hearings. Under the proposed
“guidelines,” the Secretary of Labor would be given the
discretion to effectively freeze 13(c) protections in place
and bypass any further union bargaining.

The ATU quickly organized a campaign to defeat the
suggested regulations. With invaluable support from
U.S. Senator Harrison “Pete” Williams of New Jersey and
the full backing of the AFL-CIO, the Amalgamated suc-
cessfully pressed its case before the Department of
Labor. In the end, over the objections of the U.S. transit

Local 725 signed a 13(c) Agreement with the
Birmingbam-Jefferson Transit Corporation in 1973.
Looking on (standing at left) is then-General
Executive Board Member Ray Wallace.

industry, the guidelines were adopted with revisions
eliminating the most seriously offending provisions.
Even as it was fighting off the proposed regulatory
emasculation of Section 13(c), the ATU-headed transit
labor coalition managed to extend the scope and cov-
erage of the worker protection program to new types of
service. After letters of protest blanketed the offices of
elected officials, the U.S. Department of Transportation
abandoned a late 1976 proposal that 13(c) not apply to
federal funding for “paratransit” services. These encom-
passed alternative types of transportation such as vans
and taxis, operated principally on a door-to-door,

U.S. President Ford signs the National Mass
Transportation Assistance Act of 1974. Looking on
are (fromthe left) Sen. Harrison Williams, jr.(D-NJ),
the chief sponsor of the bill along with Rep. Joseph
Minish (D-NJ), Sen. Jobn Tower (R-TX), UMTA
Administrator Frank Herringer, Transportation
Secretary Claude Brinegar, and Reps. Jobn Anderson
(R-IL) and Jim Delaney (D-NY).
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demand-responsive basis. The Union was thus able to
police the development of paratransit in an effort to en-
sure its use as a “feeder” for conventional transit in lower
density areas and not as a substitute for fixed-route ser-
vices.

In 1978, a battle was also waged in connection with
a major new program providing transit assistance for
rural and small urbanized areas in the U.S. The National
Association of County Officials lobbied extensively to
prevent application of 13(c) protections to such grants.
Initial successes in a congressional subcommittee were
quickly reversed, however, when faced with a counter-
ing effort led by the ATU.

13(c) Issues Go to U.S.
High Court

Unable to engineer the undoing of Section 13(c) by
political means, U.S. transit systems increasingly turned
to court challenges in the late 1970s to resist compliance.

In 1976, when Local 580 invoked its negotiated right
to binding arbitration of new labor contract terms, man-
agement of the Syracuse, New York, transit system sim-

At long last . . . GOTCHA!
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The ATU organized a campaign to defeat the
suggested regulations with invaluable support from
U.S. Sen. Harrison Williams of New Jersey and the full
backing of the AFL-CIO.

ply refused to abide by the 13(c) agreement. To assist
Local 580, the International filed suit seeking enforce-
ment of its contract arbitration right in federal court.

After extensive litigation, the Syracuse judge dis-
missed the complaint, concluding that federal courts did
not have jurisdiction to hear the matter. The Union ap-
pealed. Before the appellate court could rule, the par-
ties reached a contract settlement and the case was dis-
missed.

News of this litigation and its uncertain result spread
through the industry like wildfire. Soon transit systems
all across the U.S. had embarked on a deliberate cam-
paign to force further test cases by reneging on their obli-
gations to arbitrate or to comply with their previously
executed 13(c) agreements.

By 1981, the list of 13(c) federal court cases was long
indeed. Uncompromising managements had forced liti-
gation on Local 1285 in Jackson, Tennessee, on Local
519 in La Crosse, Wisconsin, on Local 714 in Portland,
Maine, on Local 1287 in Kansas City, Missouri, and on
Local 1309 in San Diego, California. Other cases still
pending initial lower court rulings involved Local 589 in
Boston, Locals 1037 and 174 in New Bedford and Fall
River, Massachusetts, Local 1039 in Lansing, Michigan,
Local 276 in Stockton, California, Local 732 in Atlanta,
Georgia, and Seattle, Washington, Local 587.

LAND for
A district court in Kansas City bad ruled that the
Sfederal courts could properly bear and rule upon
13(c) matters. The court of appeals upbeld the lower
court’s ruling. Although the U.S. Supreme Court
refused to bear this case, the victory was short-lived.
In 1982, it ruled that federal courts did not bave the
right to enforce negotiated 13(c) arrangements.
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in the lower federal courts. The district courts in Port-
land, Maine, and Jackson, Tennessee, agreed with the
Syracuse judge that they had no jurisdiction. But the dis-
trict courts in Kansas City and La Crosse ruled that fed-
eral courts could properly hear 13(c) matters. From there
it was on to the courts of appeals. Upon management’s
Kansas City appeal in 1978, the court upheld the lower
court judge’s finding of federal jurisdiction and ordered
arbitration. It wasn’t long before appeals courts hearing
the Portland and La Crosse cases agreed and ordered the
transit managements to abide by their 13(c) contracts.

But the tide turned back against the ATU when the
federal appeals court in Atlanta ruled against the ATU in
the Local 732 case. The issue of federal versus state ju-
risdiction then went to the U.S. Supreme Court as the
1980s opened. The highest U.S. court ruled in 1982 after
hearing arguments in the Jackson Transit Authority case
that the federal law requiring labor protections did not
also give federal courts the right to enforce negotiated
13(c) arrangements. Instead, the justices unanimously
concluded that 13(¢) agreements were to be treated like
routine contracts. Thus, with only rare exceptions, Sec-
tion 13(c) enforcement cases could be heard only by
state court judges.

ATU Braces for Reaganomics

Transit management’s challenge to the contract arbi-
tration and bargaining rights of ATU members was not
limited to courtroom actions. State legislatures were also
called into the fray. The Massachusetts Bay Transporta-
tion Authority (MBTA) in Boston was the first to make a
breakthrough.

Over the strong objections of Local 589 and the In-
ternational Union, in 1978 Massachusetts adopted an
amendment to the MBTA law which placed significant
restrictions on arbitration, including a prohibition on any
award requiring the accrual of cost-of-living adjustments
during negotiations between contracts. Two years later,
a second amendment excluded various traditional sub-
jects of negotiations, such as work assignments, sub-
contracting, overtime, and the hiring of part-timers as
subjects for bargaining and arbitration between the
MBTA and its employees. These were declared “inher-
ent management rights.” Similar bills were soon intro-
duced in other state houses across the United States.

In the media, transit management and elected politi-
cians mounted a strident cry of anguish not only against
arbitration, but against allegedly overpaid transit union
labor. Local officials took to publicly proclaiming that the
industry’s financial and productivity problems were a
product of escalating labor costs traceable not to infla-
tion or mismanagement, but to unjustified wage in-
creases awarded by arbitrators not concerned with the
taxpayers’ ability to pay.

In cities such as Washington, D.C., Atlanta, Boston
and Chicago, charges of excessive ATU wages were plas-
tered and blasted across newspapers and television
screens. It was insinuated that long-suffering taxpayers
had been duped into paying transit’s higher than aver-
age public employee wage through bad laws and gov-
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Court decision enforcing the 13(c) agreement in
La Crosse, Wisconsin.

ernment dictated agreements forcing arbitrations of new
contract terms.

As reflected in the public debate, hostile attitudes to-
wards organized labor were clearly developing in North
America and throughout the industrialized world. Just as
Margaret Thatcher was assuming power as Great
Britain’s prime minister with an anti-labor union pro-
gram, Americans were electing an anti-labor Republican,
Ronald Reagan, to the presidency of the United States.

As Reagan assumed office, a decade-long upward
trend in transit ridership slid into reversal. After rising at
an average annual rate of 1.1 percent during the 1970s,
ridership began a new decline in 1980. Increased fares
were principally to blame. In June of 1981, fares were
already almost 18 percent higher than only a year ear-
lier.

The Reagan Administration proposed to treat transit
as a local industry beneath federal concern. In a frankly
stated attempt to shift transit funding burdens to states
and local governments, it quickly proposed significant
cuts in federal funding of capital transit projects and a
phased elimination of operating assistance by 1985.

Faced with declining ridership and threatened cuts in
federal funding, public transit systems made demands
upon the ATU membership very similar to the earlier
pleas of the failing and almost bankrupt private indus-
try in the 1950s and early 1960s. Everywhere, the Union
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The election of Ronald Reagan to the U.S. presidency
in late-1980 usbered in an era of anti-union public
sentiment. Only montbs after taking office, Reagan
summarily fired more than 15,000 federal air traffic
controllers when they engaged in an illegal work

stoppage.

confronted talk of contract reopeners and give-backs,
wage freezes and reductions, elimination or restriction
of cost-of-living protections, part-time operators and
other provisions to cut back the market price of labor.
In each case, the ATU member was being urged to sub-
sidize transit services by accepting lower wages for an
even greater workload.
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Similar economic concerns were also mounting in the
over-the-road bus industry. Historically profitable, the
intercity transportation sector suffered reversing for-
tunes in the 1970s. By 1981, revenue passenger traffic
was down 17 percent and profit was off by 40 percent.
And the “deregulation” of the U.S. over-the-road bus in-
dustry begun by the Carter Administration threatened its
economic stability and growth potential even further.

Serious Challenges
to the Union

The future seemed bleak indeed in 1981 when the
delegates gathered in Hollywood, Florida, for the ATU’s
46th Convention. Earlier that year, it had taken a 15-week
strike against Windsor Transit for Local 616 members to
win a contract preserving their established cost-of-living
clause and a wage increase equaling inflation over the
two prior years.

A tried and true practic

s 13

And 1981 saw transit layoffs spread throughout the
U.S. More than 250 members of Local 589 were fur-
loughed in Boston. In Fresno, California, some 55 drivers
represented by Local 1027 were laid off. The Chicago
Transit Authority, employing some 11,000 members of
Locals 241 and 308, was operating on a day-to-day basis.

There were even outright system shutdowns. Sixty-
six members of ATU Local 228 (now part of Local 241)
were put out of work in late May of 1981 when the Joliet
Mass Transit District in Illinois temporarily closed oper-
ations. West Towns Bus Company shut down at the same
time, putting some 250 Local 241 members on the streets.
And when the Birmingham, Alabama, system resumed
limited service in June after a February shutdown, nearly
half of the 200 drivers and 9 of some 53 mechanics rep-
resented by Local 725 remained in layoff status.



Only 10 days before the Amalgamated gatbered for its
1981 convention in Hollywood, Florida, more than a
quarter million American trade unionists converged
on Wasbington, D.C., for the first AFL-CIO-sponsored
Solidarity Day. Approximately 1,000 ATU members
Jrom across the U.S. joined their brotbers and sisters
to protest the anti-union policies of the newly elected
Reagan Administration.

Further employment declines seemed almost in-
evitable. Threatened funding cuts promised even more
rapid fare increases with accompanying drops in rider-
ship. Fare hikes as high as 50 percent were implemented
or otherwise scheduled.

It was apparent that after surviving the near total col-
lapse of the transit industry 20 years before, the ATU was
again facing serious challenges. Once more, however,
the solidarity and determination of Amalgamated mem-
bers offered hope and promise that their Union would
still have the strength needed to protect their future.
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In 1981, ATU members led by International Vice
President Artbur Burke (center, light coat), Canadian
Director Bert King (to Burke’s left) and International
Vice President Jim Daley (next to King) took part in a
march to Parliament Hill to protest the government’s
policy of exorbitantly bigh interest rates.
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CHAPTER EIGHT 1981-1992

Surviving Difficult

Political Times
n 1981, the same year John Rowland was elected in-
Iternational president, U.S. President Ronald Reagan
set the tone for the 1980s. During that summer, Rea-
gan fired approximately 12,000 striking federal air traf-
fic controllers and ordered non-union workers hired to
replace them.

Many U.S. companies, and even public transit sys-
tems, followed Reagan’s lead. Greyhound Corporation
implemented its threat to hire replacement workers dur-
ing the 1983 strike by 12,000 ATU members. In 1989,
after Local 757 lost a decision in the Oregon courts to ar-
bitrate the terms of a new labor contract, Tri-Met, the
public transit employer of the members in Portland,
threatened to replace any workers who exercised their
legal right to strike.

Perhaps the most horrendous example of an “atti-
tude” towards union workers came in 1990, when Grey-
hound Lines, Inc., hired replacement workers after Jock-
ing out 8,000 ATU members.

Following the lead set by Margaret Thatcher in Great
Britain, the Reagan Administration in the United States
and the Trudeau, Clark and Mulroney Administrations in
Canada sent their underlings to the drawing boards to
effectively depress workers’” wages through various
ruses including wage controls, funding cuts, the use of
part-time employees, privatization and competitive bid-
ding.

The deregulation of industry which began during U.S.
President Carter’s Administration continued. Despite in-
tense opposition by the ATU, Congress passed the Bus
Regulatory Reform Act of 1982, The new law relaxed
government regulation of the intercity bus system, pro-
viding over-the-road carriers with more freedom to de-
termine their own rates and routes under far less federal
control. The result wreaked
havoc on the industry—Dby the
end of the decade Trailways no
longer existed and Greyhound
had become a considerably
smaller operation.

In 1984, John Rowland an-
nounced that he would step
down from the presidency on
May 1, 1985. James La Sala, then
executive vice president, was
approved by the General Exec-
utive Board to fill out the un-
expired term.

Ellis Franklin, who had
served as an international vice
president since 1975 and previ-

Ellis Franklin be-
came international
executive vice presi-
dent in 1985.
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In 1981, the delegates in Hollywood, Florida, elected
Jobn Rowland as international president (center),

James La Sala as executive vice president (right) and
Raymond Wallace as international secretary-trea-

surer (left).

ously had been president of the ATU National Council
of Greyhound Locals and of Local 1493 (Charleston,
West Virginia), was tapped to fill the executive vice pres-
ident’s post. This team, La Sala, Franklin and Raymond
Wallace, was elected in 1986 to the three top offices at
the 48th Convention in Toronto.

In 1989, La Sala and Franklin were reelected, and
upon the retirement of Raymond Wallace, Oliver Green
was elected as international secretary-treasurer. The
election of Green marked the first time a black was se-
lected as an international executive officer in the ATU.

The ATU mourned the loss of several great leaders
during the period including former President John El-
liott, former Executive Vice President Sam Berrong, for-
mer Secretary-Treasurer Othmer “Rip” Mischo and First
International Vice President Charles Yelkey.

A

Delegates in Anabeim, California, in 1989 congratu-
lated Oliver Green upon bis election as international
secretary-treasurer.

Attacks on Transit Labor

The election of conservative governments in the U.S.
and Canada placed the Union in a defensive posture.
No sooner had Ronald Reagan taken the oath of office
than his Administration began proposing initiatives to
weaken support for mass transit programs and long
standing transit labor protections.

Reagan’s appointees to the Urban Mass Transporta-
tion Administration (UMTA) and the Department of
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Labor shared his ideology of less government spending
and opposition to transit labor.

The report of Reagan’s transition team on trans-
portation issues made the dilution or elimination of the
Section 13(0) transit labor protections a high priority. It
also sought deep cuts in federal transit funding.

Faced not only with the Administration’s proposals
but with entire system closings and employee layoffs
due to lack of funding, the General Executive Board
adopted a statement at its spring 1981 meeting oppos-
ing the elimination of operating aid and any tampering
with Section 13(c) protections.

In 1981, the Administration proposed phasing out the
operating assistance program entirely, urging that tran-
sit should be exclusively funded by local dollars.

The anti-union mindset became apparent when Rea-
gan supported a draft bill that would completely elimi-
nate transit labor protection from the operating assis-
tance program.

The ATU engaged in a year long effort to fight these
proposals. When the Surface Transportation Assistance
Act was signed into law in 1983, the 13(c) protections

An ATU delegation met with Congressman James
Howard (D-NJ.) to discuss mass transit funding and
the retention of Section 13(c) labor protections.
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Jobn W, Rowland

Jobn W. Rowland
International President
1981 - 1985

ATU’s 46th Convention in Miami, Florida. He de-

feated incumbent President Dan Maroney. ‘

Rowland was no newcomer to the Union. He had
served in many capacities and had earned a place in

J ohn Rowland was elected president in 1981 at the -

o _the leadership through the battles he led on behalf ;

of the ATU,
- A native of St. Louis, Missouri, Rowland first

~_ ‘joined Local Union 788 as a bus driver after a tour of
.- duty with the U.S. Navy in World War II. He was sub-
- sequently elected recording secretary, vice president

and president-business agent of the local union.

" In 1964, he was tapped for an international vice
“president position by ATU President John Eltiott. The
- . following year, he was elected to the General Exec-

utive Board, a post he held until 1974 when he as-
sumed the international secretary-treasurer’'s spot
upon the retirement of Jim Hill. In 1976, he became
executive vice president. Rowland was the only per-
son in the history of the ATU to hold all three top

elective offices, =~ ..

John Rowland was a great story teller. One of his
best was of negotiating a contract for Local Unions
1056 and 726 in New York City where the ATU jointly
represented the workers along with the TWU. Row-




land negotiated the contract along with Mike Quill,
the colorful president of the TWU. Quill wanted a
strike in order to embarrass New York’s new Re-
publican mayor, John Lindsay.

When the workers went out on strike, a New
York judge ordered them back to work and, as Row-
land tells it, Quill told the judge to “drop dead in
his black robes.” As a result, Quill, Rowland and the
local union presidents spent ten days in jail but “got
a nice contract and a fine pension plan.”

John Rowland stepped down from the presi-
dency on May 1, 1985. Upon his retirement, a com-
mentary in the In Transit read:

“In looking back at Rowland’s nearly 40 years
with the ATU—and particularly the last four years
‘as international president, it honestly can be said
that he brought much to the job and took little from

it He provided an inspired form of leadership; he

was intuitive and creative and, perhaps most im-
portantly, he cared about the ATU and its members.”

John Rowland and his wife, Virginia, reside in
Florida.

Upon bis retirement, Jobn Rowland was presented
with a farebox by the West Coast local unions. In-
ternational Vice President Charles Yelkey made
the presentation. Yelkey passed away in November
1986.
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remained intact and, with a modest reduction, the op-
erating assistance program was funded.

When the Reagan Administration failed to accomplish
incursions on Section 13(c) protection through the leg-
islative process, it sought, more than once, to use the
regulatory process to amend the Section 13(c) guidelines
and gut ATU bargaining rights.

Through intensive legislative efforts, the Union was
able to secure widespread congressional support with
invaluable assistance from U.S. Representatives James
Howard (D-New Jersey), Glenn Anderson (D-Califor-
nia), Bud Shuster (R-Pennsylvania) and Claudine Schnei-
der (R-Rhode Island), and Senators Alan Cranston (D-
California), Frank Lautenberg (D-New Jersey), William
Proxmire (D-Wisconsin) and Donald Riegle (D-Michi-
gan). As a result, the regulatory proposals were with-
drawn,

Because of Reagan’s “voodoo” economics and his de-
cision to cut taxes for wealthy Americans, the U.S. deficit
rose dramatically. The combined effect caused sharp cut-
backs in federal funding for mass transit. By 1990, fed-
eral funding for mass transit had declined by 50 percent
from its peak of $4.5 billion in 1981.

In late 1991, through intensive ATU and AFL-CIO lob-
bying efforts, the tide turned when the U.S. Congress ap-
proved a landmark $151 billion highway/mass transit
bill. The new 6-year act called for an average annual in-
crease of 64 percent in mass transit funding. Despite vig-
orous opposition from the Bush Administration, not only
did the ATU obtain unprecedented increases in transit
funding, it also retained the Section 13(c) collective bar-
gaining and job rights and weakened the Department of



Transportation’s ability to review and control state and
local privatization decisions.

The fight against Administration attempts to slash the
transit budget would continue despite the 6-year bill. In
defiance of the expressed intent of the U.S. Congress, the
proposed Bush budget for fiscal year 1993 sought tran-
sit funding levels not only significantly below those in
the highway/mass transit bill but even lower than those
appropriated for 1992.

Taking ATU Jobs

What President Reagan, and later President Bush,
could not gain on Capitol Hill, they sought to effect in
other ways. “Privatization” became a code word for the
wholesale loss of ATU jobs through a campaign carefully
designed and implemented by Urban Mass Transporta-
tion Administrator Ralph Stanley.

The federal law had always provided a role for pri-
vate transit operators. But it had long been the ATU’s
view that the function of a private operator in a local
mass transit system should be left to decision making at
the state and local level.

Beginning in 1984, UMTA issued a series of directives
to local transit agencies receiving federal assistance.
Through these directives and other methods, UMTA ap-
plied not-so-veiled threats of funding reduction if the
transit agencies failed to “privatize” and to select private
operators for some of their service.

As a result of UMTA pressures, together with reduced
federal transit funding and the general anti-union cli-
mate, employers sought concessions from the local
unions such as the removal of work guarantees from the

The ATU worked to oppose Administration backed
Pprivatization policies.

13(c) agreements and labor contracts, the increased use
and number of part-time employees, and the establish-
ment of two-tier wage systems.

Both locally and nationally, ATU officials and mem-
bers worked together to oppose these privatization poli-
cies. The ATU was successful in including language in
the fiscal 1987 transit bill which restricted UMTA from
conditioning, delaying or giving preference to transit
grant recipients based on their increased use of private
operators and competitive bidding. The report accom-
panying and explaining the bill emphasized the ATU
view that decisions regarding privatization should be
made on the local level and not dictated by UMTA.

Not to be outsmarted by Congress and even while
proclaiming to comply with congressional wishes,
UMTA issued another set of guidelines which included
a multitude of documentation, reporting and review re-
quirements on local privatization plans.

The problem was more than just the contracting out
of a few bus routes or some new service. Bills were in-

A victory over privatization was achieved in New
Orleans, Louisiana, through the efforts of Local 1560.
Pictured bere, from left to right, 1560 Financial Secre-
tary Smith Crocken, Mayor Sidney Bartbelemy, Inter-
national Vice President Rodney Richmond and 1560
President Eugene Camese.

troduced in several state legislatures to undermine hard-
won ATU bargaining rights and to engage in wholesale
privatization of existing public transit service.

The issue came to a head in 1988, when a bill was in-
troduced in the Colorado legislature requiring privatiza-
tion by the Denver Regional Transportation District
(RTD). As originally introduced, the bill would have re-
quired the RTD to contract out all of its service.

A massive effort to defeat the bill was undertaken by
the officers and members of Local 1001, along with In-
ternational Vice President Melvin Schoppert and Leg-
islative Director Robert Molofsky. While these efforts did
not defeat the bill, they did succeed in limiting the
amount of privatization to 20 percent and including lan-
guage permitting the reduction of RTD operators only
by attrition.

The Colorado law was the first attempt to go beyond
the privatization of new or revamped service to apply
the policy to existing service. There was little question
that the impetus behind the Colorado bill was UMTA
sponsored research promoting privatization.

A real success story was played out in California.



There, the state legislative conference board led an ef-
fort to defeat a wide range of bills in the state legisla-
ture to mandate fixed privatization requirements and in-
crease competitive bidding. The California locals killed
a bill that would have required transit agencies to con-
tract 3 percent or more of their transit services to private
operators annually. They also banded together to defeat
the sponsor of a series of privatization bills in the state
legislature. Through this victory, the ATU in California
sent an important message regarding its political power.

The ATU was finally provided with an effective
weapon in its battle against
privatization when a Septem-
ber 1989 report was issued by
the Economic Policy Institute
(EPD), a Washington, D.C.,
think tank.

The Emperor’s

The study, entitled The T,T,iffpffvﬂﬁﬁ;n
Emperor’s New Clothes: Tran- and Public Policy
sit Privatization and Public e
Policy, found that the Reagan S

K. H. Schacffer
Robert Brandwein

and Bush Administrations’
policy of using federal trans-
portation funds to force com-
munities to privatize their
mass transit systems pro-
duced profits for private con-
tractors, but caused deteriora-
tion of urban transportation

Economic [olicy Institute

services and hindered the

freedom of choice of local
public officials in their efforts
to reduce traffic congestion,
save energy, reduce pollu-
tion, and promote economic
development.

The study effectively chal-
lenged the fundamental premise of the Reagan-Bush
policy that privatization saves money. Through exam-
ining various case studies, including the effects of the
Colorado statute, the authors concluded that privatiza-
tion did not increase competition and that private con-
tractors are usually unable to attract experienced and
dedicated workers, thus making their service less reli-
able.

The authors found the Colorado experience repre-
sented their entire criticism of transit privatization:

“The basic problem with the Colorado law is
its heavy-handed ideological approach to a
complex public policy issue. Some purchasing
of transportation from private providers by the
larger public agencies has always made
sense....But the agency should have the right
to make a reasonable make/buy decision.
Agencies should not have an important eco-
nomic decision dictated by arbitrary ideologi-
cal and political considerations. Contracting
might be thought of as we think of aspirins:
two can cure a headache, but the whole bot-
tle will kill you.”

By the 1989 convention in Anaheim, California, the

A 1989 study by the
Economic Policy Insti-
tute refuted the Rea-
gan-Busb claim that
Pprivatization saves
money.
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fight against privatization was a major concern of the
ATU leadership and delegates. An address by Demo-
cratic Congressman William Gray of Pennsylvania criti-
cized the wholesale privatization of U.S. mass transit:

“[TIhe only thing we know so far, with the pri-

vatization experiments in transit, is that there

are more accidents. It costs more money, the

workers get paid less. There are less benefits,

and somebody goes to the bank with a whole

ton of money, and, believe me, brothers and

sisters, it ain’t you!”

The delegates acted. They unanimously passed a res-

olution calling for an educational conference on priva-

ATU privatization seminar participants met in Wasb-
ington, D.C., in December, 1989.

tization to explore the experiences of local unions and
to develop a national campaign against the Reagan-Bush
initiative.

President La Sala responded immediately. In De-
cember 1989, the International Union conducted a four-
day privatization conference for 45 union officers. At the
conference, La Sala pledged the International's full ef-
forts to meet the privatization challenges in the states,
provinces, the U.S. Congress and the Canadian Parlia-
ment. Through a combination of discussions, case prob-
lems and lectures from the authors of the EPI study and
others, the participants focused on the skills necessary
to understand and oppose privatization in their local
areas.

As predicted by the EPI study, the Denver experiment



Less Than Meets the Eye:
Colorado’s Costly Experience
With Transit Privatization

Elliott D. Sclar, Ph.D.

A study by Elliott
Sclar demon-
strated the bid-
den costs of the
Colorado legis-
lation.

Economic Policy Institute

proved more costly to taxpayers than the legislature had
predicted. When the state legislators considered priva-
tizing another 20 percent of the system in 1991, Local
1001 and the International Union were ready.

One of the author’s of the EPT studly, Elliott D. Sclar,
testified before the state transportation committee that
the actual cost of the program to the taxpayers had been
$9.1 million. He also urged the legislators to consider
the hidden costs of privatization when private compa-
nies provide public transportation with poorly paid
workers.

The legislature rejected the expansion of privatiza-
tion in the RTD system.

For the most part, privatization projects which tran-
sit systems designed to please UMTA involved the sub-
contracting of new or expanded transit operations.
Thus, there were no layoffs of ATU members. Transit
systems simply let bargaining units shrink through at-
trition.

One battlefront for privatization became the so-
called “sole provider” clause of the National 13(c) Agree-
ment for operating assistance. This provision requires
that if there is not a prior practice of subcontracting, the
grant recipient, usually the transit authority, must di-
rectly provide the service which benefits from the fed-
eral assistance.

The Intundtlonal Union mounted a series of arbi-

No WAY YOURE
TAKING [TAWAY!
\\——\

The ATU mounted a series of arbitration cases to
[fight the subcontracting of bargaining unit work.

tration cases claiming that the decision of the transit au-
thority to contract out bargaining unit work was in vio-
lation of the sole provider clause. These cases met with
mixed results. In Nashville, Tennessee, the members of
Local 1235 kept their work when an arbitrator ruled that
contracting out was a violation of both the labor contract
and the National Agreement. In other cases, the arbitra-
tors ruled that if there were no prohibitions on subcon-
tracting in the labor contracts, they would not find such
a prohibition based only on the National Agreement.

Partially as a result of the ATU’s limited success in
these arbitrations, a small number of transit authorities
withdrew from the National Agreement and the Union
was forced to renegotiate separate 13(¢) operating as-
sistance agreements with each of these transit authori-
res.

Attacks on the Collective
Bargaining Process

Ever since the founding of the Union, a major tenet
of the ATU had been the resolution through arbitration
of disputes over the terms to be included in 4 new labor
contract, a process commonly referred to as interest ar-
bitration. Retaining this right became a major battlefront
for the ATU in the 1980s.

When the Union began negotiating 13(c) agreements
in the 1960s and 1970s, these agreements were viewed
as protecting and preserving those rights our members
had enjoyed in private employment, including the right

State courtrooms became the battlefront for
preserving our rights to interest arbitration.



to arbitrate the terms of a new labor contract if negotia-
tions failed. Yet, the same transit managements that were
all too willing to agree to the inclusion of interest arbi-
tration in 13(¢) agreements to receive federal funding in
the 1970s, began refusing to honor these obligations in
the 1980s.

The ATU was repeatedly forced into state courts in
an attempt to preserve local union rights to interest ar-
bitration. The Union was successful in many of these
cases. In 1982, a California court ruled that Local 276 and
the Stockton Metropolitan Transit District must arbitrate
proposed changes in a retirement plan.

A major victory was achieved for Local 1309 in San
Diego, California, when a federal court found that the
transit system was a private employer (and therefore an
exception to the U.S. Supreme Court’s ruling, discussed
in Chapter 7, that 13(c) must be enforced in state courts)
and ordered the employer to submit to interest arbitra-
tion under the 13(c) agreement.

Similar successful rulings were obtained in cases be-
tween Local 1333 and the Rockford (Illinois) Mass Tran-
sit District, Local 682 and the Fort Wayne, Indiana, tran-
sit district, Local 993 and Central Oklahoma Transporta-
tion and Parking Authority, and Local 587 and the Seat-
tle Metropolitan Transit District.

A landmark victory for the Union occurred in a case
brought in Boise, Idaho, on behalf of members of Local
398. There the city attempted to contract away its tran-
sit system to a non-union employer. The state trial court
upset the city fathers when it ruled that the Local 398’s
13(c) agreement was enforceable against the new em-
ployer, who would be obligated to hire the union mem-
bers and continue their labor contract.

Another newsworthy win occurred in a 1991 New Jer-
sey Supreme Court ruling which rejected New Jersey
Transit's attempt to severely restrict the subjects over
which it would bargain with the New Jersey State Coun-
cil. The court held that when enacting the New Jersey
Public Transportation Act, “the legislature intended to
confer such rights on NJT employees as would place
them in the same position they had in the private sec-
tor...."

In a case affecting the ATU’s three Kentucky local
unions (Local 639 in Lexington, Local 628 in Covington
and Local 1447 in Louisville), the Kentucky Supreme
Court declared all Section 13(c) interest arbitration rights
in violation of the state constitution.

Another disappointing decision came in a case be-
tween Local 757 in Portland, Oregon, and the Tri-County
Metropolitan Transit District of Oregon (Tri-Met), where
the courts refused to order Tri-Met to arbitrate, because
public employees in Oregon have the right to strike. Yet
when the members of Local 757 threatened to exercise
their right to strike, Tri-Met vowed it would continue to
operate with striker replacements. At the last minute, the
parties reached agreement on a new contract.

Numerous transit systems simply sought removal of
interest arbitration from their 13(c) agreements. In each
instance, the ATU maintained that the omission of in-
terest arbitration provisions from the 13(c) agreements

would violate the statutory command to “preserve and
continue collective bargaining rights.”

When negotiations between the Union and the tran-
sitauthorities broke down, the U.S. Department of Labor
would simply uphold the position of the transit author-
ities and remove the right to interest arbitration from the
13(c) agreements. It was most often replaced with a non-
binding fact-finding procedure—an often unworkable
and ineffective process.

Several state legislatures also introduced, and some-
times passed, legislation severely limiting or eliminating
arbitration rights. By forging a combination of local
union leadership and rank-and-file participation
through write-in and phone-in campaigns in 1982, Local
1300 in Baltimore and Local 689 in Washington, D.C.,
defeated bills that would have eliminated or severely
curtailed contract arbitration rights for employees of the
Mass Transit Administration and the Washington
Metropolitan Area Transit Authority.

ATU locals, along with the International Union, suc-
cessfully expanded the collective bargaining rights of
the members through the passage of state public em-
ployee bargaining laws in Illinois and Ohio.

By 1992, either through litigation, legislation, or the
development of new 13(c) agreements, the ATU lost the
right to interest arbitrate the terms of new labor con-
tracts on over 30 transit properties.

Increasing Political
Involvement

The political challenges posed by the Reagan Ad-
ministration produced both a need and a desire to be-
come politically active on the part of the leaders and
members of the ATU in the United States.

The ATU’s Committee on Political Education (COPE),
which had been created several decades earlier to

Local 1256 in El Paso, Texas, belped elect that city’s
Sirst woman mayor in 1989. Local 1256 Vice-President
Daniel Silva (left) and President Andy Saenz are pic-
tured with Mayor Azar.
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The officers of the New England Conference Board
presented a COPE contribution to Executive Vice Pres-
ident La Sala at their 1982 meeting.

educate and involve ATU members throughout the U.S.
in political and legislative campaigns, expanded in un-
precedented proportions.

The election of political opponents to office in the
1980s necessitated the election of “friends.” The ATU
began a campaign to involve more local unions in the
voluntary COPE program.

Membership interest was enhanced by the develop-
ment and distribution of an ATU produced film, “Win-

At its 1984 meeting in Ottawa, Executive Vice Presi-
dent La Sala addressed the NCRC. Next to La Sala are
Local 1374 President (now International Vice Presi-
dent) Robert Saarinen in Winnepeg, Manitoba, and
Guntber Bruckner, president of Local 583 in Calgary,
Alberta.

ning with ATU-COPE.” The ATU distributed special leg-
islative and political brochures and instituted an awards
program that recognized members and individual local
unions for their contributions to the program.

COPE funds were utilized not only to support polit-
ical victories on the national, state and local levels, to
fund legislative victories in transit funding and to fight
Administration privatization efforts, but also to advance
ATU members’ rights in several other areas. These in-
cluded the enactment of the legislation and standards
involving the commercial drivers’ license, striker re-
placement prohibitions, worker safety, polygraph pro-
tection, minimum wage, family and medical leave and
child care.

At the start of the 1980s, ATU members were con-
tributing less than $15,000 per year to the COPE pro-
gram. By 1991, that figure had increased over 2,000 per-
cent to $337,500.

A Great Union
Has No Borders

“The International Spirit of our Canadian
membership is well manifested in their
splendid loyalty to the Amalgamated.
Nowbere throughout the Dominion of
Canada bave the dual, disrupting unions
been able to get their toebold on our occu-
Dation, which indeed speaks well for the
Jraternal fellowshbip and brotherly good
will of our Canadian members toward the
workers and people in general of our great
sister country to the south. Again as a mat-
ter of business, our Canadian membership
realizes that the old established axiom,
‘there is strength in great numbers,’still
stands.”

r l Yhese words, written by General Executive

Board Member Magnus-Sinclair more than 50
years ago, still hold true today.

During the last 10 years, thousands of Canadians

have reaffirmed their view that the ATU is the best or-

‘ganization to represent them. The conviction of these

members was tested in repeated raids by the Inde-
pendent Canadian Transit Union (ICTU).

ICTU is not affiliated with the Canadian Labour
Congress (CLC) and grows by scavenging upon the
already organized.

During its 100-year history, the ATU has never
raided an organized group of workers. It is the view
of the ATU, and indeed the affiliated labour move-
ment, that raiding is a cancer of organized labor. It
may have the ability to siphon off workers, but a suc-
cessful raid can never replace the organization, ben-
efits and strength those workers previously enjoyed.
Both the CLC and the AFL-CIO have adopted policies
and sanctions against one affiliate raiding the orga-
nized workers of another.

In 1981, rather than working from within the ATU,
some discontented members in Local 101-134, formed
a dissident group, named the Independent Canadian
Transit Union. They raided the workers of the
Metropolitan Transit Operating Company represented
by Local Unions 101-134 and 109 in Vancouver and
Victoria, British Columbia. These members were
jointly represented in a single bargaining unit of ap-
proximately 2,300 employees in Vancouver and 320
in Victoria. ICTU engaged in offensive tactics which
caught the ATU off guard. ICTU wrapped itself in the
Canadian flag and waged a campaign which attacked
the per capita tax paid by Canadian members to the
International Union. :

In a representation vote conducted in January
1982, the ATU lost these bargaining units by only 16
votes, with 600 employees not voting. After their slim
victory, ICTU not only refused to refund to these
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Local 279 members along with International Vice
President Arthur Burke and International Repre-
sentative Angus MacFarlane celebrated their vic-
tory in repelling the 1983 ICIU raid.

stolen members an amount equal to the per capita
tax, but, in fact, raised their dues.

The ATU vowed it would be prepared when ICTU
again tried its underhanded tactics. The wait was not
long. In 1982, ICTU transferred its efforts to Eastern
Canada and attempted to raid Local 279 in Ottawa.
Once again, ICTU wrapped itself in the Canadian
flag, but the officers and members of Local 279, as-
sisted by International Vice President Arthur Burke,
International Vice President Angus MacFarlane, and
the CLC, scored a narrow but important victory in
Ottawa.

The victory demonstrated the strength of solid
union representation rather than empty nationalism.
As Burke stated after the 1983 victory:

“I take a back seat to no one when it comes
to respecting and honoring my country and
its flag, but collective bargaining is not
done with the flag and when it comes to
sitting down at that bargaining table I want
the best damn organization representing
our members—and that is the ATU, be-
cause ICTU can’t even begin to fill the bill
as a trade union.”

By 1985, the wounds of division in Local 279 were
beginning to heal. When ICTU attempted another
raid on the employees of OC Transpo, they could
not even gather enough support to hold an election.

The union had learned to listen and respond to
the rank and file. Under new leadership, Local 279
had grown and strengthened its ties to the member-
ship. As President La Sala stated in a 1988 column in
In Trawnsit, “Today...Local 279 is a changed organi-
zation. The wounds of divisiveness have healed. The
scars of prior individualism have almost disap-
peared. The Local Union has emerged from its diffi-
culties stronger than before.”

When ICTU tried yet one more time to raid Local
279 in 1990, the local union, with the assistance of
all the Canadian international officers and the Cana-
dian Council, fought back with such force that ICTU

continued on page 134

Canadians Unite to Create
Major Political Victories

ATU local unions in Canada joined together as a po-
tent political force in the 1980s. At the 1981 convention
in Miami, Florida, the delegates approved the establish-
ment of a National Canadian Regional Conference
(NCRC). The NCRC was set up to “be the highest au-
thority and voice in Canada for the ATU on all issues of
special Canadian interest....”

At the first meeting of the NCRC, held in Toronto in
1982, the delegates adopted bylaws and elected Inter-
national Vice President Art Burke as president. In an ad-
dress to the delegates, International President John Row-
land urged the Canadian ATU members to become ac-
tively involved in the political process and “start exert-
ing some of the power and force which flows from the
strength of your numbers.” At its next meeting, the NCRC
amended its bylaws so that only local union officers
could serve as NCRC officers and elected Local 1374
President Robert Saarinen (now an international vice
president) as NCRC president.

In 1983, the NCRC, at its meeting in Halifax, Nova
Scotia, appointed Ken Foster from Local 1505 in Win-
nipeg as the full time executive secretary of the group.

In 1984, Local 113 in Toronto sponsored a political
action seminar.

In 1961, the Canadian labour movement had joined
together to create the New Democratic Party (NDP) to
lead the fight for workers’ rights. A major goal was to
elect more NDP members in the provincial legislatures
and federal Parliament.

In 1984, Local 583 in Calgary, Alberta, formed a po-
litical action committee with the goal of convincing the
local membership of the importance of becoming in-
volved in the political process. After the NCRC’s 1984
meeting in Vancouver, British Columbia, Local 1505 in
Winnipeg, Manitoba, formed a similar group.

Later that year, Local 113 in Toronto, the ATU’s largest
Canadian local, established a political action committee
and held a seminar for 75 participants. A guest speaker
was Bob Rae, leader of the NDP in Ontario. In Novem-
ber 1990, Rae and the NDP would be swept into office
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in the Province of Ontario with the help of the ATU.

As the Canadians geared up to fight the Free Trade
Agreement between the United States and Canada, the
name of the ATU group was changed in 1986 to the Cana-
dian Council and Bert King, president of Local 1462 in
St. John’s, Newfoundland, was elected as its president.

The labor movements in both the U.S. and Canada
opposed the Free Trade Agreement. ATU members in
Canada, along with their sister unions, viewed the agree-
ment as taking away Canadian jobs and Canadian
sovereignty. ATU locals joined forces with other local
unions throughout Canada to persuade Canadian lead-
ers not to approve the Agreement.

Despite these efforts, the Agreement was approved
in both countries. In a March 1990 column in In Tran-
sit, it was reported that within a year the Agreement had
already claimed 57,000 Canadian jobs. Canadian Coun-
cil Executive Secretary Foster wrote:

“ATU members across Canada have to think se-
riously about just what is going on in this coun-
try. Mass transit provides a public service
which is valuable only if people have jobs to
which to travel. If Canada’s unemployment
roles continue to grow at the rate of 60,000 per
year, how long will our own jobs be there?”

In 1991, the ATU belped to elect the NDP in Brmsh
Columbia. Michael Harcourt, the newly elected NDP
Premier flashes a victory smile.

In 1991, these concerns would again be addressed
in the United States and Canada concerning proposed
Free Trade Agreements with Mexico.

By 1990, the Canadian Council was fighting a losing
battle against the Mulroney government’s proposed 7-
percent goods and services tax, a surcharge on goods
and services rather than income. In opposing the GST,
the Canadian Council called for a strong and fair tax sys-
temn rather than the regressive Mulroney tax.

In 1991, the political involvement of the Canadian
Council and Canadian local unions paid off. Following
the 1990 NDP sweep in Ontario, massive NDP victories
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were achieved in British Columbia and Saskatchewan,
ushering in an era of “looking after the needs of ordi-
nary people” in those provinces. Members of Local 615
in Saskatoon, Saskatchewan, had worked tirelessly for
the NDP candidates there.

These NDP victories provided access for the ATU, the
Canadian Council and the local unions to work closely
with these provincial governments on transit policy and
worker rights.

Canadians scored another big victory when they per-
suaded the Canadian federal government to drop a pro-
posal for random drug testing of urban transportation
workers in November 1990.

Education Takes Center Stage

Almost as quickly as President Reagan axed the gov-
ernment-funded education programs in the early 1980s,
newly elected International President John Rowland
filled the vacuum with a series of seminars funded, de-
veloped and presented solely by the International
Union.

The new program covered grievance handling, po-
litical action and contract costing, and included a sec-
ond round of seminars conducted in 1985. These first
in-house programs provided the beginnings for what
would soon become one of the best training programs
in the AFL-CIO and the CLC.

The Canadian Council moved to supplement the In-
ternational’s program by sponsoring training seminars
on grievance handling and safety and health issues. In
cooperation with the Canadian Labour Congress and
with funding of the Ontario government, the Canadian
Council developed classes and teaching materials and
trained instructors to conduct these seminars.

From literally the first day of his presidency, James
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La Sala made education the centerpiece of his adminis-
tration. As La Sala pledged at the 48th Convention in
Toronto:
“[llt is my firm resolve to continue and expand
[the educational] program to the end that every
officer of this union, at the international and
the local level, will have an opportunity to de-
velop and enhance his or her skills in every as-
pect of what it takes to do the job for which we
have been elected, from the keeping of the
union’s books and records, to the negotiation
of a complicated contract or pension plan, to
the techniques by which we can mobilize our
political power.”

The pilot program was a grievance handling seminar
designed to train local union executive board members
and shop stewards, as well as the top officers of the lo-
cals. Developed in conjunction with the George Meany
Center for Labor Studies and the AFL-CIO’s Department
of Education, the first seminar took place in November
1985. Following the success of the initial seminar, the

1990 grievance/arbitration seminar in Calgary, Al-
berta.

At the first ATU legislative seminar in 1987, the atten-
dees met with congressional representatives from
Capitol Hill. Pictured bere are Representative Al
Wheat (D-Mo.) with International Vice President
Oliver Green, now international secretary-treasurer,
(left) and Local 788 President Robert Bartlett (right).



Amalgamated hired instructors all across the U.S. and
Canada to present weekend grievance handling semi-
nars.

The focus of the education program over the ensu-
ing seven years included an extensive list of subjects.
While the International Union continued the grievance
and arbitration classes, it added training programs in
public speaking, leadership skills, labor law, pension
benefits, collective bargaining preparation, and legisla-
tive and political action.

A training seminar was developed and presented
each year for newly elected financial secretaries, and in
1991, the Amalgamated set up a class designed speciti-
cally for ATU women members to help and encourage
them to become active in local union affairs.

In 1987, the Union added an annual legislative sem-
inar to bring together representatives from each of the
state legislative conference boards, as well as leaders
from the more politically active locals in the U.S. and
Canada. They gather to study and discuss current polit-
ical issues and to develop lobbying and other legisla-
tive strategies to use in achieving their goals. In addi-
tion, the participants have had an opportunity to meet
with their congressional representatives.

In response to a series of U.S. Supreme Court deci-
sions and state public employee bargaining laws, the

Participants get down to business at the Second
Annual Women’s Seminar in 1992.

International Unjon developed a training program on
the procedures necessary to set up fee objector programs
in the local unions. As more local unions confronted the
problem of represented employees opting to be fee ob-
jectors rather than members, the International trained in-
ternational vice presidents to assist local union officers
in complying with the legal requirements.

Between May 1985 and September 1992, the International

An Interview With p—

The Current President

How did you first get involved with
the ATU

I was a member of Local 824 in New Brunswick,
New Jersey, but not very involved with the union. I
was a good bowler and was in a league with other
local union members. I went to a union meeting in
1957 and some of the officers I bowled with asked me
to run for shop steward. I ran unopposed. Of course,
I had no idea how to do the job. A couple of months
later, I had to represent a 24-year member who had
been discharged for misappropriation of funds. When
I went in to meet management on the grievance, they
knew I was “green.” I failed to get the guy reinstated.
Fortunately, the local president was more astute and
successfully convinced the company that the member
had made an honest error, and he was rehired.

President La Sala lestified on transit legislation
before a congressional commitiee in 1985.

How did you come onto the Interna-
tional staff?

In 1968, “Chick” Cicchino, an international vice
president from New Jersey announced his retirement.
The delegates to the New Jersey State Council thought
I should be Cicchino’s replacement. After they made
this suggestion to President Elliott, he called me into
Washington. He told me that he would give me a

agent of Local 824.

I then realized that being in office is more than just
a title. You have to know how to do the job. I began
attending labor education classes at the local univer-
sity. I was subsequently elected vice president, finan-
cial secretary and then, in 1962, president/business

chance, but “there was no free lunch.”
So while I was still president of my local, I worked

- as a special organizer and negotiated some contracts

in other local unions.
I was first elected as eighth international vice pres-
ident in 1969, and was elected executive vice president
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Union developed and presented nearly 190 seminars
throughout Canada and the United States, with total at-
tendance of more than 7,000 local leaders. During this
time, the International Union’s expenditures for educa-
tion underwent a drastic increase, approaching $1 mil-
lion annually at the peak.

Locals taking advantage of these opportunities were
soon handling their own grievances and, in many cases,
their own arbitrations, saving thousands of dollars in
legal fees for their local union treasuries.

With their new-found communications and political
skills, local union leaders were increasingly winning leg-
islative battles at the municipal level and steadily gain-
ing influence in the state legislatures and provincial par-
liaments.

Preparing Members for
Commercial Driver’s License
Exams

As part of its concentrated focus on transportation
safety, the U.S. Congress passed a Commercial Motor
Vehicle Safety Act in 1986. The Act, which was opposed
by the ATU, required most of the Union’s represented
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COMMERCIAL
DRIVERS LICENSE
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The ATU prepared a
commercial driver’s
license test prepara-
tion program in
English and Spanish.

employees in the U.S. to obtain a commercial driver’s li-
cense by passing a battery of written and road test re-
quirements.

Recognizing the tremendous harm the tests could
cause, the ATU assigned officers and staff to work with
state legislative conference boards and local officials on




state legislation and state testing requirements. The ATU
applied for and reccived two grants from UMTA to de-
velop a “Commercial Motor Vehicle Driver’s License Test
Preparation Program.” The educational package devel-
oped by the Union consisted of audio and video tapes
and workbook materials. The materials were used by
thousands of ATU members to prepare for the various
state licensing examinations.

As the first century of the ATU drew to a close, Pres-
ident La Sala’s commitment to education had proved it-
self in the quality of men and women in the leadership
of the Amalgamated’s 270 local unions. ATU leaders
were more confident at the bargaining table, more ar-
ticulate in front of the city councils, and more skillful in
settling grievances before they resulted in arbitration.

Canada Leads Safety Fight

A clearing house for safety and health studies, arti-
cles and other related materials was set up at the Amal-
gamated in 1985 to seek out and evaluate the existing
information and to make it available to local unions. At
the 49th Convention in Anaheim, the first standing com-
mittee on research, education, safety and health was cre-
ated to review the International’s work in these areas

La Sala Interview, continued

This is also why it is so important that we redou-
ble our efforts to support the ATU COPE. These vol-
untary contributions from members permit the ATU
to work with local officers, state legislative confer-
ence boards and members and develop strategies and
programs to advance our cause. It provides political
support for ATU-endorsed candidates. Ultimately,
COPE and individual involvement are the sources of
political support to ensure that those elected to office
will stand up for our interests.

Our history teaches us about the
struggles of the past. What do you
see as our struggles today?

I think in Canada and the United States, we are
confronted with governments that have taken an ad-
versarial attitude towards labor unions. For example,
if a U.S. member exercises the right to strike, he or
she can be replaced with a permanent employee.
When President Reagan fired the air traffic controllers
in 1981, he sent a message to government officials,
to the courts and to managements that getting rid of
the union is fair game.

The United States Supreme Court has imposed
cumbersome record keeping procedures and legal re-
quirements so some employees whom we negotiate
for and defend in grievances and arbitrations only
have to pay their “fair share” and not the full dues.
At the same time, the courts have made it easier for

President La
Sala at Soli-
darity Day - Y
in Wasbhing- ¢ AB wmi! sREYHOU YD
ton, D.C., in | | N y STRIKERS
August A : '
1991.

the people we represent to sue unions, often in
frivolous lawsuits.

What about “privatization?”

Another Republican brain child. Whether you call it
privatization or competitive bidding, it is a ruse to cir-
cumvent our labor contracts. If management can’t get
what it wants at the bargaining table, then they just con-
tract out the work to companies with a lower paid work
force. It pits working people against each other and
union members against non-unjon members.

What do you think has been one of
our greatest achievements in the last
decade?

Without a doubt, the payoffs from our expanded ed-
ucation program. Our members have a right to expect
that we are fully equipped to do our job.

Union officers and union stewards are dealing now
with managements that are far more sophisticated.
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and to provide direction and input from the delegates.

While transit workers themselves have always known
their profession was demanding and dangerous in terms
of health and safety, it was not until the 1970s that med-
ical researchers turned their attention to the bus drivers’
problems.

Early studies quickly uncovered an array of health
concerns linked to urban bus driving. Researchers dis-
covered higher than expected rates of heart disease and
high blood pressure, back pain and back injuries, sick
leave usage and mortality.

A major study was commissioned by the Canadian
Council in 1985 and conducted by the Ontario Workers
Health Centre. The study called for field testing of bus
drivers’ seats to find one that “better absorbs the various
forms of vibration.” Recommendations were also offered
for stress reduction.

Canadian Council Executive Secretary Ken Foster was
invited to share the research results at various manage-
ment forums and was soon sought out by the transit in-
dustry’s employer group, the Canadian Urban Transit As-
sociation (CUTA), to join their industry committee on bus
design. As a result of these efforts, most transit systems
in Canada and many in the U.S. have now implemented
seat replacement programs that are reducing back in-
juries and lowering worker compensation costs.

In 1979, the ATU BLack Caucus met in New Orleans,
Louisiana. From left to right, Charles Hall, Local 241
Jfinancial-secretary, Oliver Green, international vice
president, James Thomas, Local 26 president and
Bruce Foster, international vice president.

Stress-related problems, including heart and blood
diseases, also received considerable attention in re-
search circles, including a major U.S. government-
funded study of hypertension that documented in-
creased levels of blood pressure and isolated many of

the causes of this stress.

Years ago, both the local union president and the man-
agement person across the table were former bus
drivers. Now we sit across from attorneys, accountants
and “management consultants.” These people go to
seminars sponsored by APTA and other groups and
are taught how to emasculate our labor agreements.
We have to be up to the task. So we train our officers
to be better leaders, to understand finances, to cost
out contracts, to be knowledgeable about pensions
and many other subjects.

There has been an emphasis on orga-
nizing during your presidency. Can
you comment on the importance of
this for the ATU?

This is not an original quote but it certainly is true
that “organizing is the life blood of the labor move-
ment.” I pledged at the 1986 convention that we
would expand our organizing efforts. Since then, and
for the first time in ATU history, we have appointed
three full-time organizers under the direction of In-
ternational Executive Vice President Franklin. It has
been tremendously successful. We have done more
organizing in the last six years than in the last twenty.

What do you view as the important
characteristics of a union leader?

During my presidency, I have made it a point to
travel widely and meet with our members throughout

the United States and Canada. I have been present at
ATU educational conferences, legislative conference
boards, Canadian Council meetings, caucuses, local
union and joint council meetings. I have preached to
every gathering the importance of participation and in-
volvement.

We are a democratic union. Our local unions oper-
ate virtually on their own. The members elect officers
from within their own ranks to represent them.

Just as democracy in our national governments puts
a responsibility on us as citizens to participate and vote,
union democracy also brings responsibilities for our of-
ficers and our members.

We have to get involved and stay involved in our
local unions. We all have to live by five basic princi-
ples—accountability, loyalty, teamwork, compassion
and credibility. Other-
wise, we will be complete
failures. This holds true
for both officers and
members.

La Sala with Canadian
Labour Congress Presi-
dent Shirley Carr at the
1989 ATU convention in
Anabeim, California.
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In 1987, the first ATU Women’s Conference was spon-
sored by Local 998 in Milwaukee, Wisconsin.

Caucuses

In a 1988 column in Irz Transit, President La Sala
stated, “The Amalgamated is a finely woven tapestry of
sorts, composed of many fine, unique people—of dif-
fering backgrounds, creeds and colors—Iliving and
working in various regions of North America, and deal-
ing with different local and even federal governments.”

The ATU Black Caucus, which originated during the
1960s, was an established group within the Union. It
holds annual meetings at which presentations from the
international executive officers, legislative reports and
information are shared by the delegates from various
local unions.

As more women became active in local union affairs
and successfully pursued candidacies for local union of-
fice, women from ATU local unions began attending
Women’s Conferences. The first such conference was
sponsored in 1987 by the Women’s Committee of Local
998 in Milwaukee, Wisconsin. During two days of
speeches and workshops, the issue of women becom-
ing more active and involved in union affairs was
stressed. At the fourth such conference, held in Cleve-
land, Ohio, in 1990, the attendees voted to form and
adopted bylaws for a permanent organization, the ATU
Women’s Caucus.

In January 1990, the ATU Latino Caucus conducted
its charter meeting in Austin, Texas. In remarks to this
opening meeting, International President La Sala voiced
support for the new caucus and noted that although its
first years had been difficult, the Black Caucus had sub-
sequently matured and made invaluable contributions
to the ATU. Albert Chapa, financial secretary of Local
1091 in Austin, was elected caucus president. He noted,
“It is a tribute to the foresight of our International lead-
ership and a product of the democratic nature of the ATU
that the input of groups such as ours is not only wel-
comed but encouraged.”

Brewster Strike

While no strike during this period would be as bitter
as those on Greyhound in the U.S., ATU members would

not soon forget the battle of over 100 members em-
ployed by Brewster Transport. This strike by the mem-
bers of Local 1374 (Winnipeg, Manitoba) lasted over a
year.

Brewster Transport was a wholly owned subsidiary
of Greyhound Lines of Canada. When the parties en-
tered into bargaining that year, it became increasingly
clear that the company had no intention of reaching an
agreement with the local union. The company de-
manded major concessions in wages and benefits and
sought to remove the ticket agents from the contract’s
coverage.

The strike began on June 1, 1985, when the company
turned down the members’ offer to accept a 20-percent

.pay cut. By July, the company had hired replacement

workers and instituted new bargaining demands. It il-
legally attempted to bargain directly with the strikers.

_ Throughout the protracted strike, with picket lines
set up in Edmonton, Calgary, and in Jasper and Banff,
Alberta, the strikers received outstanding support from
ATU members throughout Canada and the U.S.

The union filed charges with the Canada Labour Re-
lations Board. After a year long battle, the Labour Board
ruled that the company had engaged in numerous un-
fair labor practices and ordered the company to bring
the employees back to work, recognize their seniority,
and pay lost wages back to July 4, 1985.

The company vowed to appeal the ruling and the
local union re-entered into negotiations with the em-
ployer. This resulted in a labor contract and the mem-
bers returned to work on June 18, 1986.

Drug Testing

Beginning in the mid 1970s, drug
testing emerged as a major bargain-
ing issue in the United States and,
to a lesser degree, in Canada. By
the 1980s, many local unions
had negotiated some form of
drug testing into their
labor contracts. y

In the U.S., the
Reagan and Bush

1t
Administrations E 1

MLy o
pushed for the ‘—L“ N
introduction of
legislative and regu-
latory proposals de-
signed to impose manda-
tory drug testing on urban
mass transit and over-the-
road bus carriers.

These politically inspired |
efforts to show the public /
that the President was fight-
ing the “drug war” in the U.S. The ATU immediately
were set in motion despite con- .z, llenged the UMTA
vincing studies of an outstand-  gnd FHWA drug test-
ing safety record in the bus ing regulations.
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transportation industry.

Between 1986 and 1991, the ATU and other transit
unions successfully foiled legislative drug testing pro-
posals. But once again, what the Administration failed
to gain on Capitol Hill, it sought to do through regula-
tion. In 1988, the Department of Transportation issued
far-reaching drug testing regulations affecting both the
urban mass transit and over-the-road industries. The reg-
ulations required random, pre-employment, post acci-
dent and reasonable suspicion testing for all operators
and maintenance employees.

International President La Sala immediately declared
the new rules “unfair, unreasonable and unworkable.”
“It is another attempt by this Administration,” he stated,
“to discredit American workers and clear the conscience
of corporations who go overseas for cheap ‘drug-free’
labor.”

The ATU vigorously fought the regulations. The over-
the-road regulations were challenged as violation of the
U.S. Constitution. The Urban Mass Transit regulations
were challenged as unconstitutional and not within
UMTA'’s statutory authority. On January 11, 1989, a fed-
eral district court in San Francisco ruled that the random
and post accident testing portions of the over-the-road
rules were unconstitutional and called for an immediate
halt to their enforcement. The government took this case
to a federal appeals court, which unfortunately ruled that
the testing was constitutional. As a result, the testing re-
quirements in the over-the-road industry went into ef-
fect in November 1991.

On January 19, 1990, the ATU scored a major victory
when the U.S. Court of Appeals vacated the UMTA drug
testing regulations and agreed with the Union that the
agency did not have the authority to issue such regula-
tions.

Several local unions also filed lawsuits challenging
the regulations. In Seattle, in a case brought by Local
587, the court found that the implementation of random
testing by Seattle Metro violated the Washington state
constitution. In California, Local 1277 (Los Angeles),
Local 192 (Oakland), and Local 1574 (San Mateo) ob-
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tained court orders blocking random drug testing. Local
1564 in Detroit, Michigan, obtained an order enjoining
the Suburban Mobility Authority for Regional Trans-
portation from implementing its testing policy.

Despite the court victories, the implementation of
drug testing was only a matter of time. Following an Au-
gust 1991 train accident in New York in which five pas-
sengers were killed and over 150 others injured, the U.S.
Congress enacted legislation giving UMTA the authority
to issue drug testing regulations.

Although the Union successfully delayed the testing
for several years, by the end of the period the focus had
changed to negotiating provisions providing for em-
ployee assistance programs and rehabilitation.

The ATU made a commitment to ovganizing during this
period.

Organizing

At the 1986 convention in Toronto, International
President La Sala made a commitment to organizing, and
the fulfillment of this goal became a major priority of
his presidency.

Not long after the convention concluded, La Sala ap-
pointed Local 1307 President Karen Moore (St. Louis,
MO), and Local 1575 President Charles Cook (San Fran-
cisco, CA), as international representatives. In addition,
Gary Maurer, a member of Local 1600, was used as a
special organizer and later appointed as an international
representative.

Under the direction of International Executive Vice
President Ellis Franklin, Moore, Cook and Maurer, along
with local union officers and international vice-presi-
dents, began an unprecedented number of organizing
drives for the ATU.

In 1987, an important victory took place in Dallas,
Texas, where 360 employees providing transit services
under contract to the Dallas Area Rapid Transit voted
for representation by Local 1338. The election came
only after protracted litigation before the National Labor
Relations Board.

Local 1612 was established in 1988 after 300 school



President La Sala appointed Karen Moore (Local 1307,
St. Louis, Missouri), Charles Cook (Local 1575, San
Francisco, California) and Gary Maurer (Local 1600,
Atlanta, Georgia) as international representatives Lo
conduct ATU organizing campaigns.

bus operators of Laidlaw in Riverside, California, voted
for the ATU after a year-long campaign. The Union suc-
cessfully organized other Laidlaw employees in Pitts-
burgh, Pennsylvania (Locals 85 and 1493), Portland, Ore-
gon (Local 757), and Antioch, California (Local 1617).

In Ottawa, Local 279, with the assistance of Interna-
tional Vice President Angus MacFarlane, began organiz-
ing the employees of Para Transpo in 1986. The local
union claimed the employer was a joint employer with
the public transit authority, OC Transpo. During a legal
battle that lasted over a year, they lost the argument that
OC Transpo was a joint employer but built solid support
for the ATU, and the unit was easily certified by the
Canada Labour Relations Board in 1987. When the group
of paratransit operators was first organized, the highest
hourly rate was $8.40. Under their current labor contract,
these same drivers will be earning $16.17 an hour by De-
cember 1993.

Hard Times, Good Contracts

The 1980s were marked by union-bashing and wage
concessions, rising health care costs, cuts in worker
safety enforcement, weakened labor laws, and increased
government interference in the collective bargaining
process (e.g., drug testing, privatization and fair share).

Despite these attacks from the conservative govern-
ments of both countries, the Amalgamated held its own
through this period (with the exception of the U.S. in-
tercity bus business which was destroyed by deregula-
tion) and continued to do what it does best—-negotiate
contracts.

In 1989, Local 113 in Toronto effectively foiled a pro-
posal of the Toronto Transit Commission (TTC) to hire
450 part-time drivers. When an impasse was reached,
rather than strike, the union instituted a job action to
keep transit service running in order to avoid “back to
work” legislation and to buy time for the union to edu-
cate government officials and the public.

The union’s strategy proved effective in convincing
city and provincial politicians of Local 113’s position that
the part-time operators were unnecessary.

After the Minister of Labour intervened, the parties
returned to the bargaining table, and an agreement was
reached which contained no part-time employees and a
14-percent wage increase, making Local 113 operators
the highest paid in North America.

Wage increases in Canadian contracts averaged 4.9
percent a year during the 10 years ending in 1992, while
U.S. contracts averaged 3.4 percent. Local 113 drivers in
Toronto saw their wages rise from $10.97 to $19.25 per
hour over the 10-year period, the highest driver rate in
Canada. In the U.S., Local 265 of San Jose topped the list
at $18.33 per hour, up from $12.01 ten years ago.

On Mavrch 16, 1992, the 2700
employees of Port Authority
Transit (PAT) in Pittsburgh,
Pennsylvania, represented by
Local 85 went out on strike after
PAT refused to abide by a fact-
Sfinder’s recommendations for a
new conitract. The members
returned to work on April 12
when a state court judge enjoined
the strike as a clear and present
danger to the public. As this book
went to press, members of Local
85 were still working without a
new contract. (Courtesy of
Pittsburghb Post Gazette. )







CHAPTER NINE 1981-1992

Greyhound:

L]

An Unfinished Story

or ATU members on Greyhound and Trailways, this
Fhas been a decade of economic hardship and labor

strife. Once the top-paid ATU members in the
United States, the very survival of the ATU Greyhound
bargaining unit hangs by a legal thread after a strike
against the company on March 2, 1990.

In 1981, the ATU represented close to 25,000 inter-
city bus industry members in the United States and
Canada. More than 16,000 members were in a single na-
tional Greyhound bargaining unit represented by 31
local unions.

A national Trailways bargaining unit covered some
4,000 employees represented by five different locals
comprising the Trailways Joint Council. The Greyhound
and Trailways systems made up 91 percent of the entire
over-the-road industry.

In its 1980 negotiations, the Greyhound Council suc-
ceeded in achieving a 41/-cent mileage rate. A new
agreement executed by the Trailways Joint Council at
the end of 1981 brought 11 separate contracts into a sin-
gle nationwide bargaining unit. But the industry’s eco-
nomic difficulties were far more serious than was then
generally recognized.

Deregulation and Downsizing

The deregulation of the intercity bus industry in 1982,
combined with airline deregulation in 1978 and railroad
and trucking deregulation in 1980, created fierce com-
petition for passengers.

Competition from the discount airline fares of several
low-cost carriers led to immediate decreases in bus rid-
ership and revenues. Bus package express revenues
were also hard hit by =
trucking deregulation
and competition from
United Parcel Service.

Greyhound and
Trailways responded
to these competitive
challenges by discon-
tinuing unprofitable
services and downsiz-
ing their operations.
They sold off company
terminals and other as-
sets. The result was the
loss of hundreds of
jobs and even further
reductions in bus rid-
ership and revenues.
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Striking ATU members in
1983 display sign outlining
their position.
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In 1981, Greybound was the leading U.S. intercity bus
company.

The 1983 Strike

The chairman of the Greyhound Corporation went
into the 1983 round of bargaining demanding “parity”
with Trailways and other bus companies pdaying lower
wages and benefits. He insisted that Greyhound Lines,
Inc. (the Corporation’s transportation division), could
not successfully compete without extraordinary conces-
sions.

When Greyhound refused to back down from this
bargaining position, the Amalgamated Council of Grey-
hound Local Unions called a national strike of its 12,700
members at midnight on November 3, 1983.

The 47-day strike had the full backing of the ATU, the
AFL-CIO and the entire labor movement. In city after
city, fellow unionists picketed to prevent the company
from operating with scabs and strikebreakers.

By November 17, Greyhound began limited service
using 1,300 new hires. On December 21, 1983, one day
before the company planned to expand service with an-
other 3,500 strikebreakers, a settlement was reached
with the Greyhound Council.

The new 3-year contract, ratified by 74 percent of the
membership, imposed a 15-percent reduction in wages
and benefits for current employees and put new hires at
second-tier rates without coverage under the trusteed
pension plan.



On December 5, 1983, Brotber Raymond Phillips, a
striking member of Local 1043, Cleveland, Obio, was
struck and killed by a Greybound bus driven by a re-
placement driver. One year later, at a memorial ser-
vice, Charles Flanagan, now president of Local 1043,
placed a wreath at Phillips’ grave site.

Then International President John Rowland would
later recall:

“They were hiring scabs and headed for break-
ing our strike. I was informed...that $60 million
had been set aside...to get rid of us....[Elventu-
ally management put an offer on the table
that...I think they expected us to reject....The
vote on the offer was...overwhelmingly ap-
proved but left a tremendous bitter taste
in...our members....They never thought that
their employer would do the things that were
done to them.”

While the 1983 Greyhound strike was fought to a loss,
there was no knockout. The union preserved seniority
rights and the “permanent” strikebreakers lost their jobs
when the strikers went back to work.

Further Deterioration of the
Industry

Between 1983 and 1986, economic conditions in the
intercity bus industry continued to deteriorate. Eighteen
of 38 settlements reported at the 1986 convention con-
tained wage cuts or wage freezes in the first year of the
contract.

Trailways, Inc., under Chief Executive Officer James
Kerrigan, suffered from the high interest burden of its
leveraged debt structure. Kerrigan desperately sought
labor cost concessions from the Trailways Council mid-
term in the first national agreement. When the Council
denied these concessions, Kerrigan explored a possible
employee buyout (ESOP) to avoid bankruptcy. The
company had furloughed 800 ATU Trailways members
and contemplated the discontinuation of an additional
1,100 jobs when the company’s ESOP proposals were
rejected.

Meanwhile, Greyhound continued efforts to achieve
its profitability goals. In August 1984, the company laid
off 1,500 of its 11,000 employees, including 400 super-
visors and sought to negotiate additional labor cost con-
cessions in the existing agreement.

By the fall of 1985, Greyhound members were vot-
ing on a proposed contract extension, submitted with-
out recommendation, that would have frozen pay until
October 31, 1989, and eliminated 2,500 bus terminal
jobs. In return, the company offered job guarantees for
drivers and maintenance workers with 10 years of ser-
vice, limitations upon removal of work from the bar-
gaining unit, and monetary incentives for voluntary
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ATU members on Trailways, Inc., overwb elmingly re-
Jjected a 1983 contract offer. The ballots were pre-
pared by (from left to right) Frank DeWolfe, presi-
dent, Trailways Council; Tommy Mullins, international
representative (now international vice president); Ed
Erkel, Council board member and president of Local
1133. Assisting was Assistant General Counsel
Alexander “Buddy” Cobn (standing).



separation and early retirement.

Although the members rejected Greyhound’s con-
tract offer, the company proceeded to transform its ter-
minals into “commissioned agencies,” selling off over
120 terminals and terminating over 2,000 employees. It
also began a franchise program which shifted some
routes to lower-cost carriers. The result of the disinvest-
ment program was an additional 22 percent decline in
ridership in a one-year period.

The Sale of
Greyhound

AGREEMENT

In 1986, the Greyhound o
contract renewal negotiations
quickly broke down. Rather
than suffer another strike,
Greyhound announced on De-
cember 23, 1986, that the assets
of Greyhound Lines, Inc., had
been sold to a group of in-
vestors led by Fred Currey of
Dallas, Texas. The sale was
consummated on March 18,
1987.

Currey claimed his com-
pany, GLI Holding Company,
had no legal obligation to the
union. He told the ATU that he
would recognize the union and
offer employment to ATU
members if a “proper” agree-
ment could be reached.

In order to preserve the bar-
gaining unit, a contract settle-
ment was reached on GLI-dictated terms. The new 3-
year agreement, for the now-reduced bargaining unit of
6,500 drivers, mechanics and clerical workers, cut
mileage rates from 37.44 cents per mile to 30 cents for
current employees and instituted a 10-year progression
for new drivers starting at 24 cents per mile. There was
a 2-cent premium on the mileage rate in eight “high cost”
cities and an incentive plan which provided an addi-
tional 1-cent per mile for each increase of one in the av-
erage passenger load.

The contract was approved by 70 percent of the Grey-
hound members.
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In 1987, the Grey-
hound Council
reached a contract
settlement with GLI
preserving the bar-
gaining unit.

The Demise of Trailways

On June 19, 1987, the second stage of the industry’s
transformation occurred. Fred Currey announced plans
to acquire the assets of GLI's primary competitor, the fail-
ing Trailways system, which was on the verge of finan-
cial collapse. GLI's acquisition of Trailways added $80
million of new debt to a company that already had close
to $300 million in long-term debt.

GLI offered employment under the Greyhound con-
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tract to approximately 1,400 active Trailways bus drivers
and brought them into the Greyhound bargaining unit.

When the company and the union were unable to
reach agreement on a dovetailed seniority system, a bit-
ter seniority dispute between the former Trailways and
Greyhound drivers spawned a series of court cases. This
ultimately resulted in a Special Master’s decision grant-
ing 400 former Trailways drivers seniority recognition
capped at 25 years of service to bid on 200 regular run
and 200 extra board assignments allocated by regions.

In November 1987, the Trailways Corporation was
forced to liquidate in bankruptcy. In order to protect
claims involving unresolved grievances and arbitrations,
and the health and welfare fund, the attorney for the
Trailways Council, Isadore Gromfine, represented the
Council in the bankruptcy proceeding. When the liqui-
dation plan was approved in 1988, a $9 million fund was
established to pay off the union’s claims.

Stalled Negotiations

In 1989, GLI and the union entered negotiations for
a new collective bargaining agreement with very differ-
ent views of their future needs. The company’s biggest
problem was its gigantic debt burden and accompany-
ing interest expense. Although the company was inher-
ently profitable from an operating standpoint, it was la-
boring under the debt burden from its inflated acquisi-
tion cost financed with junk bonds at up to 13 percent
interest.

The union, which had suffered wage and benefit
losses in both its 1983 and 1987 contracts, was seeking
wage and benefit improvements based on the com-
pany’s increased ridership and operating revenues.

GLI's proposal included no guaranteed wage in-
creases for drivers and demanded rights to subcontract
mainline service and maintenance work. The company’s

bargaining posture
seemed calculated to ted Couneil of Greghound Loeal Unions
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bring on and break
a strike rather than
achieve a contract.

During bargaining,
the company began its
strike preparations. A
GLI spokesperson
explained that if the
employees went on
strike, the company
would operate with
permanent replace-
ments and crossovers.
GLI announced a $50
million account to re-
sist any strike. The
company advertised
in major newspapers
offering permanent
employment to strike-
breakers.
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bound Council urged the Com-
pany to engage in real bar-
gaining.




Even before the contract expiration on March 1, GLI
began training strikebreakers. It posted bulletins for em-
ployees informing them that strikers would not be al-
lowed to use their seniority to bump back onto the job.
The almost 1,000 drivers hired since 1987 were told that
if they kept working or crossed a picket line, they could
bypass the 10-year progression rates and move to the
top rate, never to be displaced by a returning striker. For-
mer Trailways drivers were promised their full Trailways
seniority as an incentive not to strike.

The negotiations for about 6,300 drivers and 3,000
mechanics and clerical workers stalled when the com-
pany’s “first andl final” offer of January 10, 1992, was re-
jected by 91.9 percent of the union members.
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Greybound strikers picketed from coast to coast.

The Strike

A strike was authorized, if necessary, to require the
company to deliver on its past promises of wage and
benefitimprovements. The company responded with an
ultimatum that its contract offer would be imposed on
March 2, 1990. When further negotiations between the
company and the union failed, the company refused any
extension of the existing contract.

On March 2, 1990, over 9,000 ATU Greyhound union
members went on strike. Virtually all of the union drivers
honored the picket lines and refused to work.

The day after the strike began, a picketing member,
Robert Waterhouse, was struck and killed by a Grey-
hound bus driven by a replacement driver in Redding,
California.

Rather than accepting responsibility for its “unpro-
fessional” strikebreaker, the company suddenly pro-
posed to grant replacement drivers experience-based se-
niority credits for their years with any other bus or truck-
ing company. The company implemented this proposal

On Mavrch 3, 1990, ATU member Robert Waterbouse
was struck and killed by a Greybound bus driven by a
replacement driver in Redding, California.

over the union’s emphatic objections and successfully
recruited approximately 4,000 new drivers as permanent
replacements to continue the company’s service.

The strike was bitter. ATU members felt betrayed by
the company they had spent years to build. When vio-
lent incidents broke out in various U.S. locations, union
members claimed the incidents were company inspired.
The company immediately blamed the strikers and their
union.

The ATU maintained the position that it was prepared
to return to the bargaining table to negotiate a fair con-
tract with Greyhound. At the urging of Federal Media-
tion and Conciliation Service Director Bernard DeLury,
the company finally agreed to sit down with the union
on March 17 and 18. Although the union put out new
proposals, the company rejected the proposals and re-
fused to offer any new proposal of its own. On March

(By permission of Mike Luckovich and Creators Syndicate.)
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Greybound
Council Presi-
dent Edward M.
Strait called
upon the com-
pany to stop
using unsafe
replacement
drivers.

18, the company abruptly broke off negotiations, citing
“union-sponsored” violence as the reason for refusing
to bargain.

It quickly became apparent through an increasing
number of accidents and near misses that the strike-
breakers were not well trained to do the work. On March
22, Greyhound Council President Edward M. Strait called
upon the company to stop using unsafe and ill-trrained
replacement drivers. The Council issued a report docu-
menting more than 55 union members who had been
struck by buses and security vehicles on picket lines.

U.S. Senator James Exon sent a letter to the Secre-
taries of Transportation and Labor expressing concern
for the safety of the traveling public and urging them to
intervene in the Greyhound dispute and fully enforce
the federal transportation safety requirements.

After agreeing on March 29, 1990, to return to the bar-
gaining table, the company reversed its decision the very
next day, citing union violence as the reason. ATU Pres-
ident La Sala issued a statement to the national news
media condemning the violence. He noted the fallacy of
the company’s excuse: “Any crackpot can stop negotia-
tions from resuming by calling a phone threat or taking
a pot shot at a bus.”

The Legal Battles

A few months after the strike started, the battle shifted
from the bargaining table and the streets to the legal and
political arenas. At the beginning of the strike, the union
had filed multiple charges with the National Labor Re-

On Mavrch 25, 1990, the Greybound Council met at ATU
beadquarters in Wasbhington, D.C., to discuss the
strike. AFL-CIO Secretary-Treasurer Tom Donabue
conveyed the organization’s full support and backing
to the strike.

lations Board (NLRB) protesting the company’s unfair
bargaining which it claimed made the strike an unfair
labor practice strike. The General Counsel of the NLRB
agreed and issued an unfair labor practice complaint
against Greyhound in May 1990. On May 22, 1990, the
union sent a letter to the company making an uncondi-
tional offer to return to work. The offer was promptly
rejected by the company.

As if to reconfirm its resolve to operate as a “union-
free” company, Greyhound filed a lawsuirt in federal dis-
trict court in Jacksonville, Florida, against the ATU, the
Greyhound Council, two ATU local unions, and 20 union
officers and members under the Racketeer Influenced
and Corrupt Organizations Act (RICO). The lawsuit,
which sought $30 million in damages and appointment
of a receiver for two ATU local unions, claimed that the
union engaged in a coordinated campaign of violence
to financially cripple Greyhound Lines. Within months,
Greyhound began gathering evidence in its lawsuit in-
cluding the deposition of every ATU international offi-
cer and all of the Greyhound local union officers, and
requesting thousands of documents from the various
levels of the union.

As the strike contin-
ued, resolutions were
introcluced in the United
States House of Repre-
sentatives and the Sen-
ate calling upon the par-
ties to return to the bar-
gaining table and nego-
tiate a settlement to the
labor dispute. By Au-
gust, the United States
Senate had unanimously
approved the resolu-
tion.

On June 4, 1990, cit-
ing strike related expen-
ditures, Greyhound filed
for bankruptcy reorgani-
zation under Chapter 11
of the Bankruptcy Code
in Brownsville, Texas.
This caused the union to
have to fight for the
rights of its members in
a forum that was, at
best, uninformed and, at
worst, hostile to the na-
tion’s labor laws.

The Greyhound Council and the NLRB joined
forces in the bankruptcy court. The NLRB filed mul-
tiple proofs of claims for unfair labor practice dam-
ages to strikers, initially totaling $85.7 million but
increasing each day. Of that amount, the NLRB as-
serted that $79.3 million was an administrative ex-
pense which must be paid in full before the com-
pany could reorganize. The company sought to
avoid this liability by filing a complaint to put the
strikers’ back pay claims behind those of all other

PUT GREYHOUND
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The ATU waged a postcard
campaign urging members to
write to their congressional
representatives to support
the resolution calling upon
the parties to return to the
bargaining table,




creditors, a motion to classify these claims as unse-
cured rather than as claims payable in cash for the wages
owed to the strikers, and a2 motion to estimate and cap
the unsecured claim at $40 million.

In a blow to the union, the bankruptcy judge sus-
tained the company’s position that the back pay claims
should be classified as unsecured. In other bankruptcy
cases, wages accruing during the bankruptcy had a pri-
ority status and were paid in full. The judge’s decision
put the Greyhound strikers on the same footing with
other unsecured creditors, effectively reducing the
amount that could be collected on their claims. The
NLRB immediately determined to appeal the court’s de-
cision.

THE GREYHOUND STRIKE
ISA FIGHT FOR ALL OF

S Strikers!
SRR

The bankruptcy court went on to hold an evidentiary
hearing to estimate the amount of the unsecured claim.
The judge agreed with the expert testimony presented
by the NLRB and union that the potential liability might
reach $125 million. But when bankruptcy Judge Schmidt
ruled, he reduced the amount to $31.25 million, 25 per-
cent of the estimate, to fit it within the company’s reor-
ganization plan.

The ruling was another blow to the Greyhound strik-
ers and totally unfair. The union and the NLRB joined to
appeal this ruling.

Then, in the face of strong ATU objection, the
bankruptcy judge permitted Greyhound management’s
proposed reorganization plan to be voted on and ap-
proved by its creditors. The plan had a proposed “set-
tlement” of the labor dispute that would have left virtu-
ally all strikers without jobs or back pay. The terms re-
duced Greyhound’s liabilities to strikers to 4 percent of
the actual back pay owed them. The ATU immediately
opposed the plan.

The ATU and the NLRB asked the bankruptcy judge
to delay implementation of the reorganization plan until
it could be appealed. This move was also rejected.

As part of the company’s reorganization, GLI's
C.E.O., Fred Currey, had been paid $1.9 million and
forced to resign by the creditors. Upon Currey’s depar-
ture, President La Sala commented:
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“Mr. Currey’s departure was small consolation
for all of the agony that has been visited upon
our Greyhound members.
* ok ok

“We cannot rejoice as long as the ragged
shadow of the picket line still darkens the path
our members walk on the way to justice and
dignity. Mr. Currey bailed out of this disaster of
his own making with his ‘golden parachute’ in-
tact.”

While the company was reorganizing in bankruptcy,
the unfair labor practice case was moving forward. On
November 6, 1990, the general counsel of the NLRB
amended the unfair labor practice complaint to include
the company’s continuing refusal to reinstate striking
employees, further unlawful alterations of employment
conditions without bargaining, unlawful termination of
strikers for protected activities, company threats to strik-
ing employees, company security guards’ physical as-
saults on striking employees, and the company’s refusal
to provide information needed for bargaining.

In what promised to be a protracted proceeding, the
NLRB hearing began in Milwaukee, Wisconsin, on Jan-
uary 15, 1991. A month later, by order of the adminis-
trative law judge, the complaint against the company
was again amended to include charges that the com-
pany’s “experience based” seniority proposal, unilater-
ally instituted on March 8, 1990, was inherently dis-
criminatory and motivated against the strikers because
it awarded preferential seniority to striker replacements.

By October 18, 1991, there had been some 25 days
of hearing before the administrative law judge on the
“national case,” consisting essentially of the bargaining
and seniority issues and the causation of the strike.

On September 10, 1991, the company filed a motion
to sever the national issues from the local allegations of
company threats and statements against striking em-
ployees and discriminatory discharges of strikers.

In his decision granting this motion on December 30,
1991, the administrative law judge estimated that the
local case alone would consume about 375 trial days
over about 4 years. He cited the need for a quick reso-
lution of national issues and the public interest in hav-
ing it resolved quickly.
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Local 998 (Milwaukee, Wisconsin) President Bruce
Colburn addressed a rally for striking Greybound
workers as the unfair labor practice bearing con-
vened on January 15, 1991.



By the summer of 1992, the hearing on the national
unfair labor practice issues was almost completed at the
first level of NLRB proceedings before the administra-
tive law judge. While the union expected a favorable
decision, it knew the company would pursue its ap-
peals.

Striking Greybound members were supported at a
rally in Louisville, Kentucky, by (from left to right)
AFL-CIO President Lane Kirkland, Federation Vice
Presidents William Bywater and Richard Trumka,
Kentucky AFL-CIO President Robert Curtis and Secre-
tary-Treasurer Ronald Cyrus.

Other Options

The union also explored other options to end the
strike. The Amalgamated Council retained a financial ad-
visor to explore possible reorganization of the bankrupt
company upon terms that would include a labor settle-
ment. In 1990, an investment group met with the Grey-
hound Council to confirm its interest in a buyout of the
company under terms that would include new manage-
ment, adequate financing and equipment, a long-term
labor contract, an employee stock ownership plan and
full settlement of the labor dispute and related litigation.
Unfortunately, the proposal never worked out.

As Greyhound was finalizing its reorganization plan,
the ATU requested that the bﬂnkruptcy judge allow con-
sideration of a competing reorganization plan that in-
cluded a purchase offer by Richmont Corporation of Dal-
las and the former chairman of Greyhound, James Ker-
rigan. The group had reached agreement with the union
to rehire all striking ATU members if it took over Grey-
hound. The judge refused to grant any delay. Richmont,
unable to get its foot in the door, also faded from the
horizon.

Support and Solidarity

While events were taking place on the litigation and
other fronts, the ATU and other AFL-CIO unions sup-
ported the strikers in numerous rallies. On June 19, 1990,
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the Reverend Jesse Jackson and civil rights leader Rosa
Parks led hundreds of striking ATU Greyhound mem-
bers and others in a “Boycott Greyhound: Walk for Dig-
nity” rally in Washington, D.C.

On August 24, 1990, the Greyhound Council and the
AFL-CIO sponsored national support rallies for striking
Greyhound workers urging a continued boycott of Grey-
hound Lines, which took place in Atlanta, Georgia;
Boston, Massachusetts; Cleveland, Ohio; Dallas, Texas;
Detroit, Michigan; Los Angeles, California; New York,
New York; Portland, Oregon; Washington, D.C., and var-
ious other cities throughout the country. On November
16, 1990, similar rallies were conducted in five target
cities to discourage Greyhound ridership during the
Thanksgiving holiday.

The financial strain of the litigation, the legal defense,
the bankruptcy and the buyout efforts, along with the
six months of payments of strike benefits to the Grey-
hound members severely depleted the ATU Defense
Fund and other assets. After a vote of the General Ex-
ecutive Board, strike benefit payments were suspended
after September 13,1990, for any ATU members on strike.

Inan August 27, 1990, letter to the officers and mem-
bers of the Greyhound Council, President T.a Sala
pledged to conserve the monies remaining in the De-
fense Fund for use in the ongoing legal and buyour ef-
forts. He also vowed that picketing and boycotting ac-
tivities would continue until a fair settlement with Grey-
hound was reached.

On March 2, 1991, a year after the Greyhound strike
began, the AFL-CIO donated $25,000 to start a strike re-
lief fund for the strikers. The date was marked by strong
solidarity rallies in many cities across the country.
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The Reverend _]esse _]ackson and civil rights leader
Rosa Parks, along with International President La
Sala led the “Walk for Dignity” on June 19, 1990, in

Washington, D.C.

A Story Without a Conclusion

As this book went to press, the strikers had main-
tained solidarity throughout their 2Y2-year struggle. Only
700 of the company’s pre-strike driver work force
crossed the picket line in response to the company’s
warnings to the strikers. The Greyhound Council voted
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Michael Rucker, president of Local 1001 (Denver, Col-
orado) picketed with strikers in that city.

to allow a partial return by individual drivers beginning
Easter weekend of April 1992.

The International Union had expended more than
$10 million on the strike and related litigation efforts and
the litigation was continuing.

The Greyhound story is unfinished. Justice has not
been served and will be a long time coming. The Grey-
hound strike, perhaps more than any other, demon-
strated the need to pass a law in the United States which
would ban permanent replacement scabs. President
Ronald Reagan created open season on unijons by firing
the air traffic controllers. Greyhound, as well as a mul-
titude of U.S. employers, followed in his footsteps by
daring its workers to strike and then permanently re-
placing those who exercised this right.

The struggle goes on. Perhaps, someday a chapter
in labor history will be written describing the valiant
stand one union took against the threat of permanent
replacements.

Justice for Greyhound Workers.

‘We Will

Fnr ge‘. ‘The National Laber Relations

Board has charged Greyhound with violating
federal labor law.

table before a legal impasse
accurred, and stil! refuses
Lo return.

Fstrike again SQAQ%

‘The NLRB secks an order requirlng
Greyhound to rehire strikers who were
victims of the bus lin¢’s illegal practices
and (o award hack pay.

Employers like Greyhound who hire
“permanent” replacement workers threaten
the U.S. collective bargaining system., so all
workers and all unions have a stake [n fighting
alongstde the ATU members at Greyhound.

Lel Greyhound know it can’t run
“acompany with just srmoke
and mirrors,

Suppert ATU members who
want their jobs back and a
[alr setilement.

More than two years after the strike began, the fight
continues.
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A Century of Progress...

A Vision for the Future!




EPILOGUE 1992 and Beyond

A Vision for the
Future

n the last century, the ATU has, through good times
Iand bad, achieved far more than the late great Bill

Mahon ever thought possible. While each ATU leader
built upon the solid foundations of the Union, the chal-
lenges facing the ATU in 1992 are equally or more
formidable than those that faced the Union in 1892.

The Union today, mirroring the labor movements in
the United States and Canada, can no longer feel secure
about its future. Both countries are enduring economic
recessions. Both countries have declining labor union
memberships. Both countries are suffering from cutbacks
in mass transportation funding and layoffs of our mem-
bers in the mass transit industry.

With these realities as a backdrop, the ATU must map
out its vision and fight for its future.

An Expanded View of Unionism

Unionism is more than just membership in an organi-
zation. It is being a member of a larger society. The re-
spect ATU members have for each other should be car-
ried into our work lives and home lives.

As our societies change, so must our Union. Inthe next
century, we could and should have a future without re-
gard to the race, sex or ethnic origin of our co-members
and co-workers. The words “sexual harassment” and “dis-
crimination” should be stricken from our vocabularies.

These laudable goals must be achieved to give real
meaning to the word “solidarity.”

Being Part of the Political
Process

The past decade has well demonstrated to ATU mem-
bers the effects of anti-union attitudes of politicians and
judges. Workers in the United States have watched their
wages fall, and their labor laws and worker protections
have been gutted. We have watched the gradual dis-
mantling of our mass transportation systems.

The election of the New Democratic Party (NDP) gov-
ernments in Ontario, British Columbia and Saskatchewan
has proven to Canadian members the difference a work-
ing partnership with government can make.

It is time for ATU officers and members to galvanize
behind those candidates for legislative office who share
our goals. At its spring 1992 board meeting, the ATU Gen-
eral Executive Board took an important action. It unani-
mously adopted a recommendation by President La Sala
that the Union will only support those candidates for
congressional office who sign on as sponsors to the
pending legislation which would outlaw the practice of
hiring “permanent replacements” during an economic
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strike. In one simple but effective vote, the General Ex-
ecutive Board told politicians in the United States that
it will not tolerate any more Greyhounds.

Even more important than monetary contributions is
communication with our members. Through I Transit
and communication between the International and local
unions, we must keep the membership involved and in-
formed. A membership which is educated and in tune
with the goals and aspirations of the ATU is a true asset
to the Union.

Aside from expanding the COPE Program, it is nec-
essary for local unions to keep their members politically
involved. It is not just a matter of the membership vot-
ing for candidates who support reforms sought by the
labor movement. It is also a matter of members work-
ing to elect candidates who share these goals. We must
keep our members involved in politics, in our provin-
cial, state, and local central bodies, and in the CLC and
AFL-CIO.

Being Part of the Legislative
Process

ATU members need to take a leading role in restruc-
turing labor laws, labor policies, transportation policies
and pro-worker laws and policies.

The terms “privatization” and “competitive bidding”
have become common expressions in state legislatures
in the U.S. and now these terms are beginning to sow
seeds in Canada. The ATU needs an effective legislative
program at the federal, state and provincial levels to
counteract these measures.

The Canadian Council issued a paper on “Contract-
ing Out: The Major Challenge of the 1990s” on January
20, 1992. In that paper, it was concluded that political
action is an integral part of the contracting out fight. The
author wrote:

“Without exception every single transit au-
thority is answerable to a political body be it
quasi municipal, provincial or federal. Political
lobbying and political action is critical to the
success of any future contracting out cam-
paign. Politicians, contrary to public opinion
are susceptible to political pressure. Con-
versely, if they do not get any sense of con-
cern either from the union or the public at
large, they will do as they see fit.”

Just as the Union fought for transit labor protections
in the Federal Transit Act which took our members from
private to public employment, we must fight to see these
rights are preserved and protected both in private and
public employment.

The ATU needs to fight for effective public employee
legislation in the United States. During the past two
decades, our rights to arbitrate the terms and conditions
in new or renewed collective bargaining agreements
have been severely watered down. The only way to pro-
tect these rights is through public employee legislation.
Our ability to be effective at the bargaining table paral-
lels our ability to be effective in the state and local



legislative bodies.

We need to see that our national, state, provincial and
municipal leaders plan and implement expanded and
coordinated transit systems. While transportation is not
a panacea, it is our answer to the ever increasing urban
pollution and urban crime.

We must encourage our leaders to view transporta-
tion as an essential public service—like police and fire
protection, and highway and street building and repair
—a necessity for urban dwellers.

We need a working partnership with transportation
policy makers, environmentalists, law enforcement and
urban planners to increase the ridership on and the ac-
cessibility of our transit systems.

More than involvement in issues that directly affect
ATU members as transportation employees, we must ad-
dress the larger issues affecting working men and
women. It is our duty as union members to work on
those national issues which have become overriding
public concerns.

A Growing Union

To survive, the ATU must organize those employees
it represents who do not belong to the Union.

More importantly, the ATU must organize the thou-
sands and thousands of employees who are still unrep-
resented. This cannot be a goal solely of the leadership,
but a commitment made by every local union and every
local union member. We will seek out and represent not
only those unorganized in the transportation industry but
expand our Union into new areas of representation.

A New Union Order

The bottom line is and always has been that a union
is a service organization and ultimately it is only as good
as the service it provides for its members.
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When the ATU was formed in 1892, its goals were
apparent. It needed to organize and strike for recogni-
tion if necessary. It needed to sit down at the bargain-
ing table and negotiate agreements for the members.
This was true not only of the ATU but of every union
within the labor movements of the U.S. and Canada.

As we near the year 2000, we face different priori-
ties. While we need to retain our concept of dedication
to each other, in the future our methods of communi-
cation and involvement must change.

Union meetings cannot be the only vehicle for in-
forming the members. There must be hot lines, video
connections, social and sports activities, to promote
unity, involvement, and a sense of belonging.

ATU members must know that they belong to an or-
ganization that has a rich history and a dedication to
succeed over the next century.

We have had a long history of adapting to change
and moving forward. The history of recent years reaf-
firms this tradition.

In the past decade, this great Union has made a vig-
orous renewal of its commitment to the pursuit of po-
litical goals in the U.S. and Canada. We have embarked
on a massive educational program that has upgraded
the grievance handling, arbitration and collective bar-
gaining skills of our local leaders. We have increased
the size of our legal department and spent millions of
dollars on outside legal fees to protect the rights of our
members. We have expanded the scope of our research
programs to include health and safety issues as well as
the traditional collective bargaining research.

It is our investment in the future that will lead the
ATU into its second hundred years. It is our commit-
ment of resources that will bear fruit well into the 21st
century. It is our commitment to leadership that will up-
hold the great traditions of the Amalgamated Transit
Union so one hundred years from now this Union will
still be here, strong as ever.
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Richard C. Branson Joseph Welch Wilford Spears
Local 589 Local 580 Local 308
Boston, Massachusetts Syracuse, New York Chicago, Illinois

Dana McGee Robert Saarinen Rodney Richmond
Local 1600 Local 1374 Local 689
Atlanta, Georgia Edmonton, Alberta Washington, D.C.

Luther E. Hall Donald T. Hansen Robert H. Baker
Local 713 Local 758 Local 627
Memphis, Tennessee Tacoma, Washington Cincinnati, Ohio
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FORMER INTERNATIONAL PRESIDENTS

William D. Mahon Abraham L. Spradling John M. Elliott Dan V. Maroney John Rowland
1893-1946 1946-1959 1959-1973 1973-1981 1981-1985
Local 9 Local 628 Local 1195 Local 1493 Local 788
Columbus, Ohio Cincinnati, Ohio Philadelphia, Pennsylvania Charleston, West Virginia St. Louis, Missouri

FORMER INTERNATIONAL EXECUTIVE VICE PRESIDENTS*

Robert B. Armstrong Sam Berrong John Elliott Henry Mann
1947-1948 1948-1957 1957-1959 1959-1965
Local 788 Local 900 Local 1195 Local 1277
St. Louis, Missouri Highwood (now Philadelphia, Pennsylvania Los Angeles, California

Waukegan), Illinois

Edward Oliver John Rowland James La Sala
1965-1976 1976-1981 1981-1985
Local 1211 Local 788 Local 824
Indianapolis, Indiana St. Louis, Missouri New Brunswick, New Jersey

* Prior fo 1989, the posiltion was enlitied executive vice president
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FORMER INTERNATIONAL SECRETARY-TREASURERS*

NO
PICTURE
AVAILABLE
J. C. Manual S. M. Massey M. G. Moore James G. Grant
1892-1893 1893-1894 1894-1895 1895-1895
(No Local) Local 27 Local 26 Local 26
Detroit, Michigan Minneapolis-St.Paul, Minnesota Detroit, Michigan Detroit, Michigan

Rezin Orr L. D. Bland William Taber Othmer (“Rip”) J. Mischo
1895-1917 1917-1934 1934-1946 1946-1968
Local 14 Local 241 Local 241 Local 998
Fort Wayne, Indiana Chicago, Illinois Chicago, lllinois Milwaukee, Wisconsin

James J. Hill John Rowland Raymond C. Wallace
1968-1974 1974-1976 1976-1989
Local 308 Local 788 Local 713
Chicago, lllinois St. Louis, Missouri Memphis, Tennessee

*I'rom 1897 to 19406, the Secretary's duties were performed by the International President and the office was
entitled International Treasurer.
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FORMER INTERNATIONAL VICE PRESIDENTS

Aber, Clarence L.

Armstrong, Robert B.

Bartlebaugh, C. E.
Behner, A. L.
Berrong, Sam B.
Bierwagen, Walter J.
Bland, L. D.
Bowbeer, Ben
Brown, E. Lee
Burgess, Roger E.
Burke, Arthur H.
Burt, A. H.

Carter, B. A.
Champagne, Henri
Cicchino, Charles
Clark, Charles H.
Colgan, Joseph C.
Collette, Ernest
Commons, Ben
Connally, J. W.
Cooper, William
Cornelius, Richard
Curtin, Donald J.
De Bate, Otto
Dean, George A.
Downing, W. C.
Dunn, T. H.
Durand, George
Elliott, John M.
Fahey, Joseph P.
Fay, Fred
Fitzgerald, Wm. B.
Fitzgerald, D. S.
Fitzgerald, Frederick
Foster, Bruce P.
Franklin, Ellis B.
Gagnon, Gerard
Ganley, Patrick
Garvey, Michael
Gerkin, Merlin
Gibbons, Joseph

Gormley, James ]J.
Green, Oliver W.
Grey, H. T. B.
Hanley, Patrick E.
Hare, Sidney W.
Healy, John F.
Hoover, Fred A.
Hunter, Charles W.
Hutchinson, Donald J.
Jacobs, William
Jennings, Wm. P.
Jones, Albert E.
Jones, Harry

Keeler, A. H.
Keenan, George
Kreisel, Floyd W.
Largay, James
LaSala, James
Lawson, J. B.

Leahy, Edward
Levander, Wilhelm F.
Link, George
Loughran, Charles
Mann, Henry B.
Maroney, Dan V.
McBrayer, Thomas L.
McCaffrey, Charles C.
McClenathan, W. S.
McGinnity, James
McGrath, P. J.
McGuire, Alex J.
McMorrow, Edward
McNamee, W. J.
Mischo, Othmer J.
Monks, C. L.
Morgan, John
Morrison, George M.
Murray, M. ].

Noel, Allen A.
O’Brien, John F.
O’Brien, Patrick J.
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O’Connell, Laurence
O’Shea, Frank
Oliver, Edward W.
Parker, John M.
Penman, Charles
Powers, Fred C.
Pratt, C. O.
Reardon, John H.
Reeves, R. L.
Robertson, H. W.
Robinson, William L.
Rowan, O. A.
Rowland, John W.
Schmitz, A. E.
Shaw, C. M.

Shea, P.].
Sheehan, P. F.
Shine, Thomas F.
Sinclair, Magnus
Smith, Harold A.
Smith, Ivey G.
Snowden, Stuart R.
Spradling, Abe L.
Stack, Robert
Stainback, W. T.
Steele, Arthur
Taber, Wm.
Taylor, C. U.
Thorpe, J. J.
Tipton, Guy E.
Trepanier, Raoul
Van Avery, C. W.
Wall, Walter P.
Wiallace, R. C.
Welch, Wm. F.
Whitt, W. E.
Wiley, J. B.
Wright, William A.
Yelkey, Charles D.



Convention
Number

NelNe JJEN Ia IV S S

10
11
12
13
14
15
16
17
18
19
20
21
22
23
24
25
26
27
28
29
30
31
32
33
34
35
36
37
38
39
40
41
42
43
44
45
46
47
48
49
50

* Not Reported

1892
1893
1894
1895
1897
1899
1901
1903
1905
1907
1909
1911
1913
1915
1917
1919
1921
1923
1925
1927
1929
1931
1933
1935
1937
1939
1941
1946
1947
1949
1951
1953
1955
1957
1959
1961
1963
1965
1967
1969
1971
1973
1975
1977
1979
1981
1983
1986
1989
1992
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CONVENTIONS

City

Indianapolis, IN
Cleveland, OH
Milwaukee, WI
Detroit, M1
Dayton, OH
Louisville, KY
Buffalo, NY
Pittsburgh, PA
Chicago, IL

New Orleans, LA
Toronto, Ont.

St. Joseph, MO
Salt Lake City, UT
Rochester, NY
Providence, RI
Chicago, IL
Atlanta, GA
Oakland, CA
Montreal, PQ
Birmingham, AL
Seattle, WA
Boston, MA
Toronto, Ont.
Detroit, MI

San Francisco, CA
Cincinnati, OH
Atlantic City, NJ
Chicago, IL

Los Angeles, CA
Pittsburgh, PA
San Antonio, TX
Vancouver, B.C.
Denver, CO
Washington, D.C.
Miami Beach, FL
Toronto, Ont.
Minneapolis, MN
San Francisco, CA
New Orleans, LA
New York City, NY
Las Vegas, NV
Miami, FL
Calgary, Alb.
Washington, D.C.
Los Angeles, CA
Hollywood, FL
Las Vegas, NV
Toronto, Ont.
Anaheim, CA
Miami Beach, FL

Number of
Delegates

52
19
12
19
45
36
- 148
134
132
183
197
245
228
327
300
268
312
254
245
225
179

228
295
311
501
477
516
425
386
430
396
419
433
404
414
418
408
421
480
487
495
522
534
499
517



CHARTERS

LOCAL CHARTER DATE CHARTER CITY

19 January 20, 1893 Colorado Springs, Colorado
22 March 14, 1893 Worcester, Massachusetts
26 October 17, 1893 Detroit, Michigan

85 May 21, 1897 Pittsburgh, Pennsylvania
89 October 9, 1897 New Castle, Pennsylvania
103 January 5, 1899 Wheeling, West Virginia
107 April 5, 1899 Hamilton, Ontario

113 June 21, 1899 Toronto, Ontario

128 November 16, 1899 Asheville, North Carolina
134 January 19, 1900 New Westminster, BC, now Vancouver, BC
164 November 20, 1900 Wilkes Barre, Pennsylvania
168 December 3, 1900 Scranton, Pennsylvania
174 December 31, 1900 Fall River, Massachusetts
192 June 1, 1901 Oakland, California

212 August 20, 1901 Burlington, Iowa

215 August 30, 1901 Aurora, Illinois

241 April 1, 1902 Chicago, Illinois

256 May 20, 1902 Sacramento, California
265 June 12, 1902 San Jose, California

268 June 14, 1902 Cleveland, Ohio

272 June 25, 1902 Youngstown, Ohio

276 July 14, 1902 Stockton, California

279 July 24, 1902 Ottawa, Ontario

281 August 2, 1902 New Haven, Connecticut
282 August 5, 1902 Rochester, New York

285 August 12, 1902 Steubenville, Ohio

308 December 1, 1902 Chicago, Illinois

312 December 15, 1902 Davenport, lowa

313 December 20, 1902 Rock Island, Illinois

329 February 28, 1903 Dubuque, Towa

381 April 1, 1904 Butte, Montana

382 April 19, 1904 Salt Lake City, Utah

398 December 10, 1904 Boise, Idaho

416 November 24, 1905 Peoria, Illinois

425 May 19, 1906 Hartford, Connecticut

441 September 30, 1906 Des Moines, Iowa

443 October 23, 1906 Stamford, Connecticut
448 January 10, 1907 Springfield, Massachusetts
508 July 21, 1908 Halifax, Nova Scotia

517 February 4, 1909 Gary, Indiana

519 May 1, 1909 La Crosse, Wisconsin

540 March 1, 1910 Trenton, New Jersey

558 March 28, 1911 Shreveport, Louisiana

568 August 8, 1911 Erie, Pennsylvania

569 August 8, 1911 Edmonton, Alberta

580 January 10, 1912 Syracuse, New York

582 January 29, 1912 Utica, New York, now Rome, New York
583 February 26, 1912 Calgary, Alberta

587 April 8, 1912 Seattle, Washington

588 April 25, 1912 Regina, Saskatchewan
589 May 22, 1912 Boston, Massachusetts
591 May 25, 1912 Hull, Quebec

610 October 28, 1912 Charleston, South Carolina
615 February 3, 1913 Saskatoon, Saskatchewan
616 March 3, 1913 Windsor, Ontario

618 March 20, 1913 Providence, Rhode Island
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966

CHARTER DATE
April 25, 1913
May 19, 1913
July 5, 1913

July 10, 1913
April 21, 1914
August 27, 1915
November 18, 1915
January 19, 1916
January 20, 1916
January 27, 1916
February 28, 1916
March 14, 1916
May 20, 1916
July 10, 1916

July 13, 1916

July 31, 1916
August 10, 1916
August 11, 1916
September 23, 1916
January 22, 1917
February 22, 1917
May 18, 1917
June 28, 1917
July 12, 1917
August 13, 1917
August 22, 1917
October 20, 1917
November 30, 1917
January 31, 1918
April 10, 1918
May 27, 1918
June 25, 1918
June 25, 1918
June 25, 1918
June 25, 1918
June 25, 1918
June 25, 1918
June 25, 1918
August 6, 1918
August 19, 1918
August 20, 1918
August 27, 1918
August 28, 1918
October 8, 1918
October 14, 1918
April 30, 1919
May 8, 1919

May 21, 1919
June 19, 1919
June 25, 1919
July 12, 1919
August 25, 1919
December 3, 1919
July 12, 1920
March 2, 1922

CHARTERS

CHARTER CITY

Cincinnati, Ohio

Covington, Kentucky

Cedar Rapids, Iowa
Lexington, Kentucky
Pueblo, Colorado

Fort Wayne, Indiana
Brantford, Ontario
Washington, D.C.

Fitchburg, Massachusetts
Springfield, Missouri

San Antonio, Texas

Toledo, Ohio

Little Rock, Arkansas
Memphis, Tennessee
Portland, Maine

Manchester, New Hampshire
Birmingham, Alabama
Staten Island, New York
Atlanta, Georgia

Hamilton, Ohio

London, Ontario
Bloomington, Illinois
Portland, Oregon

Tacoma, Washington
Montgomery, Alabama
Mobile, Alabama

Sioux City, lowa

Meridian, Mississippi

St. Louis, Missouri

Altoona, Pennsylvania
Clarksburg, West Virginia
Newark, New Jersey

W. Hoboken, New Jersey, now Union City, New Jersey
Jersey City, New Jersey
Paterson, New Jersey
Elizabeth, New Jersey

New Brunswick, New Jersey
Edgewater, New Jersey, now Oradell, New Jersey
Grand Rapids, Michigan
Wilmington, Delaware
Bellingham, Washington

St. Catharines, Ontario

St. Joseph, Missouri

Green Bay, Wisconsin
Decatur, lllinois

Evansville, Indiana

Camden, New Jersey

Everett, Washington
Sapulpa, Oklahoma, now Tulsa, Oklahoma
Macon, Georgia

Highwood, 1llinois, now Waukegan, Illinois
Amsterdam, New York
Cornwall, Ontario
Allentown, Pennsylvania
Port Arthur/Ft. William, Ontario, now Thunder Bay, Ontario
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CHARTER DATE

February 14, 1927
March 11, 1929
July 26, 1933
August 18, 1933
August 30, 1933
September 1, 1933
September 21, 1933
November 7, 1933
March 19, 1934
March 22, 1934
March 27, 1934
May 7, 1934

June 26, 1934

July 11, 1934
October 29, 1934
January 23, 1935
July 12, 1935
December 9, 1935
September 21, 1936
September 28, 1936
October 7, 1936
January 25, 1937
April 5, 1937

April 13, 1937

May 5, 1937

June 30, 1937

July 1, 1937
September 15, 1937
September 18, 1937
October 7, 1937
October 22, 1937
January 4, 1939
January 17, 1938
January 31, 1938
February 3, 1938
May 4, 1938

June 6, 1938
August 25, 1938
September 26, 1938
November 4, 1938
November 14, 1938
November 9, 1938
December 19, 1938
January 6, 1939
February 27, 1939
June 26, 1939
August 15, 1939
September 25, 1939
November 24, 1939
February 5, 1940
May 13, 1940

July 29, 1940
September 23, 1940
September 30, 1940
October 28, 1940

CHARTERS

CHARTER CITY

Alexandria, Louisiana
Lethbridge, Alberta
Oklahoma City, Oklahoma
South Bend, Indiana
Milwaukee, Wisconsin
Denver, Colorado
Minneapolis, Minnesota, now Minneapolis/St. Paul, Minnesota
Spokane, Washington
Fresno, California

Chicago, Illlinois, now Des Plaines, Illinois
Beaumont, Texas

New Bedford, Texas
Lansing, Michigan
Youngstown, Ohio, now Cleveland, Ohio
Jamestown, New York
Flushing/Long Island, New York, now Flushing, New York
Terre Haute, Indiana
Indianapolis, Indiana
Austin, Texas

Kalamazoo, Michigan
Jackson, Michigan

Quincy, lllinois
Providence, Rhode Island
Wilkes Barre, Pennsylvania
Omaha, Nebraska
Binghamton, New York
Saugus, Massachusetts
Minneapolis, Minnesota
Monroe, Louisiana
Knoxville, Tennessee
Wausau, Wisconsin
Norfolk, Virginia

New York, New York

New York, New York

Saint John, New Brunswick
Guelph, Ontario

Waterloo, Iowa
Philadelphia, Pennsylvania
Jacksonville, Florida

New York, New York
Boston, Massachusetts
Jackson, Mississippi

New London, Connecticut
Philadelphia, Pennsylvania
Chattanooga, Tennessee
Richmond, Virginia

Los Angeles, California

San Francisco, California
Saint John, New Brunswick
Nashville, Tennessee
Lancaster, Pennsylvania
Lafayette, Indiana

Jersey City, New Jersey
Springfield, Illinois

Battle Creek, Michigan
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1256
1267
1277
1279
1285
1287
1290
1293
1300
1303
1309
1310
1312
1313
1317
1320
1321
1324
1328
1333
1336
1337
1338
1342
1345
1348
1356
1357
1360
1363
1374
1382
1384
1385
1395
1400
1415
1433
1436
1437
1447
1462
1464
1474
1493
1494
1496
1498
1499
1500
1505
1512
1517
1535
1539
1541

CHARTER DATE

December 9, 1940
March 3, 1941

July 2, 1941

July 14, 1941
August 25, 1941
September 16, 1941
October 13, 1941
October 27, 1941
February 4, 1942
March 4, 1942

May 6, 1942

June 4, 1942

June 19, 1942

June 22, 1942
September 17, 1942
September 24, 1942
September 29, 1942
November 23, 1942
January 18, 1943
March 10, 1943
April 12, 1943

April 19, 1943

May 3, 1943

July 2, 1943
September 2, 1943
November 15, 1943
March 13, 1944
March 21, 1944
May 8, 1944

July 12, 1944
December 18, 1944
April 26, 1945

May 11, 1945

May 14, 1945
September 25, 1945
December 13, 1945
November 27, 1946
October 20, 1948
January 14, 1949
February 8, 1949
January 18, 1950
February 5, 1951
February 26, 1951
August 16, 1951
October 15, 1954
November 1, 1954
May 10, 1955
December 5, 1955
November 1, 1955
July 30, 1956
March 28, 1957
February 24, 1959
April 10, 1961
November 14, 1966
June 7, 1968
December 3, 1968

CHARTERS
CHARTER CITY

El Paso, Texas

Miami, Florida, now Ft. Lauderdale, Florida
Los Angeles, California
Johnstown, Pennsylvania
Jackson, Tennessee

Kansas City, Missouri
Moncton, New Brunswick
Lincoln, Nebraska
Baltimore, Maryland
Detroit, Michigan

San Diego, California

Eau Claire, Wisconsin
Greensboro, North Carolina
Kansas City, Missouri
Livingston, New Jersey, now Clifton, New Jersey
Peterborough, Ontario
Albany & Troy, New York
Savannah, Georgia

Raleigh, North Carolina
Rockford, 1llinois
Bridgeport, Connecticut
Columbia, South Carolina
Dallas, Texas

Buffalo, New York

Reading, Pennsylvania
Mystic, Connecticut

Sioux Falls, South Dakota
Irwin, Pennsylvania
Topeka, Kansas

Newport, Rhode Island, now Providence, Rhode Island

Winnipeg, Manitoba, now Calgary, Alberta
Springfield, Massachusetts
Portland, Oregon

Dayton, Ohio

Pensacola, Florida

New Orleans, Louisiana
Windsor, Ontario, now Toronto, Ontario
Phoenix, Arizona
Harrisburg, Pennsylvania
Raleigh, North Carolina
Louisville, Kentucky

St. John’s, Newfoundland
Tampa, Florida

Richmond, Indiana
Charleston, West Virginia
Marion, Indiana
Williamsport, Pennsylvania
Joplin, Missouri

Muncie, Indiana

Memphis, Tennessee
Winnipeg, Manitoba
Springfield, Massachusetts
Idaho Falls, Idaho
Harahan, Louisiana
Charleston, West Virginia
Bayonne, New Jersey
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1546.
1547
1548
1549
1552
1555
1557
1560
1561
1563
1564
1565
1572
1573
1574
1575
1576
1577
1578
1579
1582
1585
1587
1588
1589
1591
1592
1593
1594
1595
1596
1598
1599
1600
1602
1603
1605
1607
1608
1610
1611
1612
1614
1617
1618
1622
1623
1624
1625
1626
1630
1633

CHARTER DATE

June 17, 1971
March 24, 1971
February 29, 1972
February 23, 1972
April 20, 1973
June 29, 1973
March 1, 1974
October 7, 1974
October 18, 1974
November 25, 1974
March 6, 1975
January 15, 1975
March 1, 1976
July 25, 1976
September 1, 1976
October 1, 1976
March 1, 1977
August 1, 1977
March 1, 1977
September 1, 1977
September 1, 1977
April 10, 1978
September 1, 1979
November 1, 1979
August 1, 1980
June 1, 1981

April 1, 1982

May 1, 1982
September 1, 1982
January 1, 1983
May 1, 1983
September 1, 1983
June 1, 1984

July 1, 1985
November 1, 1984
January 1, 1985
January 1, 1986
January 1, 1986
January 1, 1987
July 1, 1987
February 1, 1988
June 1, 1988
November 1, 1988
January 1, 1990
July 1, 1989
August 6, 1990
May 1, 1991

April 22, 1990
August 1, 1990
July 1, 1990
October 16, 1991
February 18, 1992

CHARTERS

CHARTER CITY

Baton Rouge, Louisiana
Brockton, Massachusetts
Plymouth, Massachusetts
Austin, Texas

Pittsburgh, Pennsylvania
Oakland, California

Hull, Quebec

New Orleans, Louisiana
Oak Lawn, Illinois
Aurora, Colorado, now Denver, Colorado
Detroit, Michigan

Chapel Hill, North Carolina
Mississauga, Ontario
Brampton, Ontario

San Mateo, California
San Francisco, California
Lynnwood, Washington
West Palm Beach, Florida
Lowell, Massachusetts
Gainesville, Florida
Niagara Falls, Ontario
Hamilton, Ontario
Toronto, Ontario

South Windsor, Connecticut
Long Beach, California
Fort Lauderdale, Florida, now Broward County, Florida
Binghamton, New York
Tampa, Florida

Salem, Oregon
Pittsburgh, Pennsylvania
Orlando, Florida
Spokane, Washington
Pasco, Washington, now Tri-Cities, Washington
Atlanta, Georgia

St. Catharines, Ontario
Bethlehem, Pennsylvania
Concord, California -
Derby, Connecticut
Cambridge, Ontario
Washington, D.C.

New Orleans, Louisiana
Riverside, California
Dover, New Jersey
Antioch, California
Aurora, Colorado
Danbury, Connecticut
Waterloo, Towa
Peterborough, Ontario
Buffalo, New York
Edison, New Jersey
Toronto, Ontario
Welland, Ontario
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AFL, See American Federation of Labor
AFL-CIO, 74, 79-80
AFL-CIO Appalachian Council, 107
Air brakes, 25
Air traffic controllers, 125
Alameda Contra-Costa Transit District, 89
Albany, New York, 42
American Electric Railway Association, 40
American Federation of Labor, 6. See also AFL-CIO
Anaheim, California, 125, 129
Anderson, Indiana, 65
Anti-strike laws, 76
Arbitration, 9, 83, 130-131
compulsory, 76-77
first interest arbitration, 16
grievance handling seminar, 135-137
interest arbitration, 16, 130-131
Armstrong, George, 39
Armstrong, Robert B., 41, 76, 80
Atlanta, Georgia, 97, 116
convention, 39, 42
transit rail systems, 93

Baltimore, Maryland, 68

exact fare system, 95

part-time drivers, 116

transit rail systems, 93
Bay Area Rapid Transit system, 92-93
Benefits, 37, 44, 83

cost-of-living protection, 83, 99-102, 113-114, 115-116

felonious assault insurance, 95
funeral and disability fund, 14, 44, 45
health plan, 83
life insurance, 45
longevity, 44
over-time pay, 111-112
pension, 44, 83
premiums, 44
sick benefits, 45
vacation, 44, 46, 83
Bennett, George, 60
Berrong, Sam B., 63, 66, 80
Bi-State Transit System, 89-90
Bierwagen, Walter J., 66, 105
Binghamton, New York, 83
Birmingham, Alabama, 61, 94
Birmingham-Jefferson Transit Corporation, 117
Black Caucus, 97, 139, 140
Blacklists, 64
Bland, L.D,, 33
Bloomington, 1llinois, 19
Boston, Massachusetts, 15
convention, 46
strikes, 15, 26-28
vacation pay provisions, 44
Boston Elevated Street Railway, 26-28
Brantford, Ontario, 44
Brewster Transport, 46, 140
British Columbia Hydro & Power Authority, 111

INDEX
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Brotherhood of Interurban Trainmen, 24
Brotherhood of Railway Trainmen, 65, 80, 98, 99
Brotherhood of Surface Car Employees, 7
Brotherhood of Teamsters, 40
Broward County, Florida, 109
BRT, See Brotherhood of Railway Trainmen
Buckeye Stages, 67
Buffalo, New York, 17,

one-man car accidents, 39

strike, 42-43

transit rail systems, 93
Burke, Arthur, 133
Bus Regulatory Reform Act, 125
Bush, George, 127-128

Calgary, Alberta, 38
effects of depression, 45-46
grievance handling seminars, 135-137
strike, 100-102
Callihan, J. M., 6
Canada
inflation, 713-115
labor mergers, 79-80
one-man car, 60-61
safety and health studies, 138-139
union members, 132-134
Canadian Council, 134, 155
Canadian Labour Congress, 74, 79-80
Canadian National Railway, 44
Canadian Pension Act, 45
Capitol Bus Company, 68
Capitol Transit, 82
Carr, Shirley, 139
Carter, Jimmy, 114
Casey, Josephine, 14, 15, 18
Caucuses,
Black Caucus, 97, 139, 140
Latino Caucus, 140
Women’s Conference, 140
CCF, See Cooperative Commonwealth Federation
Center aisle legislation, 25
Central Canadian Greyhound Lines, 64
Chapa, Albert, 140
Charleston, South Carolina, 109
Charleston, West Virginia, 75
Charters, List of, 164-168
Chattanooga, Tennessee, 56
Chicago, lllinois, 14, 34, 42, 44, 67
benefits, 83
conspiracy charges, 61
convention, 69
credit union, 57
headquarters, 34
strikes, 29, 42-43
trolley buses, 44
Chicago Elevated Service, 17
Chicago Street Railway, 28
Chicago Surface Lines Employes Relief Plan, 57
Chicago Transit Authority, 96, 97-98



Cincinnati, Ohio, 28, 56, 66, 69
Cincinnati Traction Company, 28
CIO, See Congress of Industrial Organizations
Citizens Coach Company, 82
Citizens Committee (Winnipeg, MB), 38-39
CLC, See Canadian Labour Congress
Cleveland, Ohio, 17, 40-41, 42, 99
Central Labor Union, 11
Greyhound strike, 146
no-fare project, 712
robberies, 94
second convention, 11
strike, 17
Closed Shop, 40
Co-operative Sharing Plan, 43
Cochran, W. Bourke, 31
COL, See Cost-of-living protection
COLAS, See Cost-of-living protection
Colburn, Bruce, 150
Coleman, William, 117
Colorado Springs, Colorado, 10
Columbia, South Carolina, 109
Columbus, Ohio, 11, 48
Columbus Street Railwaymen’s Union, 47
Commercial driver’s license exams, 137-138
Committee on Political Education, 131-132
Commons, Ben, 31-32
Company unions, 58
Compulsory arbitration, 76-77
Concerned Transit Workers, 97
Congress of Industrial Organizations, 63-64. See also AFL-CIO
Constitution, 7-8, 9, 14, 33, 39, 78, 83, 84, 97, 101, 108,
110, 111
Continental Bus System, Inc., 65, 87
Contracting out campaign, 155
Conventions, 19, 110
AFL-CIO, 80
biennial and triennial, 16
first woman delegate, 17-18
founding, 5, 6-9
list of sites and dates, 163
Cook, Charles, 141, 142
Cooperative Commonwealth Federation, 60
Cooperative Transit Company, 58
COPE, See Committee on Political Education
Cost-of-living protection, 83, 99-102, 102, 113-114, 115-116
Covington, Kentucky, 63
Credit unions, 57
Creech, William, 115
CTA, See Chicago Transit Authority
CTW, See Concerned Transit Workers
Currey, Fred, 147, 150
Cushman, Bernard, 87-88

Dade County, Florida, 90-91

Dallas, Texas, 113

Darrow, Clarence, 31

Dayton, Ohio, 16, 39

Death benefits, 44

Defense (strike) Fund, 7, 18, 19, 33, 79, 87
Delury, Bernard, 148

Denver, Colorado, 112, 113, 152
convention, 84
educational seminar, 106
privatization, 128-130
robberies, 94

Denver Tramway Corporation, 61

Deregulation, 145

Detroit, Michigan, 24, 25, 42, 48
arbitration, 28-29
headquarters, 8-9, 26

Detroit Street Railways, 81

Dial-a-bus operations, 98

Dies, Martin, 64

DiLorenzo, Frances, 116

Dolan, Anna, 17

Draper, P.M., 68

Drug testing, 740-141

Duke Power Company, 109

Dunlop, John, 116

Durham, North Carolina, 109

Eckstrom, E.C., 63
Economic Policy Institute, 729-130
Edmonton Transit System, 111
Education programs, 12, 106-108, 135-137
grievance handling, 135-137
seminars, 135-137
Eight-hour day, 37-38
Eisenhower, Dwight D., 74
El Paso, Texas, 131
Electric trolley cars, 18, 25
Elliott, John M.,
biography, 85-89
pictures, 87, 88, 89, 90
EPI, See Economic Policy Institute

Escalator clauses, See Cost-of-living protection

Exact fares, 9596
Executive officers, current, 157
Exxon, James, 149

Fair Labor Standards Act, 111
Fare-free transit, 97, 112-113

Fay, Fred, 27

Federal Electric Railway Commission, 57
Federal Transit Act, 91

Fee objector programs, 136
Felonious assault insurance, 95
Fickert, Charles M., 30

Fiftieth anniversary, 58-59
Fitzgerald, William, 33, 43
Flanagan, Charles, 146

FLSA, See Fair Labor Standards Act
Ford, Gerald, 7117

Foster, Bruce, 99, 106, 112

Foster, Ken, 133, 134

Frank Martz Coach Company, 67
Frankfurter, Felix, 31

Franklin, Ellis B., 81, 125, 134, 141
Free Trade Agreement, 134
Funeral and Disability Fund, 14



General counsel, 87-88
General Executive Board, 8, 18
current members, 158
policy on women, 17
wartime policy, 33-34
General Motors Corporation, 63
Gleason, Jackie, 81
GLI Holding Company, 147-148
Goderick, Freida, 51
Golden Jubilee, 58-59
Gompers, Samuel, 6, 50-51
Grand Rapids Railway, 37
Grant, James G., 14
Gray, William, 129
Great Depression, 55-62
Greater Winnipeg Transit Commission, 81
Green, Oliver, 107, 125
Green, William, 40, 45
Greensboro, North Carolina, 109
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