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The Organisation for Ecomomic Co-operation and Development
was set up under a Convention signed in Paris on 14th December 1960
by the Member countries of the Organisation for European Econom’>
Co-operation and by Canada and the United States. This Convention
provides that the O.E.C.D. shall promcte policies designed :

— 10 achieve the highest sustainable economic growth and employ-
ment and a rising standard of living in Member countriés,
while maintaining financial stability, and thus to contribute to
the world economy ;

— to contribute to sound ecowomic exponsion in Member as
well as non-member countries in the process of ecomomic
development ;

— 10 contribute 10 the expansion of world trade on a multilateral,
non-discriminatory basis in accordance with international
obligations.

The legal personality possessed by the Organisation for European
Economic Co-operation continues in the O.E.C.D. which came into
being on 30th September 1961.

The members of O.E.C.D. are Austric, Belgium, Canada, Den-
mark, France, the Federal Republic of Germany, Greece, Iceland, Ire-
land, Italy, Japan, Luxembourg, the Netherlands, Norway, Portugal,
Spain, Sweden, Switzerland, Turkey, tne United Kingdom and the
United Stiates.




‘
i
k3
i? —
i
|
i
t H
i
P
CONTENTS
g ;
, Poreword,by Solomon Barkin . . . = « ¢ ¢ ¢ ¢ ¢ ¢ ¢ ¢« o« ¢« e o o 5
)
i s 4
i Summary review of papers and discussion,by André Granouwillac . 9
1
I3
'ﬂl Usefulness of the confrontation. . . .. ... ... ..... 11
) Aél The gemr'al context * * o * * * * * * * * * * * * * * * * - * * 11
Eji Natioml simtions * * o o o o * * * * * * * * * * * * * o * * 13
;; British anxiety * * o * * o * * * * * * o * * * * * * * * * 13
; : mnch eqmimity * * * * o * * * * o o * * * * * * * * o * 15
'3 Ai;‘ Rmm misgivims. * * * * * * * * * * * * * * * * * - o * 16
’ § : - Dutch conridence * * * * * * o * * * * * * * * * * * * * * o 17
f Trade UNiCN CONCEINS « + « & 2 2 o o ¢ ¢ o o o o o o o« o « o o 20
) The British want a system guaranteeing general
:.- F protection. * * * * * o * * * * * * * * * ® -0 * * * - o * * 20
‘1%- The Fl‘enc}l negotiate at Iim 1eve10 . . . L . . . L L L . . 22
’ The Belgians want to stabilise production and
; ‘ emploment. * * * * * * * * * * * * * * * * * * * * * * * o 24
The Dutch want to overcome manpower shortages . . . . . . . 25
A : 55";; Present trends of trade unionaction . . . . . . ... ... . 26
% “f The unions and partial reconversion . . . . . . . . . . . . 26
3 O The unions and full employment. . . . . « v o o o o o o o o 27
§ j The unions and redundancy « . « v v v « o o o o o o o« o o » 27T
% The unions and vocational training. . . . . . ... ... . 28
f
4
- 3 -




Puture prospects . « « ¢ ¢ ¢ ¢ o o o o o o 6 06 o o o o o o o o 30
Threats to the stable employment of aircraft employees. . . 31
Levels of irade urion action to promote stable
employient. . ¢ ¢ . . . . ¢ ¢ e e o 0 e 0 6 0 6 o o o o 32
Growth prospects ard thzir impact on employwent . . . . . . I3
The stimulating effect of the aircraft industry,

$ its executive, technical and worker personnel

‘ (The United States example) . . v o« ¢ ¢ o ¢ o o ¢« ¢ o o « o« 4

PRSI P

e W b

Afewquestions and &anSWers. . « . « « « « s ¢ ¢« ¢ ¢ o ¢« o« « » I8

Major issues and conclusions, by Solomon Barkin . . . . . . . . 41

Bacxground papers:
Situation of manpower in the aerospace industries
1n mmm’ by 0. ves‘y Holt. * L d L d L d * L d * L d * L d L d * * L d L d * 51

! 7 Situation of manpower in the electronics sector
vorking for the aircraft industry, by C.A. Freeman . . . . . 89

% 1

Iist of participants . . . . . . . . . . . . ¢c ¢ 0 .. ... 1
i i, | Contents of supplement to the final report . . . . . . . . . . 119
International seminar publications . . . . .. .. ... ... 121

o

KoL G iy TR L e Ay 3 0 it L ki
FLBBTDE ks e g N WP teyuena ! et i kst

aac




S i

I

-t
L ¢
e rpreb e ope L o i

AN SR N e, it S A

FOREWORD

The present seminar deals with the way in which the general
principles of an active mampower policy should be applied to the
aircraft industry and aircraft division cf the electronics
industry which experience a high rate of economic and technical
change. It is the sixteenth in the series of the Employer-Union
Programme. It is the third regional seminar but the first exclusive-
ly for trade-unionists.

This seminar is a follow up on the International Joint Seminar
held in November 1963 ir Castelfusano on "Geographical and Occupa-
tional Mobility of Manpower” (1963-3). Using the conclusions of that
teminar as a point of departurc, the trade-unionists were asked just
how “he general programme should be supplemented or modified to meet
the special needs of employees in their industries.

The programme was organised so that the Seminar devoted separate

days to the two industries to prepare for the final summary discussion

of comparison and methods of application of special manpower
programmes for them. Actually the participants, at the initiative
of the British delegation, focused their argument upon the broad
economic policies affecting the destiny of their respective national
aircraft industries. The concern for the future was 80 overriding as
to claim this primary attention. The British delegation reported
particularly upon the nature of the issues in their country and the
alternatives they were considering to maintain employment for the
present work force., The other three delegations supplied information
on the discussion in their countries.
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The outstanding conclusion to be drawn from these discussions
is the high priority assigned by itrade-unionists to broad economic
and political policy when jobs are in danger and their expectations
are being frustrated. The feeling of anxiety was highest among the
British but it was shared by the French, tne Belgians and to a
lesser extent by the Dutch. They were ready to urge overall programmes
which would assure the continued existence of their national indus-
tries. The discussicn therefore centred on the alternative methods
of achieving this aim and the experience with various technigues,
particularly the diversification of production.

The degree of special treatment to be given employees in such
highly volatile industries depended in part, it was concluded, uvbon
their separate settings. Innovation in the electronics sector was
taken for granted and adaptations to these changes were built into
the existing usrgarisational structures. On the other hand, the far-
reaching nature of the changes in the aircraft industry,in a setting
where the industries in Great Britain, Belgium and to a lesser
extent Prance were contracting,caused considerahle concern and
prompted special interest in programmes to assist these employees.
The varying degrees of instability and concern about the future
also affected the level at which the participants sought their
primary protection for employees. Those iho were most troubled by
the outlook regarded national programmes as most important, whereas
those who thought that the overall level of employment would remain
relatively stable but that there would be changing job requirements
as well as shifts in the location of the industry, considered the
enterprise programmes as the most vital,

The present volume consists of a summary report prepared by
André Granouillne, Director of the Economic and Social Studies
Department of CGT-PO (France). It reflects the actual discussion
which took place at the seminar and the papers which were considered.
It is followed by a statement of issues and conclusions presented
by Solomon Barkin., There follow the two introductory papers, one on
the aircraft industry by D. Vesey-Holt and the other on the aireraft
sector of the electronics industry by C.A. Freeman. Lists of the
participants and of the publications of prior International Seminars
and Conferences are also included,

The supplement to this volume is published separately but its
table of contents is reproduced at the end of this volume, It
includes the papers presented by the rapporteurs who described the
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manpower adjustment programmes in the two industries in each of the
four countries. The general report presented by R. Cottave is a
summary of this discussion. The supplementary papers reflecting

developments in the United States made available to the participants
are also reproduced.

Solomon Berkin,

Deputy to the Director for Manpower
and Social Affairs and Head of the
Social Affairs Division, OBCD, Paris.
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PAPERS AND DISCUSSION
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André Granouillac
Head of the Economic and Social
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Usefulness of the confrontation

The Trade Union Advisory Committee to the OECD is narticularly
grateful that such a seminar should have been organised. It
provided the trade-unionists with an opportunity for jointly
studying some of the more pressing manpower problems in both these
industries. None of these seminars are held for policy-making
purposes, but a thorough-going discussion of the reports enables
the participants to gain a clearer idea, in an international context,
of problems and of how other countries attempt to meet them.,

Attendance at such a seminar can also bring out the differences
in methods of approaching and dealing with problems, as determined
by each country's national features and each firm's individual
peculiarities. To be sure, regardless of the country or enterprise,
the electronics and aircraft industries follow a general trend, one
woich has most accurately been described by Mr. 0. Vesey Holt, from
the Northampton College of Advanced Technology (¥nited Kingdom) in
an introductory report; yet this general trend only constitutes a
common background against which must be set very different types of
development for each country and concern.

The general context

-

The aircraft and electronics industries are two of the sectors
expanding most rapidly today, and are twin industries at the fore-
front of the technological revolution. The attainment of supersonic
speeds has resulted in craft of high technical refinement, built at
mounting cost: military and civilian requirements have thus led to
substantial advances in helicopter and vertical take-off design,
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while the achievement of supersonic speeds in aircraft and rockets
has resulted in the develorment of new materials for which there
was no regquirement before.

But such work undertaken at the frontiers of human knowledge
has not been achieved for nothing. Tke cost of aircraft has vastly
increased. A fighter plane in wartize cost $30,000 to produce,
whereas the last generation of manned fighters cost $1,500,000 each.
The TSR2, which had to be cancelled by the British, would have cost
$150 million to develop and $3,000,000 for each production plane.

A new subsonic airliner and a new engine could require $150 million
to develop and some $9,000,000 apiece. As for supersonic aircraft,
the latest estimate (early in 1967) for the Anglo-French Concorde
is $1,400 million including at least $250 million for testing and
development.

The rise in costs has resulted in the cancellation of projects,
with varying consequences. Confronted with the need to acquire
planes equipped with the latest refinements, the airlines have been
compelled to scrap and replace craft still in excellent condition.

Both in Burope and the United States, aircraft production is
a capital-intensive industry, even though the amount of capital
investéd per worker is probably three times higner in America than
in Europe. The proportion of research and development expenditure
to total costs is much higher than in other manufacturing industries,
and may attain as much as 38 per cent. This means that the length
of the production run is vital to profitability. Wher<ver the
production run can be doutled, the cost price can be reduced by 10
per cent. The savirgs derived from long runs have thus enabled
American manufacturers to obtain costs from 10 to 20 per cent lower
than their European competitors: the builder who can reesonably hope
to sell 200 aircraft can count on a price $£380,000 less than one
whose market would only be 100, and $600,000 less than a manufacturer
selling only 50,

These figures show the significance of "development costs",
which American manufacturers are able to absorb, because their
production is on a sufficiently large scale thanks to indirect help
from the government in the form of orders for military aircraft. A

natural conseguence hag been intervention by European governments
in the aircraft industries of their countries, in which the problems
differ according to the national conditions.

© .12 -
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National situations

A few figures mentioned at the seminar will indicate the scope
of the questions discussed:

Aircraft industries throughout the world

Country Numbers employed

(a1l categories)
1. United States . . . . . . .. . . ¢ ... .. 625,000
L | N I - 590,000
5. 6reat Britain o . v . 4 0 4 0 0 0400 0w 0w .. . 265,000
4. France. . . . o v 4 4 v 4 4t e e e e e a 90,000
5¢ GEXMANY v & & ¢ v 4 i 4t e e e e e e e e 35,000
L . 7 25,000
T-Canadae o v v v ¢ o o o o 0 o 0 o 2 o o o o 4 18,000
S T 7 13,000
9. Sweden. . . . . 4 i i e b e e e e e e e w.. 11,000
10, Spain & & . . . e e e e e e e e e e e ... 8,000
11. Belgium v« o v v « o ¢ ¢ o 0 4 0 o o o o o o . 6,200
12. Netherlands . « . v o ¢ v ¢ o ¢ o o o o o o 6,300

Source: "I1 Giorno", 9th July 1965, based@ on an article appearing
in "The Economist”, a British weekly publication.

It will be noted - in regard to the countries represented at
the seminar - that while the disparity is already considerable
between Great Britain and PFrance, it is greater still when Great
Pritain and France taken together are compared with the widely
different cases of Felgium and the Netherlands.

British anxiety

In Great Britain 265,000 workers are employed in the aircraft
industry. Mr. Dan lewis, a member of the Amalgamated Engineering

-13 -




Union's Executive Comnmitiee, Chairzman of the seminar, and
¥r, H. Scanlon, a reporting member of the sace union, stress

several points:

] — A declirne in the work force since 1957.

Zmployment reached a2 peak of some 310,0C0 in 1957, but hes
since steadily declined. The official commitiee instructed
to study the future prospects of the aircraft industry (the
! Plowden Cormittee) rerorted at the ernd of 1965 tnat, while
they declined to predict the fuiture dimensions of the
industry, they foresaw a further substantial drop to sore
200,000 workers by 1970.

— Productivity efforts. The prespective decline might be even
greater, since productivity in the United ¥Xingdom compares
unfavourably with that of France or the United States.
Productivity is thus considered to be some three times
higher in the United States and one and a half times higher
in France.

— Concentration and ratiomalisation. Contraction of the
British aircraft industry has already seriously reduced the
number of firms. Mergers have been encouraged by the
Government, which has used its power as a purchaser of both
military and civil machines (for use by the nationalised
airlines) to retain only two manufacturers of airframes i
(Bawker Siddeley and British Aircraft Corporation) and two ‘
engine manufacturers (Bristol Siddeley Engines and Rolls
Royce), a helicopter firm (Westland Aircraft), plus a number
of smaller firms. The big merger announced (between Bristol
Siddeley Engines and Rolls Royce) would leave only one engine
firm in the country. Many jobs are likely to disappear as a
result of these operations.

If the aspects peculiar to the British aircraft industry are
set against the background of Britain's general economy, it is easy

to see why ine British trade unions speak of their branch as an
industry in difficulties, and largely support the conclusions of
the Plowden Committee, which state in part that: "The difficulties,
though arduous ... in a somewhat less acute form face all techno-
logically advanced industries in this country. Indeed, the aircraft

- 14 -
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industry may be conceived as today embodying the predicarent, as it
bk2s long embodied the aspirations, of the United Hingdom in the
world. If the aircraft industry's problems are not solved, they will
simply have to be tackled again elsewnhere, while in the meantime
the ration will have lost much.”

French 2quanimity

The introductory section of Mr. P. Boutaud's reyort, submitted
on behalf of the Hetal Workers Pederation (Porce Ouvridre),
faithfully reflects the French trade-union attitude:

"Over the last few years the French aircraft injdustry has
been steadily expanding, with a corresponding growth in the
number of workers it employs, as shown in the following table:

Total labour force at the end
of the year

1961 1962 1963 1964

Airframes * - - - - - - - -
Engines - - - - L d - - - - -
Accessories . . . . . . . .

49,000 | 49,750 51,680| 53,785
16,650 | 17,750 | 18,825 18,835
20,200 | 20,800 | 20,750| 31,425

Tota]. ® @ o o o o o e o o o

85,850 | 88,300 | 91,255 {104,045

In addition to the above, there are 337,000 workers in avionics,
Wwho account for under 3 per cent of the total labour force in
the electrical industries.

The relative size of the aircraft industry may be assessed

from the figure quoted for manpover employed won aircraft
construction, which is some 100,000 out of roughly 7,000,000
wage~earners employed throughout French industry as at 1st
January 1964.

These data will indicate the comparative smallness of the
French aircraft industry from the standpoint of numbers

- 15 -




employed, and point to the relative stability of its labour
force.”

H ) This general information obviously covers a lot of rather
i varying situations. The process of developrent has not always been
smooth and there may well be difficulties in the future, but at the
i time of the seminar (September 1966), the only subject for concern
! was that of the problem (since solved) connected with the Anglo-
: French supersonic Concorde.

Belgian misgivings

s

Mr. R. Decoster, National Secretary of the Metal Worker's
Union (F.G.T.B.) describes the situation in the Belgian aircraft
industry as follows:

"Two large aircraft firms have existed in Belgium since 1920:
the SABCA (Société anonyme belge de constructions aéronautiques)
: and the S.A. Avions Pairey.
¢ In the immediate postwar years from 1946 to 1950, activities
were confined to repair and maintenance work on military
| aircraft.
In 1950, Avions Fairey and the Fabrique nationale d‘'armes de
" guerre at Herstal received an order for 67 Meteor jet aircraft.
In 1953, the Belgian aircraft industry received an order for
460 Hawker Hunter fighter planes, to be carried out in con-
- f Junction with Fokker and Aviolanda in the Netherlands.
The Eabrique nationale works produced Avon-type jet engines
for aircraft supplied to Belgium and the Netherlande.
Overhaul and repair contracts are an important source of
business for the industry, and a further impulse came with an
3 order for a hundred ¥104 G's (which added 2,000 new worikers to
L | the above-mentioned concerns).”

e

These indications provide some idea of the scope of the
problems facing both Belgian trade-unionists and employers in the
industry:

- Stability in the Belgian aircraft industry is unsatisfactory:
owing to its over-reliance on foreign orders — especially of

g e b

a military kind - it is forced to lay off or discharge part
of its manpower at regular intervals.

iy AR
MRS TREN, el
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- Since Belgium is 2 small couniry, there can be no question
of 2 fully-fledged aircraft industry; neither the morey nor
the design staff are available for it to contemplate the
overall production of new types of aircraft.

- Por political and economic reasons, it is moreover unable
to undertake the complete assexbly of military or even civil
aircraft - with the exception of training and light aircraft.

—~ The division of labour at international level is such that

Belgium cannot go beyond the assembly or manufacture under
licence of certain parts and assemblies.

No better illustration can be given of Belgian misgivings than
the order for a hundred F10G4 G's, which caused the following
employment changes in the main plants:

- before the order : 2,903 workers and employees;
- during the order : 4,330 workers and employees;
- after the order H 2,895 workers and employees.

Hence the additional staff (some 1,400 people) recruited to
fill the order for 100 aircraft were dismissed after its completion,
It stands to reason that a change affecting a third of the numbers
employed (even though but %400 people) raises serious problems,

Dutch confidence

Fokker and Aviolanda together employ some 6,000 people, and
account for nearly all the Dutch airecraft industry. The leading firm
is Fokker, whose remarkable success with the Fokker Friendship ic
by now widely known. This machine, besides being manufactured by
other firms in Europe, has the rare distinction of being produced
under licence by the Paircnild Company in the United States.

A review of the Fokker and Avinlanda production schedules will
show that the Netherlands aircraft industry also manufactures
products not directly related to aircraft construction; it will
also be clear that many of these products require manufacture through
use of similar gkills. An advantage of this diversification is that
it helps to stabilise employrent. Any extension of these activities
would however come up against the Netherlands® existing labour
shortage, while in the event of a heavy demand for the accessory

-17 -
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products, specialised departmenis will of course normelly te set

up. These departments then lead a more or less separate existence
with their own varying levels of employment. In some instances

this may even be the occasion for taking the entire productive
process away from the aircraft indusiry and incorporating it into
some new, separate undertaking. This, for example, could well be

the fate of panels for nousing produced by the plastics division

of Fokker. If production of these panels on a2 commercial basis is
found possible, Pokker is considering the estabiishment of a separate
undertaking for the purpose.

The development of prototypes and mass production, the building
of military aircraft under licence, participation in the development
and construction of aircraft of foreign design, repair and overhaul
of planes, space-research prospects, the production of plastic goods,
the growth of its after-sales service, government assistance for the
development costs of national projects, etc., all help to explain
Dutch confidence in the country’'s aircraft industry.

The problems of other European countries were not overlooked
by the members of the seminar, even though no delegates from these
countries shared in the discussions.

The German aircraft industry only employs about 35,000 workers.
It has, however, increased its capacity by manufacturing American
equipment under licence. A substantial interest is held by the
United States, and France owns 25 per cent of the shares in a
leading firm. Germany is a leading participant in the inter-European
consortium producing Starfighters.

Other European countries, while possessing an aircraft industry,
are largely concerned with the manufacture of equipment uader
licence and participation in internatiocnal projects. Apart from the
Netherlands (discussed above) none produce complete machines. In
Sweden, the SAAB manufactures aircraft for the country's armed
forces, making it the orly nation of its size self-sufficient in
aircraft.

National factors affect trade-union response. The discussar ts
from the various countries, in describing their experiences, clearly
showed up the differences between countries. British anxiety, French
equanimity, Belgian misgivings, and the confident aporoach of the
Dutch all explain the varying types of action taken on behalf of
workers in the aircraft industry.

- 18 -
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All three, just as Mr. C. A. Freeman in his introductory
report, show the valuable contribution made by electronic processes
to the development of both 2ivil and military aviation, neither of
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National reports on the electronics sector working in con- .
junction witn the aircraft industry were submitted by:
| ?,4. Breakell, Executive Councillor, 7.U.C.,
\ Elecirical Trzdes Union,
% Great Britain
; R, Javaux, Secretary General i
' Centrale chrétienne des métallurgistes, C.S.C.B., i
i Belgium
H.J.M. Van Velthoven, Zconomic Adviser,
il Hetal Workers Union N.K.V.,
! : Netherlands ‘
i

which could exist in its present form or have attained its present

<
Pl o e e

efficiency without eiectronics. At the same time, the electronics
industry has derived substantial benefit from the mass of research
and development undertaken in the field of avionics, partly
sponsored by government and assisted by the various government

iy

establishments engaging in such activities.

During the Secund World War, exacting and urgent national
demands were placed upon both industries, and under their stimulus
scientific discoveries and technical innovations proceeded apace,
so that by the end of the war a great variety of technologies had g

.;' x

been given practical effect. With the return to peace-time conditions,
‘and some relaxation of security regulations, it became possible to
apply much of this development to civil purposes.

While the aircraft industry extended its growth into supersonic

and aerospace projects, the electronics industry further developed
f'i : its techniques and equipment and found a wide range of activities
3 E 5 in all spheres of industry and services. Meanwhile both industries
; ' maintained their close co-operation in the avionics field, which
d}’ accounts for the largest single group of electronic products in

3

both the United Kingdom and the United States.
Due to the diversity of electronic products and their
d applications, it is difficult to determine the total proportion of
’ manpower engaged in the research, design, development and installation
of aircraft electronic equipment. This is also true of statistics
on production, exports, imports and investment, which are generally

-19 -
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considered to be both unreliable and inconsistent, and serve only
as a general guide to trends rather than as ab:olute values.

In view of these uncertainties -~ and the general information
provided by the four above-mentioned reports (by Freeman, Javaux,
Breakell and Van Velthoven) - the members of the seminar deemed it
best to refrain from venturing too far into this area, and to focus
their atterntion on trade-union concerns in the aircraft sector.

Irade-union concerns

Regardless of a nation's particular situation, the aircraft
industry and associated electronics industries are subject to rapid
fluctuations in government orders and to technical innovations that
may result in the unemployment of thcusands of workers. While the
reports presented at the seminar indicate that this has not so far
occurred, and that any excess manpower has been reabsorbed because
ad justments took place in a period of full employment, a question
broached was what would have happened if such adjustments had been
made during an economic recession. For a good many years the trade~
union movement has insistently been pressing, both at national and
international level, for a better forecasting and planning of man-
power needs,ard for educational and training programmes in response
to such forecasts and plans. A number of studies have now been
undertaken by the OECD and other organisations on the techniques
and feasibility of forecasting, while the reluctance noted from the
national viewpoint to foresee manpower needs has partly been over-
come and services with the sole object of conducting forecasts have
been set up in several countries.

In the face of these difficulties, the trade-unions have
reacted in various ways.

The British want a system guaranteeing general protection

Mr. Scanlon in his report stresses the trade-union attitude
as related to political factors.

"The trade-unions, the T.U.C. and tc a somewhat lesser extent
the workers themselves reconciled their conflicting interests
and accepted with more or less good grace the inevitable.
Whether or not they would have accepted a similar decision by
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a Conservative Government so readily, may now be of only
aczdemic interest and any speculation must involve a good deal
of subjectivity, but it would seem that one of the most
influential factors determining trade-union thinking on the
issue was undoubtedly the need not to maliciously embarrass a
government sympathetic to their interests and newly elected
after 13 years in the wilderness ...

Having rejected direct action as a means of fighting redundancy
the shop stewards took the only logical corollary to their
decision - they set themselves the task of gaining the best
possible deal for their fellow-workers who were being forced
to leave the industry ...

Perhaps the major Ffeature of the redundancies in the aireraft
industry has been the implementation of the provision of the
Redundancy Payments Act. In fact it would not be too exireme
to say that without the tex-free payments payable under the
new redundancy scheme the whole operation would never have
been carried out with the good-will that eventually prevailed
on both sides of the industry."

Just wkat does the Redundancy Payments Act say?

"The Act requires employers to make lurp-sum compensation
payments, called 'redundancy pavments', to employees who are
dismissed because of redundancy. It also requires these payments
to be made in certain circumstances to employees who have been laid
off or kept on short time for a substantial period. The amount of
the payments is to be related to pay, length of service with the
employer, and to age.

"The Act also establishes a Redundancy Fund, financed by
contributions collected with the erployer's flat-rate National
Insurance contribution. Employers who have to make redundancy
payments as required by the Act may claim a rebate of part of the
cost (ranging from two thirds to just over three quarters) from the
Fund.

"The Act provides for disputes about entitlement to redundancy
payments or about claims for rebate from the Funi to be settled by
Industrial Tribunals established under the Industrial Training Act
of 1964.

"The scale of payments is based on years of service as follows:

- 2] -




v ——

T

1. For each year of employment between ages 18 and 21
inclusive - half a week's pay;

2. For each year of employment between ages 22 and 40
inclusive - one week's pay;

3. For each year of employment between ages 41 and 64
(59 for women) inclusive - one and a half week's pay.

The selection of workers to be dismissed, the control of
overtime working, the suppression of sub-contract work, and
transfers to new jobs were decided upon in conjunction with the
union. Just over 8,000 workers were made redundant in 1965, and by
February 1966 only 248 were still registered with the Ministry of
Labour as unemployed. The rest were re-employed in the aircraft
industry (19 per cent), metal-using industries other than aircraft
(52 per cent) and other industries (29 per cent).

Additional agreements (with Rolls-Royce), as well as provisions
covering unemployment, sickness and resettlement benefits complete
the scheme and are also described in full by Mr. Scanlon,

The French negotiate at firm level

A set of general measures is designed to:

- Promote retraining;

Promote relocation;

Cempensate earnings in case of downgrading;

Promote retirement;

Promote job creation.

After introducing and analysing these factors in his report,
Mr. F. Boutaud questions their effectiveness in regard to the
aircraft industry. He concludes as follows:

"The overall measures instituted to counter fluctuations in
employment would be ineffective if the aircraft industry wvere

to enter a period of severe crisis. The high degree of
specialisation in the industry, together with its geographical
location, are important factors which would make it particularly
difficult to find adequate solutions.
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The position in the avionics sector is not quite so sensitive.
These special activities are carried out by firms engaging in
widely diversified production, and the personnel involved
appegrs capable of adjustment to new production lines without
undue trouble. The aircraft industry is a prize customer of
the electronics industry, with which it places substantial
orders, but loss of its custom may ~ell be replaced by other
lines of production.

The position is not the sam® wnere the aircraft industry proper
is concerned, and the atiempts by sore factories to introduce
alternative lines have not fulfilled expectations. Other
solutions must hence ve found so that the effects of econnmic
and technological trends can at least be mitigated if not
entirely avoided."

Such solutions were discussed by Mr. G. Laroussinie, who spoke
on behalf of the etal Workers Federation, ¢c.F.D.T. (France), and
based his conclusions on a case history of relocation by the Société
Nationale d'Etudes et de Construction de Moteurs d'Avion (the SNECMA
Company) and two others at Sud-Aviation.

His findings were that:

n]. No national arrangements are made in France for the
negotiation of job transfers and worker relocation by
workers' and employers' organisations.

2. Consequently, the social answer to such problems is
essentially provided by the firm, or even the individual
factory. The provisions made are the outcome of various
factors, such as the bargaining strength of tne parties,
the number of workers tc be transferred, the management's
approach to personnel problems, and so on.

3, In this industry, the overriding importance of the
Government's function clearly emerges, both as concerns
the workload and decentralisation policy.

4. In view of the two preceding factors and technical advances,
it is apparent that the unions'’ attitude cannot reasonably
be one of systematic opposition to such transfer and
reconversion operations.
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Arrangements should accordingly be made for negotiations at
both national and firm level in order to afford maximum

protection for the workers.
But to be really effective, mnegotiations should cover all
aspects of the empleyment problem, i.e.:

Vocational training and retraining;

- Planning of workload;
- Yength of working hours;

~ Recruitment conditions, etc.

5: Finally, reference should be made to a particularly
important point -~ the lack of accurate information on the
economic situation, employment forecasting and statistics
about the labour force.

The goal of the French trade-union leaders is to discover
answers which will best reconcile the two extremes, one consisting
of general measures, largely inapplicable to the particular case,
and “he other of specific solutions, which are difficult to work
ous. It must however be admitted that the overall situation in the
industry is such as to require no urgent decisions.

The Belgians want to stabilise production and employment.

Mr. R. Decoster notes that although in the ¥104 G affair all
the unions had of course to acknowledge the economic and technical
reascns underlying the redundancies, they took vigorous steps to
cushion the impact.

The results achieved for redundant personnel vary from one
company to another, and largely hinge on redundancy payments
(itemised in the report), although the unions feel that the solutica
lies elsewhere, as is apparent from the following passages of the
report:

"The Belgian industry has not yet succeeded in achieving a
stable level of production. It still experiences periods of
high activity alternating with serious recessions resulting
in large-scale redundancy. The only wa& of mitigating the
undesirable consequences of this situation is to decide upon

a number of measures to be applied both by the industry and the
government,
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ks matters now stand the only possible course is to aim at
some degree of diversification. As for the Government, it
should undertake to exrand aircraft production proper, and

to regulate this activity if need bte by transferring orders
or parts of orders at international level; secondly, it shouid
suppbrt +he industry's own efforts to diversify production.™

The Tatch want to overcome manpower shortages

The situation in the Netherlands js entirely different, a fact
which both the unions and employers fully realise.

The Dutch worker's main concern is steady employment, which
he regards as far more important than the wage rate. The Dutch
aircraft industry must therefore attempt to deal with temporary
lzbour surpluses by internal transfers, for if compelled to look
for work or the external labour market and re-employed outside the
industry, most of the workers would never return. Urdcr these
circumstances, there can be no question of "temporary layoffs”,
since the worker would be gone for gocd. Recourse must be had to a
great variety of measures to spread the risk and stabilise the level
of employmeni owing to the extermal labour market's rigidity.

The policy of the aircraft industry must therefore be to retain
its personnel. When the level of employment drops in a particular
division, the personnel department can take the following action,
in order of seriousness:

(a) Pind similar work in another department;
(b) Find work, even if less suitable, in another department;

(c) Place their workers on a waiting list, who then spend
their time on call at the factory canteen;

(@) Transfer %o short-time working;

(e) Resort to dismissal.

The cases most frequently reported are (a) and (b). A pre-
requisite for their success is a fairly varied production range,
which the Dutch aircraft industry has so far achieved by sharing
in international projects, mutual subcontracting arrangements, and
some amount of diversification. Another prerequisite is versatility
(taakverruiming), meaning that the worker should be able to under-
take several types of job.
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In avicnics the cost pressing problem is the manpower shortage,
whether in Great Britain, the iietkerlands or Zelgiun. The reports
21l siress this aspect, and the unions have only had to settle
38 individual cases which were negligible in scope.

]

i )
'l; Present trends of trade-union 2ction
- &

}

Situations are so diverse, related vroblens of an economic and
sometimes political nature so different, and new changes occur at
such a rapid rate that no common approach by the organisations of
the four represented couniries emerszed from the seminar,

%‘ The most that can be done, in a preliminary analysis, is *o
outline a few trends marking trade-union action, and point out

A o
P R

differences from one country %o another, illustrated by 2 few 1
examplas,

The unions and partial reconversion

. During the seminar a French delegate mentioned 2 case of
partial reconversion consisting in the manufacture of wooden caravan

trailers by Sud-Aviation. The experiment however was unsuccessful,
since this type of work is far removed from that ordinarily performed
;{ in the aircraft industry, and was directed towards the production of
a commodity which is unlikely to be in great future demand.

Generally speaking, attempts to diversify production have had

=i g

. but marginal resulis, except in the Netherlands, and have not .
fulfilled expectations. The experience in Europe is corroborated
by that in the United States, where aircraft companies have tried
to diversify by engaging in the production of such items as aluminium
canoes, artificial hands, parts of musical instruments, and even
stainless-steel caskets. These attempis were eventually abandoned.
A similar fate befell the manufacturers of guided missiles. Such
failures show that it is extremely difficult to adapt high-precision
equipment to the production of consumer or industrial goods.

Rather than seek permznent reconversion, the aim might be to

attenuate fiuctuations in the volume of production by causing aircraft
companies to fill orders on behalf of other firms, as in certain

A1 tooling jobs. At any rate, this is the impression gained from opinions
expressed at the seminar.
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The unions and full employment

. if diversification is not a solution, the best way to make
1k 3 work for redundant aircraft workers is to ensure both regional
X and national full employment. This means that the aim should be -
‘ under a policy of full employment — to prevent certain regions and
21K 4 towns irom relying too exclusively on aireraft production. In many
R | ; Faropean countries, experience in such industries as textiles,

H shipbuilding and coalmining has shown the disastrous effects of
unemployment in a region or district which places undue reliance
on a single industry. For this reason steps should be taken to
create other employment opportunities in areas which depend meinly
on the aircraft industry.

Attempts to create new jobs with financial or other support
from the governmznt have however had discouraging results in a
number of countries. A representative of the C.G.T.-F.0. (France)
thus reports that firms agreeing to extend their activities into

x4l PO
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: other regions are apt to employ a high proportion of semi-skilled
‘ f workers, few highly trained workers, and only a smattering of
' ; technicians and engineers. He moresover points out that many jobs
created with the help of public funds in Prance have eventually had
to be suppressed owing to the economic and financial difficulties
of such firms.

In order to assess working and redeployment conditions
correctly, better manpower statistics are urgently needed and

aircraft occupations should be reclassified so that further
training programmes can be planned for substitute jobs which air-
craft workers will be able to fill.

el
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The unions and redundancy

All the trade-unionists were agreed on one point - which was
that efforts should be made at firm and national level to protect
workers against any marked depletion of their resources owing to
dismissal,

All the countries concerned have national unemployment insurance
schemes. In the United States, the unions for several industries

T

e
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have succeeded in obtaining annual guaranteed wage rates, which are
negotiated at firm level and supplement State-allotted unemployment
benefits. In France a mixed system has been ingtituted, which if
need be can be applied to aircraft workers.

-27 -
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But the most instructive example is the British scheme. In
dealing with the problem, the 3ritish trade-unions decided in favour
of governmental measures: increased unemployment benefits and a
redundancy payments scheme. Their zim was to ensure that a redundant
worker would receive sufficient resources until he found a job irn
which his qualifications and experience could be used to best
advantage. The line of reasoning they followed, was that technological
progress and structural changes should in no way be hampered owing
to the workers' fear of seeing tneir earnings considerably reduced.

The British Redundancy Payments Act set up a fund financed by
contributions from all employers, which serves to reimburse them
for part of their payments to workers dismissed because of
redundancy. These allowances are based on the wage, seniority in
the firm, and age of the worker, and may amount to as much as
£3,500 if his lengtn of service so warrants.

One striking aspect of the seminar was the increased awareness
of these problems on the part of the British trade unions, as
partly evinced by their readier acceptance of changes needed in the
structure of employment, including geographical mobility, following
a set of measures taken by the Government to guard workers from the
effects of such changes. While pointing out various defects in the
schemes which were adopted, the British delegates acknowledged that
they had done a great deal to promote a favourable attitude towards
the changes. Moreover, the fact that a ILabour Government was in
power created a climate of trust.

The members mentioned instances in other countries of redundancy-
payment agreements reached by the unions and companies.

Stress should here be laid on a general trade-union tendency,
which is not to seek a guarantee of maximum worker protection in
the event of "economic accident"”, but, better still, to promote
timely action obviating the occurrence of such accidents, since they
can now be foreseen.

The unions and vocational training

The members of the seminar dwelt at some length on the subject
of vocational training. It will be noted that most of the reports
described the general mechanisms of training, and some the structures
applicable to the aircraft industry.

All the union organisations brought out certain specific points:
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iR - To enable redundant workers to find other employment
easily, traininz must be of a comprehensive kind enabling

a wide range of skills to be obtained, which specialisation
for an individual job is incapable of providing;

- .

i ment, if only because of the steadily decreasing ratio of

: manual workers to non-manual workers. This situation, while
not restricted to the aircraft industry, is one that

- particwiarly affects it. The delegates mentioned instances
of in-service training for gardeners, hairdressers, bakers,
% etc. in aircraft assembly, drilling and riveting jobs, etc.
No doubt this is a rapid way of training people, but should
they become redundant, such highly limited skills will not
be of much use elsewhere. Such methods enable a man to be
trained for a succession of separate jobs without really
fitting him for a particular trade.

'
l - A broader range of skills is an ever more pressing require-
!

- As a whole, the delegates considered thet vocational training
and retraining efforts were guite inadequate in all the
western European countries. The fact that governments and
employers had fajiled to solve this problem satisfactorily
was everywhere made aprarent by the acute shortage of skilled
manpower.,

— The measures recently taken by the British Government to
improve vocational training possibilities consequently
aroused tne keen interest of delegates from other countries.
A marked feature of the Act introduced for the purpose in
Great Britain is that firms offering no suitable training
are compelled to help pay the costs of those that do. A
Central Training Council composed of representatives from
management, labour and education has been set up, whose job

Ti is to lay down the broad lines of a national training policy.

: Training boards have been established for each industry and

3 are empowered to levy contrioutions from the industry concerned,

{ i and to use the money to organise training establishments or

| b pay compensation to firms who already operate an approved

training programme.

Training centres run by the Government also exist, but so far

they have only provided training for 6,000 workers per year.
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- A subject that came in for extensive discussion was how to
stop the brain drain in science, technology and other highly
skilled branches from the Buropean aircraft industiry, where
trazining requires heavy investment. The drain was of
particular significance in Great Britain. The delegates
wondered whether it was of any real use to engage in such
expenditure to trazin skilled personnel if they were to
ervigrate in increasing numbers. To reet tiris problem, one
suggestion was that loans be granted for study at technical
schools and universities, which graduate recipients would
be bound to reimburse if they decided to emigrate.

Since the drain of scientific personnel was due to the

! disparate growth of research and development in the United

States as compared witlr Burope, the delegates believed that

one way of keeping scientific and technical personnel in

Europe woulé be the government-syonsored expansion of

civilian research and development projects.

- A crucial question for the Furopean aviation and electronics
industries was whether they should go on trying to maintain
and expand the scientific and tc¢chnical staff needed to
sustain a greater research and development effort, or whether
they should resign themselves to being largely dependent on
non-European technological advances.

- It should be noted that training problems at the seminar were
chiefly approached from the standpoint of aims and structures. It
might be well to question trade-union leaders on research done in
connection with the training of adults, particularly the content
needed in general education to promote rapid adjustment in a new

speciality.

o e e e

i Future prospects

In opening the seminar, Mr. Solomon Barkin, Deputy to the
Director for Manpower and Social Affairs and Head of the Social
Affairs Division of the OECD, proposed a list of 25 questions.
These will be found in the supplement to the final report, on pages
5 to 9, under the heading Introductory Statement anmd Questions.
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in his general reyort on the role and attitude of trade unions,
¥r. Robert Cottave, Deruty Secretary General, Pédération nationale
des ingénieurs et cadres, Force vridre (France), also outlined a
number of topics of discussion- for the seminar.

sven though the task is a difficult one, some of Hr. Barkin's
questions mey profitably be combined with varicus subjects suggested
by ¥r. Cottave, ané commented on in the light of the seminar
discussions.

Threats to the stable employment of aircraft emplovees

¥r. Cottave defined the attitude of trade unions in the
following terms:

Technical progress called for no particular comment, neither in the
trade unionists' reports nor in their statements. hile no undue

optimiém or pessimism is shown, such progress seems to be an
accepted fact. All realise that, whether in the aircraft and
electronics industries or in any other leading economic sector,
the era of technological change we live in is no isolated,
accidental, or hopeful occurrence, but a continuous process.
Despite occasional pauses from one year to the next, it is bound to
gain momentum with the passage of time. This is a view generally
held by the trade unions,

To achieve stability of employment, the trade unions have
acspted a dual attitude: '

— On the one hand, major actions in France, Belgium and Great
Britain are taken on a national scale, at the level of
government, which is primarily expected to define a civil
and military aircraft policy in an international context,
and if possible one of international co-operation;

— On the other hand, the trade unions' attitude towards
management no doubt is less conventional. Owing to the desire
for job security, the unions naturally try to prevail upon
management to stabilise the level of company activity.
Proposals vary according to country. Mr. Decoster thus notes
that the Belgian aircraft manufacturers should develop
technical contacts with foreign companies. Buropean co-operation
should be furthered so as to achieve a balanced rate of
activity in each national industry, whether in the civil or
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military sector. Mr. Vos stresses opportunities for diversifi-
cation, whenever the same skills used in aircraft production
can be used to manufacture new producis. The list might be
continued, but it will suffice to note that pressure is now
exerted by the trade unions on the company's economic and trade

policy.

Jevels of trade-union action to vromote stable employment

In the absence of any slackening in the economy (France and the
Netherlands), the trade unions are quite content to stop at company
level, although they would carry their action further in the event
of serious difficulties. “4r. Cottave's remark will be noted:

"Most characteristic, however, seems to be the trad: unions'
determination to take a direct hand in solving employment
problems at the most difficult stage. Thus the Be_gian unions
(Mr. Decoster) asked to share control in fulfilling exceptional
orders. A French union (Mr. Laroussinie) proposed that it should
assume direct responsibility in a relocation project. In these
instances approval by the employers or government authorities
was not forthcoming, but in the Bristol case described by
Mr. Scanlon the trade unions, in spite of management opposition,
were alone in implementing a readjustment volicy they had
themselves defined and in organising suitable machinery for
the purpose. The principle of a voluntary movement by labour
was the policy basis used. This required a continuous flow of

e e ke

comprehensive information through media set up by the unions,
describing both job opportunities and assistance available
under the law and the company contract. Strict control also

had to be exercised over measures taken in the meantime by
management, particularly where working schedules were concerned.
Supported by adequate legislation, the operation was a success,
upsetting a good many firmly entrenched notions."

Need a recent trade-union action be recalled in connection with
a government project? The design and construction of a modern
aeroflane may cost as much as $150 million. Yet according to latest
estimates, the supersonic Concorde will entail an expenditure of at
least $1,400 million, and it was the overwhelming steepness of this
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price which caused the project to be so severely criticised. Mr.
J.M. Riche, of "Air et Cosmos", a French publication, recently
wrote in the "Times" that:

Tt may now be reported that action by the trade-unions was
essential towards the project's retention.”

In supporting the project, the English and French trade-
unionists were protecting the jobs of tens of thousands of workers.

Growth prospects and their impact on employmeant

Omitting any consideration of military programmes, subject to
such now evident hazards, attention should presumably be directed
to civilian transport. It seems to be generally agreed that
passenger traffic will continue to expand at an annual rate of some
10 per cent during the next five years. It is estimated that by
1975 about 5,000 aircraft will be needed to take care of total
traffic, marked by dominance of the United States. The 11 American
airlines fly nearly three times as many passenger miles as the 10
European lines put together, and the United States purchases half of
all civil aircraft. In his introductory report Mr. O. Vesey Holt
describes the prospects of European aircraft workers as follows:

"There will always be at. least one United States company
competing in any worthwhile aerospace market and the American
company can always count on the preference of the American
airlines unless an overseas machine offers exceptional
advantages. This means that the American companies can count
on a substantial production run in pricing their aircraft.
Against this background it is extremely doubtful whether the
market for any one type of aircraft will support more than
two non-American producers at anything like reasonable profits.
In this situation, employment prospects for individual workers
are largely dependent on the success of the firm for which
they work in contributing a successful aircraft. The conse-
quences of failure are likely ‘to be regionally highly signifi-
cant, and the trade unions concerned are, for better or for
vorse, dependent on the commercial success and acumen of the
management of aircraft companies. As British experience has
shown, it is not sufficient to rely on the market provided by
individual national airlines. They have to compete internation-
ally and provide too small a market to enable manufacturers
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to bring down costs to competitive levels. Clearly, the
Buropean military and civil market would provide a more
satisfactory basis than any individual national market.
However, in the military field, the total N.A.T.0. market
would still only be 20 per cent of the United States market
l’ and the political realities of the present situation make it
unlikely that this will be a homogeneous market in the
]

-

immediate future. The Buropean civil market amounts to about

40 per cent of the United States market and could provide a
market particularly for short-haul aircrafi. Indeed, if national
airlines could be induced to give reasonable prererence to
Buropean aircraft in this category, a suitable aircraft would

g &

3 have an excellent market.

To sum up, air transport is booming, and this means that
substantial numbers of aircraft will be bought over the next
ten years. The United States aircrarft industry has a built-in
cost advantage in both military and civil aircraft and aero-

space equipment because of the size of its home market. Burope
can only hope to compete with the United States by developing
work on a Europe-wide basis. In the present climate of opinion,
this is likely to be done on an inter-nation basis, and the

main problems likely to arise for union members are regional

# ones resulting from changes in government policy or lack of

competitive success."

Experience thus confirms that it is the overall aspect of

government policy which is of major concern to trade-union organis-
ations. }

;v It may be well in this connection to re-examine the contingency

3 of an international disarmament policy, as analysed by lir. Freeman,

in order to ascertain the relevant assumptions of labour organisations.
;'z This suggestion at any rate denotes the magnitude of the issues

> involved in trade-union attitudes towards the governing authority.

The stimulating effect of the aircraft industry, its executive,

technical and worker personnel

. Experience shows that from aircraft research and development

stem new techniques, materials and products that can be adapted for
use in other industries. To what extent should such indirect benefits
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to other industries be taken into account in deciding whether or
not to maintain an aircraft industry:

In pleading the case for their sector, the British delegates
to the seminar raised this very question, all the more tellingly
as their arguments were based on official investigations already
mentioned in the present report.

A Committee of Inguiry appointed by the British Government to
study the future p.ospects of the aircraft industry - named after
its chairman, Lord rYlowden, and one of vhose members was lMr. Fred
Hayday, National Industrial Officer of the National Union of
General and Municipal Workers (NUGHW) ~ issued its report in
December 1965, which mentions the following examples of such a
technological fallcut:

(a) Materials: The demands of aviation have led to the
development of materials with high strength/weight
properties, often coupled with resistance to high
temperatures. These have found applications in other
branches of engineering. High-strength aluminium alloys
and titanium are examples. Titanium was developed only
recently for high speed aircraft. Ten years ago the
aircraft industry was the sole customer for it, but now
nearly half the British production is sold outside the
industry.

{(b) Digital computors: The development of digital computors
received a great stimuwlus for their use in military

aviation.

(¢) High-pressure, light-weight hydraulic systems developed
for military aircraft during the Second World War, and
since applied to all sorts of mechanical, civil engineering,
mining and other equipment.

(d) Gas turbines, now used in industry to provide extra pover
for the electricity grid at peak periods, and at sea to
power a growing range of warships and other vessels.

(e) Electronics, radar and radio: Aviation provided an initial
impetus, and most modern developments arise from aviation
demands. Printed and potted circuits, micro-miniaturisation,
transistors and other solid-state devices are examples: all
are profoundly affecting computers, radio, television,
tape recorders, etc.

- 35 —
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In swaming up the impact of this fallout, an important
: conclusion reached by the rlowden Committee was that "it seemed

‘ probable that no other single industry would have such a nervasive
43 effect on the technological progress of the nation.”
r But it also acknowledged that it was difficult to gauge whether
H

comparable or larger benefits could be achieved if the 9,000-0dd
scientists and techmologists working in the aircraft industry were
deployed in other ways. Horeover, it remains to be seen whether,
should the existence of the aircraft industry be at stake, the
rajority of these scientists and technologists - not to mention the
engineers, draughtsmen and technicians - would be prepared to
transfer their skills to other industries. Thousands have already
emigrated to the United States as a result of cutbacks in British
aircraft construction projects.

After careful investigation, the Plowden Committee concluded
tnat there would probably be a significant loss to the nation's
' technology in the short-term if the aircraft izdustry disappeared
' | altogether or suffered a large and speedy contraction. The short-
term qualification is important, since ithe Committee goes on to say
that in the long-term the strength of the fallout argument would
depend on how much money and effort the Government was willing to
expend in systematically encourzging the use of advanced technology
throughout British industry.

Additioral documentation was available to the members of the
- seminar in the form of papers reproduced in a supplement to the final

report, in which special consideration is given to American trade-
union experience in the industry. These confirm, if any added

‘ corroboration were needed, the advanced position of the aerospace
industry. The fact is one which the trade unions well understand,
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and reliance is placed on governient in various ways. Leonrard
Woodcock, a leading trade-unionist in the United States, spoke in
March 1965 as follows: "The more a particular company is dependent
on government contract, the less control it has over the job

et

security of its employees, and the wider the swings in job possi-
bilities there can be”, and he showed now important it was for the

Government to protect such valuable manpower capacity.

"Implemented with imagination, vigor and adequate funds, the
humane and praci® al programs suggested could provide job and

. income security for the nation‘’s aerospace workers and put an
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| end to the inequality of treatment they now suffer. Such

. % programs could also nelp eliminate shoriages of skilled labor

E | that arise from time to time in the defense irdustry, and could
rake an important contribution to the kind of national manpoxer
policy which is critically needed in these yvears of rapid
technological change.”

-

It seems that the argument is gaining ground and that the idea
of a special treatment for aircraft workers is slowly evolving. At
a2 lower level, the example of the lietherlands is revealing: those
#ho leave the aircraft industry will never return. If this is a
loss for a firm, how much greater is the loss for the national
community? It makes no difference whether tie orders are for

i
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government or civil programmes: it is the technique and the
technicians who are precious.
Mr. P. L. Siemiller, President of the International Association of
Machinists (U.S.A.), in an address delivered in April 1966
(reproduced in the supplement to the final report) summed up the
\ American union attitude as follows:

"Once a skilled workforce has been scattered to the winds it
takes money to recruit a new one. It takes time and money for
training. Either directly or indirectly the government bears
these costs. But a greater cost is paid by the workers .
themselves. It is their income that is interrupted. It is
their lives that are uprooted. It is their mortgaged homes

- that are often lost.

Perhaps it is not possible to smooth out all the peaks and

valleys of aerospace employment. This is an industry in which

a missile or a plane can become obsolete before it leaves the

drawing board. It is an industry in which the purchasing
decisions of the largest customer - the government - are subject
1 to political considerations. It is an industry in which the

2 military may propose and the White House may veto. Or the military
and the White House may request - but the Congress may deny -

-

e

appropriations.,
So there will always be a certain amount of insecurity in
aerospace. But I submit that the Department of Defense and

industry could both do more to moderate the endless cycle of
boom and bust that keeps the aerospace workforce in a state of
chronic insecurity.
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The 50 billion dollars which the Peparizent of Defense spends
each year represents half of the Federal Government's total
expanditures. This is not only a lot of money but it is 2 lot
of responsibility.
e know the Depariment of Defense engaeges in many kinds of
long~tern planning. Spokesmen for the aerospace industry have
suggested at earlier briefing sessions that within the linmits
of national security they need timely access o these long-
range plans in order to develop their pians.
| I a2m suggesting that the unions representing workers in the
f aerospace industry also have a right to know the direction of
é defense planning. We have a right to make suggestions as to
how the Department of Defense can synchronize military
necessity with socizl need. We have a right to expect that
there be planning for vpeople as well as for production.”
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A few guestions and answers

To compile a 1list of ithe main problems discussed by the
seminar is a difficult enough task in itself, but to these rmust be
added various other subjects — though not all can be mentioned -
touched upon by the participants both within and outside areas
covered in the reports. A few leading questions were these:

— What dimensions must be achieved to warrant consideration of
an aerospace programme?

pRePL= . ‘ "

- Are military projects really essential for the growth of
civil aviation?

- Do military projects not obscure the cost-price concept?

- Do demands for wage increases have less chance of success

when the construction programme is linked to a government
loan?

-~ Does not the growth of air transport depend on many outside
conditions (infrastructure, rate co-ordinztion, specialisation
2 : agreements, etc.) over which the unions have little control?

-~ Is the establishment of a vast European market a rational
prospect?

~ How can opportunities be so broadened for scientists as to
offer at least the attraction of material benefits?

O 1) R TR ek N
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-~ Can co-operation in some areas be envisaged with the
. United States?

~ How can trade-unionists ascess the economic position of an
exterprise if a2ccess is denied to sources of accounting,
financial and trade information?

Are compensation (for time of assembly or maintenance) plans

DL AT ) T A W RO
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: desirable when an order is placed on a foreign market?

—~ How should the ratio of investment to work productivity be
assessed in producticn development?

— Can a national industry rely for its existence on the use
of foreign licences or should an endeavour be made to
develop national research?

— What changes in behaviour and attitudes can creative, young,
professionally skilled men introduce into labour organisations?

Most of the questions asked by Mr. Solomon Barkin were countered
by other questions. This should not be taken to mean that the issues
were evaded, but simply points to the complexity of the problem

BN o STL T - W e e S e = g wae g,

apgproached.,
At this stage three conclusions can nevertheless be drawn from
1 the seaminar:
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1. The importance of aeronautics in Europe will ultimately

e
o

derend on how soon one of the main recommendations of the

- Plowden Committee can be put into effect: the first step
should be to promote a European aircraft industry with the
aim in the longer term of bringing about a broader partner-
ship between a Buropean industry and the United States
industry in an Atlantic market.

a

ewe A (o

2. The need to establish a Zuropean aircraft industry was
also the principal conclusion of those who participated
in the semfhar. Several participants however considered
that this would not be possible unless the airlines adopted
a common purchasing policy so as to achieve market stability
for the European aircraft industry.

¥
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3. The parers presented by trade-union leaders generally showed
a firm grasp of present conditions on the part cf their
organisations. But, in conformity with the Western pattern
of society, the unions are worried about future developments,

(
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It is true that forecasting, however unreliable it may be
in the economic sciences, can even less be depenied upon in
the social fieid. And i%t is towards collecting the data
needed for such forecasts that the trade uniors appear to
have directed their major efiorts.

%ven though limited in scope, the Regional Trade Union Seminar
analysed in these pages can but have impelled trade-unicn leaders
to bear far-reaching economic issues in mind at all times. In so
doing, one of the aims set by the organisers of the Seminar will

have been amply achieved.
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The seminar enabled trade uniorists from the aircraft industry
and the elecironics sector working for the aireraft industry in the
four ccuntries to discuss their problems together and acquire an
understanding of each other's attitudes and policies, They recognised
that greater urgency wés attached to problems of the industry itself
thii: to those of personnel and manpower. Satisfaction with present
arrangemenie for employees in the industry varied. Delegates views
on the level at which solutions should be sought also varied
according to the seriousness of the situation in their respective
countries. In some cases an overall national programme was considered
best; while in others special industry arrengements or plans for
groups of employees within the industry were advocated.

The point of departure for discussion in this seminar,was the
problem of adjustment for employees in an industry undergoing rapid
economic and technical changes. The aircraft and aircraft branch of
the electronics industry provided a contrast with one another and
with the common lot of industries. The basic issue was whether the
Jeb opportunities in the aircraft industry should be preserved and
at what level they should be maintained: Atlantic community,
European, national, plant or job. The decision would condition the
nature of the proposals for specific manpower adjustment programmes
and the degree to which occupational or geographic mobility within
the industry might be expected or could be arranged.

Political economic issues

The participants understood that the determination of the level
and area of employment stability involved delicate economic and
political considerations. The fundamental fact was that the most

HSL/ - 43 -
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economic aircraft manufacturing unit was greater than the traditional
national boundaries of the countries at the seminar. The size of the
funds for research and development and size oi orders needed for
competitive production dictated a larger-than-national business

unit. The governments of several countries,as well as a number of
companies,had learned this lesson and had entered upon joint projects
and licensing agreements and embarked on programmes of specialisation,
which at least preserved some part of the market for them,without
involving direct competition with American producers. Belgium, the
Netherlands and the Federal Republic of Germany were in this category.

The delegations from the two larger countries saw these issues
most poignantly for they had had independent national aircraft
industries which had hitherto shared in the worid and national
markets. They had in recent years found parts of their industry had
been closed; had lost markets; and their national military and
civilian air fleets had acquired aircraft produced abroad. New joint
efforts on civilian aircraft manufacture had recently been undertaken
by them to pool their resources on an agreed upon product. There was
considerable support for these rLrojects among the delegates, who hoped
thereby to preserve the skilled and professional and technical
pe}sonnel and the inrdustry's productive capacity.

The trade unionists were keenly interested in government
policies for co-operative efforts either on a European basis or in
an Atlantic grouping of nations for the pooling of efforts and
capacity. They favoured an agreement to undertake the building of
a European air-bus.

The participants also recognised that whatever decisions might
be made concerning the level and the nature of production in the
aircraft industry, the problems in the aircraft branch of the
electronics industry were quite different. In this branch, there
were enterprises which produced a variety of products, though not
necessarily in identical plants. They were constantly expanding
and starting production of new items especially in the aircraft or
space branch which gave them scope for production ¢f new
specialities.

The electronics industry, which had become accustomed to a high
turnover in products both for the military and civilian industries
they served, had come to look upon the instability in aircraft
production as only another source of unsteadiness in their highly
changing industry. It had, moreover, grown accustomed to shifting
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from single unit to regetitive production and back again and had
built its own outlook on the assumption of the frequent recurrence
of these moves. The personnel programmes of the industry also
reflected this underlying instability. Against a background of
continuing growth,they had been largely able to absorb these shifts
without severe dislocations, and by general adherence to programnes
of internal plant or enterprise adjustment of employees, with
relatively miror resort to layoffs. This experience stood out in
sharp contrast to the aircraft industry particularly in Britain and
the United States.

The common featurs of both industries was the high rate of
technical change affecting materials, methods of production and
output. Similarly unit production often shifted to large-scale
output and back again; the emphasis on design became converted in
time to a preoccupation with a high volume of output. Occupational
functions were altered frequently to constitute new jobs and
responsibilities. Worker flexibility was therefore a highly prized
quality. Occupational movements demanded frequent acquisition of
new skills and knowledge. There was a movement from manual to non~
manual jobs and even in reverse wliere there was freedom of transfer.

No such generalisation could be made respecting geographical
movement. The material at this seminar on France znd the United
States illustrated the importance of the problems of mobility;
Belgium and the Wetherlands had few such problems,

Ad justment programmes

Another major area of discussion was that of the mechanics for
cushioning personnel adjustment to economic and technological change.
Most participants first described the programmes established within
the plants and the enterprises. This emphasis was quite reasonable

since as union leaders their preoccupation was largely with this
area. The specific programmes in each country and major plant were
outlined toge?her with their advantages and disadvantages,

The union representatives underscored that in Europe, where the
countries enjoyed a high level of employment and an abundance of job
opportunities, workers had relatively little difficulty in finding
new employment after they had been released from old jobs, In the
United States, the experience had been different. The American unions
placed considerable emphasis on methods of facilitating the
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re-employment of redundant aircraft workers, particularly through
the formation of an industry unit or, as 2 minimum, a unit of
defence workers within the industry who would be assured preferential
re-employment rights on jobs, irrespective of where they appeared,
thus entitling them not only to assistance in retraining, but also 10
geographical transfers if the new employment became available in new
localitiecs.

There was an evident irend among the unions to try to interest
the government in providing the aircraft workers with special
assistance in adjustment in view of the high rate of exposure to
economic, technical and locational changes. The American unions,
as noted above, asked the government to grant the workers in the
defence aircraft sector the same privileges as cther defence workers
employed directly by the government. They, moreover, endorsed and
urged wider use of special task forces of governmental agencies to
help in the re-employment of the workers made redundant by the
cancellation or completion of aircraft orders. They emphasised that

"this phase of the personnel problem should get equal, if not

greater attentlon than the recruitment aspeect for which the
governmental agencles appeared qulte ready to organise special
governmental task forces.

The British delegation reported that their unions were
gratified with the development of nation-wide systems of improved
financial benefits for redundant workers established through the
improvements in unemployment benefits and the national scheme for
redundancy payments. They underscored that these provisions had
relieved the worst effects of redundancy, so that the British worker
gave evidence of an increased willingness to accept the need for
structural changes in employment patterns, including geographical
mobility.

All countries reported that the plants had developed training
systems for all levels of employees from the lowest manual to the
highest professional grades. These were particularly useful as the
employees had to acquire new skills and know-how with the intro-
duction of new machines, new materials, and the substitution of new
jobs for old. Job transfers were very common in these organisations
and with each such shift some instruction and training were
desirable. The enterprise systems of training were usually supple-
mented by programmes run by public or iudustry authorities.
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in Great Britain, had not yet given the problem of manpower adjust-
ment within the aircraft industry the organised consideration which
it might merit. The adverse experiences were new, and furthermore,
i the continued high levels of general employment and the abundance
~' of alternative job opportunities had moderated the pressure upon

i

} ! The European trade unions, with the possible excevtion of those

them. They therefore recognised in this conference the occasion for
advance analysis and thought, so that they might be better prepared

to recognise and deal with these issues. The plans and proposals of

- the American unions were particularly interesting to them as providing
Ag some guidance from other unions,

AR There was a widely held judgment that adequate and varied
national programmes for adjustment to occupational and geographical
changes for all groups of workers should get the highest priority

in the unions' list of demands. The more adequate these general

(g e

programmes were, the more limited and specific would be the
stpplementary programmes for the particular group of workers. They
preferred this general direction of'development to reliance on
specific rounded plans oriented primarily if not exclusively to the
problems of workers in this industry. The countries in which

geographical transfer constituted a major issue, perceived that this
might be best dealt with by enterprise agreements.

=
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General observations

——

The trade unions in this industry had become concerned with
the sweeping and rapid economic and technical changes taking place
in them and recognised that they had to be given special attention
in future union policy. They noted that their own studies .3
investigations were limited and called for careful investigations
| b } and forecasts by public authorities so that they and the enterprise
would be better informed about the future problems and difficulties
and thereby be afforded advance warning of these problems, Their
own studies had in all cases to be supplemented by studies by the
government, since the latter had much of the relewvant information
- and had to make the critical decisions.

; : As for the adjustment programmes to change, the unions were
inclined to look upon the enterprise programmes as the first 1line
of defence to assure continued employment of their members within
the industry. They therefore stressed the need for transfers of

e,
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employees from jobs which had disappeared to new ones which had

been developed and for training programmes within the enterprise

which could be supplemented by public plans. But as concerns

provisions for redundancy and unemployment insurance benefits,

F % they stressed the importance of national universal programmes which
: might be supplemented by special grants by the enterprise.

: The trade unions both in France and Great Britain, and

j:n particularly the latter, were much concerned about the future of

] the industry and were preoccupied with promoting programmes and

! schemes which would preserve the industry within their own countries

and on the European continent. This issue was uppermost in their

minds and they indicated how they were promoting this position in

: their resvective countries. While this was their main stress in the

! area of public policy, they were not overlooking their normal

concern with working out protective programmes and systems of

adjustments for emplcyees who were affected by economic and technical

change.
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THE AEROSPACE INDUSTRIES IN EUGROPE
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Section I

The Structure of the Aerospace Indusiry

(a) Changing technology

At the beginning of this century, man was hardly off tke ground.
To-day he is 2lmost on the moon. Only the related indusiry of
electronics has shown technological progress similar to the aircraft
and aerospace industries. The rate of progress has been terrific -
literally. The pre-war aeroplane was a relatively simple structure
with piston engines attached and a few instruments to control it.

It was relatively easy to manufacture and it used technology not yet
too divorced from that of the general engineering and motor industries.
The war provided a tremendous stimulus to technical develorment. The
British and German industries separately developed the gas turbine
engine. The German industry introduced the pioneering missiles which
led the way to to-day's ballistic missiles and modern space

technelogy.

The revolution in propulsion, which makes current aviation
speeds up to five times as fast as those achieved by aircraft during
the war, has brought with it a corresuonding development in airframe
technology. The control requirements have led to the consideration
of aircraft as integrated systems rather than as an assembly of
separate components. Military and civilian requirements have led to
substantial advances in the development of the helicopter anrd other
more advanced methods of achieving vertical take-off. The achievement
of supersonic speeds in aircraft and rockets has led to the develop-
ment of new materials for which there was no requirement before.

This has been work at the frontiers of human knowledge, but it
has not been achieved for nothing. The éost of aircraft has increased
strikingly. A wartime fighier plane cost about $%30,000 to produce,
whereas the last generation of manned fighters cost about
$1,500,000 each. The cancelled British TSR2 was estimated to cost
about £150 million to develop and about %3,000,000 for each
production plane. A new subsonic airliner and a new engine could
cost a minimum of $150 million to develop and about $9,000,000 for
each aircraft. As for a supersonic aircraft, the latest estimate
for developing the Anglo-French Concorde aircraft is $900 million




including $150 rillion for testing and developrment.

It is not only the scale of change which has been vast, but also
the rate of change which has teen exceptionally high, This has meanrt
that ihere have been frequent changes in military requirements whick
have scmetimes resulted in the sudden cancellation of expensive
projects with consequent employment problems. It has also meant that
civil airlines have been compelled to replace aircraft well before
tueir useful 1ife was overs;because a new develorment has rendered
existing equipment competitively obsolete. From this have developed
arguments for seeking to avcid the waste of resources which it is
caid is inherent in allowing precipitate technical development of
this kind. The problem would appear to be a practical one. There
may bte good arguments for controlling the rate of inncvation in
industry. They have been advanced by menufacturers in the gramophone
industry for delaying the introduction of lorg-playing records and
by employers in the 0il industry for holding back on deveiopments
in lubrication. In practice, *' -~ have rarely worked bLecause someone
has always been prepared to innovate where there is profit. It is
1ikely that w#we shall have to live with whatever rate of progress
our scientists and tecknologists achieve, or else see someone else
somewhere else in the world come forward and exploit the idea we
were holding back.

However, one of the implications of the high cost of develop-
ment is that governments are increasingly underwriting tke develop-
ment cost of civil as well as miiitary aircraft. Only American
aircraft manufacturers have any possibility of absorbing these
costs and even they could not do so without indirect government
help from military work.

There is no reason to believe that the trend to increasing
complexity will be arrested or reversed. Indeed, the problem of
recovery of development expenditure in relation to expected sales
is one of the central difficulties of the aerospace industry and
it is likely to get worse not better.

One of the advantages believed to accrue from being involved
in aerospace is described as 'technological fallout'. In other
words, the indirect technological benefits to other industries which
arise from the application of technology developed in aerospace
work. In considering the future of the British aireraft industry, a
recent Government committee examined this aspect very carefully and
commissioned Arthur D. Little Ltd., a well-known firm of American
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managenment consultants, to investigate the significance of
technological fallout in the United States. Their report discounted
: the significanrce cf direct technological transfer excext in one
1 or two isolated cases where an enterprisirg businessman hzad seen
{ the possibility cf direct transfer, as for instance in the case of
) the digital computer. They concluded that: ™Disappoiniment (at the
5] lack of transfer) stems principally from those sources who because
H of the exigencies of domestic politics feel motivated to over—
' estimate the applicability of very advanced technology to the needs
of commercial enterprise”. The committee however considerasd that
f! there were at least five areas where direct transfer frox aerospace

work to civilian applications could be seen:

1. Materials. The development of light-weight materials of
high strength, e.g. titanium origirally developed for the
aircrait industry is now used 2s much outside the industry.

2. Computers. Referred to above.

3. Mobile hydraulic systems originally developed for aircraft.
Now used extensively in 211 kinds of engineering, earth-
moving and mining applications.

4, Gas turbines. Used as prime movers in applications such as
the small-scale generation of electricity.

5. Electronics, Radar and Radio. Dealt with in another pager,
but transfer occurred in the case of radar and navigation

e

equipment.

It is clear that one of the motives for any nation engaged in
aerospace must be the desire to be in ccntact with the frontiers of
progress. It is equally clear that on s’ -t—run costing grounds it
is unlikely that such a policy can be . . -fied. How much a nation

: can afford to spend in this area is very much a matter for national
4 debate. It is hard for a British author to argue the case for very
large expenditure on these grounds, but it is equally hard to

i refrain from drawing the parallel between the frontiers of technology
2 and the frontiers of science. It has long been accepted that there

’ is no need to demonstrate a connection between the vursuit of pure
scientific knowledge and direct social benefit. Such activity is

; Justified as part of the human search for knowledge. The frontiers
18 of technology are just as worthy of investigation and just as likely
i;. to yield long-term benefits. Try estimating the long-term technolog-
3 ical fallout from Newton's apple. But then Newton did not have to

’: get the approval of a parliamentary committee to pick it - it fell!

ARSI
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(b) Cost factors

The costs in the aircraft industry have the following features.
Pirst, the capital employed per worker is high. Of course, capital
per workexr is highest in the United States — perhaps three times
the Suropean average, but even in Burope, aircraft production is a
capital-irtensive industry. Second, the proportion of development
expenditure to total expenditure is high.

Even in conventional aircraft manufacture the proportion of
research and development expenditure as a percentage of net output
is much higher than in general manufacturing industry. Typical
figures are 36 - 38 per cent for aircraft as compared with 3 - 6
per cent for general manufacturing industry. This means that the
length of the production run is vital to profitability. If an air-
craft takes A75 million to develop and $3 million to produce
(exceptionally low figures by to-day's standards) the table below
gives the costs per unit at different levels of sales:

Numbers sold Total cost Cost per unit
(Million $) (Million 8 )

- 5 75.00
25 150 6.00
50 225 4.05

100 375 3.75

150 525 3.50

200 675 3.37

These figures show the crucial effect of tne size of the market in
pricing aircraft.(This #ill be referred to later in the section on ;
the demand for civil airecraft). It will be seen, however, that the
producer who can reasonably hope to sell 200 aireraft can think in
terms of a price nearly %380,000 less than one whose market would
be only 100, and $60G,000 less than one whose market would be only
50 aircraft.
These are not the only savings cornzcted witn sales volume. In
any complex manufacturing operation improvements which result in
cost reduction take place during the initial production run, and
may in fact proceed for quite a time after production has commenced.
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In aircraft p;oduction the rate of progress has resulted in
production runs whicn, though they pay run into four figures, are
small in relation to the complexity of the product even for the
largest producer, and cost reductions can bte expected throughout
the life of the product.

A quantitative comparison of the learning factor suggests that,
for every doubling of the production run, costs rsduce to 90 per
cent of what they were previously, thus giving a further significant
production cost advantage to longer production runs. These cost
advantages deriving from long runs,have been sufficient to give
United States manufacturers an advantage of between 10 and 20 per
cent over their Zuropean competitors for all but the most successful
Buropean aircraft, despite the fact that initial manufacturing
costs in EBurope are somewhat lower than in the United States of
America.

It has also been noticed that American aircraft manufacturers
find it possible to develop new aircraft faster than Buropean
manufacturers. This is no doubt in part due to more efficient
operation, but in part it is probably the learning process which
results not just from long runs on a single model but from a
learning factor arising from the scale of development work. There
are, of course, also the normal economies connected with increasing
scale of operations which occur throughout manufacturing industry.

A particular problem for trade unions in the aerospace industry
is that the normal test of profitability for seeking wage advancement
is less likely to apply than in other industries. In the space
progrzammz and on military work, which form the major part of total
expenditure on aerospace work, profits may not be as significant a
factor as in a normal manufacturing enterprise. There are two reasons
for this. First, much of the work is in the nature of research and
development. In the case of the space programme, this is true of
almost all the work done. Here profits are likely to be strictly
controlled and the possibility for normal manufacturing profits
does not exist. tven in the case of normal manufacturing work in
connection with military contracts, the limi%s of profits are, in
fact, closely controlled because of the dependence o7 manufacturers
on their governments for future business. This was clearly demon-
strated in the negotiations with the British Ferranti Company which
followed the disclosure of unusually high profits on a missile
contract. Although there was little doubt that the company had a
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legal right to the profits, the government succeeded in obtaining
a substantial repayment because of its power to withhold business
from the Company. In such cases, even though wages and salaries
appear to be determined by the employer, governments are usually
the ultimate arbiters.

(c) Zocation

For the time being,the centre of gravity of the furopean
aircraft industry is in France and Great Britain. The United Kingdom
aircraft industry employs approximately 250,000 workers. The labour
force reached a peak of approximately 310,000 in 1957 but has fallen
steadily since then. The Government Committee on the Future of the
Aircraft Industry (the Plowden Committee), which reported at the end
of 1965, declined to forecast the future size of the industry but
envisaged a further substantial declire. This decline might well be
accompanied by a more than proportionate decline in the size of the
labour force, since productivity in the United Kingdom aircraft
industry does not compare favourably with either France or the
United States. Indeed, it is estimated that American productivity
is about three times that of the British, and French productivity
(in the aircraft industry) about one-and-a-half times better than
that of the United Kingdom. The decline in the size of the United
Kingdom aircraft irdustry bas already led to a drastic reduction
in the number of firms in the industry. This re-organisation was
promoted by the Government, which used its power as a purchaser of
both military and civil machines (for use by the nationalised
airlines) to reduce the number of companies to two major groups
manufacturing airframes - Hawker Siddeley and British Aircraft
Corporation; two major engine firms - Bristol Siddeley Engines and
Rolls Royce; and a helicopter firm - Westland Aircraft, plus a
number of smaller firms. It looks as though there may be at least
cne more major merger - between Bristol Siddeley Engines and Rolls
Royce -~ which would leave the industry with only one engine firm.

The French aircraft industry employs approximately 85,000 people
and has built up an international technical reputation over the last
ten years. The two major airframe manufacturers - Sud Aviation and
Nord Aviation - are both nationalised concerns under direct govern-
ment control. As will be seen from the list of co-operation agreements
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in Appendix 3, the French industry kas built up extensive links
with Britain and Germany in both the civil and military fields,

the most notable of these projects teing the Franco-British project
for the construction of the Concorde supersonic airliner.

The German aircraft industry has, in the immediate past, been
developing its potential through the production of a substantial
amount of American equipment under licence. It has been one of the
leading participants in the inter-Zuropean consortium for the con-
struction of the Starfighier. The German industry employs about
30,000 people and is expected to remain at abcut this level. One of
its features is that there is substantial American participation
in the ownership of the industry. There is 2lso a French holding
of 25 per cent in one of the main German firms.

All the other European countries have developing aircraft
industries, but for the most part they are involved in the production
of equipment under licence or in the work of international consortia
rather than in the production of whole aircraft. The main exceptions
to this are the Netherlands and Sweden. In the Netherlands, th:
industry is dominated by the Fokker Company whose remarkable s.iccess
with the Fokker PFriendship is by now well known. This aircraft, besides
involving firms throughout Europe, has the rare distinction of being
manufactured under licence by the PFairchild Company in the United
States. Indeed, the development of this aircraft together with the
Starfighter programme,constitute the most hopeful concrete evidence
of the feasibility of inter-European co-operation in the future., In
Sweden, the S.4.A.B. Company produces military aircraft for the
Swedish armed forces, making Sweden the only country of her size
which is self-sufficient in aircraft.

(d) Employment

Location has also an important relationship to labour and
employment problems. The aircraft industries of Burope are geograph-
ically dispersed. Inter-European co--cperation is not likely to alter
this. However, this is not to say that severe local probiems cannot
present themsglves. Even to-day, the size of individual production
units for either airframes or engines is so large that they are
likely to form a substantial part of the employment opportunities
in any single community. This situation is likely to get worse
rather than better. There has been a steady increase in the size of
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the optimum technical unit and, as aircraft grow in size and the
production run grows longer (for light aircraft), the cost advantages
will move still further in favour of large units. These considerations
suggest that a high degree of planning and co-erdination will be
desirable to avoid dislocation and consequent unemployment. It raises
the question of whether more effective allocation ¢f resources could
not be achieved if there were an alternative to the normal approach
of rewarding the firm which prcduces the most successful design for
a new aircraft by allowing that firm to produce it. Consideration
must be given to making sure that no resources are under-utilised
because the firms concerned were not successful at the design stage.
The influence of the rapid rate of technical change is shown
by the high proportion of non-manual workers in aircraft production.
In a modern aircraft works, the ratio of manual to non-manual workers
is already one to three. This situation is bound to develop further
in favour of the non-manual worker. Already an increasing proportion
of the design and testing work in the aircraft industry is carried
out with the help of analogue and digital computers. The design of
modern aircraft would be impossible without them. Now developments
in the automatic control of machine tools - numerical control -
offer the possibility of making inroads into work which had
previously been regarded as the province of the skilled and semi-
skilled worker. The skilled worker of the future will require a
combination of skills quite different from that which has been the
tradition to date. While he will still require an intimate knowledge
of the properties of the materials with which he is working, these
materials will prcbably be different from the ones with which he is
working now. Certainly, even if they are the same, his contact with
them will be even more remote than it is to-day. Instead of a
machine tool between him and the work, thare will be a computer
tetween him and the machine tool. He will perhaps be something of
a cross between a laboratory technician, a computer programmer and
a toolmaker. As for the unskilled workers, there the proportion
will have fallen further still. There has been much pessimism gbout
what this fall in the proportion of unskilled workers will mean.,
To the author of this paper, it presents a challenge to develop the
potential of those presently described as unskilled. This challenge
can only be met if unions and management work together to see that
systematic retraining programmes are provided to fit men for new
jobs as their old ones become superfluous. The possibilities should
not be underestimated. Techniques which seem to us to be immensely
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complicated will be accepted by our cirildren as commonplace. After
all, when Arabic numerals were first introduced into Burope, gifted
X men thought addition and subtraction impossible to master. Tomorrow's
'i skilled workmen will be programming computers with the same ease
’] that to-day's control their machines, providing that they get the
|
{

training that is needed. Being at the forefront of technical

progress, the aerospace industries can expect to encounter these
problems before the rest of industry and the pattern of relations
which it sets may well provide the standard for the rest of
: industry. It is being increasingly accepted that Government has an
jmportant role to play in this field, which is discussed further
later in this paper.

Section 2

The State of the Aerospace Industry in Burope

(a) Introduction

t 1

World expenditure on aerospace products is currently running
] at a rate of about $17 thousand million, Purchases by governments
‘ﬁ account for about 85 per cent of this total. However, the United
i States alone accounts for 75 per cent of all the world's military
and space expenditure and 50 per cent of the world's civil aircraft
purchases, This means that American policy largely determines the !
international pattern of expenditure. For instance, the fact that
expenditure on military aircraft is down by about 25 per cent and
expenditure on missiles is up by 180 per cent is largely explained
i by changes in United States defence policy.

(b) The demand for military aerospace products

The American market for military purposes is largely closed
to outsiders for, as a general rule, she prefers to rely on her
own resources for defence needs.

1 The Society of British Aerospace Companies has estimated the
1K demand for military aircraft and guided weapons excluding strategic
i+, missiles outside the United States of America, to be as follows:
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1965-69 1970-74
# million | § million

TR T

L]
World, excluding United States and United
3 l ¥ingdom
' Military aircraft . . . . . « « . . . . . 6,425 8.990
i Military aircraft spares. . . . . . . . . 2,570 3,600
Guided weapons. . . « ¢ ¢ o ¢« o ¢ o o o 1,636 1,988

Total * * - - * - - * - - - - - [ 3 - - * * lo ’ 631 14 ’ 578
Add estimated British expenditure . . . . . 4,200 4,200

Total estimated military expenditure. . . . 14,831 18,778

‘ It is estimated that Eurcpean sales will amount to about 65 per cent
1 é of this market, the balance being to non-EBuropean countries excluding
: Eastern Europe and China.

In so far as the Zuropean sector of the market is concerned,
changes in defence policy and in East-West relations could lead to
g big revisions of these figures and the present climate of relations
‘ makes it look more likely that they would be revised down rather
: i than up. Indeed, it is probably the existence of this doubt about
f - the permanence of the military requirement which causes most
: uncertainty about the labour situation in the European aerospace

1 industry.

The non-European sector of the market for military aircraft is
3 largely conditioned by available funds. While the developed European
; l countries will have no difficulty in this respect, the calls on the
2 funds of the emerging nations are enormous, and complex wuilitary
aircraft may not have a high priority. It could be that the emergent
nations will, howewver, provide a good market for second-hand equip-
ment and thus indirectly help the market for new equipment.

(c) Space developments

The conquest of space fires the imagination and also burns
large quantities of money. The United States space programme is

R TR X
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currently ruiusing at mocre than $4,000 million and a further

1,500 million is being spent annually on Space work by other United
States Government Depariments. Much of the expenditure on the space
programme, which is operated by the civilian Natioral Aeronautics
and Space Administration, goes to traditionzl aircraft ccmpanies.
The eight largest contractors are all firms which nave teen long
established in the aircraft industry (North American, ¥cDonnell,
Douglas, Boeing, General Dynamics, General Ziectric and ierojet).
Approximately 77 per cent of N.A.S.A.'s appropriation is being spent
in industrial firms. The same procurerent arrangements apply to the
military obligation, the main component of which is the comstruction
and launching of the manned orbiting space laboratory.

At the time of writing this report, the future of Zuropean

space research on an international »asis is in extireme confusioan.
There are two main Xuropean bodies concerned with space research.

_ The European Space Rasearch Organisation {ESRO) and the

i European Launcher Development Crganisation {ELDO). ESRO comprises
twelve countries: France, Germany, Great Britain, Italy, Sweden,
Beigium, the Netherlands, Switzerland, Spain, Denmark, Austria and
Norway. It is developing facilities for space research in the
Netherlands (a research centre for scientific satellites), Germany
(2 data processing irstallation), Sweden (a launching site for
rockets) and various other facilities such as tracking stations
and a plasma centre. So far as is lmown at the present time, the
future of this programme 1s reasonably sure.

The European Launcher Development Orgarisation comprises six |
courtries: Belgium, France, Germany, Great Britain, tne Netherlands and ;
Italy. Ironically, this project, developed largely at the instigation
of the British Government to provide for the continuing development
of the British Blue Streak rocket, is now in question because of
the announced intention of the British Government to withdraw. It
now looks as though successful international action will induce the
British Governrent to change its mind in the same way as it did over
Concorde.

i The French national effort is the only complete national space

' project within Europe, £xpert vpinion in the United Yingdom has

7 recently acclaimed the results achieved on a relatively small budget.
1 dowever, even taking all the European projects together, the
European space effort is very small compared with the American

! programme. EBLDO, even at present-estimates, should not cost more

i than $360 million in total. In the United States, the space programme

¥;
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has provided a meuns of taking up the slack left by the declining
military aircraft progracme, and the technological problems which
arise are increasingly seen to be related to those arising in
connection with the development of supersonic aircrafi. It rmay,
therefors, be in the long-term interests of unicn zezbers to try
to ensure tnat there is a steady and continuing Zuropean space
vogramme. It will be gifficuit to restart space effort once it nas
i ten stopped arnd the skilled teams have been dispersed.

(d) The demand for ciwvil aireraft

Air travel

This involves consideration of the market for air travel. The
demand for air travel is booring. In 1945 the world's airiines
carried about 9 million passengers, by 1955 this had risen to 68
million, and hy 1965 to 180 million people. Over the last ten years, .
the average annual increase in the number of passengers carried has
been nearly 21 per cent per am.um. The potential of the market is
still tremendous despite these dramatic increases. Even in the
United States it is reckoned that 60 per cent of the population
have still to make their first flight. The European market has
hardly been touched, and, as incomes in furope rise to American
levels, so can the demand for air travel be expected to rise,
provided that government policy does not seek to protect existing
transport systems at the expense of the airways. In fact, last year
within Burope the number of rassenger kilometres flown increased by
i5 per cent to 12 billicn; in the other market in which Zuropean
operators have a substantial share - the North Atlantic - the
number of passengers carried went up by no less than 17.7 per cent.
Furthermore, in this market, where the airlines compete directly
with the established maritime carriers, the position has now been
reached where not only is all the increased traffic being carried
by air, but the airlines are cutting into and reducing the absolute
number of passengers going by sea. So far as airlines within Europe
are concerned, the only factor which might restrict the growth of
air traffic is the comparative compactness of the contincnt. It is
reckoned, even in the United States, that for distances of under
200 miles the airlines are at a distinct competitive disadvantage.
This is mostly because of the length of time that it takes to get
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from the city centre to the airport as compared with the total
journey time - a fact of which those who fly frcm Paris to London
are only tco painfully aware. Within Europe there are many such
distances, although the sea gap be‘ween England and Continental
Europe goes some way to offset this. Two sets of factors operating
in opposite directions ere likely to be working. First, improved
city centre to airport transport is being develcped in most
Buropean countries, and airlines are taking an increased interesi
in vertical take-off possibilities. Second, with United Kingdom-
continent traffic, the consiruction of a channel tunnel could
greatly increase the attractions of rail travel. However, even
taking this into account there is no doubt that there will be a
further rapid expansion in the total demand for air travel over
the next ten years.

Air freight

The development of air freight is even more dramatic than the
passenger market. The last few years, which bave seen the introduction
of the big jet, have brought a real breakthrough in freight carrying
possibilities resulting in spectacular traffic growth. From 75 million
ton miles in 1945 to 1,030 million ton miles in 195%, the figure
reached 3,430 million ton miles in 1965, 27 per ceni over the
previous year. The increases in major markets are set out below:

Burope . . « ¢« ¢« ¢« ¢ o + « » o o o 18 per cent
North Atlantic . . . « » . « - - « 47 per cent
United States. . . . « « . « . - . 28 per cent

In the Rorth Atlantic market, where the European airliunes compete
with the major American carriers, the traffic is split 60/40,
Burope/United States, but the American share of the market rose
slightly last year. However, the total air tonnage moved across
the Atlantic (177,600 tons) is still quite small compared with the
total tonnage moved by sea, so that despite the increase there is
still vast traffic potentisal.

It may seem strange that, with this rapid growth situetion, it
should be necessary to consider the EBuropean aircraft industries

against the background of a possible fall in the demand for their
producte. Indeed, it is the view of the author of this paper that

this is the wrong approach to this situation. Nevertheless, it is
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N rerfectly possible for firms and nations to operate unprofitably

t in an expanding market. ¥any of the airline companies themselves

' have done this from time to time, either through unwise investment

: in aircraft wnich were made obsolescent too quickly or because of
? the failure of traffic expansion to keep pace with the carrying

capacity acquired in the process of re-equipping the airline with

i newer and larger planes. The Zuropean aircraft industry has to live
‘ with two major factors of this nature.

i <

Implications of increased carrying capacity

The first is the greatly increased carrying capacity of new
aircraft. This has enableai the world's airlines tc handle the increased
traffic without a proportionate increase in aircraft numbers. For
example, since 195C, B.0.A.C. have substantiaily reduced their fleet
of aircraft despite a more than six-fold increase in traffic. Over
the past ten years, the fotal number of passenger miles flown
annually on civil airlines has risen by approximately 13 per cent
per annum while the value of aircraft sales {adjusted for price
: changes) has only risen by 10 per cent per annum.

A

ot e

Future demand

It seems to be generally agreed that passenger traffic will
continue to expand by about 10 per cent per annum for the next five
years, Fortune-tellers who value their laurels are advised not to
- . venture heyond this point; but those who do venture suggest that
‘there might then be a slowing down in the rate of growth to about 8
per cent per annum. The British Ministry of Aviation estimates that,
on the basis of a breakdown of forecasts by routes and length of
Journey, about 5,500 to 7,500 aircraft of to-day's types will be
neceded. However, there will almost certainly be a substantial
increase in both the size and the speed of aircraft during this
period; on this assumption, not many more aircraft will be required
than are needed now. It is therefore estimated that by 1975 about
: 5,000 aircraft - mostly new -~ will be sufficient to carry this
A . greatly increased traffic. This implies sverage annual sales of about
400, compared with about 300 in the last decade, assuming that about
1,000 aircraft now in service are still flying in 1975,

It is even more difficult and chancy to attempt to break these
é % | figures down further, but it is suggested that this total can
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reasonably be catego:..sed into five differsnt tyves of aircraft,
for eachh of which iuecre will be a demerd of not less than 500 or
more than 1,000.

The second factor is the dominance of the United States of
America as a purchaser of civil aircraft. Tnis, in turn, derives
from the dominance of United States airlines in the transportation
business. The world's top 25 airlines comprise 11 United States
airlines, 10 Buropean lines and 4 others. The 11 United States
airlines flew just under three times as many rassenger miles as
the 10 European lines put together. In teras of purchases, the
United States purchased roughly half of all civil aircraft.
According to figures apoearing in the United States publication
*Air Transport World* at the ernd of 1965, ilnited States airlines
were orerating a total of 1,87C aircraft and had on order a further
660, of which 38 were for Zuropean planes; whereas, at the same date,
the wajor European lines were operating 612 planes and had 133 on
order, of which 9 were Zuropean. It is ironic that the United States
airiines had more European aircraft on order than the Zuropean
airlines. It should be added that these figures do not include
provisional orders,e.g., those for the Concorde. Locked at from the
production angle, the dcminance of the United States becomes even
more impressive since United States production currently accounts
for 80 per cent of world production in terms of value, whereas ihe
British and French industries account for 8 per cent and 5 per cent
respectively.

The implications of the American market for air travel are
far-reaching. It means that American producérs can rely on a home
market which by itself is sufficient to support the manufacture of
large modern aircraft. Despite the scale of their exports, their
home market is nine times greater than their export salzs. Other
countries are much more heavily dependent on exports. For instance,
the ratio for France in 1964 was 2:1 and for the United Kingdom
3 1/2:1. This has shown itself in inherent cost and development
advantages which it is difficult for European manufacturers to
overcome.

Conclvsion
There will always be at least one United States company

competing in any worthwhile aerospace market and the American
company can always count on the preference of the American airlines
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unless an overseas rmackine offers excepiional advantages. This
means that the Americzn compznies can count on a substaniial
production cun in pricing their aireraft.

Against this background it is exiremely doudbiful whether the
rarket for any one type of aircraft will suppori more than two non-
American producers at anytiing like reasonable profits. In this
situation, employment prospects for irdividual workers are largely
dependent on the success of the firm for which they work in contri-
buting a successful a2ircraft. Tne consequancas of fzilure are
likely to be regionall: hignly significant, and the trade unions
concerned are, for better or for worse, dependent on the commerciazl
success and acumen of the management of aircraft companies. &s
British experience has shown, it is not sufficisnt to rely on the
market provided by individual natioral airliines. They have to
compete internationaily and provide {09 small a markei to enable
manufacturers tc bring down costs to competitive levels. Clearly,
the Buropean military and civil merket would provide a more satis-
factory basis than any individual national market. However, in the
military field, the total N.A.T.0. market would still only be 20
per cent of the United States market and the political rsalities
of the present situation make it unlikely that this will be a
homogeneous market in the immediate future. The European civil
market amounts to about 40 per cent of the United States market
and could provide a market particularly for short-baul aircraft.
Indeed, if national airlines could he induced to give reasonable
preference to Europeazn ajrcraft in this category, a suitable
aircraft would have an excellent market.

To sum up, air transport is booming, and this means that sub-
stantial numbers of aircraft will be bought over the next ten years.
The United States aircraft industry has a bduilt-in cost advantage
in both military and civil aircraft and aerospace egquipment because
of the size of its home market. Europe can only hope to compete
with the United States by developing work on a Kurope-wide basis.
In the present climate of cpinion, this is likely to be done on an
inter-nation basis, and the main problems likely to arise for
union mercbers are regional ones resulting from changes in government
policy or lack of competitive success.
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{e) Specialised machines

Helicopters and vertical take-off

Por some time now the heliconter, like the monorail, has been
the civil transpcrt method of the future. So far, costs and problems
connected with noise have prevented its other admirable chrzracteristics
from providing the commercial success that always seems just round
the corner. There are few, if any, unsubsidised commercial passenger-
carrying helicopter services. The major commercial uses, aparf from
this, have been transportation operations in connection with oil
exploration.

However, in military uses, the helicopter has firmly established
itself, and its importance increases yearly. This year, the Unitcd
States will be cperating about 4,600 machines with its armed forces
ard the United Kingdom over 700. There is little hope of European
marufacturers penetrating the American market, but it is estimated
that the market in the rest of the world, excluding the Communist
bloc, will amount to at least $10 million for the next ten years.

It seems probable that, at least for tre next few years, European
firms will find it more profitable to adapt American designs than

to embark on treir own. On the other hand, intensive o0il exploration
in the North Sea has resulted in a useful increase in the demand for
helicopters on charter which could lead to an increase in the demand
Zor machines,

The market for private and company aircraft

The =market for small a2ircraft is largely a function of income.
It follows from this that once more the major market is the Un%ted
States. Of about 135,000 light aircraft in service in the world in
1964, over 85,000 were in use in the United States. In Europe; there
were about 3,800 in France, about 700 in Germany and about 1,300 in
Great Britain. The high figure for France is due to the direct
financial encouragement given by the French Government to users of
1light aircraft. The scale of resources needed to manufacture light
aircraft is relatively small compared with other aircraft, and the
market is one that can be expected to expand rapidly as income
levels in Europe approach those of the United States. On the other
hand, the nature of the market demands that aircraft be produced
in advance of sales and held in stock, which increases tjie financial
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risk especially in launcking a new model. There is clearly a
European market for light aircraft which wowld support one or more
Suropean manufacturers producing 2 full range of products, but it
may unever get off the ground unless it is éiven some measure of
protection against American competition tecause of the difficulty
of persuading individual buyers to give preference to particular
aircraft in their purchases.

(f) Zuropean co-operation !

It is clear that the future lies in collaboratior between
European countries in the aerospace field. There is already a
considerable network of such agreements as is shown by the diagram,
and they are considerable in their importance. The role of govern-
ments in the development of these arrangements is of extreme importance,
both for financial and political reasons. As has been seen in the
attitude of the British Government towards the Concorde project and,
more recently, towards the £.L.D.0. project, a change of government
policy can have a major effect on the development of such projects,
which can be a detriment to tre employment prospects of union
members. The effective trade union collaboration between France and
Britain when the cancellation of the Concorde project was in question,
underlines the need for trade union arrangements to take account of
the rew international character of the European aerospace industry.

-
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ﬁ Although there is a considerable history of European collabor-
ation in aircraft manufacture over the last ten years, recent
developments have implied a fundamental change of approach. Barly
international agreements were either in the nature of straight-
forward sub-contracting or arrangements for tie joint production of
L an existing aircraft design. The Fokker Friendship aircraft was

) ; produced on an internaticnal basis but with responsibility for the
1 { project firmly in the hands of the Fokker company. Even in this
outstandingly successful plane, the international element in the
project cezused difficulty when the Dritish government refused to
allow Rolls Royce to supply engines for planes sold to Indonesia
because they were at that moment in dispute with the Indonesian
government. Even the Starfighter programme falls short of a truly
international project since the design and development work are

LA sl

s0e! .,

American.
The new generation of inter—European projects involve inter-

national design and development work. The crucial test of the
success of these projects will be whether they can produce aircraft
which will compete with the American industry both on cost and on
parformance. The difficulties are formidable: difficulties of
language and custom; difficulties of standards and engineering
practice; difficulties of method of approach and of temperament.
They can no doubt be overcome, but to produce commercially successful
aeroplanes they have to be overcome without adding too much to the
cost of the aircraft which are produced. Of course, it is probable
that most of the development costs will be absorbed by the govern-
ments concerned, and this will act as a partial cushion against
the real increase in the cost of doing business in this way, but
there are limits to the degree of subsidy that can be obtained.
There is no getting away from the fact that the dsvelopment
of BEuropean aircraft industry as an integrated whole presupposes
political developments which are not at the moment practicable. It
would be most unwise to place too much reliance on the present wave
of enthusiasm for international co-operation. On the other hand,
effective co-operation would seem to be the only way in which
Burope can hope to have a viable aircraft industry in the future.
It vwould, therefore, seem that trade unions in the aerospace industry
have the strongest possible reasons for developing international
pressure among themselves to ensure that governments do not allow
short-term political considerations to impede the orderly develop-
ment of projects already started. If co-operation does turn out to
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be successful, then the need for intermationral union co-operatior
’ will become even greater. For instance, co-ordination on wages and
conditions of employment will become &ven more essential, particu-
larly as the differences in the cost of doing business in different
‘; countries become zore fully established.
H
¢

- -

Section 35

Smployment Problems

T

(a) Short-run employment problems

The short-run employment problems of the aircraft industry
are in many ways similar to those of the shipbuilding industry and
the moter irdustry. There is the same danger of a hiatus between
orders that exists in shipbuilding and the same risk that a model
which has been designed and tooled up may not appeal to the cusiomer
that exists in the car industry. It is not realistic to expect that
any amount cf international plamning and co-operation wiil entirely
eliminate these problems. It is possible to enumerate the steps
which can be taken to mitigate the consequences. First, adequate
' redundancy protection i essential. Siince redundancies are likely
only when a firm is not in a good financial pesition, it is desirable
that the state should participate in the arrangements. Second, union
members have ar interest in seeing that there is alternative employ-
ment available locally. As mentioned earlier in this paper, although
the aircraft industry is widely dispersed, the units have become so
large that they may well dominate the employment situation in a
't particular locality - the importance of Sud Aviation to Toulouse
Ly and of the old Bristol Group to its name town are cases in point.
This may mean that the failure of a particular project will have
quite disproportionate impact on the employment situation in the
locality of the company concerned. Third, a generally high level of
demand is extremely helpful in overcoming the local problems of a
particular industry. It would appear that the reason why the
cancellation of the TSR2 project in the United Kingdom caused so
little direct unemployment was that there was a generally high level
of demand at the time so that all workers released were re-absorbed
into other industries without too much difficulty. Of course,
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political and practical considerations may prevent the achieveament
of these last two conditions in some countries. However, on military
and government work, which comprises a substantial paopertion cf
aerospace work, much can be done to secure continuity of employment
by ensuring proper planning of contracts. The biggest obstacle

to this is probably the tendency of governmens planneres not to look
at the real resources which iie behind their money decisions. It
2ppears to be a general experience among trade unions that govern-
ments do rot pay sufficient attention to these matters ir the letting
of their contracts. In a report by the International Association of
Machinists and Aerospace Workers to the Aerospace Committee of the
International Metalworkers' Pederstion, it is argued in respect of
American industry that it is questionazble whether the probiem of

Jjob security can be actually solved through the process of collective
bargaining: "We (I.A.H.) have requested that government assistance
be given to the individual who is laid off, whereby he may be
relocated, retrained and can establish nimself without loss of
income in gainfvl employment®. It is hard to fsult this conclusion,
but its practical realisation is likely to be very difficult,
although some progress is already being made in national schemes

for redundancy compensation such as the one recently introduced

into the United Kingdom.

However, redundancy and retraining schomes only affect those
who have been laid off. Another area where protection is needed is
in providing an appropriate share in new employment for workers
already in the industry. As new skills emerge, existing workers
should have the chance to retrain, particularly if their own skills
are likely to be affected. This may involve government, employers
and possible inter-union problems. The development of training
programmes to meet the need for special skills - usually for defence
purposes - suggests that, given appropriate techniques and proper
selection, spectacular results can be achieved in training existing
employees for new jobs,

(t) Long-run employment problems

Some of the long-run employment problems have already been
covered in Section 1 of this paper. 3o far as Europe is concerned,
the future is very uncertain. A1l depends on whether the new devel-
opments in international co-operation can produce aircraft which
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are as good as the eguivalent American aircraft and as cheap. If
they cannot, then, in those sectors where American airlines compete
with Buropean airlines, competition will probably ccmpel Zuropean
airlires to order American rachines. It is possible that Zuropean
airlines might be persuaded to give preference to European aircraft
on infer-turopean routes, but even this is by no means certain.
Assunming that Zurope does not offset the likely decline in military
expenditure wiih an equivalent space prograxze, the best that can
be hoged for is that the preseni level of emplcyment will te
maintained. The rmost probable outlook, howezer, is for 2 decline in
*he ievel of employment which is likely to be more severe in the
United Xingdom than in the rest of Zurope. If this takes place
against a background of full employment the natioral problems may
not be serious- since the skills released are those which will
probably be in short supgly in other industries. This does not,
however, rule out the possibility of severe local problems which
may have to be solved by systematic reconversion programmes to take
up suzplus capacity, nor does it eliminate the need icur governments
to take advantage of their position as purchasers to bring employ-
ment to their own countries. The implications of this are discussed

below.

Purchase-linked sub-contracting

It is possible to do this through direct procurement policies
designed to confine aircraft purchases to national firms. This is
becoming increasingly difficult outside the United States of America
tecause of the economies of scale, rcferred to earlier in this paper,
which apply to all aircraft purchases and because of the need to see
that airlines exposed to international competition are fitted with
the best possible equipment, wherever it may be produced. British
experience in confining the state airlines to British aircraft has
not been happy and the policy hzs been severely curtailed. A devel-
opment of this policy, which seems to offer some possibility of
combining the advantages of placing the order with the most desirable
manufacturer and securing a share of the employment resulting from
it, is to link the purchases with an agreement on sub-contracting.
This policy kas played an important part in the negotiations wnich
led to the British purchase of the American F.1/11 fighter. It is
hoped that as much as 45 per cent of the cost of these machines can
be purchased from British sources. As yet, the practicality of these
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;J arrangecents remzins to be proved, but in principle they look to

be a uszful way of protecting the workers' interest where purclv:ses
of foreign aircraft are being considered. It may be that in practice
there is a gap tetween the intentions of the negotiators and the

detailed implementation in engineering terms. Similar arrangerments
to offset the cost of armament purcnases from the United States of
America by the purchase of British naval crafit seem to be taking a
long time to get off the ground. It would also appear that there

are considerayle difficulties in quoting delivery dates and prices

3 where the aircraft into which the components are intended to go are
already in production. The sitting coniractors have advantages in

‘ : terms of tooling and know-how which are very hard to overcome.

The ianternational manufacture of aircraft for N.A.T.0. would
suggest that it is essential for arrangements to be worked out in
considerable detail in advance. The largest international project
of this kind has been the Zuropean production of the F.1l04G
Starfighter. This has been produced by an international consortiuw
; involving West Germany, Belgium, Italy and the lietherlands.
§ Approximately 1,000 aircraft have been produced under this programme
to an existing Lockheed (American) design.

In summary, British and Zuropean experience suggests that sub-~
? contracting is likely to work only if the arrangements are planned
as an integral part of the production programme for the aircraft
involved. Statements about the volume of sub-contract work that
will arise where an aircraft already in production is being purchased
- - should be viewed with extreme caution. The only circumstances under
wnich they are likely to be achieved is if legally binding obliga-
tions are imposed on the manufacturer. On the other hand, the
manufacture under licence oif overseas designs is a process which is
well understood and is much rore likely to succeed. In military
purchases where speed may be the essence of the problem, this may
not be possible; but in civilian production where speed is not as
important, this approach could make use of the production facilities
of firms whose designs have not succeeded in securing sufficient
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Measures for stabilising emplovment - Reconversion possibilities

An American study of the possible alternative products which
could be used to take up spare capacity in aircraft industries has
been made by Professor Seymour Felman of Columbia University in the
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course of a seminer on industrial reconversion. Its conclusions
were that the aircraft industry only b2 a coapetitive advantage

r in those areas in which its advanced i:chnologies could be fully

’% used. Aside from aircraft and space products, the study cited five
' other industries offering the possibility of requiring the sort of
advanced technical development that aircraft firms were equipped to
make:

¥ Al

! 1. Rapid transit systems for high traffic density, urban and
] suburban, using either monorails or aircraft techniques
gpplied to conventional railroads.

2. Construction. Housing and bridge building using factory
techniques.

3. Electric-powered vehicles.

‘2 4. Hydrofoil boats.
l? 5. Ground effect machines (Hovercraft).

: As this particular survey was mede in 1958, it shows considerable

: % insight in its forecasts. Progress is being made in the design of
rapid transit systems using both the approaches described. We may

at last see a viable monorail in Burope. Not much progress has been
made in applying aircraft techniques to the construction industry,
but considerable progress has been made in industrialising building.
The desigr. of standardised bridges would still seem worthwhile in
view of the tremendous number of relatively small bridges used in
motorway construction. Not much pregress has been made with electric
power vehicles, although a great deal of money has been spent on
overcoming the central problem of a practical source of power, and
an economic "fuel cell” is thought to be just around the cornmer.

In hydrofoil boats considerable progress has been made in both the
United States of America and in Russia. It is, however, ground effect
4B craft which have provided the most direct example of the possibilities
of reconversion in Europe. In the United Kingdom, the development of
: the Hovercraft has been fathered by a government-financed organisation,
o b the National Research and Development Corporation. It has formed a
Joint company with Westland Aircraft and Vickers for the production
and development of Hovercraft, which are now being introduced into
normal commercial service between France and England. In fact, so
far, the most promising area of applications for aircraft technology
and "know-how" seems to be the sea. Not only are there many similar-
ities from a theoretical point of view, but there is the practical
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advantage of competing with an industry which has tended to be
conservative in its approach to new techniques in recent years. A
conventional nautical application, which may become of considerable
importance in the near future, is in the manufacture of conventional
light craft. With the increase in leisure time and incemes, a mass
market for small sailing and power craft is developing which is
well suited to the production facilities of aircraft firms. Both
in the Netnerlands and in the United Xingdom, the aircraft industry
is involved in the manufacture of light craft.

The nature of industrial progress suggesis that it is unlikely
that new products can be developed for failing aerospace firms as
a result of conscious planning by governments, but rather that the
initiative will have to come from the management itself. However,
the involvement of N.R.D.C. in the Hovercraft development suggests
that there may be some virtue in making government funds available
to "prime the pump®.
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Appendix 1
MAIN EZURCPEAN ATIRCRAPT FIRMS

France
1964 sales |¥et profits 1964 net Number
i 1964 sales | in relation| in 1964 profits Sector| employed
Kame of Company Production | (in 1,000 to 1963 in in relation (2) in 1964
(1) U.5.%) sales 1,000 U.5.8); to 1963 (3)
Nord-Aviation. . . . c 89,051(1963)] + 11.1% {-1,793(1963) - N 9,665
Hispano-Suiza. . . . P 40,510(1963)] + 23.63 779(1963) + 39% b 2,280(1963)
Ateliers d'Aviation
L. Bréeguet . . . . . c 32,104 + 53.2% 498 - P 3,739
G.A.¥. Dassault. . . c ceceen + 48.0% T P 6,630(1563)
T‘lrbomeca ...... P ooooooooooooo LE X ] LA N N ) P l'7w(1963)

(1) ¢ = frazes, P = engines;
(2) P = in private ownership, N = nationalised

(3) Total number employed in French aircraft industry, in January 1963: 86,625:

49,3C0 building frames; 16,825 building engines;
(54.1% production workers;
5.2% engineers,

20,500 for fittings.
cadres, navigating staff)

Source: International lietaiworkers' Pederation

36.7% clericel and technical staff, draughtsmen,

supervisory staff;




Germany

1964 sales 1664 sales |llet profits| 1964 net Number
(in 1,C00 in relation in 1964 profits employed
Name of Company U.S.%) to 1963 sales| (in 1,000 |in relation| in 1954
U.s.8) to 1963 net
profits

Messerschwitt A.G. . . . . .. .. .... 45,835 + 15% 760 +135.7% 4,341
B8lkow GmbH (without WHL/SIAT) .+ o o o . . 37,500 + 67% coo escssce 3,700
BOlkow Group (with #¥MD/SIAT) (1) . .. . . 55,000 + 38% cee ceceses 6,150
Heinkel. ® & 8 4 S 6 S o O e e e o 2 e e @ 45,000 + 61% seoe LR RN A ) 4,000
(1) This refers to Waggon und Maschinenbau GmbH (1007 controlled by BSlkow GmbH) which in its turn

hoids 100% of the shures in Siebel-Werke ATG

Source: International Metal Workers' Federation

SIAT GmbH).

Great Britain

1964 sales 1964 sales | Net profits| 1964 net Number
(in 1,000 in relation in 1964 profits employed
Name of Compuny U.s.8) to 1963 sale% (in 1,000 }in relation| in 1964
U.S5.8) |to 1963 net
profits
Hawker-Siddeley. . . . . v ¢« v o o . . .« o | 963,200 + 5% 19,222 + T.4% 50,000
Vickers. . . . . . . . . . . 0o ... . .| 446,438 + 14% 15,086{1963)] ...... 56,078
British Aireraft . . . . . ... ... . .| 326,710 + 17% 2,811 -47.6% 42,000
ROHB Royceo ® & & o & 6 o o o e o © o e e 297,892 + 4’ 101304 - 8.2% 43’549
Bristol Aeroplane Company Ltd. . o o v o o [ eveeen. ceces 5,936 +11.1% cecoee
Westland Adrcraft. . . . . . . . ... .. 85,196 ccces 9,376 vsecvee 10,000

Source: International ¥etalworkers' Federsation
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Italy

1964 sales {1) Trend of last Number employed
Bame of Compary (1,000 U.S.8) sales figures in 1964
Plat . . . . ... .. ... .... 128,300 + 58.8% 22365a1rcratt)
’ 4,032 1:667 engines )
(1) Aircraft manufacture only.
!
@
o
!
Sweden
1964 sales Net profits in 1964 Number emploved
Name of Company (1,000 U.S.%) (1,000 U.S.¥) in 1964
Saab . . . . .. ... 000 . L. 213,882 3,691 13,719

Source: International Metalwozrkers!' Federation.




Appendix 2

EUROPEAN AND UNITED STATES COLLABORATION AGREEMENTS OF
THE MAIN UNITED KINGDOM COMPANIRS ON AIRFRAMES, AERO-ENGINES,
MISSILES AND SPACE VEHICLES AS AT 117H JANUARY, 1966

Companies

Type of agreecment

Product

BELGIUM

Rolls-Royce/
Fabrique
Nationale

Sub-contract

RZ~2 recket motor for Blue Streak
ELDO satellite booster

ELDO

Hawker Siddeley
cs

Contractual agreement

Blue Streax rocket booster

ESRO

Hawker éiddeley
Dynamics

Contractual agreement

ESRO II satellite

FRANCE

Bristol Siddeley/
SNECMA

Bristol Siddeley/
SNECMA
Bristol Siddeley/
SNECMA

Bristol Siddeley/
bomeca

Design and manufacture

Design and manufacture

Licence production

Design and manufacture

Olympus 593 turto-jet for Concorde
supersonic transport

M45 turbo-jet (M45G for Anglo/
Prench variable-geometry fighter
and M45H for VFW.614 jet transport)

Hercules piston engine for
Noratlas military transport

Oredon turbo-prop
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Companies Type of agreement Product
FRANCE British Aircraft Inter-governm ntal: Jaguar supersonic light
(cont) Cogporation design and manufacture strike~trainer
Breguet
British Aircraft Inter-governmental: Variable-geoxmetry aircraft
Corporation/ feasibility siudies
G4 Dassault
British Aircraft Inter-governmental: Concord supersonic transport
Coryoration/ design &nd manufacture
Sud Aviation
Hawker Siddeley Developrent and manufacture A8.37/AJ.168 air-to-surface TV
Dynamics/ guided missile
=ngins Matra
Hawker siddeley Collaboration - design, ESRO II satellite
Dynamics/ development and manufacture
Engins Matra of second ESRO satellite
Rolls-Royce/ Joint development and RB.172-7.260 turbo-fan for Jaguar
Turbomeca manufacture supersonic light strike-trainer
GERMANY Bristol Siddeley/ | Licence production Orpheus turbo-jet for Fiat G-91

Klockner Humboldt-
Deutz

Rolls-Royce/
MAN-Turbo

Rolls-Royce/
MAN-Turbo

Rolls-Royce/
HAN-Turbo

Joint development
Joint development

Collaboration

light fighter

RB.145 lightveight turbo-jet for
VJ.1l01C VTOL research aircraft
RB.153 turbo-fan

RB.193 vectored-thrust turbo-fan
for VFd VAK-191B V/STOL fighter
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Companies

Type of agreenment

2roguct

HOLLAND

Short 3Bros. &
Harland/Pokker

M¥embership of Zuropean
consortium ~ including design
and finarcial responsibility

Fokker £.28 twin-jet transport.
Production of outer wings, etc.

ITALY

Bristol Siddeley/
Alfa Romeo

Bristol Siddeley/
Riat

Bristol Siddeley/
Piasggio

Rolls-Royce/FPiat

Licence production

Licence production

Licence production

Sub-contract

Gnome shaft turbine for Agusta-Bell
2C4B helicopter

Orpheus turbo-jet for Fiat G-S1
light fighter

Viper turbo-jet for Macchi ¥B.326
jet trainer

RZ-2 rocket motor for Blue Streak

-ge-

SWEDEN

Bristol Siddeley/
Svenska Flygmotor

Rolls-Royce/
Svenska Flygnotor

Technical liaison

Licence production

Ramjets

Avon turbo-jet for SAAB Draaken
supersonic fighter

UNITED
STATES

Bristol Siddeley/
Marquardt Corp.

Bristol Siddeley/
General Electric

Bristol Siddeley/
General Electric

Rolls-Royce/un-named
U.S. engine
manufacturer

Technical liaison
Licence production in United
Kingdom

Licence production/ option in
United Kingdom

Inter-governmental

Ramjets

Gnome (GE T58) shaft turbine for
k~licopters
Gz TE4 turbo-prop/shaft turbine

Develnpment of new advanced lift-jet
for V/STOL aircraft
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Companies Type of agreeaent Product
UNITED Rolls-Royce/ Licence prcduction/option in Range of Continental piston engines
STATES Continental ifotors United Xingdom for light aircraft
(cont)
. Hestland Aircraft/ Technical lizison and licence S.51, S.55, S.58 and S.61
Sikorsky production/option in United helicopters
Kingdom

Westland Aircrafs/ Licence production Agusta-Bell 407 helicopter

Agusta-Bell

Westland Aircraft/ Technical liaison and licence Westland Hovercraft

Bell Aerosystems production
YUGOSLAVIA | Bristol Siddeley/ Licence production Viper turbo-jet

Yugoimport

MULTI-NATIONAL AGRERMENTS

FRANCE/ Rolls-Royce/ European consortium for licence Tyne turbo-prop for Bréguet Atlantic
BELGIUM/ Hispano-Suiza/ production {Belgium producing maritime recce. aircraft and
GERMANY Fabrique Nationale/| parts under sub-contract) Transall C.160 military transport

MAN-Turbo
PRANCE/ Rolls-Royce/ Joint development — licence RB.162 lightweight lift-jet engine
GERMANY French Government/ production

German Government
PRA%%%/ Bristol Siddeley/ Study agreement Advanced by-pass jet for air_bus
UNT

STATES

SNECMA/Pratt &
whitnég




Appendix 3
PRINCIPAL INTERNATICHAL AGREZMENTS OF CO-OP=RATION

3 French Company gg;gzg‘ Pozeign Company Object (technical or commercial}
Bréguet USA Grumman "Atlantic" co-operation in USA
: USsa FKcDonnel Technical co-operation BR-941 in USA
4 Short Band H Co-operation BR 941-942
4 England Hawker
: Netherlands |Pokker
3 USA Republic 5 -
; Ge v Focke Wulf Industrial agreement VTOL NATO
2 . Sabca
] Belgium Fairey
3 Britain Rotol Propellors under patent
3 ' Netherlands |Pokker Sub-contracting for "Friendsnip"
3 Ketherlands Polcker
Germany gci):g:;r Manufacturing "Atlantic”
Belgium ABAP
GAM Dassault gf:tam g:émg } Industrial agreement VTOL NATO
Australia Australian Government . s .
Switzerland |Swiss Government } Constructing "Mirage III" under patent
: Hispano-Suiza |Britain Rolls Royce
3 Germany MAN Co-operation agreement for construction "Tyne®
4 Belgium PN
: USA Cleveland Agreement on manufacture and sales
; Britain Martin Baker Licence for ejectable seat
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French Cempany ggigig’ Poreign Company Object {technical or coxmercial)
¥Messier Germany Iiebherr-iero Technik Licence for PIAT G-91 landing gear — Repair
*Magister™® and *Horatles™
Italy Olecodinamica Iagnaghi Zicence for FIAT G-91 landing gear
Nord-Aviation Britain Hawxer Licence CT-41 missile L
Britain Bac Draughting and manufacture missilzs
Belgium Fairey
Canada de Havilland Cargo plane STOL NATO
Usa Bell s‘.eiosystem
Germzany ileser Fflugzewban r e Prenrcan ]l n
Hamburger Flugzeugbau Yraugnting and manufacture of "Transall
Bolkow Dravgnting and mwanufaciure of missiles
' Sweden SaaB Licence for nissiles C7-20
® USA Bell Licence for pissiles CT-20-CT-41
a USa US Army Iicence for missiles S35-11
!
Potez Germany Heinkel Perfecting CH-191
U3a AVCO Patent for engines LYCOMILG
Usa Turto ¥light Sales of P-840
Heims-Aviation | USA Cessna Aircraft C Lizence for manufacturing CESSKA 172
SPZRMA Usa Begchcraft Technical and commercial co-operation
Usa 14 doint creation of 3SRI¥A (Hanagement Chateauroux)
SEPR Usa Rucketdyne Technical-commercial agreement
USA Th1okc_>1_ Tecnnical-commercial agreeusent
Italy ?gﬁi’_%euim Technical aid agreement
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french Company zga:iig Foreign Company Object (technicul or commercial)
SEPR Poudrerie Hoyale ,
(cont) Hetherlands | kderlandaise et Hégie Technical aid agreement
Nat. Inrichtingen
3 T 3 [
Belgium ﬁfﬁ;ﬁgﬁieﬂgfégrgizis Technical aid agreement
Sud-aviation Britain Bac Study, construction, sale of supersonic transport
Uss slocketdyne
(Zorth American Div.) Structure of containers for rocket engines
Usa Iear landing system with no visibility (Caravelle)
usa Sikorsky Technical agreement on “Super-Frelon".
India Indian government Licence to manufacture "Alouette III™
1
® SNeCHA USA Pratt & wWhitney Licence for jets
Australia Australian government Licence for "Atar 9"
! Switzerland | Swiss Governmert Licence for "itar 9"
Turbomeca UGA Continental Licence for turbo engines
Britain Bristol-Siddeley Licence fo: turbo engines
India Indian government Licence for "Artouste III B"
Spain ERMA Licence for "Marbore II"

Source: International Metalworkers® Federation.
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SITUATION OF MAWPOWER IN THE ELECTRONICS INDUSTRY
WORKING POR THE AIRCRAPT INDUSTRY

by C.A. Freeman
University of Sussex

United Xingdom

1. Growth of the electronics industry

There are always difficulties of definition (1) in any new and
rapidly expanding industry. These difficulties are compounded when
it comes to international comparison. But there can be no reasonable
doubt that, however defined, the electroniés industry has been one
of the fastest growing in the world for the past 50 years. The
compound world rate of growth, in real terms, has probably been well
over 10 per cent per annum throughout this period, that is, abcut
three times as fast as the output of manufacturing industry as a
whole. Among major product groups, it has probably been exceeded
only by plastics and petro-chemicals.

Between 1950 and 1960, the rate of growth in the United States
and the United Kingdom was still over 10 per cent, while in France,
Germany and the Netherlands it was over 20 per cent, and in Japan

(1) Por the purposes of this paper, this definition is used: Electronic

products may be distinguished from other electrical goods by the

fact that, whereas electricity flows through the circuits of both,

the electron tubes (valves) and semi-conductors in the electronic
products discharge, direct, control, or otherwise influence the
flow of electricity.
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higher still (Teble 1). This may be compared with an average rate

of growtn of outyui in manufacturing (over the sare period) of 3%
per cent in the United Siztes and the United Xingdom, 6 per cent in
France and the Netherlands, 10 per cent in the PFederal fepublic of
Gerrany and 18 per cent in Japan. In every country with a significant
electronics industry for which statistics are available, the growth
rate of this industry was far greaier tnan for zanufaciuring as a
whole.

In the 1960's, there has been some slowing down of the growth
rate in destern Zurope and Japan, but it is still higher than the
averagé for manufacturing as a wnole. This slowing down may be
attributed primarily to the saturation of the domestic radio and
television market and its transition to a revlacement market. In
the United States, on the other hand, the growth of thne industry
has been faster in the 1960's than in the late 1950's. The domestic
rarket for consumer goods was saturated there much earlier than in
Zurope. The accelerated growth rate has been priparily due to the
computer industzy and more recently to colour television. I% may be
confidently expected that these factors will 21so lead to some
renewed acceleration of the growth rate in the late 1960*s in Zurope
also.

Figures for employment are less satisfactory thun those for
output. Firms which are manufacturing electronic equipment are often
also manufacturers of conventional electrical, or other types of
machinery. Whereas a breakdown of their final output is usually
available, a breakdown of their employment is not always available.
As labour productivity has been rising steadily, employment increases
have been lower than outmut increases, but nave nevertheless been
well above the average for manufacturing as a whole. In the United
States and the United Xingdom, the growth of electronics employment
has been from half to two-thirds of the rate of outwut growth. The
United States Department of Labour estimates that electrorics
employment rose from just over a quarter of a million in 1950 to
over 900,000 (1) at the present time, representing an average
compound growth rate of over 8 per cent. The growth of employment in
France, Germany and the Netherlands has prooably been at a slightly
higher rate than this, but in the United Hingdom it has been lower -
about 4 per cent per annum over the past ten years.

(1) Oother estimates range as high as 1,150,000 in 1966.
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Table 1
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Growth of elecironic sales, 1850-63

-

P i i o i

eyt b i

]
H
H E
3k # increase in sales % growth
3| : rate of
: 1950- | 1955~ | 1960~ manufzciuring ‘
0 : 1955 1950 1953 inductry i
10 £ 1¢50-1960 !
1 , |
|t b United States {
1 ‘ Consumer Z004S . « « « o o o | =2.3 4.3 9.1
3 ca?ital gOOdS * e © o o o o o 16 . 5 1908 27 3 l
] Def‘Ence o e ) ) o o . ) o e ) 28 * 3 10 ) 4 15 ) 9
i Total (excluding replacement | 13.3 .71 15.2 3.6
18 parts)
A ) France
: E Consumer goodS . . . « . . o | 21.0} 28.2}| 15.4
: Capital goods (including
: defence) * * L] L] L] * L] L] * * 39.7 10.7 17.0
A Parts. o o o o o o . o o o . 2304 3301 1403
j)t Totalo o o ) o o o e . ) . ) 28.0 23.5 15.4 605
qk g West Germany
f 7 . Consumer gOOdS e e o o o o o 2202 22 oo "’l 08
an Capital goodS. . « « «  » - | 21.8] 15.8| 22.6
Parts. * L] L] * * L] L] * L] * * 24.6 22.1 2.7
Total. * L] * * * * L] * L] L] L] 22.5 20.1 7.0 lo.l
Zi Japan
Consmer gOOdS e © o o o o @ - - 9 08
Capital gOOdS e © o o o o o o - - 47 o 5
Parts e © © e e o o o o o o o - - 15 00
Tota].o e ®© e o o o o o o o o - 58.7 1806 1801
- United Kingdom
- ) COnsumeI‘ gOOdS e o o o o o o 7 ) 9 lo ) 3 3 . 7 ‘r
28 Capital goods (including ?
2 ; defence) o o o o * o o o o o 1804 403 1003
¢ PartS. o o o o o o o o « « o | 13.9| 14.1 (8.5
- 1,

Total. e o e o ¢ o o o o o o 1308 803 708 305

Source: "Economic & Statistical Bulletin", 9th September 1964,p.797
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1{ 2. Principal sectors of the industry

Originally the electronics industry was virtually the radio
* industry and its products (domestic radio receivers), capital
'i equipment for radio stations (transmitters and receivers) and
él components for both sectors. Nowadays radio communications equipment
$

Ry

accounts for only a small part of the total output of the industry.
On the consumer goods side, television sets have become the most
important sector, while a whole new range of electronic capital

: goods have been developed and marketed since the war. The most

.%5 important of these are the following g:oups:

(i) Electronic data processing equipment, including digital
and aralogue computers and their peripheral equipment.

d (i1) Ground, marine and airborne radar and electronic

navigational aids and guidance systems, including the
associated computer systems. This includes missile and
satellite tracking and detection equipment, and sonar.

(iii) £lectronic and nucleonic measuring and testing equipment,
including such insiruments as oscilloscopes, signal gener-—
ators, spectrometers and radiation detectors.

- (iv) Industrial electronic control equipment, including machine
;5 : tool control, process control, and the associated computing
and data logging equipment.

(v) Other electronic capital goods, such as electronic heating

N
e T o

k. i - and welding equipment, medical equipment, X-ray equipment,
electronic teaching aids and simulators.

é* This list excludes telegraph and telephone equipment and conventional
< instruments for measurement and control. In both of these industries,
electronic firms are heavily involved and electronic applications
are growing fast.

In Japan and the £.E.C. countries, consumer products and their
associated replacement components (resistors, capacitors, valves,
: transistors etc.) still account for more than half of the total
; ! . output of the electronics industry. But in the United Kingdom capital
1 goods and defence equipment with their components account for 60 per
: cent of the total, while in the United States their share is over
75 per cent. Because of the generally faster growth rate of electronic
capital goods by comparison with consumer products, most projections

-92 -
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i Fable 2

Production of elecironic capital goods by country, 1G658-64

Yalue in B =illion

1 P2roduction
Year
1 ¥.5.a.(2) U.¥. |West Gerzany | France| Japan
g (v) {c)
ER H Zlecironic data processing
1y eguipment . . . . . . . . . . . }1958 (420) .
A 324 {d) i5 27 G .o
a1 1961 | (295)
it 546 (d) 32 48 7 13
3B 1963 |(1,240)
860 (a) 74 78 52
: 1864 |(2,375)
: |1 977 (d) 124 102 106 n
! Radar and navigetion aiés . . . . |1858 | 1,222 125 5 i0
1661 | 2,500 a1z 13 78 T
o 1963 | 3,755 16y 13 25
185 | 3,836 185 23 13z 32
1 Radio communication eguipment . . |1958 425 64 ) 28
< 1961 755 71 46 35
: 1963 | 1,054 €0 51
3 1964 | 1,169 €6 jpos8 33 84 61
rl%l 75
: Public broadcasting & . . . . . . |1958 39 10 J{i%63 106 (e) 12
transaitting eguipment 1661 105 15 | 1964 107 13 15
280 1963 112 16 20
|| 194 | 140 24 | 18 22
2 " Electronic measuring test & . . . | 1958 361 29 20 12
11 analysing instruments, incl. 1961 428 34(f} 38 22 15
3 nuclear instruments & controls [ 1963 490 49 55 17
! 1964 517 58 58 52 19
3 Industrial electronic control.. . | 1958 130 6 12 ..(g)
2,5 1961 155 34(h] 29 8 .o
1B 1963 176 47 37 7
= 1964 204 42 45 37 4
1] Other electronic equipment. . . . | 1958 457 18 33 20
AR 1961 646 37 48 29 36
=1k . 1963 888 44 63 47
1964 | 1,043 52 €5 52 55
Total electronic capital goods. . |21953 | 2,857 257 129(g) 172 82
1961 | 5,135 342 251 277 131
. 1963 | 7,339 478 352 215
;. 1964 | 7,530 571 400 493 2€4
Source: C. Freeran,"Regsearch & Development in Electronic Capital Goods", in "National
: Institute Economic Review", Ko.34, November 1965, pp.43-44.
3 (a) These are WIESR estimates.
: (b) The German statistics are believed to exclude military equipment.
(c¢) No source of capital goods production by type of equipment was available for France;
this breakdown was based on an analysis of sales to customers carried out by BIPE.
2 (i) The lower figures for computer production are those published by the Bureau of the
Census. The higher ones (in brackets) are frum the Zlectronics Industry Association
= - and are stated to have a different basis of collection and coverage.
3 : (e) The ZVEI statistics do not distinguish bvetween these two groups; some evidence (Overseas
1. Business Rerorts, 64-120) points to Public Broadcasting & Transmitting as being relatively
E | more important compared to other countries.
, (£) Excludes nuciear instruments and controls because the information is not available.
1. (g) Some electronic industrial control equipment may possibly be included in the totals for
measuring and test instruments,
- 5‘
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suggest that by the 1970's the capital goods sector will be the
gregter in Japan and the £.2.C. as well as in the United States and
the United Xingdom.

Among the various categories of electronic ca.itfal goods, radar
and navigation aids is the largest single group in the United States,
United Kingdom and France (Table 2). This is due to the military
factor, and it should be noted that this group also includes the
large data processing complexes associated with missile guidance
and tracking, early warning systems, etc. Among civil products,
electronic computers and other data processing equipment are the
most important category.

Products which are used in the aero-space industries are to
be found in almost all categories of electronic capital goods, but
unfortunately no separate statistics are available for throse
products which are incorporated in aireraft and missiles or which
are used in their manufacture and testing.

A1l categories of electronic capital goods have enjoyed high
growth rates recently, and their ouitput has trebled over the past
7 years. The fastest growing sector has been the electronic computer

industry and its various apgiications.

%, Electronic equipment used in aero-space products

As early as the First World War, military applications gave
an important stimulus to the electronic industry, and radio
communication equipment soon became an important part of almost
every aircraft. The Second World War provided an even greater
stimulus, especially tnrough the development of radar equipment of
all types. By the 1960's, the electronic equipment of some aircrafit
accounted for a significant proportion of their total cost. According
to some sources it has been as high as 3C per cent (1), but a more
usual figure is probably 10-15 per cent. For civil aircraft the
proporiion is lower, as they do not require the same sophisticated
types of radar and instrumentation. However, an inecreasing
proportion of civil aircraft are using complex radar and radio
devices in addition to standard communication equipment, and by the

(1) "Seventh Report of the Estimates Committee of the House of Commons"
London, 1965, p.1l95
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1970's instrument landing systems will come into more general use
in civil aircraft.
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In missiles and satellites depending upon the type of guidance
38 : system, the electronic equipment caa account for an even higher
prcportion of total cost. Indeed, there is a case for regarding them
as products of the electronics industry rather than of the aircraft
industry. They are, in fact, manufactured to a significant extent
by firms which are usually classified in the electronics industry -
... for example, by Ferranti and ITT. Because of the higher electronic
- content in missiles and in military aircraft, the aggregate electronic !
content of United States military procurement in 1965-66 was estimated
at 42 per cent (1).

The aircraift and space industries have had a very important
3 i influence on the electronics industry in various indirect ways, as
' well as through their direct procurement of radio communication

S ekt RS R,
W O —————" . Y
. [—
A g

equipment, radar sets and guidance systems.

£ ) . The extremely high performance standards specified for aero-

A space equipment and the large scale government endowment of research
and development work have been primary factors in the accelerated
improvement of electronic components of many types. The whole +trend
towards miniaturisation and integrated circuitry has been strongly
promoted by aero-space requirements. This applies above all, of

1K 1 course, to the American electronics industry, but also to a lesser
extent to the British, French and Dutch industries and now to a2n
increasing extent to the German industry.

prosecy

In addition, the aero-space industries have been an important
market for new types of electronic equipment which, although not
2 ; incorporated in the end-products of the industry, are used in the
3 process of design, manufacture and testing. This applies, for
j ‘ example, to computers in the United States and to numerically
1] ‘ controlled machine tools in the United Kingdom and the United States
Total sales to government agencies account for about &0 per
cent of final sales of the electronics industry in the United States
3 and for about a quarter of the French and British. The proportion
. in Japan, the Pederal Republic of Germany and most other West
' Buropean countries is much lower - probably less than 10 per cent.
In addition, about two-thirds of the total research and development

2
b
TIPALES

(1) "Annual Report of the Electronic Industries Association", 1965.
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expenditures in the American electronics industry are financed
from Government sources and about half of the British and French
expenditures. In the United States, the Department of Defense is
by far the most important source of funds both for procurement and
research, but the share of the ¥ational Aeronautical and Space
Administration has risen very rapidly (Table 3).

Table 3

Estimated electronic content of procurement by
major United States Government Agencies, including R and D

# millions for financial year

1962 | 1964 | 1965 | 1966

Department of Defence . . « « . - . - .|7,649}7,820| 7,499 | 7,351
N.A.s.A. L ] -. L] L4 L] L] L] L] L4 L4 L] L] L4 L] L] 742 1’170 1’450 1’600

Federal Aviation Agency . . . . . . - .| 160 140 110 110

Total e o o o o o o ® o o o o o o o o o 8’551 9’130 9’059 9’061

Source: "Report of the Electronic Industries Association", 1965.

The aero-space market and particularly the military market
differ in many important respects from the civil electronics market.
Research and development are very expensive and often paid for by
government in advance, whereas in the civil market R and D costs
must be recouped from subsequent sales. Price factors play an
extremely important part in competitive civil markets. They are
much less important in the aero-space market relative to rigorous
performance requirements. The marketing organisation can be very
small for the military market, consisting primarily of "corridor-
padders”. It may have to be even larger than the R and D organisation
for mahy civil products. Advertising may also be a heavy item of
expenditure for consumer products, but can be negligible for military

products.
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Both for civil and pilitary products the electronics industry
is labour-intensive and capital-intensity is low. Fixed assetis per
man are lower thaen in almost any other major indusiry. Iabour costs
probably average nearly 40 per cent cf total manufacturing costs in
Zurope and an even higher proportion in the United States.

o~

4, Manpower patterns in the electronics industry
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t Although most secticns of the electronics industry are labour-
,l§ intensive, the economic différences between the aero-space market
! and the eivil market result in major differences in the pattern of
manpower deployment (Table 4).
Civil electronic capital goods have a pattern of deployment
? intermediate between the two groups shown above. Probably only about
half the labour force consists of production workers, while scientists
and engineers may account for as much as 20 per cent of total
employment and may be widely employed in marketing, testing,
production and administration as well as in research, development
and design.
In Europe, there are also big differences between the pattern
of employment in consumer products, civil electreonic capital goods
> and military/space producis. Detailed manpower data are not
" available in satisfactory form for Europe, but it is possible to
identify some major differences between the European and American
ratterns. In each sector, the number of scientists and engineers as
a ratio of total labour force is much lower than that in the United
£ ; States. Whercas engineers and scientists account for over 20 per
cent of total employment in the United States, they account for less
than 5 per cent in Europe. This difference is partly due to the
greater relative weight of military/space products in the American
industry. But even within this sector, whereas about a third of ali
é° employees are engineers and scientists in the United States, the
proportion in Europe is only about 10 per cent. The American industry
employs far more engineers on non-production functions such as
research, development, design, testing and marketing.
This difference is partly due to differing patterns of education
and partly to differences in management attitudes and in techniques.

= 4

The proportion of "technicians" and "draughtsmen" is far higher in
Europe. In American military/space electronics and in civil capital
goods, engineers and scientists outnumber draughtsmen and technicians

[ Rp——,
e

|
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: Table 4

illustratSve occurutional dissritutions in olectrenics zzpufacturing,
zilitary-spece and consumer preducticn, United States, mid-19562

) Percentages
3 CGeeupation ¥ilitary and Conzuzer
3 } Syace products products
- i Hon-oroduelison wOXKErsS . . . . . b e e e e e a e e e e e 60.0 30.0
: Zrgineers and other technical workers. . . . o o o . . . . . 33.4 11.¢
2H Sngineers {@). . . . .. .. .. .. ... L. ... 21.0 8.0
‘ Technicfans, . . . . . . . i i e e e e e e e ee e e 7.7 3.0
7| DravghisTen. & . . v v v 4 v o v o o o o e eee e ... 5.7 2.0
: sdministrative and executive {b) . . . . . . . . . . . . .. 15.2 12.0
3 ) Clericzl a2nd stenographit. « « v ¢ & = v o . . “ e e e . 15.4 7.0
Ep* Production wWorker=z . . . . . . 4 i 4 e e e e e e e e e e e 40.0 70.0
£
Sxilledsz & . L . L . e L e e e e e e e e e e e e e ee e e 12.6 6.8
Assemblers . . . . . . . . . . e e e e e e e e e e .. 5.2 -
- Analysers andé troubleshooters. . . . . . . . . . e e e e . 1.1 5.1
Y Processéngworkers {¢) . . . . . . . . .. ... .. ... 0.2 -
- Hechinists and repadrmen . . . & & v v 4 4 v b i 4w 00w . 3.7 6.3
z | Sheet-metal workers. . . . . . . . ... .. ...l ... 0.6 -
4 | Tool and ¢ie zakEXB. & v 4 o 4 4 . e 4 4 4 a e e e e .. 0.3 0.4
3 FOAELES. . . & v i s i 4 e e e e e e e e e e e e eae .. 0.6 0.1
4 Carpenters . . . . . i i it e et e e e e e e e e e 0.2 0.2
= Electricians . . . . . . . L . i e e e e e e e e e eeu. 0.2 0.2
4 Plumbers uné pipefitters . . . . . . . . . .. . .. ... 0.2 0.1
Other skilled workers {d). . . . . . . . .. .. ... .- 0.1 0.4
118 Semi-skilled and unskilleds. . . . . . . . . . . ... ... 27.4 63.2
4 Assezblers . . . . . . L L L L e e e e e e e e e e e e 1.0 42.0
2 Inspectors and testers . . . . . . . . . 4 4 u w0 e o 0w J.1 13.4
;. Pabricating workers {e). . . . . . . . . . . . . u . . .. 3.7 1.2
- rocessing workers (£) . . . . . . . ... ... ... .. 3.1 1.2
: Shipping and receiving workers . . . . . . . © e e e o o a 1.3 1.2
E- ¥aterial handlers, truckdrivers & labourers. . . . . . . . 6.5 2.2
3 Custodial and fenitorial Orkers . . o v o o o v o o o o . 1.5 0.4
Other semi-skilled and unskilled workers (g) . . . . . . . 3.4 0.6
Ak Total employment . . . . . 4 i i it e e e e e e e e e 100.0 100.0

- Source: "The Implicuations of Heduced Defence Dermand for the rflectronics Industry", United
i States Arms Conirol and Disarmerent Agency, Septembter 1965, Yash. page 27.

{2) Includes such occupations as electrical engineer, electronics engineer, design engineer,
- irdustrial engineer, meci2nical engineer, value engineer, test and guality control

1) engineer, and cheaical engineer. The occupational distribution for military and sgace
products also includes a small number of scientists, such as physicists, cherists,
mathexaticians, and metallurgists.

3 {b) Includes such ezployees as zanggers and supervisors, foreren, salescen, and personnel
R in purchasing, industrial relations, accounting, marketing and advertising.

2 {c) Includes such occupations as skilled electroplater and etcher.

{d) Includes such occupations as stationary engineer, milluright, blackspith, and skilled
machine tool ogperator.

(e) Includes such occupatiens as punch press, drill press, power brake, sheer, and saw
operator, grinder, and buffer.

3 {£) Includes such occupations as sprey and dip painter, oven tender, silk screen operator,
plating machine loader, etching macnine operator, degreaser, and cabinet retoucher.

{g) Includec such occupations as stationary boiler firemen, machine setup man, relief
operator, and cabinet rerairman.
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5 by nearly two to one. The reverse is true in Zurope. In fact, there
3t are often three draughtsmen and technicians for every engineer.

‘ This partly reflects the fact that nearly a third of 211 school-
leavers go on ito higher education in the United States, whereas
less than 10 per cent do so in Zuroxe.

Other differences in occupational patterns between the United
States and Western Zurope agvear to be far less significant than
this one major difference. Actual production techniques do not
arpear to differ very greatly, as capital intensity is low in both
areas. In both areas, a large proportion of the unskilled and semi-
skilled labour force is female, particularly in assemdbly.

-
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il : 5. Demand and employment projections

a1l : Porecasting future demand for electronic products is particu-
larly difficult because of the major uncertainties in relation to
military/space development and procurement. The best way to proceed
is probably to postulate several alternative assumptions and %o
illustrate their implications for manpower requirements. Cutput
increases would, of course, be much greater than employment increases,

e e v e

|- as in the past.
Three alternative assumptions are discussed her=z:

(A) A continuing slow growth in government military/space
electronics expenditures. A year ago, it seemed likely

=l | - that military/space expenditures would level off in the

: United States and France or even fall slightly, and they

] actually have fallen in the United Kingdom. But, as a

3 4 result of the Vietnam war, United States military

expenditures are now rising again. There is also growing

pressure in Europe for a more ambitious space programme

} and for greater independent development of weapons with a

% i higher electronic content. Consequently, a continued growth

3 of military/space electronics must be accepted as a

realistic possibility in both the United States and Europe.

EErcyyocan 1 iny

(B) A phased reduction of military electronics expenditures

: over five years as a result of relaxation of tension and
: limited disarmament agreements; continued growth of space

electronics. This must also be accepted as a realistic

e

possibility once the Vietnam war is terminated.

P
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(C) A ouch more rapid reduction in military elecironics
expenditures over one to two years (as in 1945-46). This
possibility may seem remote but cannot be completely ex—
cluded. As it is a highly desirable a2im of international
policy, the possible economic conseguences musi be consid-
ered. It is assured here that such a rapid reduction would
be accompanied by greater expenditures in civil space
activities, so that space electronics expenditures would

continue to increase (Table 5).

whereas three alternatives are considered for military/space
demand, only one projection is considered for civil electironics.
This is based on projections cade by McGraw Hill and other market
research organisations. It assumes continued growth of GNP in the
United States and Western Zurope at rates a little slower than
those from 1960 to 1965, but takes into account the differing trends
of final demand for electronic consumer and capital goocds
respectively. Demand for civil electronic capital goods is assumed
to rise 2t a very rapid rate, due primarily to the computer
nexplosion", but also to strong demand for electronic instruments,
medical equipment, teaching aids, process control and civil
aircraft equipment. Projections of civil demand for electronic
products are, of course, subject to the usual errors of economic
forecasting.

It is also assumed that the technological revolution in
components for both civil and military equipment will continue,
Discrete components for electronic equipment will increasingly be
replaced by various types of integrated miniaturised circuits. This
change is proceeding mcst rapidly in the aero-space sector, but
will affect civil capital goods to a very considerable extent in
the next five years. One of the main effects on component firms
will be to strengthen the position of those firms which are tech-
nologicad leaders and have relatively strong development and design
teams. It may also reduce competitive imports from the Far sgast
for a short period.
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Table 5

T1lustrative projections of elecironics

enployment by principal sectors, 1965-1970

Compound annval % rates of change

Assvmption (A)
Civil (consumer)
Civil (capital).
Military/space .

Total electronics.

Assumpticn (B)
Civil (consumer)

Civil (capital).
#ilitary/space .

Total electronics.

Assumption (C)

Civil (consumer)
Civil (capital).
Military/space .

Total electronics.

United States | "West Burope”
(UK and 22C)
e o o +3 +5
« o o + 5 +10
e o o +4 +4
+ 4 + 6
e o o +3 +5
e o o + 5 +10
e o o -6 -6
e o o -1 +4
e o o +3 +5
o o o + 5 +10
® o e -30 -35
e e o -18 -2
Table 6

United States industrial active element groups

Million units

0

20

160

0

LZUNS BEND SN N Biwl fEmn mmn Bam 4

Totel

N
( Trensistors

195¢ 56 S8 &0 62 64 66 68 70 72

Source: "Sprague Electric", Paper No.TP-64-9.
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6. Implications of a2lternative projections for agereFate manpoxer
reguisrcments

t is evident from Table 5 thet on "Assumption (&) the main
overzll prodlem would be one of continuing manpower shortages in
all sectors of the industry. These would be more acute in furope
ard most acute in the civil capital goods sector. A persistent
shortage of engineers and mathematicians would be highly probable,
not only because of the growth of the industry, but also because
of 2 steady trend towards the American patiern of engineer employ-
%1 ment. This would tend fo happen partly because of fashion and
0 partly tecause of the activities of American firms in Zurope, but
mainly because 0i the effects of technological competition. Product
i innovation and the need for shorter lead-times are both likely to
q strengthen the demand for engineers. Since the main growth sector
will be capital goods, there will a2lso be shortages of technicians,
= : draughtsmen, and various types of skilled craftsmen, especially
; fitters and assemblers.

! Even on "Assumption (B)" (a steady annual reduction in military
electronics expenditure over a five-year period), aggregate employ-
ment in the European electronics industry would continue to increase
at a rate much faster than the general average for the manufacturing
industry. Furthermore, the rapid expansion of civil production of
electronic capital goods would create favourable circumstances for
the absorption of personnel made redundant by the run-down in
military programmes. Lven in the United States, where the weight

- ! of military programmes in the elecironics industry is far greater
than in Europe, the fall in total employment in the industry on
"Assumption (B)"would be only of the order of 1 per cent. Hormal

: wastage is far greater than this, so that it is unlikely that there
3 Would be a serious problem of unemployment.

H Howevexr, both in {he United States and in Europe there might
well be specific local or regionzl problems of redeployment of
manpower following the termination of specific military programmes.
In Europe, it is unlikely that these would be serious. For example,
é in the United Kingdom, the termination of one of the largest

3 military projects with a high electronics content (the PSR 2) did
not create any serious long-term employment problers. Individual
firms experienced temporary difficulties, bu® recderloyment of the
redundant manpower was greatly facilitated bv the vact that many

of the firms involved on the electionics side were multi-product
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firms. Since they bhad expanding activities in other electronic
capital goods and in consumer electronic products, this facilitated
the redeployment of the personnel affected.

In che United States, because of the concentration of military
contracts in certain States (Table 7) and because of the far greater
scale of defence development and procurement, the regional
redundancy problems would be more serious. However, the continuing
expansion of civil electronics production and particularly of
capiial goods would greatly facilitate re-adjustment, Here again,
the fact that the leading electronic firms with large defence
contracts are also major suppliers of the civil market would greatly
assist redeployment (for example, Radio Corporation of America,
International Business Hachines, International Telephone and
Telegraph, General Zlectric, Westinghouse, Sperry Rand, Honeywell,
Texas Instruments, Hewlett Packard, etc.).

Only on "Assumption (C)" would there arise a major national
}as oprosed to regional) problem of unemployed resources in this
industry, and here only in the United States. In Burope, the small
scale of military electronics and the rapid expansion of the civil
market would make the problem one relatively easy to manage. In the
Federal Republic of Germany, Italy, Belgium, Luxembourg and the
HNetherlands there should be no major problems of redeployment.
There would be difficulties in Britain and France, but these would
be transitory and short-term, since in ltoth these countries there
are serious and persistent shortages of professional and skilled
manpower, A fall of 2 per cent per annum in total employment in the
industry would not cause grave difficulties in an expanding economy.

It may, however, be objected that, on the assumptions postulated,
controlled disarmament might be having a depressing effect on the
economy as a whole. More serious unemployment would occur in the
aircraft industry and the ordnance industry than in electronics.
Consequently, other employment opportunities would be scarcer and
the whole problem of redundancy much more serious. This is a valid
objection. The corollary of controlled disarmamexnt in the political
field would have to be Xeynesian expansionist policies for the
economy deliberately designed to offset the deflationary effects
of the sharp fall in military demand. These effects would be very
serious on "Assumption (C)", but not on "Assumption (B)"unless
reduction in military demand coincided with a cyclical downturn.

In the present state of both the American and European economies,
reductions in military demand on the scale of "Assumption (B)"
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provide a welcoma relief from inflationary pressures.

For "Assumption (C)", the experience of redeployment after
dorlé Wer II is encourzging. The resilience of the American and
of the duropean econcmies made it possible for the civil sector
to absorb redundant military resources on a far greater scale than
any envisaged here. However, it would be desirable to avoid the
relatively small-scale unemployment which occurred in 1946 anrd, in
any case, circumstances are different because of the scale of war-
time destruction to be made good in 1946. It would, therefore, be
desirable for contingency planning to be undertaken in advance, to
meet the situation likely to occur as a2 result of fairly rapid
controlled disarmament. So far as the electronics industry is
concerned, there would be a need for major conversion programmesin
Britain and France.

Some work un thesc problems has already been done, both by
Government and by private agencies - for example, the studies of
the United States Arms Control and Disarmament #igency (1), of the
United Nations Economic and Social Council f{z), and of the Economist
Intelligence Unit (3). Among the most useful suggestions are the
proposals to deal with specific industries by special programmes,
in addition to overall economic measures of a Keynesian type. The
effects of disarmament would, in fact, be largely concentrated in
a few industries, and policy must be sufficiently flexible to deal
with their specific problems. The most important of these industries
are the ones which are the subject of this OECD Seminar - the
aircraft industry and (to a lesser extent) tine electronics industry.
The effectiveness of specific industry programmes would depend to
some extent on the possibilities of substituticn by sectors within
the industry. The final section of this paper, therefore, discusces
these possibilities and their implications for education and
training programmes,

(1) "The Implications of Reduced Defense Demand for the Electronics
Industry", United States Arms Control & Disarmament Agency,
Washington, September 1565.

(2) gégéz "Economic & Social Consequences of Disarmament", New York,

(3) "Electronic Industries Year Book", 1965, Electronic Industries
Association, Washington.,
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Table 7

Distribution of employzent in military-space and

industrial-commercial electronics manufacturing,
by region and state (USA), January 1961

Employment

Region and State
Number |Per cent

Pacific . . . . . ¢ ¢ 4 ¢ e 4 e e e e e .. .| 89,856 30.6
California. . . « « v « ¢ ¢« « « « « « « « .| 88,858 30.3
othér e e e e o e e e e e e e e e e e e e o 998 003

Middle Atlantic « ¢« ¢ o o ¢ ¢ ¢ ¢ o o o o o 80,349 27.4
Ne" York. * * * * * * * * * * * * * * * * * 36’472 12.4
New Jersey. o ¢ ¢ « o o « o o « « o« « « « | 28,286 9.6
Permsylvania. . ¢« o ¢ ¢ ¢ ¢ ¢ ¢ o o o o o 15,591 5.3

East North Central. . . . . . . . . . « « . .| 34,153 11.6
IllinOiS- e o e e o e e o o o e o o e e e e 13’588 4.6
Wisconsin . . . . ¢« ¢ ¢ ¢ ¢ ¢ ¢ o e o o . .| 10,730 3.7
ohio. * * * * * * * * * * * * * * * * * * * 4’763 '106
Indiana * * * * * * * * * * * * * * * - * * 4’205 1.4
other * * * * * * * * * * * * * * * * * * * 867 0.3

South Atlantie. . . . . . . . . ... ... . 30,713 10.5
North Carolina. . . . . « « ¢ ¢ ¢ ¢ ¢ « « o | 13,552 4.6
Maryland. * * * * * * * * * * * * * * * * * 9’166 3.1
Florida * * * * * * * * * * * * * * * * * * 6’617 2.3
other e e e e o e e ) e e o o e o o o o e o 1’378 005

Neﬁ Er)g]-am e e ) e e ) e e L) ) e e e ) ) . . 24’998 8.5
MassachusettS . + ¢ ¢ o o ¢« ¢ ¢ o ¢ o« o . .| 16,428 5.6
ComlectiCut L) e e L) e . o o o e o . o o L L d 3’395 102
Other . & & & ¢ ¢ ¢ ¢ ¢ v ¢ o o o o o o o o 5,175 1.8

west NOI’th Central. ® O e o e e o o o o o o o 15’181 5.2
Io"a * * * * * * * * * * * * t ] * * * * * * * 9 ’ 376 3 * 2
Minnesota ® e @ o o o o o o e o o o o o o o 4’ 541 1.5
other * * * * * * * * * * * * * * * * * * * l ’ 264 o * 4

West South Central. . . . . .. ... ... .| 14,367 4.9
Texas * * * * * * * * * * * * * * * * * * * 14’ 130 4 * 8
other * * * * * * * * * * * * * * * * * * * 237 0 * l

East South Central. * * * * * * * * * * * * * 3’166 l.l
Tennessee * * * * * * * * * * * * * * * * * 3’093 l.l
other * * * * * * * * * * * * * * * * * * * 73 neg.

Mountain. * * * * * * * * * * * * * * * * * * 414 o * l
Ariz orla * * * * * * * * * * * * * * * * * * 70 neg.
other * * * * * * * * * * * * * * * * * * * 344 o * l

TOTAIJ ® e & o o o o o6 o o o o o o o o o o o o 293’197 lm.o

Source: "Electronic Industries Year Book 1965", E.I.A., Waggington,
pP.b4.
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7. Implications for special ad justment programmes, training and
education

On Assumptions (B) and (¢} there would te big problems of
redeployment within the electronics industry, while on Assumption
(A) there would be big problems of recruitment and training. In
either case, there is obviously a need for the maximum degree of
flexibility. lMany of the tecinicues develoved in military-space
electronics can be {and are being} applied in the civil sector
(Table 8). Therz are reasons for believing that a greater movement
of people between the sectors would, in fact, be highly beneficial
for the civil economy.

However, experience has shown that companies, departments;
working teams, and individuzls whno have been accustomed to the
military-space sector for a long time, find considerable
difficulty in adjusting to the somewhat different needs of the
civil sector. As has already been noted, the performance standards,
component needs, design, cost considerations, marketing organisation,
and advertising may all differ very extensively. Consequently, a

re-adjustment programme will involve:

(i) Well-planned training arrangements on the part of public
and private organisations in the industry;

(ii) Full consultation between management and unions over

training and redeployment;

(iii) On Assumption (C), governmental transitional assistance
in the form of training grants, civil development and
procurement contracts, and investment incentives, (This
could also apply locally on Assumption (B) where major
dislocation occurs).

It is evident that the continued growth of the industry and
the smooth re-adjustment to disarmament (when and if it occufs)
will be facilitated by the contribution of the national educational
system. Adaptability is related to educational background. A succes-
sion of specialised skills may be acquired during a lifetime, if
this is broad and strong. Consequently, the rapid process of
technological change in the electronics industry points to a two-
fold educational need:

(i) Continued expansion of the whole system of general
education and avoidance of too-early specialiszation within
the system.
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(ii) Widespread, flexible arrangements within industry, as

well as in the public sector, for thorough specialised
., training in accordance with the rapidly changing
requirements of industry.

!
HE Neither of these elements can be sacrificed if we are to face
I the technical and economic uncertainties of the 1970's. Economic
i prediction nay become more accurate. Political stability may
become more assured through disarmament. But, technical change
will, by definition, continue to be in part unpredictable. Conse-
3 quently, the educational and training system must systematically
prepare people for the continuous acceptance of change in our

occupations, as a normal aspect of life.
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Table 8

Transferability of systems or

electronics functions

Functions Technological Unigueness [Transferability by Examples of Factors Special
leader to DOD company or transferability transferable requirements
individual
Command & Defense leading,|Not unique |[Company - requires |Information Method of looking|Study of indivi-
control but other indus- team of individualsjhandling and at problem - dual situation &
try can benefit acquainted with control of large|equipment for fitting to
various aspects company opera- |performing (com- specific need
of problem tions puter dispiay)
Guidance and | Defense & other | Reasonably Company Military target |Systems approach, Publically accept-
control government lead;}unique drones lead to technology and able systems where
irdustry follows avtomatic lan- [knowledge of humans concerned;
in several years ding systems sophisticated lower cost with
for commercial |systems same or better
aircraft reliability
Surveillance | Defense leads; Reasonably |[Company Ground-based, Technology of Less expeunsive
& detection | industry uses unique airborne, ship- }defense systems special-purpose
follow with few borne radar systems
years lag (security sys-
tems), harbor
control,weather
prediction,
smoke detection
etc,
Commynica- Industry Not unique |Company - compat- |Mobile radio, All factors Study of needs
tions generally ible equipment mobile tele- (knowledge, of company and
needs are fore- phones,private |equipment,mfg. good marketing
most; Individual microwave methods
- technology systems for service)
needed in many railroads
industries
Peedback & Industry lead- | Not unique;| Company & indi-~ Chemical pro- Systems approach | Detailed under-
process ing & providing | needed by 1t vidual can study cessing, oil = transducers & | standing of
control own R & D most indus-| problems & refineries, sensors - com- technology of
funds tries define needs glass melting puters,display industry to

tanks

which applied

(Continued)
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Functions Technolggical Uniqueness | Transferability by| Zxamples of Pactors Special
leader to DOD =~ company or transferability | transferable reauiremants
individual
Navigation | Defense,because| ot unigue Cozpany - reguires| Ioran Advanced techno-
of missile & system approach logy.precision
satellite work
Automatic Defense, parti-| Not unique,j Individual - meth-| Automated Hethodology, Detailed study
check-out cularly missile | but much odology; Company —| production some equipment of other industries
& guality & weapon-system | more soph- | methodology & lines needs
control check-out isticated | equipment
Telemetry Defense & other | Not unique | Company & Control of Fetheds & equip- | Finding & analysing
government, individuals gas & elec- ment to perform |promising applica-
NASA missiles tric power - sensors,coding | tion
rocket protes transmission | processing,
& distribu- storing inform-
tion,control ation
of offshore-
0il produc-
tion
Instruments | In most areas ot unique | Company & Numerous - All Study of various
defense & other individuals electronic industries to
govarnment logic to determine needs
because of de- fluid logic
mand for relia-
bility
Data Industry Not unique { Compuny & Numerous - Techrniques & Lower cost equip-
processing individuals busiress eguipment zent, more versatile, ]
machines input-output equip~
scientific ment
computers
Entertain- | Industry Kot unique | Company Industrial Manufacturing to |Large volume
ment (TV, intercommun- { a cost-conscious |market
radio,phono) ication market

Source: U.S. Arms Control & Disarmament Agency: "The Implications of Heduced Defense Demand for

Industry”, pp 48-49.
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FOREWORD

Regional seminars have as their purpose a mere detailed appraisal of issues which
have previously been considered in international seminars. In 1963 an international
Joint seminar was held on the general subject of “geographical and occupational mobility
of manpower”(l). It reviewed the problems rather broadly and the case studies covered
very varied ¢éonditions. The present seminar focused on a more limited area where change
is both contifiuous and abrupt. The major issues before this meeting were, first, the
measures necessary for an adequate solution to the problems confroating employees and,
second, specific measures and methods te ensure the desired level of employee adjustment
to change.

The most outstanding conclusion to be drawn from these discussions is that any
consideration of change will immediately bring to mind questions of broad econemic and
political policy. A second conclusion is that the degree of special treatment necessary
in such a highly volatile situation will depend upon each specific setting. The impact
of innovation in the electronics seator had to be viewed in the light of the great
diversification of producstion in the broader industry of which the aircraft sections were
tut a part. On the other hand, the changes in the aireraft industry were distinctive,
separate and far-reaching in scope and on each occasion had to be regarded as involving
thousands of employees. Programmes for them had to be specially develioped as part of the
administrative procedures of the specifiic enterprise and the national manpower policy.

terprise personnel and industrial relations policies have a critical impact on
the labour market. They must therefore be taken into full and careful consideration
when formulating programmes and measures for an active manpower policy.

This Supplemeni contains the papers presentec at the seminar by trade union leaders
describing the situation in their respeciive countries in the aircraft industry or the
electronics sector working for the aircraft industry. These reports provided the
material for the debates during which the issues were crystallized.

In view of the great importanse of the United States aircraft industry and its
advanced technical position, supplementary material was prepared by the Seoretariat and

presented to the participants. This concerned the programmes and problems in that country

from the standpoint of the trade unions, government investigators and management. As
the solutions urged by trade unions in the United States were markedly different from
those 1n Europe, an opportunity was afforded of studying a broader range of alternatives.
These supplementary decuments are also included in Tre Supplement. Pinally, the
general rapporteur, Robert Cottave, presented a paper on the "Role and Attitude of Trade

Unions”.

(1) Report 213 pp.; Supplement 109 pp., 0.E.C.D., Paris.
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The {inal report of this Seminar consists of a summary of the papers and the
disoussion prepared by André Granouillac; a discussion of major issues by Solomon Barkin;
and the two introdustory papers on the aireraft industry by O. Vesey Hol:t and the aireraft
seotor of the electronies industry by Christooher Freeman,
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A 1list of the international seminars is added to this volume t0 permit the reader to
review all the subjects covered in previous seminars.,
g Solomon Barkin
Deputy to Director, Fanpower and Social

Affairs Directorate and Head of Social
Affairs Division,
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INTRODUCTORY STATEMENT AND QUESTIONS
by Solomon Barkin

The Member countries of the 0.E.C.D. have subsoribed to the prineiples of an
"Active Manpower Policy". Its underlying concept is that each country should develop
a system of national policies designed to achieve the fullest productive employment of
the human resources in a fiee society. It is not limited solely, as previous programmes
have been. to the provision of employment vepr se. It underscores the desirability of
realizing the optimum productive application of human resources. It encompasses all
groups of people and employers. It calls for policies and programmes appropriate for
meeting the constantly changing needs of a dimamic society. It emphasises the need for
unending adaptation and protection of the human resources in the course of econcmic change.
The objeotives of an active manpower policy are to contribute to the attainment of the
national defined rate of growth, stability and rising living standards.

The realization of an active manpower policy depends upon people having a clear view
of its goals and purposes, a determination to secure its application, the presence of
organisations for its implemzntation, a set of policies adapted to a consummation of these
ends and the financial, organisational and human resources for their attainment.
Fortunately, the decision in the post-war years to press for full employment and
specifically defined targets of economic growth have facilitated the introduction and
acceptance of these views respecting manpower policy. No longer need the advocacy of
these programmes pe based solely on considerations of basic humanitarianism and social
justice, which however Jjustified are not easlly accepted by the financial and economically
oriented intérests. Progress toward the established economic goals in these societies,
it is recognised, now depends on the application of these new views on manpower poligy.
Deficlent recruitment, competence and allocation as well as opposition from the active
population can inhibit as well as stifle economic progress.

Confronted by problems of labour scarcity, as well as pockets of unemployment and
underemployment, the industrially advanced countries are seeking new manpower policies.,
These new perspectives demand that the nations define precisely which groups may be
considered as potential new sources of manpower. Which of the marginal or hard-to-place
groups are to be assisted in becoming regular members of the work force? Are women with
family responsibilities to bLe encouraged to enter the labour force?

Optimum economic growth depends substantially upon having an appropriately qualified
labour forace. Therefore a pressing issue is what inadequacies are there in the system
of educational and vocational preparation of the worl forge which have to be overcome
to facilitate the attainment of economic goals? Underemployed as well as uhemployed
human resources represent a waste whigh is no longer acceptable in this new era. There-~
fore an active manpower poligy calls for the stimulation of demand or the organisation of
job creation programmes to provide employmeni opportunities and assure productive jobs
and economic expansion at times and in places where slackness appears, The programme
nowi envisages the identification of areas of underemployment and unemployment of human

resources so that the appropriate positive steps may be taken:
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The labour market organisation usually identified with the Employment Service
must be adequately and skilfully equipped with the appropriate resources to assist in
the reallocation of the work force to achieve these economic goals and To assist in the
raising of the living standards of the population. The manpower agencies are conceived
as taking the initiatives to promote mobility where necessary and guard against any
wasteful movement and excess.ve labour turnover. Finally, such a programme assures
the protection and assistance in adjustment to changes which will expedite the process
of economic and technological innovation and limit the harmful and depressing effects
vwhich mobility itself may have on members of the work force or their dependants.

An active manpower policy cannot be viewed simply as a prograrme to be initiated,
administered by and solely applicable to government or public agencies. It defines
national objectives to be promoted through both public and enterprise policies and
activities. Both should be co—-ordinated and complement one another. Therefore co-
ordinating agencies are necessary for governmental activities and between the government
and the enterprise or industrial policies and programmes.

The lanpower and Social Affairs Committee has sponsored a number of studies for the
detailed refinement and elaboration of these approaches. Seminars have been held to
explore these issues with management and trade unions. A seminar in November 1963
in Castelfusano fooused on the general techniques of geographical and occupational mobility
and their role in an active manpower progranmne. It built upon case studies and the
experience of the partners in industry. Other seminars have been held on other aspects
of manpower policy.

The present seminar is being held at the instance of the Trade Union Advisory
Committee. It seeks to examine the problems of developing an active manpower policy in
relation to workers employed in an industry undergoing rapid economic and technical
changes. The two industries under disoussion, the aircraft and aircraft branch of the
eleatroniss industry, are conspicuous in experiencing vast changes at a rate which 1s one

of the highest now prevalent.

The major challenge before this seminar is to help define the implications of these
rapid changes for manpower policy. There is a need to spell out the nature and scope
of these changes, their rate of application and penetration. What effect have they
on the size, losation and organisation of the industry? What is happening to the level
of employment and occupaticnal requirements, job profiles and actual location of Jobs?
What industrial measures can be employed to stabilise employment as to numbers, people
and location? What degree of stability can be expected to be achieved and for which

groups within the work population?

For those for whom such stability cannot be attained, what programmes of adjustment
should be contemplated? Should they be intra-plant or intra-company orianted? Should
they be conceived on a local, regional or national basis? Should they be part of a
total programme for all employees or particularly applicable to this group? Since so
much of the work is for the government or benefits from government subsidies, should
these employees be accorded the same type of protesction as regular government employees?
Should the contract awards by the government provide funds for the implementation of
these protective adjustment programmes for employees? How should these programmes be
negotiated? In accordance with the existing industrial relations machinery, or should
specific systems be devised for negotiations on a national basis directly with the
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governnent? Should the aircraft branch of the electroniecs industry be included in this
group? Should special task forces be available to aid in the adjustment programme
whenever sudden large-scale shifts are effected?

These are only a few of the questions which you have to consider in your reflections
on the papers which you will hear and debate. After these discussions, we are hopeful
that you will consider tne broader implications. You have a specialised and highly
personal interest in the people in these industries. You represent them in collective
bargaining, The national trade union centres and we in the Manpower and Social Affairs
Committee and Directorate nave another interest as well. We are anxious to derive from
this case study of an industry experiencing high rates of economic and technical changes,
additional insights and keener judgments about the types of poligies, institutions and
resources needed to maintain a highly adaptable work force maintaining confidence in a
progressive industrial society.

One test of the poligies and prograrmes is to be found in their applicability in the
more extreme and trying situations. Tt.is is provided in the airgraft and aircraft
branch of the electronigs industry. The issue 1is whether we can focus exclusively upon
promoting basie stability in the industry and existing jobs or must rely upon adjustment
meghanisms to help people cushion the effects of the highly advanced rate cf chainge.

What type of programme and series of services and aids are most appropriate for the
purpose and what type of representation machinery is required to assure their timely and
appropriate irplementation? To what extent should these programmes be specificall
designed for this group of workers, or for them through a broad programme for employees
in governmental service or governmentally finangced services, or should they be covered
by plans embracing the total labour market?
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What are the main threats to continuous, stable employment for aircraft employees?

(a) Dependence on governmental military policy?
(b) Dependence on governmental civilian aireraft policy?

(s) Intensive international competition?

(d) Rapid fechnologioal change in production methods, business organisation, or
types of coraft?

(e) Geographical loocation?
(f) Enterprise turnover?
(z) Dependence on exports?

Are threats to csontinuous stablg employment greater for employees in the aircraft
industry than for the airecraft branch of the electronies industry?

What techniques have been employed by enterprises in the airceraft industry

£o even out the volume of work?

(a) Sub~cantracting of parts of sontract?

(b) Limiting size of sontract?

(¢) Obtaining sub-contracts for idle capacity?

(d) Diversification of production; particularly for civilian products?
(e) Varying research and development expendivures inversely with level of

production?
What does the government do in the form of contracts and aids for research
development to foster a stable level of activity in an individual enterprise?
At which of these levels should stable employment be sought: ocoupational group,
production unit, plant, company, community?
Should these special stable employment goals be limited to those working on
government contracts?

Is employment stébility for any longer period of time feasible for a national air-
craft industry? = How do the following factors affect the answers: rising rate of
fechnological change, costs of research and development, size of production runs

or orders, predominance of the United States Market, rising capital investment per

employer?

Are demands for long lead times in planning realistie for the aireraft industry?
Are national preferences, if any, for government orders sound?

What are the deterrents and disadvantages to national systems of sompensatory hours
of work for defense orders given abroad?

Is a European-wide or Atlantic area system of co-ordination of the aircraft industry
essential to organise national, viable industries? Will this lead to employment
stability? What is a likely system »>f allocation of funations? What can their
size be expected to be? Can some un'ts of the aireraft industry be organised on a

viable national basis?
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15.

16.

17.

18.

19.

20.

21.

22.

23.

24,

25.

Is the rise in the proportion of non-manual employees likely to continue? Will a
shift back in emphasis to production away from research and development occur and

affect this trend?
Is the high rate of professional obsolescence likely to continue? Should provision

for updating personnel compelences be organised and financed by goverament or
industry? What costs, if any, should employers carry?

Are the skills required of production worikers being changed? In what direction?
How should updating be arranged? How much ocoupational versatility should be
sought to allow for occupational transfers?

What provision should be made for the training and education of manual workers To
be upgraded to non-manual categories?

Is the present high rate of employment instability being compensated by higher wage
rates, liberal separation allowances or other benefits? Have they been found
necessary for recruitment?

Have large chronic groups of unemployed been created by displacements from this

industry? If not, what are the basic attributes of the labour force assuring
their versatility and mobility? Occupational skill, education, age or which factor?

What types of adjustment programmes are necessary for employees in this industry

which are not found in others in respect of the following and other items: transfers,
retraining, temporary lay-offs, geographical relocation, redundancy allowances,
redundancy adjustment programmes, early retirement, selection for redundancy ?

What research and studies :10uld be undertaken in antisipation of redundancy for
regonversion of plant facilities? Do such new activities preserve the aircraft
industry or primarily provide a stimulus for new industrial employments?

Should the aircraft industry employees, in so far as their work is for military
purposes or financed by government, have the same benefits as direoct government
employees on similar work?

Should the terms of benefits ané protection and aids be defined by national agreements
involving the governments and be applicable to all contracts?

Should the collective negotiation systems for such benefits be organised differently
from present systems?

Should special task forces for aiding in adjustment be organised in the case of
large~-scale changes in work or size of starff?

Should special adjustment machinery be organised for these industries or should
regular manpower agencies deal with these problems?

In your replies wuat distinctions would you make for the airecraft industry and the
aircraft branch of the elestronics industry?
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BELGIUH

by P. Decoster,

Kational Secretary,
Centrezle des ¥étallurgistes
de Belgique; ?.G.7.8.

I. THE BELGIAN AIRCRAFT INDUSTRY AND THE ELECTRICAL SECTOR WORKING FOR THIS INDUSTRY

A. GEXKERAL STRUCTURE

The Belgian aircraft companies were formed after the Government had expressed the
wish in 1920 that Belgium should have an zircraft industry.

Activity in this field has built up progressively since that time, and is now prin-
cipally concerned with airframes, jet engines, landing gears, hydraulic systems and
electrical equipment.

(a) Number of firms

There are iwo big aircraft constructors in Belgium, namely, the S.A. Belge de Con-
structions Aéronautiques (SABCA) at Haren and Gosselies, and the S.A. Avions Fairey at
Gosselies. Other companies in this field are Sabena with their repair and maintenanrce
workshops, the Pabrique Nationale d’Armes de Guerre (F.N.) which manufactvres engines, and
firms such as M.B.L.E., Bell Telephone and ACEC concerned with the production of electron-
ic equipment for aircraft.

SABCA and Paireys were in existence before the war and had supplied aireraft to the
Belgian Air Force but their factories were destroyed in May 1940 and both had to begin
again from scratch after 1945.

(b) Production capacity of these two companies

SABCA possess a full range of production equipment. Their precision engineering and
machining departments are equipped with the latect machine tools, and they also have a
metrology unit. Mechanical assembly is carried out in a purpose-built air-conditioned
building with a dust=proof floor covering. The plant covers a total area of 3.5 hectares,
of which 1.5 hectares are occupied by the assembly shops. At the company’s flight test
centre it is possible to prepare a large number of aircraft in a short space of time.

FAIREYS are engaged in particular in the final assembly of aircraft and repair and
maintenance work. They have 10,000 square metres of workshop floorspace and two hangars,
each of 3,000 square metres. There is also a special workshop for aircraft instruments
and systems. Hydraulic and electrical equipment can be repaired and recoaditioned on the

spot.
(c) Type of activity

In the immediate postwar period from 1946 to 1950, activities were confined to repair
and maintenance work on military aircraft although, as a temporary measure, they also
manufactured other products in order to retain their management and skilled workers.

SABCA in particular produced milling machines of various types under licence from
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Switzerland, and entered into an agreement whereby they assembled diirerent types of
motor vehicles.

In 1950 the Fairey and FP.N. at Herstal received an order for 67 Meteor jet sircraft.

In 1953 the Belgian aircraft industry received an order for 460 Hawker Eunter
fighiers, to be carriad out in collaboration with Pokker and Aviolanda in the Netherlangs.

F.N. produced Aven jet engines for the zircraft supplied to Belgium and the lether-
lands.

The wings were produced by SABCA and the fuselages by Foirey.

Final assembly of two-thirds of the aircraft for Belgium was underiaken by Fairey,
the remaining one-third being assembled by SABCA.

SABCA produced plastic wing-tip jettison tarks under licence in 1956.

Overheul and repair contracts are an important source of business to the aircraft
industry in Belgium. A further impulse came with the order for the Fl04 G and, being of
importance for this paper, this will be analysed later.

B.  FUNDAMENTAL CEARACTERISTICS

— The Belgian aircraft industry lacks stability. It depends too much on orders
from abroad and especially military orders, 2nd is forced to lay off or discharge
a part of its work force at regular intervals.

~ Belgium is a small country and there can be no question of a fully fledged nation-
al aircraft industry; neither the money nor the design staff are available for
Belgium vo contemplate the production of new types of aircraft. Moreover, for
political and economic reasons it is not possible for her to undertake the com-
plete assemhly of military or even civil aircraft - with the exception of training
and light aircraft.

— The division of labour at international level is such that Belgium.cannot go
beyond the assembly or manufacture under licence of certaia parts and assemblies.

- Ancther feature of our aircraft indusiry is the relative importance of the over-
haul and repair side.

C. THE ATRCRAFT INDUSTRY IN RELATION TO THE CCUNTRY'S ECONOMY

It may be said at the outset that the aircraft industry ranks low in the economy of
the country as regards both numbers employed and output, but it is nevertheless important
from the technical standpoint.

The aircraft industry is in the van of scientific progress, especially in regard to
electronics, and it employs some of the most highly-skilled people in the country.

14
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(a) Production and expor:s

Year Orders bocked Deliveries Exports
ToIIIion Belgian Francs Tons (million Tons
francs) {in millions) Belgzian

francs)

1959 564 575 1,440 219,3 540

1960 1,740 456 36 207,6 12

1961 8,112 432 48 202,8 36

1962 2.352 1,716 360 1,243,2 288

1963 2,172 3,744 660 2,748,0 516

1964 2,160 61864 624 3,23@,8 516

1565 1,384 2,809 224 1,845,0 193

A glance at this tatle shows the importsnce of the order for the F.104 G placed in
Belgium in 1960.

-~ Order books have improved frcm 1960 onwards, rising from 564 millior Belgian francs
in 1959 to arcund 1,750 million in 1960 and reaching the record figure of 8,112
million in 1961; between 1962 and 1964 order books remained at a ceiling of around
2,000 millicn, and the figure of 1,384 million for 1365 reflects the end of ths
F.104 G contract.

-~ Zxamining the figures for deliveries and exporis {by value), we find that a very
large proyortion of the industry's oulput was for export.

The first big upturn in deliveries and exports came in 1962, when deliveries guad-
rupled and exports increased by six times (still in terms of value), to reach a peak in
1964 with exports at 3,238.8 million and deliveries at 6,864 million).

(v) Technology
Various new technigues were developed as a result of the F.104 G programme.

As regards Faireys, the investment in men, machines and special equipment for the
production of the F.104 G enabled the company to undertake highly-specialised work in a
wide variety of fields including in particular:

~ Sheetv metal work and welding, in light alloys, stainless steels and titanium;
~ Glass fibre parts, and rigid foams;
- Wiring looms and precision tooling.

It had the further effect of inducing the company to modernise their laboratories
(chemical, mechanical, electrical and pneumatic).

SABCA gained experience from the F.104 G programme in the foliowing fields:

(1) In the production departments

~ Production of hydraulic servo-controls, requiring the technicel know-how to pro-
duce mechanical components with tolerances as close as 0.0001 mm;

~ Hydraulic forming of aluminium into shell-nose shapes;

- Heat treatment of special steels, special surface treatments (hard anodising), etc.

15
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(2) In quality cortrol

Experience here has been very ccnsiderably increased in the fields of metrology,
surface finish inspection, and detection of geometrical errors, using precision measuring
instruments and X-ray equipxent.

(3) In the elecironics field

This programme brought SABCA in touck with the lateat techniques in electronics,
especially with regerd to navigationel; fire control 2nd teleccmmunications systems, and
this has prompted the company to open specially equipped departments mainly designed for
inspzction and testing.

~ With regard to engines, the order enabled F.N. to strengthen its industrial and

human potential; new techniques that had to be employed covered tooling for the
production of compressor and gas turbine tlading, a precision forge for the pro-
duction of compressor and gas turbine blades which is the most powerful cf its

type in Western Europe, and new test facilities for jet engines with high power

ratings.

D. EMPLOYMENT
The trend of employment in the aircraft industry has been as follows:

1959 2,730 workers 1962 2,933 workers
1960 2,684 workers 1963 5,141 workers
1961 1,928 workers 1964 6,140 workers

1965 4,060 workers

The effects of the F.104 G order begen to be felt in 1962 {+ 1,000 workpeople), when
the work began to get properly under way. The period of full employment was 1963
(+ 2,208 workpeople) and 1964 (+ 2,000 workpeople), bringing the total to 6,140. The
decrease of 2,000 in 1965 shows the order coming to an end.

II. MANPOWER PROBLEMS ARISING WHEN A LARGE ORDER WAS PLACED WITH THE BELGIAN ATRCRAFT
INDUSTRY IN 1960

A. SIZE OF THE ORDER
At the plenary meeting of the Conseil professionel du métal (Metal Trades Council) (1)

on the 20th June, 1960, the Minister of Deferse and the Minister for Economic Affairs
spoke about the F.104 G order in answer to a request from the trade unions.

The Minister for National Defence stated that the F.104 G meant that Belgium would
be associated with a large-scale manufacturing programme which was exvected to come to
around 800 aircraft. The orders would come to more than 21 thousand million Belgium

francs.

The indirect advantages of this order were also very considerable and, above all,
confidential American know-how in the fields of jet engines, electronics and aeronautics
in general would become accessible to Belgian industry.

The head of the privute office of the Minister for Economic Affairs said that the
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(1) A joint consultative body whese function is to examine economic problems arising with-
in the metal and metazlworking industries and to submit an opinion to the Conseil
Central de 1'Economie (Central Economic Council), to the ministers concerned or to

Parliament.
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decision to chocse the P.104 G brought Belgien industry into an integrated production
project to meet orders from Beigiumr and the Netherlands for 100 aircraft each, ard one
from the Germans for 574 aircraft. He added that the total contract would be split up
according to the manufacturing potential of each country, and not on any pro rata basis
according to the quentities ordered. This meant that Germany would receive orders to a
value of arcund 32 thousan¢ million Belgian francs out of a grand total of between 70 and
72 thousand million while the Belgian and Dutch share would be 21.7 and i7.5 thousand
million Belgian francs respectively.

The Belgian share could be suitably split up among the principal sectors involved;
orders worth 5.7 thousand million would be placed for airframes, 8.6 thousand million for
engines, and 7.4 thousand million for electronic and ground equipment.

B. THE APPRECTABLE INCREASE IN MANPOWER REQUIREMENTS

The order placed in Belgium for approximately one hundred F.104 G aircraft caused an
appreciable increase in the manpower employed in the industry.

Faireys, for example, almost doubled their work force, from 740 to 1,300; the numbers
esmployed at SABCA - Haren rose from 1,600 to 2,250 and there was a much smaller increase
at SABCA - Gosselies, from 564 to 780.

In ell, the three principal companies in the Belgian aircraft industry increased
their work force by some 1,430, and to this figure must be added some 500 taken on by firms
which worked on the F.104 G programme without themselves beirg aircraft companies as such.

C.  TRAINING

A perceniage of those taker on were already trained, generally through having worked
in this industry before.

Training was largely in the hands of firms rather than trade training centres.

The firms took on men and themselves provided the training, either by putting them
straight on o the machine under an experienced worker - which was the usual method - or
by arranging additional training which usually lasted a few hours a day.

D. PART PLAYED BY THE UNIONS

(a) At national level

Workers' representatives on the Metal Trades Council considered that in view of the
large sums of money involved the trade unions should be associated with the financial
control on the execution of the orders. Such control could be exercised through a joint
committee set up within the Metal Trades Council. Another task for this committee would
be to study the indirect effects of the order.

The Unions felt that the Metal Trades Council should deal with two aspects:

(a) financial control; and

(b) co-ordination from the training standpoint.

Unfortunately these suggestions from the unions did not receive full consideration.

(b) At company level

The shop stewards‘’committees and works councils hed a voice in the selection of
trainirg methods. Thé trainees had to learn how to operate new machines rather than be

17




¥ b
o -
Y Rl
b
[}

|

1
oo
C

,
. RT
W e - S b e,
T T
nmmmaadmwﬁmMﬁNMum” .

3

taught new skills. Most of those concerned were turners or milling machine operators and
80 on with previous experience in their trade but not used to werking or the complex and
specialised machine tools found in an aircraft factory.

The shop stewards'committees and works councils play an important role where the
3ecurity of employment-is conc2rned and, as we shall see later, they intervened with some
success in the matter of redundancy and compensation.

[P

III. THE END OF THE ORDER AND ITS EFFECTS ON THE NUMBERS EMPLOYED

The end of the P.104 G order brought an upheaval in the employment figures. To
jllustrate this, let us compare the figures before, during and after the F.104 G order.

e RN RTINS ) P

iy SRR T AT
W N ————— 1 b W ;I gy

. FAIREYS Before During After
;l Workpeople 531 926 598
| Office staff etc. 208 374 312
’ Total 739 1,300 910

|} SABCA-GOSSELIES

41 Workpeople 360 490 225
: Office staff etc. 204 290 210
Total 564 780 435

i P‘ SABCA-HAREN

1k Workpeople plus

1k office staff etc. 1,€00 2,250 1,550

Grand total 2,903 4,330 (1) 2,895

Por the F.104 G order, the three companies took on an additional 1,427 persons and,
when the order was completed, 1,435 persons left. These figures are interesting in that
they show that the additional workers engaged for the F.104 G contract were released once

1E) 1 the work was completed.
!
i

Let us consider how this reduction was effected.

A. REDUCTION JIN NUMBER EMPLOYED

(a) Voluntary departures

1 These were relatively few in number, being people who knew that they were redundant
21K and had already found another job:

At Faireys: Out of the 328 redundancies, eight left of their own accord.

RO

ARk SRk e
TIMRN I RTIIN w  pi, He se

At SABCA (Gosselies): Out of 215 redundancies, 50 left of their own accord, and of
the 700 redundant in the Haren division 35 left voluntarily.

(b) Numbers discharged

These were relatively high, being equivalent to the number of extra people taken on

for the order:

3 (1) Workers employed at the FP.N. engines department must be added to this total which then
4 comes to 5,141 for 1963 and 6,140 for 1964.

18
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At Paireys, 328 workpeople and 62 office staff etc. were discharged.

At SABCA -~ Gosselies, 215 workpeople and 80 office staff etc. were discharged; it
should be noted that at this faciory a2 number of men were subsequently transferred to
other firms instead of being discharged.

At SABCA-Haren, 700 workpeople and oifice staff etvc. were discharged.

(c) Transfer of workers to an aircrafi company in another country

To our knowledge, the Gosselies division of SABCA was the only factory which arrang-
ed transfers; 22 went to military stations in the area, and 20 to Fokkers in the Nether-
lands.

B. REDEPLOYMENT OF WORKERS

A number of those who were kept on were transferred to other divisions of their
company; some went back to their original department and others to an expanding department.
No one was to our knowledge sent to another factory within the seme firm but at a
different location.

The management and the personnel department of SABCA - Haren made numerous approaches,
often with success, to the Ministry of Employment and Lebour and to the National Employ-
ment Office.

C. ATTITUDE AND PART PLAYED BY THE UNIONS

At the industry level, thke F.G.T.B. and C.S.C. delegates from the companies affected
by the order coming to an end held a number of meetings, which enabled the workers to
present a common front when the time came for decisive negotiations.

The C.M.B. and C.C.M.B., too, called meetings of their delegates in order to gather
information and so be in a position to make effective approaches to the appropriate
authorities (i.e. to the Ministers for Economic Affairs, National Defence, and Employment
and Labour).

Finally, workers', employers' and government representatives came together on the
FHetals Trade Council and jointly éonsidered the situation in the aircraft industry.

However, it was at the level of the firm that the unions were most active.

They had, of course, to accept the economic and technological reagong iinderlying the
redundancies but they took vigorous action to soften the effects.

The results achieved for the redundant personnel varied from one company to another.

FAIREYS

Workpeople: With less than 2 years in the firm: 14 days' notice without working
With 2 but less than 3 years in the
firm as above + 63 hours' wages
With 3 but less than 4% " "o
firm as above + 126 hours' wages
With 44 but less than 6 " " "
firm as above + 189 hours' wages
With 6 but less than 10 " " "
firm as above + 270 hours' wages
With 10 but less than 20 " " % 28 days' notice without working

+ 40% hours' wages

With 20 years and more 56 days' notice without working

+ 405 hours®' wages

19




e, L

[P

PR TR Sy ey

JELs Ny Pt s g4 TOE e 0 !
h > AR Sl s R Y4 AT b b S R AR R S vl Vil th Iy R - e, k- I
b Ay CArREtAN A 4 W TR > oo B e il ™)
T Sammanetaraa g W SRS s g, R, (I S oz — pips S Taa e

STTOT—

an

Office staff etc. : Notice as prescribed by law.

SABCA - Gosselies
Workpeople: 750 Belgian francs per year of service, plus end-of-year bonus.
Office staff etc.: Notice as prescribed by law.

SABCA - Haren
Workpeople:

Length of service Heads of households Unmarried

unmarried over 21 under 21
1 year 750 B.F. 600 B.P.
2 years 1,500 B.F. 1,200 B.P.
3" 2,250 B.F. 1,800 B.F.
4 3,000 B.F. 2,400 B.F.
> " 3,759 B.F. 3,000 B.F.
6 " 4,500 B.F. 3,600 B.PF.
1 5,250 B.P. 4,200 B.P.
8 6,00C B.F. 4,800 B.PF.
g " . 6,750 B.F. 5,400 B.F.
10 = 7,500 B.F. 6,000 B.F.

The above allowances were paid as follows:

One third with final wege packet

One third at the end of the rirst month following final wage packet

One third at the end of the second month following final wage packet

The allowances were siopped if and when the individuel returned to work at SABCA, but
he retained any allowance already paid to him.

In the event of a worker returning to SABCA after being paid the full allowance, his
previous employment in the firm would no longer court for length-of-service purposes.

In the event of a worker returning before the two months had expired and having
consequently received only a percentage of the full allowance, only the corresponding
percentage of his previous employment would be disallowed for length-of-service purposes.

The economic and social atmosphere in the firm was such that some men left before
receiving their notice; they then received their end-of-year bonus even though not entitled

to it under the agreement.

Office staff etc.: Notice as prescribed by law.

But during the period of notice the firm made up the salary of ataff

who found other employment.
(e.g. if an employee who was entitled to six months' notice and had

been earning B.F. 12,000 per month at SABCA, found a position at
B.F. 10,000 per month SABCA would pay him a monthly allowance of
B.F. 2,000 for six months).

F.N. - LIEGE

Workpeople:
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Length of Service Heads of households Unmarried

unmarried over 21 under 21
1 year 1,000 B.F. 750 B.F.
2 years 2,000 B.F. 1,500 B.F.
3 " 3,000 B.F. 2,500 B.F.
4 " 4,000 B.F. 3,000 B.F.
5 " 5,000 B.F. 3,750 B.F.
6 " 6,000 B.F. 4,500 B.F.
T " 7,000 B.F. 5,250 B.F.
g n 8,000 B.F. 6,000 B.F.
g " 9,000 B.F. 6,750 B.F.
i0 *» 10,000 B.F. 7,500 B.F.

20 per cent was paid on leaving, and 20 per cent per month over four months.

IV. HOW TO ACHIEVE GREATER STABILITY AS REGARDS LEVEL OF ACTIVITY AND EMPLOYMENT IN THE
ATRCRAFT INDUSTRY
The Belgian aircraft industry has not yet succeeded in achieving a sufficiently
stable level of activity. It still experiences periods of very intense activity alter-
nating with serious recessions involving large-scale redundancy.

The only way of mitigating the undesirable consequences of this situation is to
decide upon a number of measures to be put into effect by both the industry itself and the
government departments concerned.

In the present cirrumstances the only possible course is to aim at some Gegree of
diversification. Insofar as the government is concerned, it should firstly take steps
designed to encourage expansion in the aircraft field and to regulate such activity
possibly by switching crders or parts of orders at international level; and secondly it
should lend its support to the industry's own efforts aiming at the diversification of

production.

A. ACTION AT THE LEVEL OF THE FIRM

(a) The aircraft companies should continue to develop the relationships established
with foreign companies at the time of building military aircraft. Such contacts are
fundamental to the Belgian industry's reputation abroad, and often make it easier to

obtain further orders.

(b) Companies should persevere with their efforts in the civil aviation field as
well as in regard to military aireraft, with the object of participating in international
projects. Participation in such projects generally proves well worth while in that it
automatically ensures a share in the orders that follow.

(¢) Thought should be given to greater co-operation between aircraft ccmpanies at
European level. Such co-operation, which would in effect result in an industry capable
of meeting Europe's requirements in the way of aircraft, should include agreements between
the various countries designed to regulate the level of activity in the respective
national industries (e.g. by occasionally switching orders or parts of orders from one
country to another according to the work load at the companies concarned).

(d) Pactories should diversify to 2 greater or lesser extent. They possess £n
invaluable asset in that their employees constitute a highly-skilled work force which

21
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could be used in other fields.

B. ACTION BY GOVERNMENT DEPARTMENTS

(a) It is imperative that government departments and in particular the Ministry of
Defence should draw up a medium and long-term order programme, with requirements suitably
snread over a period of time.

There can be no doubt that sufficiently detailed five and ten year programmes would
allow the peaks and troughc ir the activity of the aircraft industry to some extent to
be levelled out.

¥oreover, a programme of this kind is essentiai if really effective co-operation is
to be instituted and maintained between aircraft constructors in the different countries
of Europe, and it would enable the industry to equip itself and re-organize in anticipat-
ion of the orders to come.

A1l too frequer:tly, orders are placed with the Belgian aircraft industry in a
sporadi¢ manner and at the elzventn hour, and they take into account only the budgetary
considerations applying at the time. A little flexibility and foresight would go far
to cut down the redundancies that are an ugly feature of this industry.

(») By adopting a suitable method of financing, the Ministry of Defence could
perhaps arrange for work under its purchasing prograumes to start earlier and to be spread
out over a longer period. A system of this kind, which would make no difference to the
overall expenditure but merely implies a different timetable of payments, would nct only
help to overcowe the difficulties currently facing the aircraft industry but would also
even out the cyclical nature of its activity.

(c) All repair and meintenance work on military aircr:ft should be placed in the
hands of the Belgian aircraft industry.

(d) The government should maintain its policy of requiring compernsation in hours of
work for Belgian factories whenever a defence order is placed abroad, as has been the
practice for some years.

(e) ZIastly, subtstantial government aid should be available to firms in the process

of turning over to other products (which saves a great many redundancies). And the
government should also promote aerospace research by the aireraft industry.
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FRANCE

Programmes for the Tonversion of Facilities to new needs for

Retraining and for Ralocation of Empioyees,

by F. Boutaud,
Metalworkers Federation,
(CGT Force Ouvriére).

The time alloited for this study was too short for us to make as thorough an investi-
gation as we would have liked. In particular, we were unable to obtain detailed infor-
mation on the electrcnics industry working for the aircraft industry or comprekensive
statistics concerning the reconversion schemes implemented in the last few years.

We ccnsider, moreover, that the subject as defined in the title Yreconversion pro-
grammes and retraining and relocation programmes"” is not exactly applicable to the situ-~
ation in France, where the schemes of which we are aware were the result of individual

decisions rather than in pursuance of an overall plan.

There is no doubt that this absence of a planned programme would lead to a deterior-
ation in industrizl relations if there were to be a serious crisis in the French aero-
nautics industry. The reconversion and vocational resettlement of highly specialised
workers with widely differing qualifications calls “or arrangements which cannot be
improvised but require thorough and careful consideration.

We are grateful for this opportunity to give expression to our ideas in this context,
to learn about ihe experience of the workers in neighbouring countries, and to compare
notes.

In the following pages, we attempt to describe the difficulties encountered in connec-
4tion with reconversion schemes, together with the legislative provisions in force and
their faults and d2ficiencies. Pinally, we offer a tentative definition of the appro-
priate guide-lines for further research aimed at discovering acceptable solutions in crit-
jcal situations. Tais conclusion is in fact a research programme which we consider it
essential to implement while the situation remains relatively calm, with a view to facili-
tating reconversion schemes as they become necessary later on.

The repcrt is supplemented by a description of a few reconversion and relocation
schemes by N. LAROUSSINIE
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BASIC DATA ON THE FRENCH AIRCRAPT INBDUSTRY

I - NUMBER OF WORKERS BY BRANCHES

Over the last few years, the French aircraft industry has been steadily expanding with
a corresponding growth in the number of workers it employs, as shown in the following

table:
1961 1962 1963 1964
Potal labour force at end of year:
Airframes......................... 49,000 49’750 51’680 53’785
Aero engi.nes...................... 16’650 17’750 18’825 18’835
Accessories....................... 20,200 20,800 200750 21!425
Totalooooooooooooooooo 85,850 88,300 91,255 94’045

In addition to the above, there are 337,000 workers in the electronics industry
engaged on work for the aircraft industry who represent less than 3 per cent of the total
labour force in the electrical industries.

The relative size of the aircraft industry is indicated by the fact that the total
labour force employed on aircraft comstruction is about 100,000, out of roughly 1,000,000
wage-earners employed in French industry as a whole as at 1lst January, 1964.

This shows the relative smallness of the French aircraft industry, from the point of
view of the number of workers it employs, and the relative stability of its labour force.
At the same time, this overall view tends %o conceal some quite widely differing internal
situations, and it would be unwise to conclude tkhat growth in the industry has been along
harmonious iines and will proceed unhindered.

While the introduction of new techniques has already led to large-scale vocational
reconversion within individual firms, fluctuations in the economic situations are being
anxiously watched - particularly as they might affect firms which represent ‘the main act-
ivity in some regions. It is therefore appropriate to consider not only the data relat-
ing to the country as a whole, but also the distribution of the labour force by regions

and grades.
II - REGIONAL BREAKDOWN OF WAGE-EARNERS IN THE ATIRCRAFT INDUSTRY

In 1960, the distribution of engineers and supervisory grades, between PARIS and the

PROVINCES, was as follows:
AIRFRAMES MANUFACTURING
PARIS, 2,370

PHOVINCES, 1,316

AERO-ENGINES
PARIS, 1,149

PROVINCES, 118.
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If these figures are related to those for monthly and hourly-paid workers, it is seen

that the Paris area comprised:

-~ 64 per cent of the supervisory grades in the airframes branch,

- 90 per cent of the supervisory grades in the aero-engines branch, corresponding tc

71 per cent of the %oizl for supervisory grades,
- 53 per ceat of salaried workers (other than supervisors)

— 37 per cent of the hourly-paid workers.

In other words, technical and supervisory staffs are proportionally mos% highly con-

centrated in the Paris area.

The following table shows, by regions,-the total numver of wage-earmers employed in

the Prench aircraft industry:

BREAKDOWN BY REGIONS OF THE AIRCRAFT INDUSTRY LABOUR PORCE (including maintenance workers)

1. North
2. Picardy
3. Paris area
4. Midlands
5. Upper Normandy
6. Lower Normandy
7. Brittany
8. Loire district
9. Poitou-Charente
10. Limousin
11. Aquitaine
12. South-Pyrenees
13. Champagne
14. Lorraine
15. Alsace
16. Franche Comté
i7. Burgundy
18. Auvergne
19. Rndne-Alps
20. Landuedoc
21. Provence-Cdte d'Azur

TOTAI‘...................

PERSONS EMPLOCYED

No. %
5 0.005
1,456 1.515
53,649 55.8106
5,139 5.346
504 0.524

51 0.053
5,124 5.330
1,687 1.755
165 0.172
7,943 8.263
12,343 12.632
407 0.423
99 0.103

10 0.010

90 0.034
176 0.183
1,275 1.326
49 0.051
6,150 6.398
—96,12 3 100.000
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IIT — TRZND IN THE COMPOSITION OF THE LABOUR FORCE

The slow increase in the number of workers employed has been accompanied by complex
structural changes. This resulis from the increase in the staffs of design and research
offices and the changes in manufacturing processes and types of production. The net
result is a decrease in the number of hourly-paid =orkers, at the rate of 2 or 3 per cent
per annum, and an increase in the numter of technicians and engineers. In the manual
workers category, skilled tradesmen accounted for 85 per cent of the total in 1953, as
compared with 76 per cent in 1957.

These changes represent both outside personnel movements and, to a large extent,
internal promotions or occupational transfers withecut regrading. These transfers and ad-
Justments required the introduction of special training facilities adapted to their
specific aims and using the means available.

In illustration of this, the following table lists the retraining courses sponsored
by SUD AVIATION for its workers in the last seven years:

INITIAL TRADE NEW TRADE YEAR NO. SCHOOL CR TYPE OF COURSE
Joiner Fitter 1957 14 C.E.T. Levallois
Joiner Fitter 1960 16 C.E.T Ilevallois
Miscellaneous worker Draughtsman 1961 312 In-factory
Miscellaneous worker Draughtsman 1961 11 In-factory
Fitter Turner & Miller 1961 7 L.T. Puteaux

iscellaneous worker Draughtsman 1951 12 In-factory
Miscellaneous worker Draughtsman 1962 12 In-factory
iscellaneous worker Test worker 1962 11 L.T. Ville 1'Avray
Fitter Turner & Miller 1962 10 In-factory
iscellaneous worker Draughtsman 1962 15 In-factory
Joiner Fitter 1962 14 C.E.T. Levallois
fiscellaneous worker Test worker 1963 12 L.T.A. Ville d'Avray

C.E.T. = Colld¥ge d'Enseignement Technigue (Technical Secondary Schocl)
L.T. = Lycée Technique (Technical High School).

Generally speaking, there are three kinds of method employed with a view to occupa-
tional adjustments made necessary by technical change, i.e.:

- in-factory training;

- training in a Colldge d'Enseignement Technique; leading to the award of a certif-
icate of aptitude;

- training in a Lycée Technique, leading to the award of a technical diploma.

It should also be noted that, simultaneously with these training facilities organised
by the firms, many workers and technicians anxious to obtain promotion attend courses of
instruction in their spare time.

MEASURES INTRODUCED TO FACILITATE OCCUPATIONAL ADJUSTMENTS AND TRANSFERS

The means which have been employed in recent years have made it possible to meet new
technological requirements by adjusting the qualifications of existing workers in a satis-
factory manner and at the same time avoiding the need for dismissals. At the same time,
however, we should not forget that, during the period considered, overall employment in
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the aircraft industry has increased as the result of a significant rise in the sector's
level of activity. This has been & particularly favourable factcr in connection with
occupational adjustment, but it would te dangerously unwise to believe that the future will
be one of permanent and regular growth. Bven if the level oi activity remained stable,
tr = level of eaployment would gradually decline. In such circumstances some factories
wculd have to effect very large personnel cuts, whereas others would be less seriously hit.

COnsequently; stagnation of activity -~ and, a fortiori, a recession - would disturb
the balance of employment, with particularly bad conseguences for certain factories and
far-reaching effects on the economies of the towmns where these are located. The means
which have thus far bzen employed for retraining on the spot or organising the unavoidable
geograpnical transfers, would in such circumstances be most inadegquate.

It would no longer be enough merely to provide assistance for a limited number of
voluntary transfers undertaken by technicians: provision would have t¢ be made for mass
transfers affecting all categories of workers. <The problem would no ionger be expressed
in terms of a few dozen or a few score adjusiments to be made within a firm, out in terms
of finding new employment for several hundreds or even thousands of wage-earners of all
kinds. Training, transfers and creation of new jobs are the three instruments at present
being employed in a number cof regions where soxe firms have been affected by recessions
whose effect multiplies that of tecknolcgical advance. Would this approach be a suitable
one in the case of a crisis in the aircraft industry? To what exient would it provide a
solution? These are the questions to which we must endeavour to find an answer.

(a) Measures designed to assist occupational adjustment (The Act dated 18th December, 1963

These measures comprise the following:

— the possibility of setting up, or helping to set up, "with the assistance and under
the control of the Ministry of Labour, temporary training establishments either within the
firms concerned or elsewhere".

"This assistance may also be afforded in connection with the organisation of intro-
ductory or adjustment courses desigaed to fit redundant workers for jobs which do not re-
quire a complete Adult Vocational Training Course".

- occupational reconversion allowances, which may be granted to wage-earners who are
out of work and who are registered with an Employment Exchange, or to workers whose employ-
ment contract has not been formally rescinded but who are affected by a mass dismissal pro-
gramme which has been duly notified to the Ministry of Labour.

These measures are applicable for the duration of the training period, which is not
usually more than three months, and are restricted to training given for a2 trade or quali-
fication corresponding to paid employment in industry or commerce in an occupation where
there is a recognised shortage of manpower. The list of such occupations, as drawn up
by the Ministry of Labour, is composed almost exclusively of manual jobs, except for a few
white-cellar jobs, building and public works clerks, and Physics and Chemistry technicians.

(b) Measures designed to assist relocation of workers

The statutory texts setting up the National Employment Fund also make provision for
unemployed workers who leave a recognised unemployment area to move to a region where there
is a manpower shortage, to be awarded relocation grants, travelling allowances for them-

selves and their families, and the repayment of removal expenses.
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(c) Measures to provide compensetion for loss of earnings on down-grading

The Ministry of Labour is empowered to enter into agreements with professional or
Union organisations, or with indivicéual firms, providing, inter alia, for workers who are
affected by mass dismissals and are unable to be admitted to a retraining course to be
granted a degressive temporary allowance enabling them to await 2 more favourabple grading
without hardship. In practice, this allowance represents a guarantee that the total
resources of those affected ¥ 11 be equal to 20 per cent of their former earnings during
the first six months following their down-grading and to 75 per cent during the next six
months.

(d) Measures designed to facilitate anticipated retirement

The agreements which the Ministry of Labour is empowered to conclude may provide for
2 special allowance for workers over 60 years cf age who have been affected by mass dis-
missals and have not been found new jobs. This allowance is paid to them until they be-
come entitled to normal retirement benefit.

(e) Measures intended to encourage the creation of new jobs

Low-interest loans and subsidies may be granted to employers who undertake capital
investment expenditure likely to provide new jobs in areas where the employment possibil-
ities are limited. The amount of such loans and subsidies is related to the amount of
capital investment undertaken and to the number of new jobs created.

To determine whether these various measures would be effective in the case of a grave
crisis affecting the aircraft indusiry, their incidence on the different occupational
groups should be considered.

The most important provisions are those designed to encourage the creation of new jobs.
They would probably turn out to be rather disappointing in view of the high degree of
specialisation of workers in the aircyaft industry. Employers who agree to transfer their
activities, or to extend them, in a new area, expect to receive financial incentives and
to find personnel willing tc work for low wages. As a general rule, they employ a very
nigh proportion of semi-skilled workers, only very few highly-skilled workers, and vir-
tually no technicians or engineers. Moreover, we learn from past experience that many of
the jobs created with the aid of public funds are later abolished as a result of the eco-
nomic and financial difficulties encountered by the firms concerned. Consequently, the
measures which have been introduced with a view to the creation of new vacancies cannot be
considered as satisfactory: They appeal to the employers' desire to take the best advan-
tage of the unsettled employment situation, without at the same time compelling them to
provide, in permanent fashion, work corresponding to the qualifications of all the workers

relocated in their factories.

The provisions relating to occupational reconversion apply only to the occupations
laid down by the Ministry of Labour. It seems unlikely that the workers in the aircraft
industry will follow such courses to any great extent. The least skilled workers in the
industry are the only ones who could expect to obtain employment after these courses at the

same earnings level as previously.

It might be said that agreements signed with the Ministry of Labour would enable down-
graded workers to maintain their earnings at an acceptable level (90 per cent of previous
earnings) during the first six months after their transfer, but they would subsequently
have to bear the full brunt of Gheir down-grading. Anticipated retirement provisions

20




L B

A AL ER oy
T oy AR
~ By Uy N

B R P ——

PRI

[ S

would apply to only a small proportion of those concerned, and the selection operated by
reference to age might well fail to be consonant with the requirements of technical pro-
gress. It should not be forgotten that the Prench aircraft industry has developed only
recently, so that most of the workers it emplcys are in the younger age groups.

It can thus be said that the measures to counter fluctuations in employment would be
ineffective i. the aircrafv industry were to enter a period of severe crisis. The high
degree of specialisation in the industry, together with its geographiczl location, are
important factors which would make it particularly difficult to find adequate solutions to
this type of problem.

The position is not as difficult when we consider the electronics sector :orking for
the aircraft industry. These special activities are carried out by firms with a wide
range of production, so that there is every sign that the personnel involved would be able
to adapt to new production lines without too much difficulty. The aircraft industry is a
priority customer for the electronics industry, with which it places substantial orders,
but if this outlet were to be lost other items of production could well afford part com-
pensation for this.

The position is not the same where the aircraft industry proper is concerned, ana the
attempts made in some factories to introduce alternative production lines have not met with
the success which was hoped. Consequently, other solutions must be found in order to
avoid, or at least mitigate the effect of economic and technological trends.

LINES OF INVESTIGATION

The fact that we were able to obtain only vague information about the employment trend
in the aircraft industry illustrates the inadequacy of the factual records available. As
things stand, it would be impossible to draw up a reconversion programme capable of general
application in all the cases where serious difficulties arose offecting either the industry

as a whole or some part of it which was of vital interest %o a particular region.

It is essential to carry out a listing and a description of all the major cccupations
and to discover the alternative employment which could be considered for each one of them
if the industry were hit by an economic crisis. Once this has been done, it will be
possible to make appropriate arrangements for additional training and to 1list the types of
work which could be carrigd ouf by workgrgyat present in the aircraft industry.

Another survey, this -time of personal and family situations, would then make it poss-
ible to assess more accurately the limits to a policy of cutting down on personnel by geo-
graphical transfers and anticigated retirement schemes. It should be relatively easy to
collect this kind of information and to pass it on to the appropriate bodies.

~ BY LEVELLING-CUT THE FLUCTUATIONS IN ACTIVITY

It would be possible to reduce the variations in the volume of activity by placing
with the aircraft factories orders for which their plant and personnel are particularly
suited. We are thinking on the lines of providing services to other firms rather than of
a permanent reconversion to the manufacture of products for direct consumption. This
appears to be a valid solution in the case of certain machining jobs, and could be based on
the experience already acquired under the contracting-out grants scheme: contracts awarded
under this system should include clauses which prevent sub-contractors from paying abnor-
mally low salaries and compelling them to comply with statutory and administrative provi-
ions relating to the type of work involved.

29

e ey sty




11
5 3
B4
g
iy
1.
i
:
:

A I

¥ dumsatorr I ot i A

[——

b,

A survey should be made of the areas in which The piant and personnel in ¢he
aireraft industry eould assist with the work being cone by othner firms in differentc
iines of activity, and conversely, of the firms which could cover operations if the
volume of orders exceeded the fixed capacity of the airerafi industry itself. Studies
of this kind are of the utmost importance for the highly specialised sectors of the
industry, such as the design and research offices, or the airframe and aero-engine
workshops. ‘The results of these investigations mignht not be fully satisfactory for all
the sectors concerned. but they ought nevertheless to reveal some of the¢ means DYy which
variations in the level of activiiy can to some extent, be ironed-out, thus reducing the
danger of large-scale fluctuations in the level of employment which is a perranent threat
to workers in the aireraft industry.

— BY AVOIDING REGIONAL SPECIALISATION

The crises consequent on reduced employment possibilities are exceptionally ‘serious
when they affect a niass of workers representing a2 large proportion of the population of the
area and when there are no opportunities for a2lternative employment in the area. Because
of this, those regions and districts whose economic life is dominated by a single indusiry
are in a much more exposed position than those where the industrial patitern is more diver-
sified. For instance, the crises hitting the textile industry, ship-building and coal-
mining have been severely felt by certain towns and have resulted in social unrest. The
experience of the last few years in this respect teaches us that an economic ecrisis aris-
ing out of depressed conditions in one indusiry can be much more easily counteracted when
there are factories in the area belonging to other industries. It is less costly to de—
velop the activities of an existing factory than to build an entirely new one, and an
extensicn of production offers greater security to the workers concerned. Moreover, the
workers themselves are more willing to accept new jobs in a firm with whose activities they
are familiar than in a noew undertaking where the security of employment may be doubtful.

These observations suggest a number of recommendations which should be examined and
implemented without delay. In each region where the aircraft industry represents a major
branch of activity, other types of production should be encouraged. For example, the
creation or extension of other activities could be encouraged by granting assistance simi-
lar to that provided for reconversion operations. This kind of arrangement is consonant
with the overall poiicy of regional community development, but we would like to stress the
priority claims of those regions whose economic life depends mainly on a single industry
which is itself highly sensitive to economic phenomena of a hardly foreseeable nature,
and in partiocular the regions whose economic mainstay is the aircraft industry. By
this means, it could be hoped to create the conditions for the necessary degree of
occupational mobility without requiring the workers to subscribe to unacceptable material

or moral sacrifices.
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Experience with Manpower Programmes

by G. Laroussinie (GIERP)(1)
in collaboration with C.F.T.D
officials in the SNECMA and
SUD~AVIATION Companies

I. RELOCATICN OF WORKERS - A Case History

A brief investigation in our Works Sections revealed the extent of relocation oper-
ations in the Aircraft Industry (see Annex 3).

As we were asked to give only a short report we have decided to describe how only one
of these operations was carried out. It was one in which the Unions played an active part
which is sufficiently recent to be an example of the present position.

1. THE iRl CONCERNEYD: THE SHECHA COMPANY (Société Nationale d'Etudes et de
Construction de Moteurs)

This firm, which was nationalised in 1945, currently employs 12,700 workers, i.e.
13.5 per cent of the total labour force in the Aircraft Industry and 67.3 per cent of that
employed or. the design and construction of aero-engines.

The expansion of the Company's industrial potential was governed by the official
regional development policy. It took the form both of decentralisation and of a concen-
tration of the installations in the Paris area.

The main relocation operations affecting the personnel

These ‘sarious decentralisation and concentration moves have caused in the past, «id
are due to cause in the future, numerous transfers of personnel, i.e.:

Number of workers

affected
Kellermann (Seine) - Villaroche (Seine & Marne), 1946-47
Villaroche (S & M) - Kellermann (Seine), 1963
Villaroche (S & M) - Istres (Bouches du Rhdne), 1963 33
Villaroche (S & M) - Bordeaux, 1963-65 95
Kellermann (Seine) - Villaroche, 1965 450

Kellermann, Billancourt & Suresnes (Seine) -

Corbeil (Seine & Oise), 1967 Negotiations in progress.

(1) CIERP Centre Intersyndical d'Etudes et de Recherches de Productivité
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Before analysing the conditions in which the VILLAROCHE-BORDEAUX move took place, it
is appropriate to stress that the decision to relocate and the choice of the new site were
the result of GOVERNMENT pressure.

Purpose of the VILLAROCHE-BORDEAUX Operation
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To transfer the Rocket Department (space activities) from VILLAROCHE to BORDEAUX - a
distance of 600 km. The staff to be relocated consisted of 160 highly specialised tech-
nicians and supervisory grades: there was no reconversion problem, merely one of relo-

cation.

The manual and clerical workers were not moved to BORDEAUX, but were recruited
locally.

The Union Situation in 1963

Registered Votes
members recorded C.G.T. C.F.D.T. C.6.C.
Lower grades 1,100 1,020 66.08% 33.92% -
Higher grades 630 560 33.93% 45 .53% 20.53%

Phe C.G.T. was, at the outset, opposed to any personnel transfers at all (this was
+heir attitude on previous similar vceasions).

Tkt s
[ = OIS

f-

The C.F.D.T. was not opposed to the transfers in principle, provided that the
interests of the personnel were safeguarded (see letter attached).
The C.F.D.T., supported by the personnel, had to take a very firm stand in order to

prevail upon the C.G.T. to come round to the idea of negotiating the terms of transfer.
In this connection, the strong position of the C.F.D.T. in the technicians and supervisors

group should be noted ~ 45.53 per cent of the total.

e (e

Finally, both Union organisations combined in joint action throughout the period con-

cerned, including the negotiations.
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2. THE AINS OF THE TWO PARTIES T0 THE NEGOTIATIONS

The following table sets out the aims of the C.F.D.T. and the SNECMA Management

respectively.

C.P.D.T. OBJECTIVES

MANAGEMENT OBJECTIVES

FFundamental aims

1. To obtain maximum guarantees

pnd compensation for workers making
the move, for those staying behind,

d for those who wish to return,
ithout opposing the decentralisation

olicy.

To grant the minimum guarantees and
compensation compatible with the need
to relocate, the cost of the operation,
the value as & precedent (i.e. as a
reference basis for future operations)
and the risk of industrial unrest.

P. To establish the C.F.D.T. in the
[Bordeaux factory (this was achieved)

Tactical aims

3. To have the Union organizations

for an average basis of guarantees appli-
cable to all, on which individual nego-
tiations would subsequently he based.

ecognised as partaners in the negotiations

To negotiate each cace separately, with-
out any reference to the Union
organisations

in respect of the SNECMA as a whole.

%ent limited to the Bordeaux move only.

4. To obtain the signature of an agreement

(Present and future.) Refusal of an agree-

To avoid signing any agreement in
respect of future moves.

5. To start discussions at the earliest
possible moment, so as to avoid being
faced with a fait accompli in respect of:

-~ conditions of transfer to Bordeaux;

- conditions of occupational adjust-
ment at Villaroche.

To delay discussions with the Union
organisations as much as possible.

- as the management's primary aim was
the move to Bordeaux, the adjustment
procedures at Villaroche were delayed
to the maximum, with a view to
creating a climate favourable to the
+ransfer (i.e. a climate of un-
certainty as to the possibilities of
ad justment).
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’ 3. TIME-TABLE OF OPERATIONS
| Annex 2 contains a table showing the chronvlogical sequence of events.
: The time-table brings out the following factors:

(a) The C.F.D.T. stated the problem (see attached leiter) and then, together with
the C.G.T., obtained recognition by blocking the maragement’s sources of information (re-
fusal to complete the housing questionnaire sent to the personnel; eic.).

(b) The Management agreed to open discussions only four months after the conflict had
started (see C.P.D.T. letter). An attempt was made to short-circuit the Unions by making
proposals directly to the 30 workers involved, with a view to obtaining their agreement

s St o N o~
B 3 . - ha " i
—EETNY. '

on the transfer and the terms offered.

’ (c) Regular inter-union information was given to the personnel. A communiqué was
jssued after each discussion. Two gereral meetings were held before the final decisions
g‘ were taken. The peisonnel gave its full support to the Union Delegates.

(d) The first phase of the operation came to an end in Octobver 1963, when a uni-
lateral decision was taken by tne Management (refusal to sign a protocol of agreement and

offer of insufficient guarantees).

(e) At the beginning of 1965, the Management delayed or slowed down reconversion
measures in order to help the transfer scheme (creation of a climate of insecurity at
Villaroche).

(£) During the first phase of negotiation, the Union organisations focused their
attention primarily on the guarantees to be given to transferred personnel.

During the second phase, as from February 1965, they were especially concerned with

-y »“*« i

& : the following matters:

i X — the Bordeaux production schedule;

— the redeployment, at Villaroche, of those who stayed behind.
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4. SCHFDULE G CLAIXS AND GUARARTEES OBTAINED

Schedule of Clzims sutmitted on
11th September, 1963

Final position of the ¥anagement,
adopted on 15th October, 1963

I. HOUSING

(1) Accommodcticn provided from the
outset, whatever the final chcice of the
persons transferred.

Provision of rented acccmmodation,
against written guarantee that such
accommodation would ve placed at the
disposal of the Company on leaving
the area, either during or following
the readaptation period.

(2) New accommodation to be subject
to prior inspection by transferred worker
nd his wife, with weekend iiving and
travelling expenses paid at S.N.C.F. rates.

2nd Class return fare to ve paid for
workers on the transfer 1ist and thei:x
wives, journey to fake place at a
weekend.

(3) Travelling and installation ex-
[penses to be paid for whole family of
transferred workers at S.N.C.F. rates.

Pinal installation to give entitlement
to payment of travelling expenses of
vorkers and families transferred or
recruited in Paris area for employment
at Bordeaux. SNECMA to recover State
compensation payments.

(4) Removal expenses to be reimbursed
pgainst supporting bills.

Reimbursement granted;
SNEC¥A to recover State compensation
payments.

(5) Two days' paid leave for:

- removal (two days following
or preceding a2 weekend);

— settlement of any bona fide
problems, such &s sale of
accommodation in Paris area.

Two days' paid leave following or
preceding a weekend.

(6) Interest-free, long-term loans
for house building.

- Medium-term loans (five years) at

3 per cent, with ceiling of F.15,000.
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Schedulz of Claixs submitted on
11th September, 1963

Pinal position of the Management,
adopted on 16th October, 1963
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(7) Cash loans in respect of
transfer of goods and chattels.

— Short-term loans for workers owning
houses in the Paris area who wished
t0 sell out and buy new propertiy near
Bordeaux. Repayment period of six
months at 3 per cent, with ceiling of
F.30,000.

II. COMPENSATION

(1) "Neutralisation™ period of
Bix months:

— allowances not deductible from
the overall allowance and not
subject to repayment in case
of return to the Paris area;

- a special daily ailowance of:
- ?.38.40 for ™Cadre™ employves

(2) "Adaptation™ period:

~ six months at same rates as above.

(2) "Reflection" period of two months
after leaving the Paris area:

- 1st month: displacement
allowance;

— 2nd month: displacement allowance]
deductivle from the overall
allowance (see below).

(b) "Adaptation™ period of four months
as from the end of the reflection
period (at the end of this period,
the personnel concerned are con-
sidered as finally transferred).

(3) Overall Transfer Allowance
(removal of discrimination between
"cadre” and other personnel):

— lump sum compensation of.....F.4,500

- increase per child of....... F.450.

— Purpose: to facilitate the re-
settlement of personnel.

"Cadre" category

Unmarried.................. FOB’OOO
Married, no children....... F.4,500

Per dependent child........ F.450
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Schedule of Claims submitted on
11th September, 1963

#inal position of the ¥anagement
adopted on 16th Octoser, 1963

Others
Unmarried.ccceccccccccccacceas ¥.2,500
¥arried, no children ......... #.3,750
Per dependent child .......... F.430
The allewance is payavle on signature of
the rider to the service contract, i.e.
at the end of the 2rd month of the
"reflection” period.

(4) Indemnity for lack of Staf?f
ICanteen facilities

- per diem PF.5

Indemnity of F.3 per day of attendance at
work ("Cadre™ and other categories). In-
demnity to be abolished as soon as can-
teen facilities provided.

(5) Payment on account:
— tied to signature of the contract

TIT. EMOLUMENTS

(1) Emoluments to be fixed at the same
rates and subject to the same conditions as
in the Paris area.

(2) Bmolument to be indexed on the
average rates paid for each category to
SNECMA employees in the Paris area, so as
to ensure equality of treatment between
Paris and the Provinces

- Salzaries of monthly-paid employees other]
than "cadres™ - present salaries to be
continued, but subsequent increases to
be based on local (Bordeaux) rates.

- Trne value of the salary "point" fixed
at 2.92 (i.e. 4 per cent less than the
Paris rate).

Salaries of "cadre® staff:

- to be established at the same rates and
subject to the same terms as in Paris.
Application to Bordeaux of the pro-
visions of any general wage increases
granted under SNECMA bargaining agree-—
ments. ’

IV. SECURITY OF EMPLOYMENT

(1) workers refusing transfer

— re-employment within the
company, without loss of
earnings and in an equivalent
post

- workers refusing a transfer to be

- those workers who, in spite of all the

found other work within the company
as far as possible.

efforts made, cannot be given other
employment, to be awarded compen-—
sation at the normal rates.
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Schedule of Claims submitted on Pinal position of the Janagement

11th September, 1963 adopted on 16th October, 1963
(2) Workers transferred (rider ~ Workers transferred to be vffered the
to service contract) possibility of signing a rider to

their service contract, such rider to
be signed not later than at the end
of the 2nd month of the reflection

period.
+
(3) Workers refusing permanent - Period of "reflection": two months a9g
transfer after the erd of the six-month from ieaving the Paris area.
ppdaptation period: - Period of ™adaptation”: four months
- re-employment within the company as from the end of the period of re-
without loss of earnings and in fiection (personnel considered to be
eguivalent work; permaznently transferred).
- rehousing on equivalent scale to ¥Workers unable to adapt would return
former accommedation. to the Paris area at their own ex-

pense. Every effort would be made %o
find them employment in the company’s
factcries in or near Paris.

- Such workers who cannot be found new

employmeni would te entitled to com-
pensation at the normal rates.

(4) In the case of redundancy at ~ The company undertakes to pay the
SNECKA-Bordeaux, the company to undertake travelling and removal expenses, to ,
that the worker concerned will be: the Paris area, of all workers Zis- !

missed for technical or economic

- provided with other employment in
reasons before 3ist December, 19€5.

the Paris area, preferably at his

former place of work, without -~ The company will do its utmost to
loss of earnings and in an equiva- find such workers new employment
lent post; either in its own factories or with

other firms. Failing this, the wor-
kers concerned would be entitled to
compensation at normal rates.

R I N A s R St "
; Lt Lt

- brought back to the Paris area at
the firm's expense (i.e. travelling
and removal expenses paid for him-
self and family); -~ The company would be unable to ensure

R L L

-~ rehoused. rehovsing.

LV. RETURN LEAVE: at discretion of worker:

- monthly journey paid entirely by the
firm, who would also assist (to the
extent of F.100) with a second journey
each month, or

.
T AR gy ol e Wi
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Schedule of Claims submitted on
11th September, 1963

#inal position of the Nanagement
adopted on 16th October, 1963

~ paid leave and travelling
expenses on Public Holidays, for
workers and families (S.N.C.P.
rates)

VI. EDUCATIOR

~ registration in appropriate schools
easured;

~ compensation for books, etc. which
have to be replaced.

- No difficulties anticipated in this
connection.

ViI. PURTHER VGCATIONAL TRAINING

-~ further traipring course (E.N.S.A.,
C.E.S.M., etc.);

~ continuity cof C.N.A.M. courses

- continuity of "Y" (départemental)
courses, with the same prospects
for trainees.

Viil. COLLECTIVE WAGE AGREEMENT TO BE

APPLIED:

— Until the end of the adaptation
period (six months), the agree-
ments applying to the metal-
working industries in the Paris
area will be applied;

- as from the end of that period,
application of the agreements
relating to the metalworking
industries in Bordeaux and the
Gironde département.
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2nd stage of the negotiations

Claims put forwagd in Peb./March Lianagement positicn
1965

Security of employment for workers not
transferred

- -~ possibility of immediate transfer - 99 per cent of all workers
not transferred to be found

new jobs (this was later
-~ cessation of recruiting from outside. to be jeopardised)

-~ notification of vacancies

transfer delays not to ex-
ceed two months

lists of vacant jobs to be
communicated.

ersonnel transferred to Bordeaux

same as for first wave of

-~ two months® pay, instead of only one,
as compensation for transfer departures.

an increase of 10-11 per

— an increase in the lump sum com-
pensation on the same scale as cent
the displacement allowance,
i.e. 12 per cent;

- security of employment (as above) ~ gsame as for first wave of
departures
- provision of housing on departure ~ in the zbsence of adequate

housing facilities immc¢-
diately available, the firm
undertakes to pay the

{1 difference between un-

: [ controlled rents (subject to
to a ceiling) and rents in

. HIM- or LOGECO-type sub-
I sidised buildings.

- LOGECO-type accommodation to
be provided later for "cadre"

personnel.

- HIM-type accommodation to be
provided for other categories.

’ F
8
¥
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5. THE RESULT OF THE OPERATION
(2) Results of the discussions held in October 1963

LB e

o et g

The following communiqué was issued to the personnel by the two Union organisations
on 10th October, 1963:

"The results of these discussions show that:

— as concerns housing and security of employment, a positive result can be reported;

— on the other hand, as concerns guarantees in respect of the future earnings trend
and the amount of the lump sur compensation to be paid, the management has made no signi-
ficant concessicns.

This shows, once again, that discussions are not sufficient in themselves and that
they must be supported by direct action on the part of the personnel.

WE WISH TO STRESS THE FACT THAT THE CONDITIONS OFFERED ARE HOT THE RESULT OF AN
AGREEMENT BETWEEN THE MANAGEMENT AND THE UNION ORGANISATIONS. THEY STEM SOLELY FROM A
DECISION TAKEN BY THE MANAGEMENT.

From here on, each member of the personnel must accept his full personal responsi-
bility and decide what attitude he is to adopt.

The Union organisations will continue to take joint action, whenever required, to
assist the personnel in the course of the Bordeaux operation. "

(b) The status of the operation in May 1966

Roughly 60 per cent of the workers who were asked by the management to move to
Bordeaux nave agreed to do so.

Of the remaining 40 per cent, 33 per cent were found other employment inside the firm
and 7 per cent resigned immediately the operation started. i :

Only two persons applied for return to Villaroche at the end of the adaptation
period.

(b)(1) The personnel transferrsd to Bordeaux were faced with a whole series of prob-
lems, of which a number are still awaiting solution:

— the "volunteer" stztus of transferrees. The Managing Director of SNECMA had de-
clared that the transfers were to take place on a voluntary basis. In actual fact, how-
ever, the high degree of specialisation of those involved, together with the uncertainty
of reconversion to another speciality, the moral pressure exerted on workers in the course
of private interviews, and so on, considerably reduced the voluntary nature of workers'

decisions.

— creation of divisions among the personnel. The conditions under which the opera-
tion tcok place tended to divide the personnel into three distinct categories: those
1 recruited locally in Bordeaux, the first wave of arrivals from Paris and the second wave

Z{ from Paris. Hot included in any of the above categories are the workers recruited in

Paris for posting direct to Bordeaux.

% : A first factor of discrimination was the fact that workers transferred from
1i g Villaroche retained their Paris-based earnings, whereas those recruited locally were on
i

the regional scale, which is 4 per cent lower.

The individual bargaining system destined to encourage applications for posting to
Bordeaux was practised by the Management on a much larger scale in 1965 than in 1963:




this created a further distinctioi between the two transfer waves.

The consequences of this second factor appear to have been augmented by the wage- -%
freeze and the statements made by the Management, i.e. "The second transfer stage has to :
be paid for".

Yo
-
t
.

Avaiiable housing was allocated with priority being given to workers from Paris.

LAY o
———

i* j ~ the housing problem. Although, for the first wave of about 30 persons, this prob-
- lem was settled according to plan and a2s promised, the second wave was not so fortunate.
In December 1966 there will still be a shortage of 23 dwellings: the Local Authorities
appear to have failed to keep their promises in this respect.

S

tinues to pay a rent allowance equal to the difference between the standard rent adepted
and the rent actually paid. At present, the Management is attempting to withdraw from
this expensive commitment by offering a large lump-sum payment in lieu of the monthly
allowance. Furthermore, the Management's assessment of rents, issued in April 1965 (i.e.
. the unrevised figures for 1963), represents no more than half the actual figures.

1
g L £ In the absence of moderate-priced accommodation for the personnel, the Management con-
H

M

— future prospects. This is undoubtedly the problem which is causing the greatest
concern to the personnel in Bordeaux:

(a) the forecast of the growth of the Bordeaux ¢stablishment has not been met; for
1 example, a total of 1,000 workers was forecast by 1955, whereas the actual figure
f : was only 450;

B | (b) for the younger workers, prospects of promotion appear to be very limited;

(c) for all categories, the airspace industry appears to have a very uncertain future.

41 The possibilities for finding alternative empioyment in the area (which is not an
' industrialised one) if a crisis arose, are virtualiy nil. The feeling of in-

T A

security is further enhanced by one of dependence on the present employer;

(c) in some departments, those who leave are not replaced.
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— the problem of outside work for housewives. Some of the workers' wives who want to
80 out to work have great difficulty in finding a job in Bordeaux.

o e

These factors, and several others, have prevented the establishment of a climate
favourable to the success of the transfer operations.

(b)(2) Redeployment of personncl wno refused to move to Bordeaux

In spite of the Management's dilatory approach to providing alternative employment
for the workers remaining in the Paris area, which was designed to make the move to
Bordeaux more attractive, this part of the operation was on the whole carried out smoothly.

(b)(3) The C.F.D.T. attained one of its aims - that of establishing itself in the
Bordesux factory.

6. CONCLUSIONS REGARDING THE RELOCATION OPERATIONS

3
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Under this heading, we would like to draw atteniion particularly to some of the
various problems encountered by workers who move to other parts of the country.

; In a relocation operation there are two broad categories of personnel: those who stay
’ behind and those who go.

%
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A. THE PERSONNEL REMAINING BEHIND

This category includes both those workers who are not offered the possibility of

moving and those who, having applied to move, ars not accepted. It is composed of not
very highly skilled workers, in both the manual and clerical grades. The following ex-
ample relates to the transfer of SUD-AVIATION personnel from the factory at LA COURWEUVE
to that at MARIGNANE in 1961-62:

Dismissals 414
Resignations 387
Retirementg 51

Transfers to Marignane 46
Total 898

The 46 persons transferred included 12 emgineers, 5 test pilots, 4 senior technicians,
5 charge hands, 1 process chaser, 7 junior techmicians, 1 flight mechanic, 2 ground mec-
hanics and 4 fitters. The claims to be made on behalf of the personnel remaining behind
can be summed up as follows:

(1) No dismissals to take place without retraining facilities being provided for

(2)

(3)

those dismissed.

Retraining to be organised in accordance with certain principles, i.e.

former grading and earnings to be maintained during the retraining period and
guaranteed in the new occupation;

retraining to be directed. wherever possible, to trades similar to those pre-
viously exercised and to comsist of supplementary training courses held during
working hours;

subsequent resettlement to consist of new employment either in the same firm or
in another firm located in the area, so as to avoid any uprooting;

the various disadvantages (increased travel cosis, changed housing conditions,
etc.) resulting from the change to be evaluated and compensation to be granted.

When the unfortunate position arises where dismissals not accompanied by organised

resettlement arrangements are inevitable, because of the bad bargaining position

or of the economic situation, the following aims should be pursued-

period of notice to be extended, while at the same time allowing werkers who
find otner employment to leave withcut hindrance;

compensation payments for hourly-paid workers to be increased;

workers aged 60 and over to be allowed to retire with benefits corresponding to-
those to which they would normally become entitled at age 65;

dismissed workers to be given priority consideration for subsequent vacancies
arising inside the firm;

the employer to supplement the unemployment benefits paid by the State and the
ASSEDIC (this is a body managed jointly by both sides of industry - "Association
pour 1'Emploi dans 1l'Industrie et le Commerce").

B. THE PERSONNEL TRANSFERRED

The

problems arising for this category of personnel and the claims to be presented on

43




SN be Sl Aot SUR SR i)

i - A

EYTrra e

LTS

L Y

their behalf have already been described above, in the context of the Villaroche/Bordeaux
Case History. At this point, we will merely reiterate the main headings:

(1) Housing - advance inspection of accommodation, removal expenses, sale and pur-
chase of accommodation, loane, temporary housing, length of leases, etc.

(2) Earnings - maintenance of earnings levels, rate of subsequent increases, regional
weightings, locally-recruited personnel, ‘etc.

(3) Miscellaneous grants and allowances - lump payment for installation expenses, dis-
placement allowance, hotel expenses, allowance in lieu of canteen, etc.

(4) Education - registration in schools in new area, provision of school buses, com-
pensation for extra expense caused by change of schools during the school year
(e.g. different books required), etc.

(5) Security of employment - in case of redundancy, provision for re-employment, re-
housing, return to home area, removal and other expenses, etc.

(6) Purther training - provision of facilities for attending vocational training
courses (e.g. those organised by the Conservatoire National des Arts et Métiers),

continuity of in-firm training schemes, etc.

(7) Home leave - to compensate for the fact that the move increases the cost of main-
taining family ties: paid leave and travelling expenses.

(8) Collective Bargaining Agreement - which Agreement is to apply to the personnel

transferred.

(9) Personnel who apply to return home in the early months following the transfer
(e.g. six months later) - provision for a period of adaptation during which the
workers concerned are found new employment on equivalent terms in the firm and

area of origin.

(10) Provision of facilities for such vocational retraining and readaptation as may be
necessary.

II. RECONVERSION O. WORKERS: TWO CASE HISTORIES

The first part of this report was concerned with the problems which arise in con-
nection with the relocation of workers, and attention was drawn to the situation of those
workers who decline to make the move and who are sometimes compelled to retraia for al-
ternative employment either within the original firm or elsewhere in the area.

Part Two will be concerned basically with occupational adjustment made necessary by
reconversion of the factory to making new products.

From the outset, it should be recalled that reconversion of production entails
organisational changes, giving rise to two types of problem, i.e.:

(a) those involved in the internal re-allocation of tasks;

(b) those created, in some cases, by measures to reduce the payroll or introduce
shorter working hours, or both.

We have selected as examples two reconversion case histories relating to the same - ...
firm (SUD AVIATION) and to the same area (SAINT NAZAIRE): in both cases, the reconversion
was effected without any dismissals being aecessary.

1y
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1. DESCRIPTION O* THE FIRM

Société Nationale de Construction Aéronautique, Saint Nazaire works.

Products: fuselages for "Mystére 20" aircraft,
tail structures for "Caravelle™,
nose structures for ™Caravelle®, etc.

Establishment in 1961 and Union positions at the time of the change-over

Registered Votes " C.G.T. C.F.D.T. F.0.

workers recoxrded
Manual grades 2,076 1,579 52.12% 29.76% 17.73%
Others 496 387 47.02% 26.61% 26.35%

2. CASE HISTORY No. 1, INDUSTRIAL TOOIMAKING AT SUD AVIATION

In describing this case, we will first of all give a series of extracts from a paper
presented by Monsieur DESSEIGNE to the Conservatoire National des Arts et Métiers under
the title "Evolution de 1l'emploi dans 1'Industrie Aérospatiale Francaise".

The second part of the case history consists of a number of observations but forward
by the Union organisations in Saint Nazaire. ’

(1) Description of the operation (taken from the paper by Monsieur DESSEIGNE)

"The creation of an industrial tools department in the Saint Nazaire factory was one
of the first diversification measures to be decided upon by the Company in 1960, against
the background of the employment problem which could be foreseen at that time in con-
nection with the factory's activities. This particular type of activity was chosen pri-
marily because it corresponded to a demand on the national scale: the manufacture of in-
dustrial tools was very badly organised and depended on a sub-contrzcting system which in-
creased industrial manufacturing costs considerably.

The first problem to be solved by SUD-AVIATION was that of achieving s good compe-
titive position in spite of the high cost of initial capital investment, representing

"1 milliard old franes. On the other hand, a favourable factor was the versatility of

aviation workers and their familiarity with tools made of special steels.
In view of the technical unfamiliarity and difficulty of work on coachbuilding tools,
it was necessary to provide for a large-scale programme of training at all levels.

However, the work was interesting in itself and called for manual skills similar 1o
those prized in the aircraft industry together with a high level of skill so that the re-
conversion of airframe fitters to motor body fitters was a fairly easy operation.

At the present timé, out of a total of 350 toolmaking fitters, 150 are employed on
industrial tools intended primarily for the automobile industry. Their breakdown by
gradings is as follows: ’

50 P1 5C P2 50 P3
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The OP3 grades are acknowledged tuv have higher level of skill entitling them to an : :
additional grade.

The factory includes a Tool Designing Shop employing 50 draughtsmen, a number of whom : 3
are specialised in stamping tools. It can be said that this reconversion operation, al- : b2
though requiring additional facilities and heavy investment, is an interesting experiment '
likely to provide employment for skilled workers in the aircraft industry. At thc same
time, it ie hardly likely to devclop on a wider scale and it would be unwise to conclude
that the means provided will at a later stage be capable of integration into the develop-
ment af new kinde of aircraft production or, more important, that they will be %the answer ) 5
to ary wholesale reduction in the demand on the industry as a whole.” : 3
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(2) Some reactions by Union organisations

i The reconversion operation nas had a number of positive aspects:

(1) it took place gradually and there were no dismissals or down-gradings;

(2) the training for regvoAVersion was organised during normal working hours. Earnings
at tool-sharpener rates increased by an average bonus of 37 per cent were guaran-
teed throughout the length of the course (about three months) and for a further

g adaptation period of one month; |

(3) for a number of workers, the reconversion resulted in promotion and improved
] skills, with the fitters being given training as millers or turners;

(4) the Management quite often draws on this highly skilled pool of workers for pro-
IE & motion in other departments of the factory;

} (5) the creation of the new jobs led to reconversion for some of the workers from the
Saint Nazaire Foundry: e.g. pattern-makers (wood) becoming paitern-makers

o (plastics).
. The 6peration has also some undesirable consegquences, however, from both the union

; and the social points of view, i.e.:

-
2
A Ly

(a) the conditions of work are more unpleasant than in conventional aircraft fac-
tories, recause of the noise (e.g. the press), the nature of the work (e.g.
grindirg), th~ materials used (e.g. cast iron) and the supervisory staff, some of
whom were recruited in the Paris area, who are considered to be "hard drivers";
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(b) it is difficult to bring such highly skilled workers, employed in &n unpleasant
work environment with promotion on an individual basis, into the unions although
in this particular case the C.F.D.T. seems to have the best chances of attracting

.
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£
é' | the workers concerned. B

3. CASE HISTORY No. 2, MANUFACTURE OF "CARAVELAIR" TRAILER CARAVANS BY SUD-AVIATION

£y g

In the same way as above, we will first of all quote from Monsieur DESSEIGNE's paper
presenting the case and follow this by some union observations.

(1) Description of the operation {taken from Monsieur Desseigne's paper) ;

‘ possibility of manufacturing caravan trailers at the Saint Nazaire factory. The problem

b :

P *It was also in 1660, and for the same reasons, that SUD-AVIATION considered the ; 3
i A %
' i
t - 2
was to find a new production line capable of giving employment to between one and two ; 1

! hundred workers. :

- o——

16




£ It was at first intended to manufacture a metal-bodied trailer, as this was fairly
:]~! similar to aircraft consdruction techniques. However, following a survey carried out in

’ the United States, this idea was abandoned on account of the high level of investment,

: especially in tooling. It was finally decided therefore to manufacture a wooden-bodied
31 trailer: this obviously meant that the trades and skills requirad would be different. 1In
: 1961, the production chain went into service and by July 1962 1,200 trailers had been

manufactured.

2 In Pebruary 1964, the personnel working on trailer production was as follows:

50 production workers from SUD-AVIATION

142 n » » outside (1)
25 administrative and maintenance workers from SUD-AVIATION

217 workers in all.

prree sy
" b

Nost of the tradesmen are semi-skilled workers or Pl grades, with the addition of

one or two P3s.

In spite of the fact that the after-sales service system implies high standards of
quality, this type of work is far removed from that generally carried out in the aircraft
industry. Reconversion operations of this kind, therefore, although suitable for providing
work for some joiners and carpenters who would be hard to fit into modern zircraft con-
struction, cannot be considered as a solution to the general problem of iedeploying the
workers in the aircraft industry: in the first place, the trades and, especially, *he
levels of skill required are very different and, secondly, this is an activity whose
growth is bound to be gradual and difficult.”

I
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(2) Some reactions by the Union organisations

it - A

Unlike the case history described earlier, this operation is not considered by our
union colleuagues to have been a truly successful one, for the following reasons:

(1) as a general rule, the level of skill required is lower than that in the aircraft
industry as a whole, so that the new development offers few prospects of promotion
for workers who enter it;

(2) unlike aircraft production, the new branch relies on a high degree of job-split-
ting and on mass-production techniques similar to those in the motor vehicle in-
dustry (e.g. it is planned to produce 4,100 trailers during 1966);

(3) Management's desire to remain competitive on the trailer market is reflected in
the atiitudes of the supervisory grades and thus in those of the workers them-
selves. This again creates an unpleasant atmosphere;
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(1) The outside workers were "hired" on a temporary basis, in accordance with the usual
system aprlied by the local shipyards.
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(4) a typical feature of the workshop is the extensive reliance on tempcrary lavour
recruited by "human cattle dealers™. This policy is due to a numeter of tactors:
in the first place, the markedly lower wages paid to temporary workers enable
costs to be cut; secondly, no personnel troubles arise when production schedules
are reduced.

To sum up, although it has created 2 certain amount of new employment in the area,
this operation cannot be considered as either a social or a professional success.

IYY. GENHERAL CONCLUSIONS

The Jdifferent experiences we have had on the relocation and redeployment of workers
enable us to draw some genéral conclusions which go beyond the speeific cases we have
just deseribed.

1. ‘here are, in France, no negotiations at national level between workers!' and
employers! organisations on the relocation and retraining of workers.

2e Conséquently, any social provisions in connection with such problems are made
essentially by firms, or indeed factories. The provisions made are the outcome of
various factors such as the bargaining strength of the parties, the number of workers
involved in the transfer, the management's approach to personnel problems, and sO On.

3. In this industry, the part played bj-r political power appears t¢o be overriding,
both as concerns the work load and decentralisation.

4, In view of the two preceding points and of the trend of technical progress, it
appears to us that the unions®! attitude cannot be one of systematic opposition to these
transfer and refraining vrojeéts.

Consequently, there must be negotiation at both national and enterprise level,
in order to safeguard workers®! interests tc the utmost.

However, if such negotiat::.on is to be really effective, it must ccver the whole
field of employment problems, i.e.:

- yocational training and readaptation;
- planning of work loagd;

= length of working nours;

- conditions of recruitment etec.

5. Pinally, refcrence should be made to a particularly important point - the lack of
accurate informaztion on the economic situation, employment forecasting and statisties

about the labour force.

This lack of information is bound to distort judgement as well as possible
negotiations and enables the employers to practise a policy of "fait acecompli” by
retarding to the utmost the information given to unions.
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ANNEX I

CFDT INFPORFMATION SHEET SENT OUT WITH QUESTIONNAIRE

CFIC
VILLAROCHE SECTION

Monsieur René CHILIN, Villaroche, 3rd May, 1963
CPFTC Personnel Delegate,

Department YCRX, To: Monsieur GARNIER,
VILLAROCHE Technical Director
Sir,

According to information which has reached me, the decentralisation of the YC
department activities to BORDEAUX is now taking shape, at least in part.

Measures of this kind will cliearly have important consequences for the personnel in-
volved, on the personal, family and social levels.

Mey I remind you of the attitude of the CFTC at the time when staff were transferred
from Villaroche to Suresnes and Kellermann. We are not opposed in principle to any
necessary transfer and decentralisation measures, put it is our function %o
ensure that the interests of the personnel are safeguarded during such operations. As you
yourself are aware, men cannot be moved around in the same way as machines, and we are
therefore sure that you will understand our desire to make an immediate approach to sol-
ving the problems which the intended decentralisation moves will not fail to raise. On
our side, we have already proposed that an annex should be added to the Factory Agreement
with a view to safeguarding the interests of the personnel in case of transfer or decen-
tralisation. Unfortunately, the Management's position on this point seams to be no more
positive than in other directions.

We therefore consider that a meeting should be organised to discuss these problems.
On the assumption that you will agree to the principle of such a meeting, we would like to

propose the following procedure:

~ submission by us to you of a document setting
out the matters which appear to us to be of
vital ccncern;

discussion meeting;

- assuming the agreement is reached, signature of
a Protocol.

We venture to draw your attention to the fact that open and prior discussion of the
problems involved would contribute to the execution of the decentralisation project in

the best possible conditions.

Please accept’ Sir’ ® 00000 OOOOS OGS S G
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ANNEX 2

THE TIKE-TABLE OF OPZRATIQNS

Date Union moves Management action Joint meetings
4. 5.63 |CFDT letter requesting the
opening of negotiations sent to
the management and circulated
to the personnel
6. 6.63 | CFDT/CGT agreement for joint Distribution, via the
action and information: *he chain of command, of a
management’'s questionnaire on housing questionnaire
current housing situations
blocked
mid-June | General Meeting of thke
Personnel - establishment of
a scheduie of claims.
July ANNUAL CLOSURE OF WORKS
1. 8.63 The 30 workers on the
transfer list called for
interview
August |All individual contacts
1963 stopped. A union delega-
tion representing the 30
workers involved approaches
the management
3. 9.63 | Information sheet sent out Talks with the
to the personnel management
L 4
4. 9.63 | Information sheet sent out
11. 9.63 | Schedule of union claims
handed to the management
17. 9.63 Inspection by workers Talks with the

of accommodation
offered

management




Date Union moves Management action Jdoint meetings
17. 9.63 | Information sheet sent out
¥o the personnel
- inspection of accommodation
blocked
-~ information on State aid to
firms undertaking decen-
tralisation moves
26. 9.63 Interview with the
Managing Director
22. 9.63 | Information sheet sent out
30. 9.63 | General Meeting of the
Personnel
2.10.63 |General Meeting called to de-
cide on future action to be
taken. Vote taken on claims.
Methods of action. Personnel
accepting the transfer.
4.10.63 | Inter-Union Memorandum sent
to the Managing Director
8.10.63 Interview with
Managing Director
10.10.63 jInformation sheet sent out
14.10.63 Letter from Management
to CFDT and CGT
16.10.63 Note sent out to all

personnel on the trans-
fer list, setting out
the terms offered (repeat
of the earlier letter).

Second wave of transfers

24. 2.65

Notification to the per-
sonnel of transfer terms

10. 3.65

Information sheet sent out
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Conference to discuss
the problems arising out
of the decentralisation
measures

22. 3.65

Union organisa-
tions put forward
queries regarding
regettlement

25. 3.65

Information sheet on re-
gsettlement sent out

25. 3.65

Letter ©o Director of the
Villaroche works concerning
resettlement

30. 3.65

Management letter to
those on transfer list,
seeking their agreement

1. 4.65

Information sheet sent out.
Replies to the management
letter blocked, with a view
to compelling the management
to state resettlement terms

5. 4.65

List of vacancies for-
warded by the management
to the union organisations

8. 4.65

Information sheet sent out
to personnel, giving list
of vacancies

25.5.65

11 workers still awaiting resettlement
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ANNEX 3

EXAMPLES OF RELOCATION OF PERSONNEL IN THE AIRCRAPT INDUSTRY

Year Pactory of origin Pactory to which posted lﬁg’:?::d Occupational categories
1959 BREGUET - Aire S/Adour BREGUET - Anglet 80 70 workers, 4 executives, 3 shop-floor
supervisors, 3 control personnel
1962 " Paris XVIdme BREGUET -~ Vélisy {S & 0) 150 Administrative, technical executives
(transfer of headquarters)
1965 " Bayonne BREGUET - Toulouse 15 A1l workers (transfer for 8-monta period)
1965 " Nantes~Paris- g BREGUET -~ Toulouse 150 ¥anual workers and one or two control
Saint-Etienne personnel (for 1-year period)
1963/64 | NORD-AVIATICN
Chatillon (Seine) Les Mureaux ( S & 0) 70 Technicians and executives
1964 Chatillon (Seine) Oorly (s & 0) 65 Technicians and executives
1965 Chatillon (Seine) Montrouge (Seine) 48 Technicians and executives
1965 Chatillon (Seine) Saint-Médard (Gironde) { (Volunteers plus locally-recruited
1966 Chatillon (Seine) Bourges-Gatines-Saint-Médard personnel )
SUD-AVIATION
1960/61 | Marignane Héli Sce — Marignane 300 150 manual workers, 100 technicians, 50
executives
1965 La Courneuve Karignane 200 100 manual workers, 50 technicians, 50
executives
1964/65 | Courbevoie Le Haillan (Gironde) 10 Executives and technicians who applied
to move
1966 Marignane Héli Sce — Marignane 200 100 manual workers, 50 technicians (HS
merged with SUD-AVIATION) and 50 execu-—
tives)
S MARCEL DASSAULT
1958 Mérignac (Gironde) S-A - Toulouse 150 Workers and foremen
American bases 200 Workers and foremen
1961 Saint-Cloud (Seine) Mérignac (Gironde) 10 Technicians
SNECMA
1946/47 | Kellermann (Seine; Villaroche (S & M)
1962/63 | Villaroche (S & M Istres (B du R) 33 Workers, technicians, technical super-
visors, executives
1963 Villaroche (S & M Kellermann ( S & ¥)
1963 Villaroche (S & M Bordeaux (Gironde 30 Technicians and executives
1965 Villaroche (S & M Bordeaux (Gironde 65 Technicians and executives
1965 Kellermann (Seine Villaroche (S & M 450
1967 Kellermann (Seine)- Billan- | Corbeil (S & 0) (negotiations proceeding)
court et Suresnes
HISPANO
1964 Bois-Colombes és &0 Orléans 5 to 6 Executives and technical supervisors
1966 Bois—Colombes (S & O Chatellerault 20 Workers and technicians
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3.

The

by P.J. Vos,

Economic Adviser,

getherlands Metalworkers® Union,
VUV,

undertakings concerned

The
(a)

(v)

Dutch aircraft industry consists almost exclusively of two undertakings:

The N.V. Koninkli jke Nederlandse Vliegtuigenfabriek Pokker (hereinafter referred
to as "Pokker");

the N.V. "Aviclanda™ Haatschappij voor Vliiegtuigbouw, (hereinafter referred to as
"Aviolanda™),

Together they- employ 2 total of about 6,100 workers.

Location of factories

Fokker has three factories:

(a)

(b)

(c)

The main works at Schiphol in the vicinity of the Airport of Amsterdam. Here are
located the head offices and the aircraft development division. This is also
where prototypes are built, brought into production and flight-tested. Number of
workers: about 3,400.

The Dordrecht Works, near the port of Dordrecht. Here the main activity is the
production of major aircraft components, such as wings and fuselages. Number of
workers: about 800.

The N.V. Industriemaatschappij Avio-Diepen, an autonomous subsidiary is located
near the military airfield of Ypenburg near The Hague. These works are mainly
concerned with maintenance and repair activities. Number of workers: about 675.

YAviolanda”™ has two factories:

(a)

(b)

The works at Papendrecht south-east of Rotterdam which, once the Starfighter pro- -

duction programme had been completed, was turned over to other activities such as
the production of flying boats, covered gangways for airfields, egg-containers,
the supply of radio-telescopes to the N.V. Bronswerk-Fijenoord, various suprlies
to the Philips Company, jigs for the Fokker Workers, etc. Number of workers:
about 750.

The Woensdrecht Works, located near the military airfield of the same name.
These works are mainly concerned with maintenance and repairs. Number of workers:
about 500.

Production programme

The

short summary of activities given above may be considered as complete so far as

"Aviolanda” is concerned, but in order to have a clear picture of the Dutch Aircraft In-
dustry, something more needs to be said about the Fokker production programme.
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(2) Development and production of the firm*s om prototypes
Since the resumption of activities in 1945, the following prototypes have been de-

veloped and/or put intc production:

- S 11 and S 12 - trainers;
S 14 - a jet trainer in use with the Dutch Royal Air Force;

F 27 — the "Priendship™ - a short and medium turbo-grop aircraft carrying 48 passen-

There are also military and freight versions of this aircraft, known as the

gers.
385 of these aircraft have thus far

nProopship™ and "Combiplane" respectively.
been built, including 166 completed by the Fairchild Hiller Corporation - the Ameri-

can licence nolder.

The F 28 — the "Fellowship™ — a short and medium range jet passenger aircraft carry-
ing about 65 pessengers. The prototype is expected to make its first test flight in
1967.

(b) Building of military aircraft under licence

Since 1946 the Hawker-Seafury, Gloster-Meteor, Hawker-Hunter and Lockheed-Starfighter
have been successively manufactured, the last three in rums of from 300 to 550. Once
the Starfighter programme was nearing completion in 1965, the decision of the Dutch

and Belgian governments regarding the production of a new tactical fighter to super-

sede the F 84F and a new trainer to supersede the T 53 has been, and still is being,

awaited.
(c) Parficipation in the development and production of aircraft of foreign design

- Production of the centre-wing for the Breguet 1150 Atlantic;

- negotiations with the Vereinigte Flugtechnische Werke GmbH in Bremen regarding a
20 per cent participation in the development and production of the VFW 614 - a twin-
engined short-range jet aircraft carrying about 36 passengers. This project is

still very much in the early stages.

(a) Maintenance and repair of aircraft

These activities at present include:

- maintenance and repair of the aircraft of the Dutch, Norwegian and Danish air

forees;
- maintenance and repair of the P 27 Friendships for toth Dutch and foreign users.

(e) Space Research

A decisive step has been taken in the field of space research through the creation of

a staff of scientists specially dealing with developments connected with
such research. Fokker, together with Philips and the van de Heem companies, is con-
sulting the Dutch Government concerning the possibilities of a national space research
programme in which scientific and commercicl considerations should be given priority.
This is a direct result of the existence of national programmes in other countries, at

the expense of an international programme, which would be much preferred in the Neth-
erlands.

(£f) Synthetic materials
In addition to the production of parts made from synthetic materials for the P 27 and
F 28, the industry is concerned with the production of plastic dinghies and radar

parts for military aircraft.
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The production of panels for the building industry was undertaken on an exrerimental
basis by the plastics division. This activity is now being pursued further.

(g) Miscellaneous

-~ development and production of radar antennae;
- production of protective covers for electronic apparatus;

~ development and corstruction of electronic recording devices for aviation and navi-
gation;

- development and production of various sorts of machine tools;
— components and accessories for various guided missiles.

(n) After Sales Service

As a result of success in selling the F 27, it was necessary to organise an after sales
service. In addition to providing service to the aviation companies, this department
also undertakes research into aircraft maintenance. The sale of spare parts is
accounting for a steadily increasing share of business, even in the case of Fokker.

4. International links

A minority of the share capital of Fokker (20 per cent of the ordinary and 32 per cent
of the preference shares) has been sold to the Northrop Corporation of Beverley Hills in
the United States of America.

As a result of share transfers a complete merger with the S.A. Belge de Constructions
Aéronautiques in Haren, Belgium occurred recently.

The purpo-: of such participations and mergers is the development of scientific know-
ledge and reciprocal participation in certain specialised sections or production programmes.

In addition to this direct form &f co-operaticn by means of participation and mergers,
there are other forms of co-operation with foreign firms:

— co-operation with Rolls Royce for the F 27 and F 28 engines;

— co-operation with Hamburger Flugzeugbau GmbH of Hamburg, the Vereinigte Flugtech-
nische Werke GmbH of Bremen, and Short Brothers and Harland Limited of Belfast for
the building of the F 28.

- building of F 27 fuselages (100 thus far) and tail units by the French aircraft
manufacturers, Breguet;

- the production under licence and sale of 166 F 27 Friendships by the Fairchild Hil-
ler Corporation;

- the participation by Fokker in the development and production of foreign factories
as mentioned in the preceding paragraph;

the agreement with Indonesia regarding the building of an aircraft factory there, etc.

5 Government assistance

Government assistance to the aircraft industry chiefly consists of "support™ in the de-
velopment costs of individual projects.

An example of this is the assistance provided in 1964 by the Dutch Government in con-
nection with the development of the F 28.

The plans for this project were submitted to the Dutch Institute for Aircraft

57




Development, which was set up under the auspices of the Gevernment and acts in an advisory
;I_; capacity in cases of applications for subsidies.

Such advice is mainly concerned with the acceptebility of the risk. Projects submit-
ted are tnerefore considered from this point of view as well as on their technical and
commercial merits.

: Since the Institute's decision was favovu—zble, the Dutch Governwent decided to prov.de
£ f 50 per cent of the cost of the Dutch participation in the F 28 project. The remaining 50
X ver cent had to be found from the stock exchange, though mostly under government guarantee.
i
;‘; This money can only be refunded in proportion to the number of final products sold,
%]i but no refund needs to be made in respect of the first 25 aircraft sola.
i Even after pronouncing in favour of the subsidy, the Institute remains at the disposal

E of the industry for technical and scientific advice.

The industry can also call upon the National Aviation and Space Research Centre for
assistance in technical and scientific matters.

W
s

6. Fluctuation in percentage ol emplovment capacilby

A distinction should be made between:

FAVY 3yt TWAST] T

1. fluctuation in total employment in the industry and

TN

2. fluctuation in employment according to department.

A great many of the problems in connection with the adaptation of workers to rapid
technical and economic changes arise from the fluctuations in employment which occur as a
result of such changes. The measures adopted by the industry to overcome fluctuations in
employment are therefore of considerable interest for this seminar. In this connection it
should be pointed out, as an advantage from the workers®' point of view, that the measures
adopted by the industry in order to distribute the financial risk also have a stabilising

a8 effect on the employment situation.

PR

? . The Duteh aircraft industry proceeds as follows:

4 (a) In the first place, several projects are dealt with at a time, care being taken
that, as far as possible, no single project is entrusted exclusively To one firm.
T This makes it possible to spread the fluctuations connected with the projects

' over a period, and to reduce the effect on the cverall employment situation in the
industry of fluctuations in the volume of work on each individual project or sub-
; project.

1 | The Dutch aircraft industry, therefore, does its utmost to participate in the pro-
| jects of foreign aircraft industries and to get them to take an interest in its
projects. In addition, the Dutch industry does not attempt to produce certain

|1 components, such as motors, which can be purchased abroad. Agreements are con-

f f cluded with some suppliers of such compunents whereby they undertake to share in

: the risk of financing the project by providing the said components.

‘ (b) Once some idea of the volume of work over the coming accounting period has been
; obtained as a result of the measures taken undcr (a) above, capacity plamning is
! undertaken. Capacity is deliberately determined in such a way that any remaining

! peaks of work fall outside it.

The remark in the opening paragraph that the Dutch aircraft industry consists
almost exclusively of Fokker and Aviolanda, with a total of about 6,100 workers,
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is therefore not true in every respect. Branches of firms not forming part of
the aircraft industry, such as Philips, Werkspoor, 't Hart and Son, Backer and
Rueb, etc., are regularly concerned with aircraft production, in cases where the
productive capzacity of the aircraft industry proper is temporarily inadequate.

In the same way, the Dutch aircraft industry co-operates with foreign aircraft
manufacturers. For instance the Prenan firm Breguet temporarily produced tail
units for the P 27.

Once the Starfighter production programme had been completed, these tail units
wer2 again produced in the firm's owmn factory at Dordrecht.

(c) Insofar as the measures adopted under (a) and (o) still leave changes in the em-
Ployment situation per branch, an attempt is made to provide staff capable of
carrying out more than one job, if possible in more than one branch of the firm.
Here, a leading part is played by the firm's perscanel department.

Apart from the contribution of these measures towards making the Dutch aircraft in-
dustry as viable eocnomically as those of other countries, the result thus far has been
that we have not experienced redundancy or shorter working hours on account of temporary
reductions in production.

After a period of about ten years, during which the number employed in the industry
was doudled, there was a fall-off in the increase of productive capacity owing to diffi-
culties connected with the shortage of skilled labour.

It is apparent from the description of the production programme given in paragraphs
3 (f) and (g) above that the Dutch aircraft industry is adapting itself to the manufacture
of products not directly connected with aircraft production. But it is also clear that
many of these products have to be manufactured Yy the use of the same skills as are em-
ployed in the production of aircraft. Naturally, this diversification provides a wel-
come opportunity for stabilising employment. However, any extension of these
activities comes up against the labour shortage difficulty already mentioned; but in
cases where this production is particularly successful, the possibility of setting up
specialised departments exists. These departiments then lead a more or less separate ex-
istence with their own varying levels of employment. In scme cases this may even be the
occasion for taking the entire productive process away from the aircraft irdustry and in-
corporating it into another,separate undertaking. This,.for example, could well be the
case with the experimental production of panels for housing in the plastics division of
Fokker. 1If production of these panels on a commercial basis is found possible, Fokker is
considering putting it in a separate undertaking.

7. Dependence on exports and thus on volitics

Although the situation outlined in paragrarh 6 may be considered as very satisfactory
for the Dutch aircraft industry, it should be noted that the measures mentioned can only
achieve maximum success in an expanding industry.

Since the level of employment in the Dutch aircraft industry depends on the existence
of opportunities for export and the possibility of participation in international pro-
grammes, the solution of the reicvant political problems is a necessary prerequisite for
the satisfactory solution of problems connected with the adaptation of workers to rapid
techr.ical and economic changes, even in the future. The political problems chiefly re-
quiring attention in this connection are:
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1. Gorernmental co-operation in drawing up intermational programmes for the develop- 4
ment and production of aircraft;

2. the establishment of a Buropean aviation policy, enabling PEuropean aviation to
make up the leeway which separates it from more highly integrated areas such as the
United States of America;

3. the holding of international conferences in connectiocn with the financing of ex-
port credits. The trade unions which include workers in the Duich aircrafi in-
dustry also include those in the shipbuilding industry. They have seen the grant-
ing of export credits convertied into 2 significant insirument of international ob-
struction in the shipbuilding indusiry and fear that aircraft exports will undergo
a similar development.

8. The Labour Market

! The adaptation of the number of workers to modifications in the level of production

3 can bc ensured in itwo ways; either by the recruitment of workers from outside the in-

é dustry or dismissal of those already in it, or by transfers within the undertakings, super-
? fluous workers in one division being used to £ill vacancies in others.

The first Type of movement occurs on what we call the "external labour marke:® and
the second on the inftermal one. The present paragraph deals mainly with the external
3 labour market, partioularly with the way conditions governing this market influence the
] internal labour market.

3 If the labour market is defined as the market on which workers can change their

ik Jobs without the need for special retraining, the 6,000 odd workers in the aireraft

‘% industry constitute only a small percentage of the total number of workers available on

L this market.

: As stated in paragraph 2, the Dutch aircraft industry is distributed among five lo-

3 % cations. The already small number of workers is therefore scattered, so that work in the

) aircraft industiry is not the main type of employment in any one of these places. The
situation varies according to location and skill. For a number of years there has been a
considerable shortage of workers in the aircraft industry,which has specific effects on
the internal labour market of the aircraft manufacturing firms. We shall therefore now
deal with the present situation, which is dominated by a shortage of labour, and the
situation as it would be if the supply of labour were sufficient.

R

A. External labour market with a shortage of labour

In the situation of acute scarcity of labcur which has lasted for years, the z2ircraft
industry has had to compete for labour with other branches of industry. The scarcity of
manpower, particularly in such a labour intensive branch as the aircraft industry, has con-
siderable repercussions on the possibility of increasing production. The industry is at-

tempting to overcome this difficulty by:

(a) Making use of staff on loan from other undertakings for johs vhere possible
: % (administrative, drawing office). In cases where such staff comes {rom
i firms which regularly loan staff this sometimes gives rise to friction with the

§ firm*s own staff;

. a: . .
: (b) Recruiting workers from the Dutch Antilles, Belgium, Turkey, etc., which aggra-
£+ | vates the already difficult housing problem;

H
|
|
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A X (c) Setting up branches in places where the housing problem is not so acute. Thus,
ZI_r Pokxer has transferred a section of its construction office from Amsterdam, where
2 there is a considerable housing shortage, to Zwijndrecht. The merger of PFokker

) with the Belgian S.A.B.C.A. has also contributed to increasing the labour poten-
< tial.

i But these measures have not been sufficient to relieve the existing shortage, and the
t zanpower situation has shown a tendency to deteriorate over the past few years.

The fact that under these circumstances it has not been possible to meet temporary
peaks in employment within the industry needs no further explanation.

|
r - The converse, however, is true - that temporary reductions in employment have been
absorbed within the industry.

1N The Dutch worker is very much attached to continuity of employment, and often prefers
? such continuity to the possibility of higiier wages. The Dutch aircraft industry must
therefore attempt to deal with temporary surpluses of labour by internal transfers. How-
ever, if the workers concerned have to seek work on the externmal labour market — and there-
fore outside the aircraft industry — most of them will never return to the industry. Under
these circumstances, the idea of "temporary dismissals"™ simply does not exist. A worker
who once leaves the industry leaves it for good. The measures referred to in paragraph 6
for spreading the risk and stabilising the level of employment are therefore also made
necessary by the rigidity of the external labour market.

B. Plentiful supply of labour on the external labour market

R A ki

Although, in view of the existing scarcity of labour, this is a purely hypothetical
case, the purpose of this paragraph is to draw attention to certain facts which might well
become important if there were no longer a labour shortage.

SRS

Except in the case of an extensive reduction in the level of employment, the measures
listed in paragraph 6 for spreading the risk and stabilising the level of employment would
also be applicable if the supply of labour were plentiful. The Dutch worker, therefore,
need not be unduly apprehensive about "temporary dismissals on account of a temporary
reduction in the level of production"; even if there is a more plentiful supply of labour.

R DT A a2

In this connection, it is also worth noting that skills learned within the firm are
liable either to be lost or to be used by other firms.

From the point of view of profitability, therefore, there are ample grounds for assum-
ing that a more plentiful supply of labour will not lead to an increase of temporary dis-
T missals in the industry.

In the case of temporary reductions in the level of employment, the industry has at
its disposal another method of adapting its labour force without resorting to dismissals -~
the introduction of shorter working hours.

Ko o o

gk o

Under certain conditions and with the authorisation of the competent authorities the
3 industry can go on to short-time working. Authorisation is not as a rule given for a work-
18 ing week of less than 24 hours. The workers concerned receive normal wages for the hours
1 actually worked, while for those not worked they receive 80 per cent of the normal wage in
"waiting money" and unemployment pay. By bringing their influence to bear on the employers,
) the trade unions can ensure that the "waiting money" is made up to 100 per cent of normal
. earnings. Owing to the part played by the irade union movement in the implementation of
the legislation regarding waiting money and unemployment pay, it is possible to ensure
that, under certain conditions, the employers' contribution is not deducted from the
by waiting money.
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Although in most cases this method ensures that earnings remain practically stable in
the event of short-time working, it is not entirely favourable to the worker, since he is
entitled to draw waiting money for a maximum period of 26 weeks in the case of dismissal
or a maximum of 26 times 45 hours in the case of short-time working. If the period of
short-time working is not followed by one of normal working but by dismissal, the worker
has already used up a proportion of the maximum waiting money to which he is entitled.
This shortens the period during which he is entitled to draw waiting money while looking
for new employment. Thus, short-time working is only favourable to the worker if there is
a real chance that, during the period when his 26 x 45 hours are made up, the level of em-
ployment is restored and he can once again vegin working a full week. Should dismissal be
inevitable, the worker is better off if he is dismissed without a previous period of short-
time working. This gives him the maximum amount of waiting money while looking for other
employment.

In the case of dismissal, the waiting period is followed by a period of itwo years
during which the unemployed worker is paid 75 per cent of his previous earnings from the
unemployment insurance fund. Although this makes his income only slightly lower than
during the waiting period, his situation is much more unfavourable, for benefits are sus-
pended if the worker is not prepared to accept a job which the official employment service
considers suitable for him.

It was stated above that the Dutch worker sets great store by continuity of employ-
ment. Since a request for approval of short-time working by the workers is regarded as a
sign that business is going badly, the firm cannot make much use of this expedient if
labour is in short supply. It is only when there is a plentiful supply of labour that
there is no danger of workers who are on short-time looking for employment elsewhere, and
it is therefore only in this case that employers can use this expedient.

The geographical dispersion of the aircraft indusiry and the fact that it constitutes
only a small sector of the local labour market in each location are therefore important.
The possibility of finding new employment is improved by the fact that little or no geo-
graphical mobility is demanded of workers.

In addition, workers can obtain informa2tion from the National Employment Service re-
garding the reimbursement of removal costs if they are unable to find suitable employment
in their place of residence. The Employment Service also provides facilities for re-
training for other jobs. During the re-training period, the same financial conditions
apply as in the case of waiting money and unemployment benefits described above.

Working conditions in the aircraft industry are governed by a collective agreement
covering the entire metal industry, so that, for the most important factors, such as wages,
working hours, holidays, and so on, workers are not required to adapt themselves to other
working conditions on changing jobs.

The worker has therefore every possibility of finding altermative employment, and the
industry must pursue a policy based on the retention of its personnel.

9. The Internal Labour Market

The retention of personnel is therefore the most important task where the internal
labour market is concerned. When the level of employment drops in one department, the
personnel department takes the following action:
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(a) finds similar work in another depariment;
() if necessary, finds less suitable irork in othar derarimenis;

(c) places workers on a waiting list; non-working hours are then srent in the firm's
canteen;

(d) transfer to short-time working;

(e) dismissal.

Remzrks on the above:

(a) In practice, finding similar work dces not always mean finding a precisely similar
job, but one of the same ciassification. Worksrs should therefore preferably be

able to take on more than one surt of job. This is the responsibility of manage-
ment, as described in the following paragraph.

(b) If no similar work is available and the worker is directed to & job in a lower
category, this gives rise to a wage problem. A worker who, as a result of a fall
in the level of employment, is directed to a job in a lower category, retains his
former wages. He is then paid at a higher rate than the other workers doing the
same job, which may cause ill-feeling, while the newcomer is conscious that he
is doing a less-skilled job without knowing how long the situation will last.

(c) The period spent in the canteen ought not to last too long or occur too frequently
as it will have a psychological effect on the worker, similar to that in the case

of short-time working.

(d)/(e) The effects of short-time working and .dismissal have already been fully discussed.
The employer must have the authorisation of the employment service for both.

The cases most freguently reported are (a) and (b); an essential prerequisite for
their success is a varied produciion programme, which the Dutch aircraft industry has thus
far succeeded in maintaining satisfactorily. Another prerequisite is that the worker
should be able to undertake more than one sort of job. This also serves another purpose.

The aircraft industry is characterised by what is lmown in the Netherlands as an
"engireering climate™, which means that, as a result of far-reaching technical preparation,
the method of execution of work is prescribed down to the last detail. The amount of
margin of discretion allowed to those who have to execute it is therefore very small.

There is no possibility for considerable groups of workers using personal initiative,
particularly on the production lines, and this is considered to be monotonous.

In order to counteract this, workers are wherever possible trained for more than one
job, so that their work is less monotonous. This, however, is dependent on the previous
specialisation in cases where a man performed only one task or at most individual parts of
a task. The task includes a number of operations. "Homogeneous production teams" (teams
made completely responsible for the execution of certain subsidiary tasks) have been organ-
ised in some departments, particularly the plating department.

To do so it was necessary to obtain the agreement of the more skilled workers for less
skilled workers to work side by side with them, and vice versa.

10. Vocational Training

The purpose of vocational training is twofold:

1. to ensure that workers keep pace with technical progress;
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: 2. to increase tlie workers' versatility, e.g. to combine the skills of fitter and
S assembly-worker.

(a) Basic Fraining

The most frequent type of preliminary training is that provided by the LIS (Lower
fechnical School) and the UPTS (Continuation Technical School). The various branches of
industry have their own advanced technical training, which usually follows on the LTS.

~ 3

1 The technical training which is most significant for the aircraft industry is pro-
vided by the Institute for Vocational Training in the Metal and Electrical Industries
(Bemetal) and the Institute for the Promotion of Technical Training in Electronics (VEV).

it
3 This type of training institute is jointly managed by the employers®' federations and
the trade unions. The institutes lay down examination standards in close consultation with
: the industries concerned, and the examinations are supervised and/or conducted by persons
41 designated by the trade unions. This form of training is subsidised by the Government.
Young workers can conclude training agreements with their employers in respect of such
vocational training.
The most important Bemetal and VEV training courses for the aircraft industry are, on
the basis of an LTS Diploma:

L Bemetal: aircraft bench plate worker, machine bench worker, turner, milling-mzchine
operator, aircraft-model maker (wood);

VEV: aircraft electrician.

These training courses are given in a separate trade school. Theoretical subjects are

alsc taught during the daytime, and thus during working hours. Industry may provide the
1 training schools with practical work in the form of productive tasks. Once the trainee has
1§ received his diploma, he passes a certain amount of time in each department of the factory

in accordance with a programme.

PTraining courses last two years. At the end of them, between 40 and 50 per cent of
trainees remain with the firm which provided the training. The standard of training is
good, and that of the examinations high, so that during the training period trainees have
to make considerable demands on their intellectual capacity, wheras subsequently they can

only work in a routine fashion.
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% o (b) Training according to function

Here, we are concerned with the imparting of skills or lmowledge required for the ex-
ecution of specific jobs - plate worker, assembly worker, upholsterer, jig-drilling machine

operator, painter, riveter, etc..

Participants do not usually require previous training or experience in the job to be
learnt. Thus, in the Pokker Company, horticultural workers, hairdressers and bakers have

been trained in this way.

Instructors are selected from the firm's own personnel and trained. In the Fokker
Company it is a‘ general principle that a man must serve as an instructor in his speciality

-y Y,

A

before being appointed foreman.

Once the course has been completed, the examination is conducted by a committee con-
sisting of members of the factory staff with whom the candidates will have to work (pro-

duction managers, foremen, supervisors, etc).
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(c) Prototype Training

These training courses are necessary before new prototypes are brought into production.
Participants are designated by the organisers of the course and are obliged to follow it.

(d) ontinuation Training

These courses are voluntary. Admission to them is confined to workers who hold the
Bemetal Diploma, or have undergone functional training followed by a year's practical ex-—
perience. Training is given on a number of evenings per week over a period of from 8 to 9
months. The subjects taught include draughtsmanship, plate work and assembly. These
courses can also be taken in combination with functional training by those who wish to
change their job.

(e) Staff Training

This course is intended for supervisory staff, such as foremen, supervisors, technical
instructors, group leaders, etc.. Courses mainly consist of discussions and are designed
to bring out the best features of the staff concermed. The various training courses in a
given occupation are complementary. The result is a cogent system with a number of pos-—
sible entries independent of previous training (LTS, Bemetel, or VEV, for example).

Apart from the Bemetel and VEV courses, there is no age limit on admission to training.

Trairing courses essential for the execution of the work upon which the worker is en-
gaged are <zompulsory, and are given either during working hours or in the evenings, in
which latter case the time is paid at normal working rates.

Training within the firm which is not strictly necessary for the execution of the work,
but designed to improve the candidate’s chznces of promotion, is given outside working
hours. Trainees who pursue such courses successfully are repaid part of the costs in-
volved by the firm.
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UNITED KINGDOM

by H. Scanlon,
Executive Couneilman,
Amalgamated Engineering Union, T.U.C.

The aircraft industry embodies a basic dilemma. In one sense it is exactly the sort
of industry on which Great Britain ought to concentfate. It has a high proportion of
value added, or a high conversion ratio. Its products contain relatively little imported
material and most of the value of the finished article is derived from the work carried
ott in British factories by our main national asset, highly skilled and trained manpower.
On the other hand, aircraft overheads in the form of development and initial production
costs are high and rising all the time in relation to variable production costs, so that
unit costs are crucially dependent on the size of the market.

This is the reason why the United States of America is able to dominate world air-
craft production and sales and it puts the United Kingdom and other Western countries at
a serious disadvantage. United States purchases account for about 75 per cent of free
world military and space purchases and about 50 per cent of world civil aircraft purchases.
The United Kingdom and the E.E.C. couatries together only buy one quarter as much as the
United States. At the same time the United States accounts for 80 per cent of world
production and some 60 per cent to 70 per cent of world exports.

The results of this dominance can be seen in the relative length of producticn runs.
For aircraft first introduced into service between 1955.and 1961, the average length run

-in the United States was three times the United Kingdom's for military alreraft - 530 as

compared with 177, and 4 1/2 times for civil airecraft - 320 compared with 68.

The ,Plowden Committee set up to investigate the United Kingdom industry reported
that in spite of this enormous cost disadvantage there was still a case for some
domestic aircraft production capacity in the United Kingdom. Their case was based on

four main grounds:-
1. The needs of defence. Although there was no longer an overwhelming -defence argument

for producing all the aircraft needed for defence - none the less it was worth paying
something more in order not to be entirely dependent on foreign sources of supply.

2. Technological Fall-out. A technologically based advanced industry like the aircraft
industry throws up scientific and engineering discoveries which can be used throughout

industry generally. _
3. There are obvious dangers of creating a monopoly position abroad.

4. There is the need to save foreign currency - with the balance of payments difficulty
likely to be present for some time to come, a pound of foreign currency is still worth
rather more than a pound of domestic currency. '
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The committee recognised that though these arguments established quite a convincing
case for the continuation of the aircraft industry they did not establish the case fer any
scale of aircraft activity at any cost.

They suggested that the United Kingdom should no longer try to compete in the areas
where 1t was at the greatest cost disadvartage, as is the case with large complex aircraft.
It was in this field that the ratio of overhead to production costs was at its most
crippling. For example the Americar F 111 is to cost Jjust over £2 miilior compared with
something like £5 to £6 million which would have bteen the cost of the United Kingdom
equivalent, the TSR.2

It was through the cancellation of the TSR.2, involving the loss of jobs for work-
people, that many of the problems faced by the trade unions in the United Kingdom aircraft
industry were highlighted. And if the main recommendations of the Plowden Committee are
implemented, and there seems to be good evidence to suggest that this will indeed be the
case, employment in the industry 1s likely to contract still further.

The General Conclusions of the Plowden Committee are quoted below not only because of
their relevance to the situation existing in the United Kingdom but because the arguments
on which they are based are very relevant to the aircraft industry in Europe as a whole,
and there cannot be much doubt that any further rationalisation of production that involves
European co-operation must affect employment prospects over a much wider field than the
United Kingdom. The latest estimate by the United Kingdom Government is that the present
workforce in the United Kingdom aircraft industries of about 250,000 will fall to not more

than 200,000 by 1970.

<

General Conclusions of the_Plowden Committee

"The picture presented in this report is of an industry in difficulties. The basic
problem is that the British home market is small and does not cali for the volume of
production needed to bear the high initial costs of developing and producing aircraft.
Because of this, the industry finds 1t difficult to compete with the United States
industry on costs. In recent years the Government has supported the industry by paying
relatively high prices for British military aircraft and by contributing to the develop-
ment of civil aircraft. The Government 1s now finding the price of British military
aircraft disproportionately high and, in some cases, is seeking cheaper alternatives
abroad. Thus the industry faces competition even in the hitherto sheltered home military
market, which 1s the greater part of its total market. On top of the basic problem, there
have been shortcomings in handling aircraft matters in Government and in industry.

There 1s no predestined place for an aircraft industry in Britain. The economic
Justification for the industry recelving more Government support than other industries
must rest on whether it provides particular benefits to the country. There are such
benefits: to defence policy, technology, and the balance of payments. But the present
degree of support is already higher than these benefits justify, and in future the value
of the benefits seems likely to decrease. We consider, therefore, that the Government
should adopt policies which will lead to paying relatively less in future for the aircraft
it buys, and should be more discriminating in the assistance given to civil aircraft
development.

The industry must adapt itself to this reduced level of support. The difficulties of
adaptation, though arduous, can and must be overcome. Many of them are difficulties which,

in a somewhat less acute form, face all technologically advanced industries in this
country. Indeed, the aircraft industry may be conceived as today embodying the predicament,
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as it has long embodied the aspirations, of the United Kingdom in the world. If the air-
craft industry's problems are not solved, they will simply have to be tackled again else-
where, while in the meantime the nation will have lost much.

The main policies we recommend to deal with the problems confronting the industry
are:-

(a) Wholehearted collaboration on a comprehensive range of civil and military air-
craft projects with European countries, with the aim of evolving a Buropean industry to
produce aircraft fully competitive with those from the United States.

(b) Concentration on projects for which development costs are not disproportionate in
relation to the market.

(c) Purchase from the United States in cases where the requirement at (b) cannot be
met by a European project. The Committee believe that this will mean meeting from
American sources any future requirements for the largest and most compiex weapon systems.

{d) A sustained drive to increase exports.

(e) Overhaul and improvement of the machinery in Government and industry for making
and selling aircraft.

(f) Purchase by the Government of a financial share in the airframe companies in
order to engage the Government more directly in the industry's affairs while at the same
time enabling the existing duplicated system of control which impedes efficiency to be
removed.

The industry faces a tremendous challenge. Radical changes of outlook will be
needed for it to adjust to these policies. Ultimately the survival of the industry will
depend on the success with which it does so.

The difficulties, though great, are not insurmountable. We believe that the future
for the industry lies in a recognition of some overwhelming economic realities on the one
hand and an imaginative and wholehearted collaboration with Europe on the other. If the
policies we recommend are implemented with vigour and determination the industry should
emerge smaller but stronger, and make a valuable contribution not only to the British but
to the Eurcpean economy.

1965 has been for the industry a year of uncertainty and difficulty. Many issues
have had to await the defence review and our report. Early decisions are now needed as a
foundation for future plans. We trust that the Government will make these decisions as
soon as possible."”

It was the announcement of the cancellation of the TSR.2 in April. 1965, motivated
no doubt by the philosophy outlined in the Plowden Report, though the Report had not at
that time been published, involving the loss of jobs of some thousands of workers which
brought the British Trade Union Movement up against the problem of large scale redundancy.

Although there had been some large redundancies in various industries prior to the
announcement, these had usually been the result in general of a falling off in demand
for a particular product. These forms of contraction are often looked upon as the result
of some .mpersonal market forces at work against which the individual is somewhat
powerless, and therefore not in a position to oppose. The TSR.2 cancellation, motivated
by these same market forces,came about because of, and was seen to be the result of, a
direct and conscious decision of Government. This was quite a substantial psychological
blow to the workers in the industry, especially as the decision was made by a Government
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with whom they had a community of interests.

There was obviously a division of interests here on the part of both workers and the
Trade Unions concernéd -~ on the one hand the need to protect their own sectional interests
and the other to conform to the decisions of a government they considered to be their own.
In the event the trade unions and the T.U.C., and to a somewhat lesser extent the worlers
themselves, reconciled their conflicting interests and accepted with more or less good
grace the inevitable. Whether or not they would have accepted a similar decision by a
Conservative Government so readily may now be of only academic interest and any specula-
tion must involve a good deal of subjectivity, but it would seem that one of the most
influential factors determining trade union thinking on the issue was undoubtedly the need
not to embarrass maliciously a government sympathetic to their interests and newly elected

after 13 years in the wilderness.

This is not to say that strong protests were not made, on the contrary there were
many, especially by the workers most directly concerned - for instance, those employed by
the British Aircraft Corporation and the Hawker Siddeley Group. Prior to the announcement
of the cancellation of the TSR.2 it had been widely rumoured that the Government was
seriously considering such action. Early in 1965 the Government announced the cancel-
lation of the Hawker P1154 supersonic vertical take-off and landing fighter and the
Hawker Siddeley HS-681 short take-off and landing. As a result of the announcement of
these cancellations and the rumour of the intended cancellation of the TSR.2 ten
thousand aircraft employees staged a protest march in London on 1l4th January, with one
deputation being received by the Minister of Aviation and another calling at 10 Downing St.,
the official residence of the Prime Minister. Both the Confederation of Shipbuilding and
Engineering Unions and the Trades Union Congress Economic Committee had separate meetings
with Mr. Jenkins, the Minister of Aviation, in the same month.

As one of the workers' leaders at factory level said at the time, "After a lot of
consideration given on whether to fight the decision we reluctantly decided to accept the
position. We were agreed that we could fight individual employers with some hope of
success but history had taught us that it would be foolish to pit ourselves against the
Government, particularly as the Trade Unions individually arnd the T.U.C. appeared to be
supporting Government attitude”.

Having rejected direct action as a means of fighting redundancy the shop stewards
took the only logical corollary to their decision, they set themselves the task of
gaining the best possible deal for their fellow workers who were .2ing forced to leave the

industry.

The latest figures of the number of redundancies in the aircraft industry show that
8,226 workers lost their jobs in 1965. It is of interest here to note that Hawker
Siddeley announced on 3rd February, 1965, that as a result of the cancellation of the
P1154 and the HS7681 alone it would lay off about 14,000 out of the total labour force of
40,000, a number much in excess of the final outcome. This is a good example of the sort
of pressure being brought to bear on the Government during this period - and it was, irn
the opinion of many, an attempt to use the workers militanoy and fears to influence
gevernment policy by the employers and vested interests.'

Perhaps the major feature of these latest redundancies in the Aircraft Industry has
been the implementation of the provisions of the Redundancy Payments Act. In fact it would
not be too extreme to czy that without the tax free cash payments payable under the new
redundancy scheme the whole operation would never have been carried out with the good will
that eventually prevaliled on both sides of the industry.
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Everything that iollows in this paper must be considered in the light of this under-
lying fact; it was in effect the o0il that lubricated the whole process of redundancy, and
without this o0il much friction would have been generated which wmight have brought the
whole operation to a standstill. And it is not beyond the bounds of imagination to
postulate that the Labour Government, with its tiny majority, might have been brought down
in the process, in spite of the desire of the unions to offer protection.

The main provisions of the Redundancy Payments Act which came into force on 6th
December, 1965, are as set out in Appendix A.

The reasoning behind the Redundancy Payments Scheme is a recognition that a worker
has some form of property rights in his job and that if he loses his job through no
fault of his own he 1s entitled to compensation for the loss of that job in Just the same
way as an owner of property is compensated, in the form of a cash payment.

It was argued at the time that this type of redundancy payment, though no doubt
Justifiable in the interests of labour mobility, wz3 not very relevant in social terms on
the following grounds:-

(1) If a man loses @is Job the extremity of his situation is not determined by the
length of time he has wcrked in that particular job but is related to his responsibilitijes
and commitments outside the firm; on eircumstances wholly unrelated to his workplace,
i.e. his family responsibilities, the extent to which his particular skill, if any, is
transferable, how mobile he is etc.

(2) Because the payment was seen as compensation for a lost job a worker over the
age of 65 would receive nothing under the Act and those approaching the age of 65 would
have the payment reduced to-the amount they could have expected to receive in wages in
their particular job up to the age of 65.

(3) Under the Act the entitlement to cash payment is calculated from the earnings of
a worker during the period of four weeks ending with the last complete week before the
notice was given. Now 1t is quite likely that prior to any redundancies there will be a
period of run-down during which pleceworkers, especially, will be working at somewhat less
than their normal rate, and therefore their earnings will be something lower than nornal.
This was so during the TSR.2 redundancy which meant that these workers were paid less
than they might have been paid had the period of calculation been extended to include a

period of normal working.

(4) On a "last in first out” basis which usually applies in any United Kingdom
redundancy it is usually those with short service who are involved. Under the Act those
with less than two years' service are not entitled to any payment at all - it is not until
a worker has a reasonable period of service of five years or more that the amounts become

anywhere near substantial.

These are very real criticisms of the new scheme, in the absence of realistic social
security banefits.
A different approach to the social problems created by redundancy is illustrated by

an agreement reached in 1964 by the Draftsmen's and Allied Technicians Association and
other unions,on-the one hand jand Rolls Royce Ltd. on the other. (Appendix B)

This agreement was signed before- the Redundancy Payments Scheme came into operation
and must therefore be looked at in this light, but there would seem to be no intrinsic
reason wWhy similar agreements should not be reached with other employers to operate
coencurrently with the Government Scheme.

T1




i
1
t
£
i’
1

-
W S — ————————
[T

TP JTNNTPT P

Salection of employees tc be dismissed

We are however being-rapidly overtaken by events in Great Britain. There is good
reeson to expect that before very long there will be introduced a wage related system of .
unemployment and social seourity benefits, which will go a long way to meet some of
the objections to the Redundancy Scheme put forward earlier. (Appendix C)

These new benefits together with the taxfree cash payments on redundancy and other
state assistance to workers moving to new areas in search of jobs should remove most of
the barriers to mobility, also the majority of the social and financial difficulties now
pres:=nt during redundancy.

The Redundancy Act fulfilled its intended purpose, however, in the case of the 1965
Aircraft redundancies. Not only were those declared redundant with any length of service
willing to go, but many workers whose Jobs were secure actually volunteered o leave the
industry. This proved to be an embarrassment to the managements of the two large
companies most intimately concerned - one of these firms saw the dangers eairiy and
managed to avoid ending up vwith ar unbalanced labour force, the other it seems was not
so sr~2essful.

It 1s of some interest to contrast the attitudes of the workers in these two large
companies. Faced with precisely the same problem their separate approaches were auite
different. How far their individual approaches were conditioned by past relationships
with their employers is difficult to judge, but 1t seems that one set of woerkers had
confidence in management motives, the other did not. Perhaps this 1s a too simple answ:r,
and one that does not take info account the relative degree of miflitancy of tka two
groups. :

The companies, no less than their employees, iiere very concerned as to the method
used to select those due to be made redundant. The unions tried to insist on the "first
in last out"™ (FILO) principle on an occupational basis. This, however, conflicted with
the need of the employers to maintain a balanced labour force in each of their various
departments. For in the Alrcraft Industry, unlike some other industries, production 1is
organised on the batch system, and departments have been built up around this method of
work, with workpeople absorbing skills that are to some extent, at least in the opinion
of the employers, non-transferable.

At the same time it 1s quite possible for some departments to be over-engaged in
production 93 components to be used in all the various aircraft being manufactured by the
group, whilst somg& specialist departments feel the effects of a cancellation of a
particular product immediately.

The companlies method of reasoning was accepted by the unions at B.A.C. and
dismissals took place on a departmental basis, but in the Hawker Siddeley factory at
Bristol the unions insisted on redundancies being declared on an occupational basis.

In spite of strong opposition from management the unions at Bristol virtually took
command of the situation. Insisting from the very outset that the problem could be dealt
with by the voluntary movement of labour, they organised the necessary machinery to
ensure the smooth operation of their policy. The machinery took the following form:-

(1) A committee of 42 delegates from the Pristol group of factcries was established.

(2) From this committee a negotiating committee of 12 men was set up.
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(3) A four man committee to deal with the Ministry of Labour and to keep contact with
Membcrs of Parliament and other bodies.

(%) A publicity committee to Gisseminate information to the workpeople largely
througn an almost daily nexs sheet.

Detailed and prolonged meetings with management were held to resolve the numerous
details necessary for the voluntary system to function efficiently. 1In the early stages
progress was lmpeded by lack of information on severance pay details and on the numbers
involved in various occupations and departments.

Quite strict control was exercised over overtime working. Overtime working was a
source of friction in both companies - for as stated earlier the latest system of
production often means uneven development of productive capacity so that some departments
may need to work overtime whilst others have a surplus of labour. At Bristol the unions
insisted on the implementation of the full working week spread where necessary over seven
working days. Where the company wished to introduce overtime working in any department
they were required to prove their case to the 12 man negotiating committee, Dispensations
were only granted after a full assessment of the labour and work situation had been made.

The voluntary system was subject to three reviews during the period of its operation.
In the first of this series the company's assessment of the situation was opposed by the
unions. The unions had predicted the movement of labour, based on earlier results, in a
graphic form which proved to be substantially correct, and the company gventually had to
agree that the statistics provided by the unions were more reliable than their own. It
was quite clear in fact that the 12 man negotiating committee had a far clearer picture of
the movement of labour and the impact of the voluntary system than the manzZement.

The voluntary system could not have worked of course, without the Redundancy Payments
Scheme providing the inducement to individuals to find alternative employment. Instead of
individuals being named, the surplus labour was identified by the company on an occupatio-
nal and departmental basis. Those wishing to avail themselves of the system indicated to
management that they wished to be made redundant. Thus no one was forced to leave the
company against his or her will.

It became necessary after the first two weeks to establish with the agreement of the
company, a central union control to deal with the numerous queries from members. This
involved the manning throughout the day of a stewards room normally used for meetings.

The insistence on redundancies being declared on an occupational basis meant that
there was an imbalance in the labour force in some departments. After some discussion
with the company agreement was reached on a voluntary method of transfer from those
departments with more workers than they needed to the departments where labour was short.
In spite of the above mentioned obstacles to the transfer of workers the system, by and
large, was successful though there were some re-training difficulties i:. transferring
from one department to another.

At B.A.C., Preston, the unions were more aware, or perhaps more sympathetically
inclined, to managements' problems consequent on an imbalanced labour force and as a
result only about 50 per cent of those that left were volunteers as opposed to virtually
100 per cent at Hawker Siddeley, Bristol.

Sub~-Contract Work

Where possible zll sub-contract work was brought back to the companies. This had the
effect of reducing the numbers declared redundant since the number of sub-contractors, in
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the case of one cczpany , was 160. This of course shifted the burden on to the sub-
contractor to a greater or lesser extent, but because the sub-contractors were generally
not solely reliant on the TSR.2 contract or even aircraft work in general, no particular
problems seem to have arisen. The samc is true of the many more suppliers of equipment to
the companies - though affected, they were able to cope without undue difficulty.

Transfer to other jobs

Where possible workers at the main contractors were transferred to other projects -
this involved some downgrading, where it was acceptable. At the Weybridge factory of
B.A.C. most of the redundant TSR.2 workers were absorbed on work on the VC.10 and
VC.111 aircraft brought in to the area from other factories of the group. This solution
was not possible in most other instances however. 1In the Preston area it was possible to
transfer some workers to the Lightning programme and others back to the English Electric
Company to work on diese: engines. The Preston factory was originally owned by English
Electric (English Electric is part of the same group as B.A.C.) and part of it is still
used by them for manufacturing diesel engines. Those workers transferred to English
Electric, though quite few, were made redundant by B.A.C. and thereby obtained in some
cases quite a substantial sum of money in severarnce pay.

Training and re-training programmes

In view of the expressed opinion of the Minister of Aviation that the industries’
Jabour force will fall by at least 50,000 by 1970 - a view that is in line with the
recommenidation of the Plowden Committee - the industry's problems for the future are not
likely to include the training of new entrants or even retraining the present workforce,
but rather the redustion of the labour force with the least amount of disruption.

Perhaps natural wastage and retirements will assist in a solution.

The industry has always had a good record :in the field of training - the apprentice
training schools of both the large airframe companies have been models of their kind.
Vast sums of money have been expended and are likely to continue to be spent once the
proper size of the industry is determined.

With the advent of the Industrial Training Act, Industrial Training Boards have been
set up to ensure not only that the right kind of training takes place but that the cost
of such training is spread fairly over industry as a whole.

The main practical aim of the Act is to ensure that every firm in the main industries
of Britain does its bit or pays its share in the training of skilled manpower. The
Minister of Labour has set up a Central Training Council of eminent representatives of
employers, organised labour and educational people: this council will lay down broad
lines of policy. For each definable industry there are then to be established training
boards, each empowered tc levy money on the f&rms in that industry, and to spend it
either on running training establishments or on reimbursing those firms that already do
their fair share of training. The central government will pay for administrative
expenses in the first year of a board's operation and various nther initial expenses. The
work of these boards is tc be guided by the newly created Manpower Research Unit in the
Ministry of Labour, whose job is to estimate the future demand for certain skills.

There is thus one body,quite independent of industry, with powers to ensure that
the various firms in that industry train people in the right amounts and with the right

skills required for the future.
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Government Training Centres

One singularly important part of the industrial training process represented by the
more than thirty Government Training Centres is at present outside the scope of the
industrial training boards themselves. The function of the Boards at the present is to
train new teenzge entrants to an industry. But the business of retraining older workers,
already in employment in a declining industry, remains with the Government Training Centres,
a charge on the Jeneral Exchequer and run by tne Ministry of Labour. These centres, first
set up in 1919 to look after o0ld soldiers, have never quite got clear of their origins.

The Conservative Government in its last couple of years of office finally, after a series
of ups and downs, decided to press ahead with expansion of these centres.

Trere are 30 Government Training Centres now open with alxost 6,000 training places.
The Minister announced last summer that he proposed to increase the number cf places to
8,000 by providing eight more centres and expanding the facilities at existing ones.

Courses at these centres are provided in 4G different trades, the majority falling in
the construction and engineering industries in which there is a shortage of skilled labour.
The Ministry has had long experience of training as it has been providing training courses
for almost 40 years. During that time it has developed a system of training - accelerated
vocational training - which is unique in this country. The method involves short full-
time highly intensive trazining courses.

Most of the courses last for six months. A few are longer, but none exceed 12 months.
In that time the basic skilis of a trade are taught. The training emphasis is on the
practical side and on the actual work carried out in the trade; theory is restricted to
the necessary minimum. Classes are small -~ from 8 - 16 trainees - to ensure that each man
recelives individual attenticn. The centres are well equipped with up to date machines and

tools.

Towards the end of a course, placing officers at each centre assist trainees to
obtain employment. About 95 per cent of men trained in a Government Training Centre area

find employment in their new %rade.

Anyone over 18 who is either unskilled or who has poor prospects of finding a job to
suit his abilities can apply for a place in a training centre. The selection of
individuals 1is usually by panels including representatives of employers and trade unions.

The training is free and taxfree allowances are also paid. For example, a single man
living at home receives £8 per week; a married man with one child £11 a week. Free
credits are given for national insurance contributions, and daily travelling expenses are
paid if the journey to the centre is more than two miles each way.

If a man has to leave home to take training then he is accommodated either in a
hostel attached to the centre or given a leodging allowance. Assistance is also usually
provided towards fares home, and there are palid nolidays during a course. At the end of a
course if a personal tool kit is usual in the man's new trade, for example as a plumber,

this 1is provided free.

At present about 54 per cent of the training places in Government Training Centres
are provided in engineering and allied trades and 35 per cent in the construction
industry. But Government Training Centres still suffer from suspicion by trade unionists
who fear "dilution" of their craft. It is highly desirable that their work should be more
fully integrated into the work of the Industrial Training Boards. Not only will the
boards have money that could push them ahead, but the fact that the boards will be mamned
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: by top trade unionists as well as by employers should then open the employment {ieid far
ylf more widely for men trained at them.

]

i

4 A modern industrial country needs a large output of well educated people who because
*} of their high standards will be able to pick up a skill in a relatively short time and

§ pick up yet another skill when their first has been made obsolete by technical progress.

i

i

)

The Industrial Training Boards are well aware of their responsibilities and there are
' signs that in Great Britain we are at last beginning to move away from the old ideas of
:f the apprenticeship system, largely because it has become apparent that the old apprentice-
e ship system cannot provide skiiled people with the necessary speed and flexibility,
'F nor in sufficient numbers to meet the requirements of a new technology. We are at

! last coming round to the idea that the business of learning a life-long skill, as

something cuite apart from the business of learning about life and techniques through
education, is not conducive ©0 a2 rapid rate of economic growthe

Last in First out (LIFO) principle

ol gt i o
ey r

Whenever redundancy is mooted in CGreat Britain trade unions have always insisted that
selection of those to lose their jobs, wherever such a choice exists, shall be on the
LIFO principle. It is said that this satisfies the unions' sense of fair play, and
prevents managements from victimising certain individuals. But does 1t not Just represent
the easy answer; the easy way out of a very difficult problem? o

Simple principles which carn be applied with Justice often bring in their wake their
own injustices. For example the application of the LIFO principie may produce a class of
1] worker,who, if he is unfortunate enough fo be invoived in several redundancies, may never
é ) build up enough service in a particular firm to escape this principle. It may also inhibit
mobility - for a worker will not wish to lose his security brought about by his long
service in his old Job by moving to a new. It might also not be in the long term
interests of the long service worker should his Job at last disappear, for he will then be
% forced ontc the market at a time when his age will be an extra obstacle to finding employ-
: ment - it might have been better for him to have left earlier rather than have been

protected by LIFO.
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It is not easy to suggest an alternative to LIF0. But there is some evidence from
studies of various redundancies to suggest thaf support for LIFO is not as widespread as
s sometimes supposed and that perhaps some form of points system should be introduced to
Hf give weight to other considerations besides length of service - such as time-keeping,

é skill, good workmanship, family responsibilities, etc.

i kAN DA i By i

i ’ This proposal may not be acceptable to all, but what is clear is that we should give
: s much more thought to the consequences of the LIFO principle and whatever principle or

principles we put in its place.

il Programmes for the Re-Location of Manpower

Just over 8,000 workers in the aircraft industry were made redundant during 1965.
By February, 1966, only 248 were still registered at the Ministry of Labour as unemployed.
This shows the extent to which the surplus manpower was absorbed by the rest of industry.

R g o e

Quite a lot of credit for this must go to the Ministry of Labour and the aircraft
2 manufacturers concerned. From the very outset the companies showed great concern fer the
| welfare of their employees. During the period of rundown those due for dismissal were
given time off with pay to seek other work and to be interviewed by prospective employers.
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Accommodation was made available for any employer wishing to interview prospective
employees and many workers found similar work quite close to home, e.g. in Preston the
local companies include a number of commercial vehicle manufacturers, switch gear makers,
plastic and chemical machinery divisions of the Atomic Epei'gy Authority and United Glass
Ltd. Most of the local firms employed some extra workers and Leyland Motors took

considerably more than most.

The Ministry of Labour set up site offices on the premises of the larger firms and
interviews took place during working hours to offer alternative employment to those
leaving the various firms. Of the 8,226 declared redundant around 5,000 registered and of
the 5,000, 1,596 were placed in employment by Ministry officials. Another 2,199
registrants were krnown to have found work on their own accord. Of the 3,755 known by the
¥Ministry to have found work, the following table gives an analysis of their dispersal:-

1. In Aircraft Industry
(a) In own occupation 5904
(b) In other occupations 131
2. In Associated Industries
(a) In own occupation 1,262
(b) In other occupations 693
3. In other Industries
(a) In own occupation 589
(b) In other occupations 526
3,795

Note: Assoclated Industries include engineering, electrical, shipbuilders, etc.

It is reasonable to assume that the remainder of those declared redundant, i.e.
4,431 found employment in the various industries in at least similar proportion to those
shown in the above table. If this is so then over 5,0C0 of the 8,226 found alternative
work in their own occupations, and over 1,500 were retaired in the aircraft industry

itself.

In percentage terms the latest information is that 19 per cent were re-employed in
the aircraft industry, 52 per cent went into metal using industries. other than aireraft,

and 29 per cent into other industries.

It was not considered necessary by either the industry or the Government to infroduce
any speclal facility to re-locate manpower. (See Appendix D) It was thought that the
existing facilitlies would suffice given the prevailing labour market situation. The
Government did, howev.», Try to co~ordinate the efforts of the aircraft companies
concerned with fhose of industries seeking labour; companies from as far away as
Scotland made inquiries about the availabilify of the redundant workers. The central
organisation set up to matceh labour supply and demand found that practically its sole
function became one of placating irate employers who had been promised much wanted
additions to their labour force; additions in many cases that failed to materialise.

Quite a number of workers took advantage, however, of the existing facilities to
assist transferred workers. The Minister of Labour has power under the Employment and
Training Act, 1948, to make loans and grants to workers moving from one area to another
in Great Briftain for the purpose of obtaining employment. The powers are used to make
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available (a) loans by way of advance for fares for journeys to employment, and (b) grants
and allowances (under the iinistry's Transfer Schemes) to assist workers who take employ-
ment beyond daily travelling distanrce of their homes.
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Resettlement Transfer Scheme

This scheme is primarily to assist unemployed workers with poor employment prospects
in their home areas to move to jobs in other areas either for the purpose of resettling
permanently in the new areas or until such time as work may be available for them nearer
their homes. It also applies to unemployed persons who are going to fill key posts (which
cannot be filled by local labour) in new factories which are being established in areas of
high unemployment, and who undertake to resettle permanently in the new areas. Assistance,
which includes free and assisted fares, lodging allowances and, for those transferring
permanently to the new areas, payment of household removal, is available up to two years
from the date of transfer.

The Older Worker

—

Whilst redundancy in the prevailing indust:*ial climate has not assumed the pro-
portions feared when rirst sprung upon the aircraft industry, i¢ would be wrong to
conclude that there were not some workers to whom rs=dundancy is or could be a major

catastrophe.

In particular there are the worker: in the age group 50-65. Theirs is a problem to
which, up to date, we in Great Britain have failed to give sufficient thought, let alone
attention.

No doubt there is much that can be done in the way of early retirerma2nt pensions;
this was done in the case of workers nearing retirement age in the aireraft industry.
Wage related unemployment benefits too will go a long way to easing the financial burden
of the older unemployed worker. But these cannot meet all the social problems. Many men
in their late fifties and early sixties are just not ready for retirement; they need the
stimulation of work no less than the incomes they derive from such work.

The subject of changing cccupation and job in middle age is becoming one of increasing
practical importance especially as very few young people starting work today can hope to
do the Jjob for which they initially trained until they retire. Constantly changing
requirements of a scientific and technologically based society will mean that a growing
proportion of workers made redundant by technical progress will need to learn new skills :
during their working life. :

with the supply of labour being reduced at one end by the tendency for young people
to stay at school longer and to continue full time education after normal school leaving
age, coupled with the reluctance of higher educated people to take traditional skilled,
but manual jobs in industry it is likely that industry will have to rely more and more on
retraining semi-skilled workers normally considered to be above the age for training.

There seems to Le a very real reluctance on the part of employers generally, however,
to recruit and retrain the older worker. Though many employe.’s pay tribute to their
conscientiousness, loyalty and good time-keeping there are very few instances where
employers have set out to provide good training schemes for the middle aged.

The Government Training Centres in Great Britain in April, 1965, were training only
179 persons over the age of 45, this was a 63 per cent acceptance rate of the number of
applications. Officers of the Ministry of Labour have now been instructed to pay special
attention to the need to recruit more people over the age of 45. Bu% the centres ¢an only

78

AR i 4\l ML C LA SIS U Bt B o




4y 4

train quite a small number of people; the main responsibility for training or retraining
\ these people mmust fall upon the employers themselves, and we can only hovwe that the
Industrial Training Boards will do more to encourage such firms to inauzirate special
training and retraining schemes to suit the needs of the middle aged.
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Conversion of Facilities to New Uses

At the time of writing none of the major aircraft firms has converted aircraft
1 facilities to other uses within recent times. This applies to Hawker Siddeley, Aviation,
] British Airecraft Corporation and Short Bros. and Harland.

3 4o

Ei 3 Hawker Siddeley have a fair amount of aircraft work to keep them goling at present.
F 4 Their policy has been to dispose of factories when there is no airecraft work available,
rather than to convert them to other uses.

i B.A.C. are also disposing of factories they no longer require - one at Luton to
fi- General Motors and one at Cardifi to Bristol Siddel:y. Their guided weapons division
already handles a diversity of other work but this has not involved the transfer of
1B aircraft facilities.

f The future of Short Bros. 1s under urgent consideration by the Government. The

9 company has hac a number of non aireraft lines of work for many years. In the near

3 future, especially in view of the recommendation of the Plowden Committee,they will face
a major problem in determining what to do with their existing aircraft production and
assembly hangers, which are particularly suited to the construction of large aircraft.

é . Recognising that Shorts posed a particular problem,situated as it is in Northern

é . Ireland with 4¢s relatively high rate of unemployment, the Department of Economic Affairs

: some time ago got an American firm of consultants to examine ways 2nd means of switching

the company on to wider engineering work. Although the report of the consultants has not
yet been published there 1s reason to believe that a major diversification effort by

o

54’ Shorts is recommended.

; Over half of Short's shares are owned by the British Government. Concern for its

¥ i future, which had been mounting, developed further when the Plowden Committee recom-

‘ mended that "no exceptional measures of support should be given". The directors of the

{ company have stated that in default of new orders the number employed might have to be

< reduced from some 8,500 to about 4,000. The Minister of Avigtion has stated that on the
basis of present orders and workload (H.0.C. 11.5.66) he estimates that the number
employed on airecraft construction and missile work by Short Bros. in December, 1966, will
be about 6,000 and about 3,500 in December, 1967.

Pointing out that the Skyvan freighter and guided missiles hold the key to the
future of the group's aircraft division, the Littie report recommends diversification
: along two main lines. In the first place it 1s suggested that Shorts should undertake
: as many Jjoint ventures as possible with other companies. Secondly, the companies are
urged to develop further into the fields of mechanical and material handling into which
first steps have already been taken. The precision engineering potential that the group

? have already established provides a base from which this diversification could develop.

: : The consultants recognise that Shorts have been hampered in previous development

; % efforts by a shortage of capital. They also agree with the view already expressed by the
E ! Government that Shorts should not be prov.ded with a subsidy from public money. Rather,
j f the report emphasises, although work may be needed for 4,000 to 5,000 workers, all new

% projects must be commercially viable.
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Talks are now proceeding between the Minister of Aviation and the heads of the
aiicraft industry on the main recommendation of Plowden - that Britain should have just
one big manufacturer. Both the large firms have accepted, it seems,the logic of the
situation; the struggle now centres on who is going to come out on top.

The two contenders are B.A.C. and Hawker Siddeley; B.A.C. 1s owned by English
Electric and Vickers, each with 40 per cent and Bristol Aeroplane which holds the
remaining 20 per cent. Just over half of Hawker's interests are outside aviation. The
extent to which diversification takes place will depend, of course, upon which of the two
glants dominate the new company.

With Vickers at the start of a new diversification programme of its own it will need
to know whether they will be keeping its 40 per cent stake in B.A.C. The signs are that
the Government will buy out Vickers and the other major B.A.C. partner, English Electric,
and merge 1t with Hawker Siddeley. This, however 1s conjecture and may well be Subverted
by fact by the time this paper 1s published.

But with the future so uncertaln it is understandable that possible diversification
or relocation 1s also very uncertain.

Long-term Prospects

The industry is likely to rind the going even tougher from now on. Defence spending
will no doubt rise gradually with national product. No doubt too, the industry will
continue to get a substantial part, but, with the onset of "cost efficiency” evaluation
methods, more may be spent on foreign aircraft and the proportion devoted %o home
produced aircraft may fall.

The civil side illustrates well the mistakes and the problems of the industry. The
United Kingdom can offer aircraft to cover virtually every type of usage. Unfortunately,
the evidence is still that none of them is fully competitive with the United States
equivalents, and overseas orders have been very hard to come by.

Gradually the indusiwy has lost its technological lead. In alrframe construction the
United States industry is almost certainly ahead. In engines there 1s perhaps now little
in it, but previous sales increases ware built on a long lead in jet and turbo-prop types.
The only major area where we are still demonstrably ahead, that of vertical-take off
types, 1s unfortunately at present in eclipse. The consequence of this relative slide 1s
that sales prospects for the future must be correspondingly dimmed. Concord looks 1llke a
last brave (many have said foclhardy) attempt to remain in the big league.

Nevertheless there remains a place for the industry provided it exploits 1its natural
advantage of lower labour costs. This means that the industry is likely to concentrate
on more specialised types, which would have too small a potential market and too low a
breakeven point to justify United States' interest. This points to more emphasis on
market research and less on technological breakthroughs. And further links with leading
European manufacturers should lead to economigs in development and somewhat larger,
though still not massive, potential markets. Such a future, while less exclting, could
be more profitable, less wasteful of the country's scarce skilled manpower and will.o
probably be actively encouraged by the more pragmatic political leaders, who have now
emerged. It is likely to entail some further, but perhans not too drastic, contraction

in employment and output.

A further natural development would be diversification by the major manufacturers.
This would be into areas where some of the technology used in aircraft construction

80




Tk W AR

[y
- -

[T

z

\'mnwx mﬁlﬁ‘m’ﬁm

AR WG AP

(o ke Abwii trri

a0 |

e

i i)

could be usefully employed. Most already have interests in other fields, such as hover-
craft, hydrofoil boats and electrical equipment of various kinds and these are likely to
be extended.

For the reasons given, viz: tight labour market, Redundancy Payments Act, Government
assistance in matching workers to jobs etec., etc., the trade union movement does not
envisage future difficulties and there is every reason to believe that the philosophy behind
the concluding paragraph to Hilda Kahn's "Repercussions of Redundancy”™ is weil on its way
to becoming the accepted way of thought in Great Britain today.

"Redundancy is an issue where a balance has to be struck between the social and the
economic good, for some redundancy is inevitable if the economy is not to stagnate. Hence
it will not do to succumb either to the attractions of an 'economically hard', or to the
blandishments of a 'socially soft', set of remedies. What is significant, however, is that
while social and economic desiderata undoubtedly may pull in opposite directions, this is
by no means invariably so. The subject of regional planning is a case in point; so is
that of industrial training; and so is that of redundancy policy. In the latter sphere,
should our twentieth-century wits enable us one day to eradicate the fear of redundancy, a
substantial contribution will have been made alike to social and economic welfare. But
only when we have evolved a multi-pronged comprehensive programme, adequately covering all
aspects of the problem and generously protecting all those liable to be affected, can we
reasonably expect a measure of tolerance from the potential vietims of redundancy. Only
then - and not because a particular set of major dismissals proved less grave in the event
than was t'eared when they were first sprung upon the nation - are we entitled to view
redundancy with something approaching equanimityf'
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APPENDIX A

REDUNDANCY PAYMENTS ACT

The Act requlires emplcyers to make lump-sum compensation payments, called
"redundancy payments", to employees who are dismissed because of redundancy. It also
requires these payments to be made in certain circumstances to employees who have been

laid off or kept on short-time for a substantial period. The amount of the payments 1is to

be related to pay, length of service with the employer and to age.

The Act also establishes a Redundancy Fund, financed by contributions collected with

the employer's flat-rate National Insurance contribution. Employers who have to make
redundancy payments as required by the Act may claim a rebate of part of the cost
(ranging from two-thirds to just over three-quarters) from the Fund.

The Act provides for disputes about entitlement to redundancy payments or about
claims for rebate from the Fund to be settled by Industrial Tribunals established under

the Industrial Training Act, 1964.

The scale of payments

Years of service will count for payment as follows:-

A

(1) Por each year of employment between ages 18 and 21 inciusive - half a week's pay.

(2) For each year of employment between ages 22 and 40 inclusive - one week's pay.

(3) PFor each year of employment between ages 41 and 64 (59 for women) inclusive -
one and a half week's pay.

Mr. Gunter, the Minister of Labour, pointed out during the debate on the Bill's
second reading (April 26) that an "important by-product™ of the introduction of the Fund
would be that it would be necessary to ask employers to give notice of a claim on the
Fund some time before the redundancies took place. This would mean in effect that
employment exchanges would get advance notice of virtually all redundancies, and the
Minister intended to see that "the utmost use is made of this to get ahead in good time
with the placing of redundant workers in fresh employment or with arrangements for

retraining where that is needed".
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APPENDIX B

REDUNDANCY AGREEMENT AT ROLLS-ROYCE LTD.

One of the most vital aspects of the proposals concerned compensation and a scale of
redundancy payment.

In most redundancy agreements both aspects apply, but it was recognised that on a
"last in first out" basis those with short service would be involved and decided that it
was betler to concentrate on trying to obtain an agreement that would provide payment for
as long as possible to¢ those having difficulty in getting other work.

The unions agreed that their representatives should try to obtain:

(a) The longest possible pericd of notice which would give time for those
redundant to try to find znother job;

(b) Financial assistance if uvnemployed.

(¢) A special lump sum payment to cover travelling and removal expenses for
those who have to move to another area.

In short, assistance should be given where it was most needed and, recognising that
the financial resources of a company which had to declare redundancy must be limited, it
was felt that if they surrender all-round lump sum payments in order to obtain this
cover, this would be the correct line to follow. The firm had already indicated that they
were not unsympathetic to a settlement along these lines.

The agreement 1s printed in full. It is necessary to add a short explanation in
c.nnection with the section dealing with financial assistance while unemployed. Readers
Will also note the special provision within the agreement for appeals machinery. This is
a very useful safeguard, re:ziily accepted by both sides.

Financial assistance

The level of payment of cne-third of a week's wage is deteruined by a most limnportant
factor. Gaqvernment regulations limit the amount of compensation payment which may be
recelved by an unemployed person if he is to be entitled to draw state unemployment
benefit 1In addition. A supplementary payment of this kind must not exceed two-thirds of a
normal week's pay, less the standard daily rate of unemployment bengﬁit.

The decision to make the scale of assistance one-third of a week's wage was taken in
order to ensure that this regulation would be met.

This will mean, in practice, that any person unemployed after being made redundant
will receive payment from the company, from the state, and if eligible under the rules,
unemployment benefit from the Association, all free of income tax.

In this way the company and the nation are bearing some responsibility, and it is
right that they should do so.

2 i
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REDUNDANCY AGREEMENT BETWEEN ROLLS-ROYCE, LIMITED
AND THE FOLLOWING STAFF UNIONS:-
DOAOT.AO, AoSoCoao, c.AOHOUO

1. Pefinition

Redundancy is defined as occurring when there are surplus employees which the
approved programme o0f work camnot support and the surplis has not been absorbed after ail
the following action has been taken.

2. Preliminary action

(2a) Recruitment of new employees will cease in the occupational groups represented
by the staff unions who are party to this agreement. In the event of redundancy being of
a general character affecting all occupaticns, a general ban will be placed on recruitment.
Exceptions will be discussed with the appropriate union.

(p) 4ny employee retained past the normal retiring age will be retired.
(e) All sub-contract work will be withdrawn subject to:

(1) the Company's ability to perform the work or to manufacture the
parts involved;

(11) the Company's ability to azbsorb the work without detriment to
maintaining vital output.

(d) Overtime working will be terminated within occupational groups concerned. 2ny
exceptions will be discussed with the appropriate union as being necessary to meet
contract commitments or to provide essentlal services.

3. Selection of redundant personnel

All other things being equal:

(a) The "last in, first out” principle, based on length of continuous company
service, will apply. Exceptions will be discussed with the union representatives
concerned. Transfers will be effected on an occupational basis between departments within

the group of factories concerned based on length of continuous company service. Surplus
employees will also be given the opportunity to apply for any vacancies existing in other

groups.
(b) Married women who have adequate means of support will be declared surplus

before any other employees in any particular occupation.

L, General warning of redundancy

The longest possible warning of the numbers affected within a skill and occupation
will be given and discussed with the union representatives concerned.

5, Individual warning and notice

Individual employees to be declared redundant will be given ten weeks' warning and
at the end of this pericd four weeks' notice will be given to terminate employment.

During both periods every effort will be made to offer alternative employment within
the company and it is expected that any reasonable alternative will be accepted. Whilst
it is impossible to define precisely what would be a reasonable alternative it will
generally be the type of work from and to which the employee cculd have been transferred
in more normal circumstances. The refusal of an alternative Job will automatically
justify the cffer being made to any other available employee with shorter service.
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The refusal of a suitable alternative employment, not involving loss of earnings
either prior to or during the warning and notice periods, will disquaiify the individual
concerned from receiving the benefit from any or all of the redundancy teres.

The unions wilil be given the names of all individuals involved at the time the
warnings are issued.

6. Assistance during unempioyment

Finzncial assistance will be given to a redundant employee who, immediately after
leaving the company, is unable to obtain other employment as confirmed by the payment of
National Insurance unemployment benefit.

Married women not paying into the unemployment benefit fund must provide some
certificate that they have registered with the Ministry of Labour and are genuinely
Seeking work.

Any person who refuses alternative employment whilst unemployed, in suchway as to be
disqualified from receiving National Insurance unemployment benefit, will not qualify for
further assistance from the company.

Financial assistance will be given at one-third of a week's basic salary per week
while unemployed for a maximum period defined as follows:

(a) One week for each completed calendar month of service throughout the first
twelve months of employment with the company.

(b) An additional two weeks for each subsequent complete year of continuous
sarvice.

(c) The period during which such financial support will be given will not exceed
a tetal of twenty-eight weeks.

The amount ¢f each payment is subject to Ministry of ILabour regulations which limit
the amount of assistance which may be received in addition to unemployment benefit. A
suppiement of this kind must not exceed two-thirds of normal week's pay less a single
person's unemployment benefit. The payment will be adjusted so that the amount paid by
the Ministry of Labour is not reduced.

T- Removal allowances

Forty pounds will be paid to any redundant staff employee who, having a dependent
relative, is obliged within twenty-eight weeks of actually leaving the company to take
employment more than twenty miles from his residence at the time of leaving. Evidence of
establishment in new employment must be produced.

8. Holiday pay

Holiday pay based on service since the preceding July will be paid to those who have
not had their annual holiday. For those entitled to more than two weeks' annual holiday
this will be one-quarter of a week's salery for each completed month of service since
July. Those entitled to two weeks wiil receive one-sixth of a week's salary for each
completed month of service since July.

9. Appeals

Individuals have the right of appeal, either on the grounds of exceptional hardship
or when it is alleged that the rules of selection have been broken. A successful appeal
may necessitate the introduction of another name on the redundancy list. Union
representation will be permitfted.
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10. Contracts

All contracts will be honoured but the extended warning and notice will not be given
in addition to the termination of any contract for reasons of redundancy. The benefits of

assistance during unemployment and the removal allowance will be applicable to former
contract hoiders.

11. Retraining

é Every effort will be made to retrain empioyees for alternative Jobs.

! 12. Leave of absence ror interviews

Employees whe have been given formal warning of redundancy will be granted reasonable
facilities to seek alternative employment ouvtside the company.
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13. Early release

3 Redundant employees will be allowed to take up alternative employment outside the
'T% company before the final discharge date. In such instances, although the employees will
3 { not qualify for the total of the redundancy conditions, their personal record will be

g endorsed "discharged as redundant®.

14. Re-engagement

Employees who, having been declared redundant, are subsequently re-engaged by the
company will be allowed to count service prior to the redundancy as continuous service for
the purpose of entitlements relating to holidays, sickness and long service awards.
Employees re-engaged under this scheme will be considered for further redundancy from the
last date of starting.

15. Revision

|- These terms are applicable to employees with less than ten years'®' service and will be
4 reviewed in the light of any new legislation on the subject.
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EARNINCS-RELATED SUPPLEMENTS TO UNEMPLOYMENT
AND SICKNESS BENEFITS

The additional benefits will tzke the form of earnings-related supplements payable
to people over 18 and under minimum pensionable age provided that they are entitled t>
flat-rate unemployment or sickness benefit. The supplements will start from the
thirteenth day of a pericd of interruption of empioyment and will last for up to a
maximum of six months. Periods of unemployment or sickness not separated by more than
13 weeks will be treated as one period of interruption of employment, as under the
; present flat-rate scheme. The supplement will be one-third cf the claimant's average

i weekly earnings between £9 and £30 and will be paid in addition to the existing usiemploy-
' ment and sickness benefits, including increases for dependants, subject to a maximum
total benefit of 85 per cent of his earnings. This means that the maximum addZtional
3l payment will be £7 (one-third of £21) for the claimant with average weekly earnings of
?E L £30.

Changes in graduated contributions under the national insurance scheme

At presant graduated contributions, counting towards the graduated part of the

1 national insurance retirement pension, are paid by employed persons over age 18 and their
employers at the rave of 4 1/4 per cent on the employee's earnings between £9 and £18 a
week; employees who are members of a recognised occupational pension scheme which
provides pension benefits equivalent to the maximum payable under the graduated scheme
can, however, be "contracted out™ of the graduated scheme by their employer.
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In order to provide for the extra cost to the National insurance Fund of earnings-
related supplements to unemployment and sickness benefit and of widow's supplementary
ik allowance, the Bill proposes that additional graduated contribuvions should be paid at
;'§ the rate of 1/2 per cent a side on that part of the employee's earnings which lies
1k between £9 and £30 a week, which is the band of earnings on which the supplements are to
be based. There will be no contracting out of the new scheme of earnings-related short-
term benefits and the new 1/2 per cent graduated contribution will therefore be paid by
those ho are contracted out of the graduated pension scheme as well as by those who are
not. Thus, persons not contracted out will pay a total graduated contribution of 4 3/4
per cent on that part of their earnings that lies between £9 and £18 a week and of 1/2
per cent on earnings over £18 and up to £30; in all cases there will be a matching
contribution from the employer. Contracted-out persons and their employers will each
pay the 1/2 per cent graduated contribution which will also count for graduated
pension. There will be no changes in the flat-rate national insurance contributions.
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APPENDIX D

GRANTS TO HELP LABOUR MOBILITY

Assisting workers to move to new jobs

In many industries technolcgical developments are simultaneously creating new Jjobs,
occupations and opportunities in some areas whilst reducing employment prospects and
trades in other places. Consequently, labour mobility, with people being able to move to
different areas to take advantage of new opportunities, is an essential requirement for a

dynamic economy.

A2 obvious obstacle to labour mobility can be the financial cost of moving from one
part of the country to another. Buying and selling a house, going into lodgings and at
the same time providing a home elsewhere, visits home - all these expenses can deter
people from moving and taking employment in 2 new locality. To help people meet these and
other costs, the Ministry of Labour offers a variety of grants and allowances.

Widely used

The Resettlement Transfer Scheme is the most widely used scheme. This 1s to hkelp
péople already unemployed, or those likely to become redundant within six months and
unlikely to find suitable regular work near home but who have found work beyond daily
travelling distance. Before giving help, the Ministry has to be satisfied that the new
job offers prospects of resettlement and also that suitable people who are anemployed are
not available already in the new area.

Key workers

The Key Workers Scheme provides grants for key workers who are moving to a project
being established by their employers in a development district. The Ministry has to be
satisfied that these workers are needed for the firm to become establisked in the new
area. Approved key employees may receive a grant if they zre being transferred on either
a permanent or temporary basis

The Nucleus Labour Forre Scheme assists financilally new employees of a newly
established firm in an area of high unemployment to be temporarily transferred to their
employer's parent factory for training.

The benefits under these three schemes are similar, except that help towards house-
hold removal is confined to where the move is expected to be permanent. The allowances
include: fares to the new Job, a settling-in grant of £5; weekly lodging allowances of
£3.10. 0 for an employee in lodgings yet maintaining dependants at home; and financial
assistance for up to six visits home a year.

Incidental expenses

When a worker has found a home in the new area for his family, their fares are paid
together with removal costs and an incidental expenses grant of £30 is also given.
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f ] Employees buying or selling their houses receive three-quarters, up to a maximum of £120,
’“: tcwards legal and other ancillary costs.

' Assistance under these schemes is available for a meximum of two years. The schemes
apply only to jobs paying not more than £1,500 a year. The application of these schemes
for assisting people to move is flexible; they are geared to meet the needs of
individuals who are unempluyed and to assist individual factories setting up in areas of
high unemployment.
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BELGIUM

by R. Javaux,
Secretary-General,
Centrale Chrétienne des
Métallurgistes de Belgique,
(c.s.c.B.)

I. The Belgian Electronics Industry

A. General Pattern

1. Types of production

In Belgium, as in most other Western European countries, the electronics industry is
a relatively recently established industry. It was not until just after the war that
electronics emerged from the laboratory stage to that of its industrial application, but,
it has continued to expand and diversify its activities to the point where it is now sub-
divided into four branches, i.e.:

~ gspare parts or components;
~ consumer durables, mainly radio and television sets;

- capital goods for industry - measurement and regulation systems, automation, tele-
communications, medical appliances, nuclear energy equipment;

-~ military supplies - radar and navigational aids for aircraft, guided missiles and
space travel.

In the Western European countries, the consumer durables sector still represents the
major outlet for the electronics industry whereas, in the United States, by 1962 this
sector represented only 15 per cent of total turnover, as compared with 57 per cent for
defence purposes, 18 per cent on capital goods for industry and 10 per cent on spare
parts.

It is not possible to give a precise breakdown between these four branches in
Belgium, or even to determine the relative position of the electronics industry itself,
because the latter is an integral part of the vast sector covered by the general heading
of Electrical Engineering. Consequently, we have to fall back on mere estimates.

The Belgian electronics industry is dominated by two groups of products: consumer
durables and telecommunications equipment. In recent years, however, most of the firms in
this field have tended to diversify their production.

The steady growth of demand has enabled the Belgian electronics industry to finance
investment and research in the more advanced fields of electronics, especially with regard
to components such as trancsistors, diodes, resistances and printed circuits. Furthermore,
firms which already had some experience of making electronic tubes for consumer goods have
found it fairly easy to adapt to the growing demand for components in the industrial
field, si.ch as measuring and regulation systems and automation circuits.

Electronics equipment for defence purposes, has so far been of only minor importance
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in the Belgian electronics industry. Some firms have been involved in the e: zcution of
two large-scale Buropean military projects: the Hawk guided missile and the Lockheed F
104G supersonic fighter aircraft. This kind of activity nevertheless constitutes a
valuable socurce of experience capable of application to civilian use.

2. Bumber of firms

The Belgian Electrical Engineering industry comprises over 300 firms employing 5 or
more workers. At the same time, it is a relatively concentrated ssctor, with 70 per cent
of the total labour force being employed in only 8 firms of which the 3 largest account
for more than half.

Number of workers in the major firms in the
Electrical Engineering sector, December 1965

Industrial + Technicians
and Clerical workers
- Technicians
I:gg;Z::al and Clerical As a percentage
workers Number of total for
the industry
1. A.C.E.C. 10,200 4,500 14,700 21.8
2. Bell Telephone 9,400 2,650 12,050 17.9
3. Philips 6,900 2,900 9,800 14.5
4. M.B.L.E. 3,350 1,500 4,850 7.2
5. ATEA 1,400 650 2,050 3.0
6. Vinckier 1,250 300 1,550 2.3
7. Siemens 1,100 300 1,400 2.1
8. C.B.R.T. 1,050 150 1,200 1.8
Total fer 8
firms only 34,650 12,350 47,600 79.6
Total for the
industry 49,500 17,900 67,400 100

A survey carried out a few years ago by the National Institute of Statistics revealed
that the 11 larzest firms accounted for 75 pér cent of the value added in the sector as a
whole.

This degree of concentration is due not so much to the heavy capital investment re-
quired, as is the case in the Iron and Steel industry for instance, but rather to the
necessity of maintaining large departments which are not directly productive, such as
design and research services, laboratories and so on.

The smaller manufacturers are mainly specialised in limited fields where these an-
cillary departments are not such an essential feature, i.e. accumulator manufacturing,
electrical repairs, wiring, etc.

An additional reason behind the concentrated pattern of production in the Electrical
Engineering sector is the existence of numerous financial connections between different
firms, either directly or through financial groups. These relationships extend beyond the
national, or even the European boundaries of the industry.

ok




B. Contribution to the National Economy

1. On the financial plane

In 1965, the turnover of the Electrical Engineering sector amounted to B.Fr.28
milliard, or roughly one-fifth of the turnover of the whole metals manufacturing industry.

The producticn of the Electrical Erngineering sector is divided roughly as follows:
50 per cent electrical capital goods; 25 per cent consumer durables (other than radio and
television sets); 25 per cent electronics goods. The foregoing is, of course, no more
than an approximation; as we pointed out earlier, it is sometimes difficult to distin-
guish between the respective outputs of the Electrical Engineering and the Electronics
branches.

On the above basis, it can be estimated that the turnover of the electronics indus-
try, in 1965, amounted to B.Fr.7 milliard.

2. On the employment plane

As was shown in an earlier table, in December 1965 the Belgian Electrical Engineering
industry employed 49,500 industrial workers and 17,900 techniciars and clerical workers,
giving a total labour force of 67,400. This represents 6 per cent of the labour force in
the manufacturing industries as a whole, and 15 per cent of that engaged in the metallur-
gical industries (basic metallurgy and metals manufacturing combined). Out of the total
of 67,400 workers. about 20,000 are employed in the electronics branch.

One of the main features of the labour force in the Electrical Engineering sector is
the high proportion of female workers, who account for more than one-third of total em-~
ployment in the sector. At the same time, however, the position in this respect varies
congiderably from one firm to another, as follows:

Firm Percontage of femaie workers
in industrial grades (1)

C.B.R.T. a
Siemens 65
Philips 61
M.B.L.E. 58
Atea 42
Bell Telephone 38
Vinckier 21
A.C.E.C. 19

(1) At beginning of 1964,

The high proportion of female workers in the electrical industries is explained by
the fact that many of the operations carried out ré@uire repeated manipulation. As these
tasks are usually light ones which do not require a high degree of technical qualifica-
tion, they are mostly performed by women workers because of their natural aptitude for
work of this kind and, above all, because of the lower wage-rates they are paid.

Another special feature of the electrical industries' employment pattern is the high
proportion of technicians and clerical worker3, as compared with industrial grades.

The following table illustrates that this proportion is much higher in the electrical
industries than in the other branches of the metallurgy sector.
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Techniciang and clerical workers employed in the
varicus branches of the Metallurgy sector

e
|

} Technicians and Clerks
i as a percentage of
. total labour force

. Iron and Steel 16
1 Non-ferrous Metals 17
Metals manufacturing industry
(excluding electrical engineering) 19
§ Electrical Engineering 27
i

Thie situation is again explained by the nature of the work carried out in the elec-
trical industries. The proporticn of white-collar workers is a high one because the in-
tricacy of electric ard electronic machines and instruments requires the employment of
large numbers of engineers and technicians, with large research services and laboratories.

ol pon

As concerns the level of qualifications, it can be seen from the foregoing that the
electrical industries including, and even principally, the electronics branch, employ
highly-qualified personnel at the design and control stages of production, combined with
unskilled workers at the shop-floor level.

A P . -

Consequently, these industries employ fewer workers in the medium range of qualifica-
tions than is the general rule.

II. Tae labour problems which arose when a large order for aircraft was placed in
Belgiun in 1960
' Whereas the Belgian aircraft industry is in the main directly under the influence of

defence orders, the Belgian electronics industry engages — as we saw earlier - in a very
wide range of activities which are quite unconnected with aeronautics.

. 3
CTcees . 1)

As a means of illustrating the influence exercised by aircraft orders on the emplcy-
ment situation in the electronics branch, possibly the best way is to examine the effects
of a large order for military aircraft which was executed over the period 1961-1965.

The order was in connection with the integrated comstruction, at European level, of
P 104G fighier planes.

38

The P 104G fighter comprises 11 electronic systems covering a very wide cost range.
Belgium was allocated orders for i5 per cent of the electronic equipment.

The orders were placed directly with two firms: other firms handled certain items of

work, but to a much lesser degree.

A. Recruiting and training of workers

T ]

FPIRM No. 1
3 The first of the two firms was established primarily for the purpose of handling the
7 electronic equipment required for the aircraft in question.

) This firm took delivery of the equipment from the manufacturers and carried out the

i foll:wing procedures:

§ i -~ reception testing
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— laboratory teeting

-~ fitting to aircraft

-~ in-flight trials.

Over tke period 1961-1966, the pattern of the total labour force employed was as
follows (yearly averages);

early 1961: establishment of the firm

- 1962 : 290 employees
- 1963 : 340 "
- 1964 s 340 "
- 1965 : 290 "
- May 1966 : 310 "

Maximum establishment (end 1963/early 1964): 380
Mirimum establishment (1965) s 270

Salaried workers accounted for one-fifth of the total establishment.

1. Initial handling of the order

The type of zctivity in which the firm was engaged obviously required highly-
qualified personnel working in a very specialised field.

The academic training given to engineers and technicians and to skilled workers
covers only a basic curriculum directed to radio and television techniques, and to some
extent to industrial electronics but none at all to the more advanced techniques employed
in the aircraft industry, such as Radar and so on. It was therefore immediately apparent
that the personnel would have to be trained within the firm.

The following methods were adopted:

— The graduate engineers followed introductory courses under the direction of tech-
nical representatives from the manufacturing firms, supplementing these by personal study.

— The remaining personnel engaged on a permanent basis (i.e. technical engineers and
technicians) were trained on the following lines:

(1) an initial elementary course;
(2) two or three months' training on the job;

(3) specialised courses conducted by the graduate engineers after the training des-
cribed above.

~ The shop-floor workers (welders, cablers and machine operators) were given:
(1) a period of on the job training;
(2) specialised courses.

In the case of 2n undertaking of this kind, constant attention must be paid to the
training of new recruits, in view of tine highly technical nature of the work involved.

Recruiting was organised as follows:

(a) Supervisory grades

As soon as the firm was constituted, it became necessary to recruit supervisory per-
sonnel of suitable quality and in sufficient numbars.

o7




Ly A hard core of qualified personnel was formed by some specialists provided by a

" L Belgian aircraft manufacturer together with a number of technical assistants from the

’ thhes Aircraft Company. Other elements were recruited from outside. Recruiting took
place on a country-wide scale, but most of the personnel engaged consisted of graduates.

(b} Shop-floor workers

Apart from the cabiers, who were mainly recruited in other firms, the shop-floor
workers engaged were mostly school-leavers or woricers who alrzady had a few years' ex-
perience in industry. Consequently, tha shop-floor personnel consisted of young workers,
most of wkom had a trade qualification (A3).

bl 5
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2. Winding-up of work on the aircraft order
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The fall in the number of persons employed recorded in 1965 (380-270) was due to the
winding-up of the work in connection with the defence aircraft order placed in 1961 when
the firm was first established.

This reduction tock place in the fcilowing manner:

(1) voluntary departures; a large number of workers, knowing that the contract was
due to expire, found employment elsewhere before being actually forced to do so;

(2) suspension of recruiting;

’3) dismissal of about 20 workers, many of whom were not suitable fox work in this
kind of establishment.

However, a large proportion of the personnel was kept on by the introduction of new

activities.
’ In order to retain the services of the best workers, the Company started by launching

research programmes based on the know-how acquired during the execution of the aircraft
order. These programmes provided work for about 20 persons over a 10-month veriod.

Wom T A e
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The firm then reconverted a part of its activities to civilian requireuents,
especially towards the sale and subsequent manufacture under licence (at the same time
endeavouring to go beyond the scope of the licences by introducing improvements) of elec-
tronic controls for machine-tools.

Ty

At the present time, the range of the firm's activities is as follows:

- (A) In the aircraft field proper: manufacture and maintenance of electronic systemg
L L for aircraft.

b (B) In the civilian field:

- numerical control of machine-tools;

- production regulation and control systems for various industrial applications;
- sale and manufacture of special switchgear for the European space industry;
- special sounding instruments for scientific experiments.

(C) Design and research concerning various items of equipment, including a Radar-
control device and a number of industrial systems.
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PIRM No. 2

1. Initial handling of the order

This firm employed 3,600 industrial grades and 1,400 technicians and administrative
workers, giving a total establishment of some 5,000 persons.

Avout 310 persons had to be recruited in connection with the defence order, which was
of some size and came at a time when the firm could already provide work for most of its
permanent staff.

It should ve noted that this firm was cautious in its application for a share in the
work to be allocated between the various countries involved, in its desire to avoid having
to engage too many extra workers who would become redundant once this particular order was
completed. The firm's policy being never to dismiss its employees, it was careful to take
on no more workers than it expected to be able to retain on a permanent basis.

Moreover, this firm wished to aveid becoming too highly specialised in the aircraft
industry branch of electronics.

The qualifications of the personnel engaged were as follows:
Personnel engaged for executing the Lockheed F 104G contract.

Shop-floor workers

Fitters 20
Toolmakers 5
Turners and millers 10
Cable fitters, male 55
female 55

Coil-winders, female 15
Skilled labourers, male 26
female 22

Qualified electricians (B2) 20
Junior supervisors 20
Qualified workers (A3-B3) 10

Technical and administrative staff

Graduate engineers 2
Technical engineers (A41) 6
Chemical technicians (42) 1
Laboratory assistants (Chem.) 2
Electronics technicians (A2/B2) 40
Charge-hands 15
Progress chasers 3
Rate-fixers 5
Typists g

It should be noted that the technical engineers (A1) and the eiectronics technicians
(A2/B2) had to follow special Radar courses arranged by the firm, as their main function
was to carry out the assembly of the various components, %*o control their quality and then
to effect trials on the finished items.

The remainder of the new recruits were treated in the same way as all new entrants to
the firm - irrespective of the department to which they are posted — and given special
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training which wa3 more in the way of ar introduction to the work which it was intended
they should perform. This training is given by instructors and is followed up by a period
of actual working under the supervision of the works foremern. In other words, the per
sonnel recruited for this particular order was given no special training. Indeed, the
manufacture of electronic appliances does not require any special training. It is the
function which is an elec*ronic one.

2. ¥inding-up of the contract

In accordance with the firm's standard policy, the winding-up of the contract was not
accompanied by any dismissals. There were a few voluntary departures, but barely more
than in the normal course of events. In order to adapt the establishment to its reduced
wor< commitments in the aircraft electronics field, the firm susvended all recruiting over
a period and transferred some workers to its other factories in the Brussels area. These
measures corresponded to the firm's normal personnel policy and were thus not specifically
related to the contract in question. This way of dealing with the problem can, of course,
only be applied in the case of a very large firm with a very wide range of production
lines. This description applies to most of the firms who shared in the manufacture of the
electronic equipment for the Lockheed fighter, as the following table shows:

Average number

Value of share of workers Total labour
Firm in the contrzect employad on the force of the
(million B.Prs.) contract over firm

four years

Bell Telephone 200 200 11,500
A.C.E.C. 400 125 14,800
¥.8.L.E. 1,000 310 5,0C0
G.I.P. 200 70 400
Total: 1,800 705 31,700

B. The part played by the Union Organisations

Just befors the F 104G order was placed, the Union organisations, represented at the
Conseil Professionnel du Métal, were informed of the benefits which it could bring to

Belgian industry. In addition to representing a certain number of hours of work for a
highly-qualified and extremely specialised section of the labour force, it was expected
that this contract would enable the Belgian aircraft industry to become equipped and or-
ganised in a manner fitting it to play ivs full part in the European civilian aircraft in-
dustry. For the electronics industry, it would provide the opportunity to become acquain-
ted with new techniques such as the use of magnesium, the manufacture of high-quality
printed circuits and component miniaturisation.

The union organisations requested the appointment of a Joint Committee to ‘supervise
the financial control of she contract's execution and to study the lasting economic
effects of the operation, but this was refused.

At individual Zirm level, the Union delegations and Works Committees were concerned
in the vocational training arrangements made for the new recruits.

When the order was nearing completion, the union officials and the Works Committees
in the firms concerned displayed their interest in the future of the workers who had been
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engaged specifically in connection with ine contract. However, this problem turned out to
be not a very serious one and it was settled without any major hardship.

At national level, the Unions requested the Conseil Professionnel du ¥&tal to examine
the social and economic difficulties which might arise when the concract work came to an
end, and to study the extent to which a degree of reconversion of the factories concerned
wouid be possible ard desirable. This aspect of the matter, however, concerned mainly the
aircraft industry proper.

III. Conclusions

The uneven incidence of aircraft contrzcts has little direct influence on the level
of employment in the Belgian electronics industry, since most of the firms concerned are
very large ones with a wide range of production in whick electronic equipment for aircraft
plays only a minor r8le.

Wnere these firms are concerned, the aircraft market is merely one amongst many.

However, the position i3 different in the case of a firm such 2s that described in
our first example, i.e. one whose activity is directed mainly to electronic equipment for
aircraft. PFor a firm of this kind, the fact that orders for aircraft are few and far be-
tween raises a serious problem of the quantity and quality of manpower. An attempt should
therefore be made to achieve greater stability by measures to be taken by the Government
authorities who place these orders and by the individual firms themselves.

The measures to be taken by the Government authorities should include medium- and
long-range planning of orders as a means of regulating the level of activity in the air-
craft industry. Purthermore, the national aircraft industry should receive compensation
based on the number of hours of work it loses when Defence or Civil Aviation .orders are
placed abroad.

The measures to be applied by individual firms should consist basically of partial
reconver3ion operations destined to counteract the irregular incidence of aircraft con-
tracts by providing alternative activities. For further details on this subject, refer-
ence should be made to the Belgian report on the aircraft industry.
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INTRODUCTION

The lay-out of the present report on the Dutch Electronics Industry differs slightly
from that of the questionnaire drawn up by the 0.E.C.D. During the collection of data and
talks with representatives of the industry, it became apparent tnat the questicnnaire was
not fully applicable to the situation in the Netherlands.

Nevertheleas, a number of points mentioned in the questionnaire are dealt with, al-
though sometimes in another connection and adapted to Dutch conditions.

Composition and location of the industry

Most of the Dutch electronies industry is concentrated in a few concerns which wmtil
recently were all part of the Philips Company, the headauarters of which is in Eindhoven.
The electronics industry developed out of the electrical industry and is still closely
bound up with it.

The firms with the most important electronics production are:

Philips Telecommunication Industry (P.T.I.):

(2) at Hilversum (telephony - telegraphy)

(b) at Huizen (radio - radar)

(¢) 1in The Hague

(d) at Hoorm

2. Hollandse Signaal Apparaten N.V. at Hengelo (H.S.A.)
3. Van der Heem Electronics in The Hague (V.H.E.)

W KR G 5 1 e
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These three (plus the two following firms:
4, Machinefabriek of Alkmaar
5. Spoorwegsein-industrie of Culemborg)
together constitute a Philips combine, a so-called "main-industry-group", uamely
Telecommunication and Defence-systems, with a total payroll of about 10.0CO0.

There are establishments of other concerns like I.B.M.; Siemens; Ericson etc.
but they are not working for the aircraft industry.

R A R ———
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Production programme

Below is a list of the production of the firms mentiocned which is destined for
the aircraft industry and for aviation. Other production, for telephony, telegraphy,
television, etc., is not taken into consideration.

TR S AR

Only a small, though variable, proportion of total production is destined for the
aircraft industry proper. A far larger proportion is for aviation purposes in the broader
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sense. Activities in connection with space research have been undertizken recently.

The Buropean Launcher Development Organisation (E.L.D.0.) project is significant for
the P.T.I. and the V.H.E. V.H.E. makes the measuring, control and regulating devices and
thus the data communication for the second stage of the rocket.

P.T.I. in Huizen provides the telemetry-eaquirment for the third stage and tiae tele-

metry receiving station.

In addition to these electronic products, which are of a hignly complicated nature,
there is a large production run of many more conventional products.

PRODUCTS

DESTINATION [:ircraft

Endusiry

Aviation

Space
research

P.T.I.

broadcasting
radio-communication
mobile radio

radar
data-communication
telemetry equipment

H.S.A.

radar fire-control systems
aerial defence systems
automatic air traffic control
all types of radar, data
handling and data processing

V.H.E.

radio~communication

tracking, control and re-
cording apparatus (data
communication)

"X R KR K

Contracts are mainly related to the "professional sector; that is the techniques
used are of an advanced kind, the products are brain-intensive and the contracts come

mainly from the govermment, e.g. for defence and other public purposes.
As a result of the advanced nature of contracts orders may often:

(1) vary from large to very large contracts;

(2) imply individual manufacture or only very small runs.

The result is that many of these orders are placed on a "post-calculation” basis.

In

some cases they are placed on a "pre-calculation" basis with escape clauses covering un-
foreseeable rises in wage cosis and the prices of raw materials, since many of these pro-

jects cover periods of several years.

A penalty clause for failure to respect the stipulated delivery date is also included
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5: 3 in the coniract.

‘I_ The above production programme and the methods of production, require a high stan-
‘ derd of skill from the personnel who, for this reason, as well as on account of consi-

i

derations of political security, constitute selected groups who can be erployed in

almost every department of the works if required.

3 A high degree of internal mobility is considered to be an absolute essential.

3 § Number employed

The following table, showing the numver of vorkers employed in the various firms con-
cerned as rrom 1950, will give some idea of the growth of the electronics industry:

LA
-

TABLE 1 ]
i% YEAR
I 1950 1955 1960 1965
FITRM \

Philips Telecomm. Ind. 4,100 6,350 5,350 6,700

Hollandse Signaal App. 950 1,700 1,800 3,000

Van der Heem Electr. 50 100 350 500

Total number of workers 5,100 8,150 7,500 10,200

| The above figures reveal not only the growth of the industry, but also the fact that
1088 such growth has rct been steady. In particular, the restrictions on expenditure intro-

3 duced in 1958 had a considerable effect on the development of the industry.
3 % The fact that the electronics industry generally employs highly skilled labour will
3 j appear from the following table, giving the total number of workers employed by the three
E'? concerns in 1965 according to categories:
- TABLE 2
2k FIRMS
: CATEG’ORY OF TOtal PoToIo H.S.A. V.H.E.
- EMPLOYEES
¥
Unskilled workers 2,870 2,200 500 180
! Skilled workers 2,160 1,000 900 200
H
P Medium and highly
ik skilled technicians 3,700 2,430 1,160 100
é Engineers 130 70 40 20
1K Administrative staff 1,400 | 1,000 400 -
1
10,200 6,700 3,000 500
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Skilled workers are those who have been trained in a "lower technical school™ in
accordance with the apprenticeship system (see page 108 in this report).

¥edium technicians are workers who have completed one or more industrial courses suca
as the medium or advanced electronics course.

. Highly skilled technicians are those who have completed a course at a higher tech-
nical school, whether or not supplemented by courses within the firm.

Engineers and assimilated personnel are university graduates.

It is above all the group of medium and highly-skilled technicians which has in-
creased considerably over the past five years.

The geographical dispersion of P.T.I., H.S.A., Van der Heem, and the four other firms
forming part of the Philips combine among six localities is partly due to labour market

considerations connected with the supply of unskilled workerse. Hachines are no
substitute for unskilled workers in the small run production demanded by the "professiondl
sector™. ‘The need for unskilled workers will largely continue as long as small run

production exists.

Concentration in a single locality would undoubtedly give rise to labour supply
diffioculties.

Fluctuations in the Order Books

Contracts coming from the professiomal sector are very attractive from a purely commer-~
cial point of view, but nevertheless have certain disadvantages.

1. They may be so big that very often all available staff and resources must be mobi-
lised to execute them within the specified time, They constitute enormous peaks in
the production programme.

2. Contracts do not follow in regular succession. This is pafiicularly true where, as
a result of government measures of economy, contracts are deferred, with the result
that peaks in the production programme are followed by recessions.

Effects on employment

In normal circumstances the result of these fluctuations would be that workers are
taken on at peak periods and paid off during slack periods.

Extensive fluctuations in employment are to a large extent mitigated in the firms
concerned by:

(a) the diversification of production programmes and putting work out to contract;
(b) the structural scarcity of labour;
(c) vocational training, extra-training and advanced training;

(d) sales policy.

(a) Diversification of the production programme

Although there are considerable fluctuations in the order situation, and therefore
in manpower requirements, in the electronics industry such fluctuations have compars-
tively little effect on the level of employment. This is to a large extent explained by
the nature of the firms concerned. The entire electronics industry in the Netherlands
forms part of the Philips concern which, with its wide variety of electronic and elec-
trical production, can more easily absorb fluctuations than can industries with a more
specialised production programme.
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The electronics industry, in addition to its more advanced programme, also deals with
conventional products in the tcle-communications sphere. During periods when there are
extensive orders for the more advanced products, the production of conventional products
is put out to contract. Putting work out tc contract is nearly always a costly exped-
ient, but it is the most effective means of dealing with production peaks. In fact,
therefore, difficulties in connection with maintaining the level of emplocyment are passed
on to other firms.

(b) Structural scarcity of labour

A second factor for the stabilization of the level of employment is - and has been
for some years ~ the scarcity of manpower in the Hetherlands generally; this obliges firms
to hold on to their personnel “during slack periods, particularly their skilled and highly
skilled workers. This ensures that, once production starts up again, firms do not have to
start once again recruiting the workers who have been dismissed.

Another important consideration which is closely connected witn point (c) (to be
dealt with below) is that capital invested‘in the training of such skilled workers should
pay dividends. If highly skilled workers drift away from the firm, the competing firms
will benefit from the large amounts which the original firm has spent on their training
and retraining.

An attempt is therefore made to retain the workers concerned during slack periods.
For this purpose they are employed:

(1) on similar jobs on which tney can employ their skills;

(2) on less suitable jobs but with entitlement to the same wages as they were earning
originally;

(3) on short-time working, although with the normal number of working hours paid for.
The authorisation of the Iabour Inspectorate is required for this.

Should a large number of workers be affected, the Ministry of Social Affairs and
Public Health often intervenes.

Should there be really serious difficulties, an attempt is made to place workers on
" waiting pay".

Finalfy, there remains dismissal, but this means that the relation with the firm is
broken.

If we consider the above from the point of view of the workers, in the majority of
cases there will be a preference for the first three methods, since transferring to
another job with another firm, above all if this means moving to another place of resi-
dence, implies looking for accommodation. With the housing shortage as it is, people ore
particularly bound to their place of residence.

The Government has not adopted, or even considered, any measures for reducing irre-~
gularity in the production programme. Involuntarily, it contributes to increasing the ex-
tent of the fluctuation.

(¢) Vocational fraining, retraining and‘further training

Most of the workers taken on are in possession of a certificate from a lower tech-
nical school or a more comprehensive primary school. Thereafter begins their actual tech-
nical training, which usually takes place in the firm itself.
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The various types of training referred to below are of the same level and form part
of the apprenticeship system, under which an agreement is signed between the employer and
the father or guardian of the apprentice.

Training is subsidised by the State. The various training courses are organised by:

(1) The Stichting Bedrijfsopleiding Metaal en Electrotechnische Industrie (Bemetel).
This Institute was set up jointly by employers' and workers' organisatiyn in the
branch. Bemetel is also responsible for the supervision of training and the im-
rlementation of the provisions of the training agreement.

(2) The Vereniging tot bevordering van het Electrotechnische Vak Onderwijs in
Nederland (V.E.V.).

(3) The Dr. A.F. Philips School in Hilversum.

All three of them provide training courses lasting two or tkree years, according to
the level of previous training. The practical part is provided within the firms.

Once this training has been completed, those who have finished their courses are in-
tegrated into the production process. This does not imply that their training is com-
pleted. Workers are trained as fitters by means of evening classes. They can also follow
application courses enabling them to adapt their skill and knowledge to the latest tech-
nical development.

For a few years past there has been a clear shift in the direction of electronics.
Evening classes in medium and advanced electronics are given on a continuous basis.

The application courses are organised as required. The same workers often follow
more than one course. This contributes substantialily to mobility within the firm, which
is so essential in view of the production programme, and enables firms to take their own
measures in connection with changes in the nature of jobs.

For the most highly skilled technicians and engineers, it should be pointed out that
exchanges are made between scientific establishments of university level and the research
departments of the firms concerned. On the one hand members of the works pzrsonnel are
sent to universities and establishments of university level in order to specialise, while
on the other hand specialists engaged in the firms' research departments are often en-
couraged to go and give lectures about their research at such educational establishments.

(d) Sales policy

A more psychologically orientated sector of industrial policy is concerned with the
ways and means of obtaining the large industrial orders in individual cases. Decisions on
delivery dates and the conditions under which ox'ders are placed are of direct interest for
the level of employment and the composition of the labour force, for the execution of in-
dividual manufactures largely depends on the skills available among the labour force.

Such execution is also partly dependent on the extent to which the necessary skills
and knowledge can be imparted or obtained.

We shall not go into further details orn: this point, since it constitutes one of the
most complicated aspects of the industry, particularly for the-layman. Moreover, it is
clear that thé industrial situation is dependent on a number of factors, by no means the
least of which is the situation of competitors.

108




..

N .
et e R et T MM LA, L S U R mw‘mm
A

[y

Swomary

In conclusion, it may be affirmed that the Dutch electronics industry is growing
rapidly, that there is a distinct tendency to shift from conventional electricity to elec-
tronics and that this shift is of a structural nature. This is a2 result of technical
developments, and in the Netherlands it can be compensated for by the organisation of

training courses in the firms concerned in accordance with the skills available among the
labour force.

Fluctuations in production as a result of the irregularity of industrial orders have
led to the necessity for considerable internal mobility, which again can be ensured by
means of training and retraining within the firm. Next, putting out conventional Pro-
duction to contract at peak veriods of specialised production appears to be a2n inevitable

link in the adaptation process, which makes it possible to limit the effects of fluc-
tuation.

Thus, fluctuationsin the number of orders has until now caused no need for excessive
geograpnical mobility. This is limited %o a large extent by the structural scarcity of
labour and the housing shortage. Nevertheless, large fluctuations in the use of plant
capacity, due to the number and size orders, may give rise to more considerable
geographical mobility An the future.
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SOURCES OR GAUSES OF CHANGE I LOCATION, SIZE AND NATURE
OF MANPOWER REQUIREMENTS IN THE EIECTRONIC SECTOR
WORKING FOR THE ATRCRAFT INDUSTRY

by T. A. Breakell,
Executive Councillor,
Electrical Trades Union, T.U.C.

Introduction

Before attempting to appreciate an analysis of the manpower requirements (location,
size and occupational adjustment) in the sircraft and electronics industries, it is neces-
sary to appraise their dependence both upon one another and upon government policies in the
civil and military fields. Both industries ere deeply involved in the development and ap-
Plication of avionics and devote a substantial proportion of their manpower to this tech-
nology. The employment and utilisation of marpower in government establishments, however,
cannot be disregarded in any consideration of total employment in the whole avionics field.

Interdependence of the Industries

The development of both the aircraft and electronics industries began at about the same
time, both being euergent industries within the last fifty years. While the electronics
industry developed as an extension of the parent electrical industry, itself an emergent
irdustry at that timre, it was basicelly a new technology so far ss commercial epplication
was concerned and found its earliest expression in the field of radio. Until the Second
World War, radio was virtually the electronics industry.

Although their early association was not particularly close, aviation and electronics
have shown concurrent development; their enormous expansion in the last thirty years is
mainly attributable to their mutual interaction. The requirements of aviation have placed
demands upon the inventiveness of electronics while the achievements of the latter have
shomn the way to greater advances and developments in aviation.

The use of electronic techniques has made a valuable contribution to the development
of both civil and military aviation, neither of which could exist in its present form or
bhsve attained its present efficiency without electronics. At the same Time, the electronics
industry has derived substantial benefit from the considerable research and develcpment
underteken in the field of avionics, partly sponsored by government and assisted by the
various government establishments engaged in research and development.

During the Second World War, high and urgent demands were placed upon both industries
in the face of the rational emergency, and under their stimulus scientific and technical
developments proceeded apace, so that by the end of the war a great variety of technologies
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had been transleted into herdware. With the return to peace-time conditions, and some re—
laxation of security, it became possible to apply much of this development to civil purposes.

While the development of the aircraft industry hes extended into sonic and aerospece
projects, the electronic industry, with the advent of even more sophisticated techniques
and equipment, has found a wide range of interests and activities in 211 spheres of industry
and services. At the same time, both industries have maintained their close co-operation

in the field of avionics.

Since the war, military applicetions of radar and navigational aids have been extended
to eariy warning systems, guidance of missiles, etc., while civil applications have also
grown rapidly in air traffic control, airborne and marine radar and navigetional systems.
The extent and importance of avionmics is indicated by the fect that this group of products
is the largest single group of electronic capital goods in both the United Kingdom and the
United States.

Indusiries' dependenge on Government.

The aviation industry has benefited considerably from defence programmes; the
military need for higher speeds, longer range and larger pay-loads hzs resulted iu engine
and air-frame developmients of immense importance to civil aviation. There is no doubd,
however, that by far the greatest range of technical fall-out to civil industry has come
in the electronics field. For example, one of the very urgent needs of the defence
programme was to reduce the minimum size of the many electronic devices used in aircraf¥,
guided missiles and rockets of all kinds. Experiments for this purpose led to
miniaturisation by means of printed circuits and transistors. Both,in their modern form
and application, must be regarded as the logical developsent £o commercial ends of work
done under the defence programme.

Alongside its responsibilities in the civil aviation field, and its sponsorship of the
aircraft and electronics industry, the Ministry of Aviation is vitally concerned with the
research and development, supply of aircraft, guided weepons and electronic equipment to
the Armed Forces. The Ministry's scientists and technologists play an important advisory
role in the formulation of operational requirements in these fields. The concentration of
the Ministry's research effort is in its R. & D. establishments which play an essential
part in the Ministry's own contribution and in the development projects carried out by
industry.

Of a total of 3,000 qualified scientists and technologists empioyed by the Ministry of
Aviation, some 2,000 are working at the seven main R. & D. establishments. These estab-
lishments account for approximately one-fifth of the annual expenditure of the Ministry for
research and development purposes, in administration. About two-thirds of this running
cost are devoted to monitoring, supporting and testing the development work carried out
under contract in industry.

By far the largest of the R. & D. establishments is the Royal Aircraft Establishment
(RAE) at Parnborough. With its out-stations at Bedford and elsewhere it employs nearly
9,000 people and absorbs about one-half the manpower and one-third the total cost of all
seven R. & D. establishments. In addition to its original function of research and deve-
lopment on aircraft, this establishment now pleys the major part in research and development
work on guided weapons and aercspace craft.

The proving and acceptance testing of military aircraft and aircraft armaments is
undertaken at the Aeroplane and Armaments Experimental Establishment (A&AEE) at Boscombe
Down, which empleys some 2,000 people. This establishment assesses aircraft as complete
systems, including their armaments, radio and navigational systems, to ensure they meet
the needs of the Services in efficiency, safety and reliability.
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Other establishrents, employing considerable numbers in the development of techniques
applicable to avionics are the Royal Radar Eetablishment (RRE) at Melvern, and the Signals
Research and Development Extablishment at Christchurch. The former establishment employs
some 3,000 staff, and although its major effort is still applied to radar, in recent years
it has played an increasing part in guided weapon work. The Signals R. & D. Establishment,
with a staff of some 900, specialises in telecommunications, although it has particular
reference to the needs of the Army.

Development bridges the gap between research and production, a process often :nvolving
a high order of engineering skill, and a process that does not necesserily end with the
introduction of an aircraft into service. New requirements constently emerge, demanding
variations and modifications to equipment already in service. Production is the most
costly part of the Ministry's activities, though by contrast it engages only a smell part
of its menpower. The control of production in line with development programmes involves
detailed analyses and constant review of progress. While considerable responsibility is
placed upon the main industrial contractor, the Ministry is inevitably deeply involved in
both the technical and financial problems.

Along with these responsibilities, the Ministry has the additional task of ensuring
that equipment is of acceptable quality. For this purpose the Director General of Inspection
controls two separate but closely controlled inspectorates, one for aircraft, aero-engines,
and guided missiles, and the other for electrical and electronic equipment and nuclear
#eapons. These inspectorates employ approximately 2,600 non-industrial staff and 1,500
industrial workers throughout the count: ;.

Over the past years the aircraft industry has been the subject of bitter controversy
centered on the need for its contraction and rationalisation. The general pattern has
been one of government-induced amalgamations, wholesale sorapping of expensive defence
projeots, redundancies and short-time working within the industry. While the main effect
was on the produection of airframes and aero-engines this in turn reflected upon the
avionics sector.

The first indication of possible effeet from Goverament policy came in 1957 with the
publication of the Defence White Paper, outlining a new defence policy, which placed greater
reliance on guided weapons than upon the conventional manned aircraft. in the face of a
probable reduction in military contracts, the industry turned inecreasingly to the civil
market where it found conditions becoming -more difficult as aircraft became more complex
and costly, and competition more intense.

In 1959 a new ministerial department was created, the Ministry of Aviation, by the
amalgamation of the Ministry of Supply and the aviation side of the Ministry of Transport
and Civil Aviation. The new Ministry turned its attention to the companies engaged in
aireraft manufacture and as the result of Government decisions a series of mergers was in-
duced between the major airoraft companies.

The main points of these decisions were:

(1) that the Government would provide increased finaucial support for promising civil
aircraft and aero-engines projects. The nature of this support would vary but
could entail help in production re-tooling or in the initial costs for major new
types of airceraft or engines.

(2) that the Government might finance the production of a limited number of aircraft
beyond the firm orders received from elsewhere, to ensure early delivery dates.
This suggested that the Government was prepared to finance building aireraft and
engines for stock.
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k (3) that in order to avoid duplication and waste of resources the needs of the R.A.P.
Traasport Command and the state Airway Corporations would be hermonised.

i (4) that the Government might be prepared to make a further contribution by helping
to finance the costs of proving a new type of aircraft in airline service.

(5) that the Government wouid support & substantial level of direct aircraft reseerch.

) These were believed to be the general lines of Government policy early in 1960; since
then however considerable criticism has been voiced concerning the policy and the wey in
which it worked in practice. The general idea of the mergers was that considersble ration-
alisation of the industry would follow, involving a big reiuction in the labour force. The
centralisation policy of the Government did however result in the formation of five major

groups of companies.

In the airframe manufacturing sector this has resulted in the mergers of the aviation
interests of Vickers Armstrong, English Electric and Bristol Aircraft to form the British
s { Aircraft Corporation, and the merger of Polland, Blackburn, and de Havillend with Hewker
Siddeley. Two main groups emerged in aero-engine manmufacture, Rolls-Royce and Bristol
Siddeley, while Westland became the sole helicopter company. Several companies remained
uncommitted, Short Bros. and Harland, Handley Page, Alvis Auster and Scottish Aviation. ! J

-

U

One purpose of rationalisation of companies in aircraft prcduction wes to contract the
industry without causing politically emberrassing pockets of unemployment. At that time
the industry was estimated to employ 240,000 workers (later figures show this as 2%25,000),
3 but its future prospects for stabilised employment were estimeted to cover only some
3 150,000. It was recognised that amalgamations of industry would not obviate the need to
3 reduce its size, but it was hoped that larger groups with interest in other industries
would make it easier to absorb redundant aircraft workers.

However, the expected unemployment did not come about in the first two yearsj; in fact,
at the end of 1961 there were approximately 295,000 employed within the industry - twice

as many as in 1950. The new groups showed no disposition, because of their volume of work,
3 to curtail their operations in the way and for the purpose it was assumed the Government
required. "Now they are being warned by the Government to reduce total capacity by perhaps
as much as 25 per cent and also to reduce the ratio of designers they employ.” (The
Economist , 30th December, 1961)

In April 1962 it began to appear that the Government?s plans for contraction in the
industry were beginning to operate. Redundancies and closures were announced, Napier and
Rolls-Royce declared their intention of making 3,000 redundant. In the House of Commons on
the 22nd March, 1962, the Opposition had tabled a motion criticising the Government policy
in connection with the aircraft industry. The Minister of Aviation countered with an
amendment which commended both the aircraft and associated electronice industries for their
performance, adding that the policy had been to merge the industry into larger units,
whereas the Opposition's alternative was nationalisation.

While there was a strong case for the nationalisation oi- even part government control
in the industry at that time, there was also an urgent need for rationalisation whatever
form it took, especially if it led to fewer independent designs, making possible greater
concentration on the development of single projects. The aim of the Government at that
‘ time was to attempt to produce sufficient technical competition to meintain lively engin-

] eering teams in both airframe groups. However the problem developed into one of how best

to achieve this, without resorting to nationalisati-n or some form of control, with sas

little wastage and duplication of resources, while at the same time maintaining the stability
of employment vital to ensure recruitment of new talent into the industry.

o o b
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As an industry faced with the problem of over-capecity, and operating in a market That
could label the product obsolete both at the production and even the developwent staege,
rationalisation of the industry was not only essential but inevitable if it was to continue
its existence. It is now clear that the degree of rationalisation brought about by the
mergers has not bteen sufficient to solve the problems of the industry.

In addition, it wes considered that the mergers would, to some extent, smooth out the
uneveness in the development and production of defence contracts. The time-scale operated
by the aircraft industry engaged on the design and production of military aircraft was such
that in 2 pumber of instances the aircraft was declared obsolete within a short time of
reaching production. In souwe cases, despite the extended development period, serious
éefects occurred after entering service. Some notable exemples being the Comet, Tudor,
Hunter, Swift and Javelin aircraft.

Although it was hoped that this situetion would be corrected, it was not foreseen at
tiet time that one of the new group's mejor military projects, the TSR-2 low-level attack
aircraft, which would cost an estimeted £195 million to develop, woruld suffer the same fate
as the £12 million Bristol Brabazon and the £B8 million Princess flying-boat of the early
1950*s.

In April 1965, the Minister of Aviation announced the cancellation of the TSR-2 and at
the same time the Hawker Siddley P-1154 and the HS-681 projects were also cancelled, causing
consternation in both the aireraft and the elecironics industry. As a result, redundancy
among aircraft workers was expected to be inevitable, although to date it has not reached
the proportions at first feared. Despite these set-backs, the aircraft industry remains a
vitally important part of the economy and a source of employment rfor approximetely a quarter
of a million people.

Not only is the government the largest investor in aircraft research and development,
around £677 million in the period 1959 to 1962 (including space research), but it is by fer
the biggest, and fastest growing, customer of the aircraft industry. In 1964 it spent
£333 million as against £277 million in 1960, and accounted for three-quarters of the
industry's sales. In 1960, aircraft exports totalied £117 million but this figure has de-
creased yeerly to £85 million in i964. The prospects of the industry are considered in the
Government's 15670 National Plan, which states: "The future prospects of the industry
depend in large measure on the defence programme and on the recommendations of the Plowden

Committee".

The Effect on Avionics

The effects of past and future policies upon the aircraft industry have shown concur-
rently upon the avionics sector of both industries, aircraft and electronics. The effect
however will be more marked in the aircraft industry than in the electronics industry
because of the latter's increasingly diversified interests and activities.

Of immediate concern to the electronics industry, not only in relation to the contrac-
tion of the aircraft industry and the cancellation of military projects, is the intended
purchase by H.M. Government of military aircraft complete with electronic equipment from
the United States. Severz reservations have been expressed upon the possible effect on the
avionics sector of the industry as well as the long~term effect on other sectors, including
components, valves and semi-conductors, of the proposed purchase of "packaged" aircraft.

In the case of the Hercules C-130-E and the Phantom F4 programmes, current informetion
assesses the amount of electronic equipment, including spares over the lifetime of the air-
craft, at at least £100 million. The electronics industry considers that not only would
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this strengthen the position of their United States competitors, but it would reflect in
the direct loss of manufecture and employment in all sectors of tThe electronicsindustry as
well as contributing to the breek-up of highly skilled research, development &nd design
teams engaged in avionics. If further purchases of American aircraft, such as the F-111,
were undertaken by the British Government this would detract from the chances of British

electronics appeering in them.

on the British militery procurement front, both industries eweit the results of the
Defence Review, but in the meantime orders for electronic equipment eare forthcoming for the
Hawker Siddeley military projects of the HS-801 meritime reconnaisence aircraft and the
Kestrel P-1127 vertical/short teke-off aircreft. Civil eircraft gives less cause for ex-
pectation.

Piowden Report and Avicnics

In line with the aircraft industry, the prospects for avietioan electronics will be
largely influenced by the British Guvernment's decisions to implement the recommendations
contained in the Plowden Committee’s Report on the British aircraft industry, published on
16th December, 1965. From the point of view of the elecironics industry the most disturbing
point about the report must surely be the omission, for all practical purposes, of elec-
tronics from the originel terms of reference.

Whilst the Committee recognised the close relations 2nd the common interests of both
industries, there is no specific consideration of the possible effect on the avionic sector
of electronics if the Committee's recommendations are implemented. British evionics has
only been able to flourish in the past because the aircraft industry has produced a wide
range of civil and military types, even though this has been detrimental in the long-term
to the latter's competitiveness. However, the intimate connection that must exist during
the development of airframe end electronic equipment mekes it difficult to see how avionics
development and design can continue to function effectively if the range of activity in the
aircraft industry is reduced.

It appears certain that, in the post-Plowden era, Britain w/ill be purchasing more air-
craft overseas, particularly from the United States. The other possibility, that there
will be more intermational co-operation in airframe development, is in such an early stage
and there is so much political involvement that there seems little chance of this being ex-
tended until such projects as the Anglo-French Concord have been concluded and assecsed.
Whatever Britain's procurement policy mey be, it appears that British avionics has less ex-—
pectation of gaining sufficient rack-space in aircraft of foreign manufacture, since modern
aircraft demend integration of avionics and airframe development.

The Problem of Statistics

Although there have been significant changes in manpower requirements and attendant
demands for occupational adjustments as the result of the rapid expansion and susceptibility
to technological change in both industries, certain difficulties arise when considering the
effect in the avionic sectors of these industries. Not the least of these difficulties is
the fact that this sector cannot be specifically isolated for detailed examination from
either the aircraft or electronic industries.

It is apparent from the organisational structures of the major airframe and electronic
companies that both operate divisions or subsidiary companies engaged in the field of
aviation electronics. What is not so apparent is the proportion of the total manpower en-
gaged in the research, design, development, production and installation of aircraft elec-
tronic equipment. This is due mainly to the extended, and continuing, range of interests
and activities of both industries, especially in the application of electronics to other
industries.
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The major problem, however, is one of available statistics, and in the case of the
electronies industry it is besically one of definition. The mein source of manpower statis-
tics in the United Kingdom is to be found in the monthly publications of the Ministry of
Lebour Gazette, the most recent survey of occupational change in both industries being con-
teined in "Manpower Studies No.2" conducted by the Ministry's ¥enpower Research Unit.

The scope of the surveys, as of the monthly returns, is limited to the definitions
laid down by the Minimum List Heedings within the Standard Industrial Classificetion. In
the cese of the aircrafit industry this is listed as MIH383, confining the survey to the
following:

(2) the manufacture or assembly of airfremes or complete aircraft, gliders, guided
missiles 'or aero-engines.

(b) the manufacture of parts or accessories excluding electrical or electronic
equipment.

Similarly, the electronic industry is classified under Minimum List Heading No. 364,
which covers the diverse range of products cof the industry under the description of Radio
and other Electronic Apparatus confined to vthe following groups:

(a) Radio, radar and other electronic capital goods.
(b) Broadcast, receiving equipment and gramophones.
(¢) Valves and semi-conductors.

(d) Radio and electronic components.

The Minimum List Headings of both industries not only confine the manpower surveys but
partially exclude the avionics sector. In the case of the aircreft industry, while the
avionics sector is included in the manufacture and assembly of aircraft, the menufacture of
aircraft electronic equipment is excluded. The electronic industry on the other hand still
encounters a problem of definition for its products, apart from the difficulty of isolating
the sector of avionics in relation not only to manpower but also to production.

The Electronics Industry

It is difficult to define electronics or electronic capital equipment in terms of a
single industry or a group of products. There are some products that are electronic by
nature, for example, radio and radar, but a great deal of activity undertaken by the
'industry’ is in the application of electronic techniques in systems serving all products
and industries.

Formerly, there was appreciable resistance, even in sections of the industry itself,
to the idea that electronics in its various aspects could be regarded in any integrated
sense as one tasic industry. The achievement of the 'electronics industry' to stand in its
own right, is of fairly recent origin and probably dates back only as far as the formation
of the National Economic Development Council for electronics in 1962, when electronics was
defined as an industrial category. This was further strengthened in the following year by
the formation of the Conference for the Electronics Industry to consider matters of policy
affecting industry-government relations.

Despite this recognition of electronics as an industry, the difficulty of definition
still exists and this, combined with the facts that the industry is an emergent and rapidly
expanding one (or at least has the potential for expansion), and that its susceptibility to
technological change is high, means that official statistics have usually been formed only
recently. In addition, many of the firms engaged in the manufacture of electironic capital
equipment have interests in, or are closely associated with, other companies engaged in

other sectors of engineering.

117




-

| |

padl -l S Y

Por these reasons the aveilable statistics on production, exports, imports, investment
and employment are generelly considered to be both unreliable and inconsistent and serve
only as a general guide to trends rather than as absolute values. Although no separate
figures are available for aviation electronics, some attempts have been mede to assess the
possibility of growth in the merket for electronics in this speciel application.

In the United Kingdom the industry is teken to te that cortazined within the Minimum
Tist Heading 364 in the Revised Standard Industriel Cleassification (1962). 1In addition,
the Netional Plan advocated that any future statistical znelysis of the electronics industry
should include telephone and telegraph equipment (MIH 363). Despite some of the difficulties
of United Kingdom statistics, it is considered that those collected by the Ministry of
Aviation represent the longest term attempt to measure electronics output. However, certain
omissions have occurred, due to security and competitive reasons, pféventing 2 comprehensive
survey of the past build-up of the industry to its present structure.

It has been estimated that the world electronics industry has been one of the fastest
growing in the last fifty years, with a compound rate of growth of over 10 per cent at
constent prices since 1935. This rate of growth hes been attributable to the volume of
production that took place in the consumer goods sector of the industry, mainly in radio
and television. While there has been & levelling-off in production within this sector, the
output of electronic capital goods has been increasing at over 15 per cent per annum at
constant prices over the last six years.

In the United Kingdom, as in other countries, the electronics industry has a vital
part to play in the national economy; its ccntribution lies in increasing exports, reducing
imports and finelly in raising the industrial efficiency of the country by the application
of automation, control and communication techniques. So far as the electronics industry is
concerned, it offers a rapidly expanding market in automation, probably to the detriment of
the export market; however, the two are so closely interdependent that the one could act as

a stimulus to the other.

If the growth predictions of the 1970 National Plan are to be achieved, electronics
must attain its own forecast target, for the productivity of other industries is increas-
ingly dependent upon the use of control, computor and communication systems. The key sectors
for expansion under the present government policy are automation and date processing, with
automation in the forefront because international competition would seem to be less. During
the remainder of this decade, industrial control equipment and associated instrumentation
should prove to be one of the fastest growing sectors.

Even the most optimistic observer of official statistics would have to admit that the
performance of the United Kingdom electronicsindustry over the last two years has been com-
paratively low. While imports have been restrained to a degree, exports have remained par-
ticularly static, despite the National Plan's 'directive' that they should rise by 9.8 per
cent per annum. During the period 1959 to 1963, total electronics exports increased at
an average annual rate of 10 per cent.

According to the National Plan, total electronics exports in 1964 amounted to £576
million, the 196% figure is estimated to be £627 million, and output is expected to rise by
some £50 million annually to £884 million in 1970. In the capital goods sector, 1964 saw
a total output of over £200 million which represented a considerable increase of 32 per cent
over the previous year. While £62 million of this sum was for military procurement, which
is expected to decline over the next few years, the first quarter of 1965 recorded a further
gain of 10 per cent over 1964 in this capital goods sector.
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Since the war, military applications of radar and navigational aids have been extended ;%
to early warning systems, guidence of missiles, etc., while civil applications have also
i’r‘ : grom rapidly in air treffic control, airborne and marine radar and navigation systems.
Indication as to the extent znd importance of aviation electronics is given by the fact that,
since the war, the "rader and navigetionel aids" group has developed to form the largest
single category of electronic capital goods in both the United Kingdom and the United

States.
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] For example, in 1963 the output of the capital goods sector of the United Kingdom
E electronics industry was almost £200 million and of this £56.9 million went to avietion.

Aviation electronics equipment had civil sales of £7.4 million, defence sales of £28.1
million, and exports of £21.4 million.

Overall output trends during the past years cannot be accureately deduced, as 1963 was
the first year in which figures of home defence expenditure on aviation electronic equipment
were made aveilable. The following figures give some indication of the growth of this
sector. In 1960 exports were £13.5 million, in 1961 they were £13.3 million, in 1962 the

‘11
i% figure was £17.3 million, - showing an increase of 30 per cent, and in 1963 the totel was
£21.4 million, an increase of 23.7 per cent over 1962.
Fanngyer Stagisties
;] The main source of manpower stetistics for the industry is to be found in the publi-
; cations of the Hinistry of Labour. However the industry's own estimates are usually about
10 per cent lower then those of the Ministry, which is meinly due to the differences in
3 definition.
4 While manpower statistics, like production levels, are not considered absolute values,
5 they do indicate the trzrd of employment and reflect the continuous growth of the industry.
f At the same time, they reflect thet whatever the contraction in the aircraft industry it has
% had no appreciable effect upon employment in the electronics industry.
% The following table indicates this trend in employment over the last decade.
| 5 Year Thsds. Year Thsds.
1 1953 144.8 1960 232.0
4 1954 162.8 1961 235.4
3 1955 191.8 1962 259.4
5 1956 174.5 1963 264.3
' 1957 185.3 1964 290.8
] 1958 186.6 1965 299.2
(196.2
3 1959 (211.9
] N.B. The figures prior to 1959 are based on the 1948 Standard Industrial Classification.
E The figures from 1960 are based on the 1958 Standard Industrial Classification. The
g E figures for 1959 are shown on both bases.
: The following table gives the comparable levels of employment in both the electronics
: and aireraft industries.
. Electronics Aircraft
x 1960 232.0 292.5
' 1961 235.4 302.1
f 1962 259.4 278.8
1963 264.3 262.7
! 1964 290.8 262.8
3 1965 299.2 250.5
1966 299.2 250.3
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The gradual decline in the aircraft industry is shown against the annual increase in
electronics. The two columns are almost reciprocal. In 1963 both industries were employing
approximately the same number of people, each providing 3.1 per cent of total employment in
all manufacturing industries and 1.2 per cent in all industries and services.

But, whereas employment in the aircraft industry, although reaching its peak in 1961,
shows a decline of 8 per cent between 1958 and 1963, the electronics industry shows an
average increase of 31 per cent in the same period.

However, official figures of employment and unemployment in the British aircraft in-
dustry show that a decline in employment does not mean a proportionate rise in unemployment.
It is clear that most of the redundant workers are re-employed fairly quickly. In some
cases, also, employmeni and unemployment actually rise at the same time, indicating thet
there is little relativity between the two, as yet.

Within the aircraft industry the most importent influence on emplc.ument has been the
size and range of demend, which over a large field implied Governmernt support both in the
extent of design and development end in quantity production. The increasing complexity and
sophistication of aircraft and components has 2lso been a significant factor. Other factors
contributing to the continuing high levels of employment are (a) the range of interests of
aircraft companies in other engineering products, (b) the retention of labour in the face
of acute labour shortages in other sectors of industry, (c) assured profit levels on
Government defence contracts carried out on a "cost-plus" basis and (d) the industry does
not offer great scope for automation.

The trend towards more complex products and emphasis on research and development has
led to significant increases in the employment of scientists, technologists and technicians,
while the proporticn of skilled operatives has nct shown any pronounced change, although
some alteration in the demand for particular skills is taking place, e.g. the demand for
electricians for maintenance and electronic work.

So far, occupational changes have not been predominant in the industry although trends
show that toolmakers and toolroom fitters, have declined by 4 per cent and will continue to
do so with the introduction of numerically controlled machines and tools. Inspector grades
have maintained their proportion in the face of electronic inspecting techniques.

The Flectronics Tndustry

The major factor determining the size and type of the labour force in the electronics
industry has been the expanding demand for its products. Production increases in range as
well as volume have outweighed any substantial technological change. In addition, tech-
nological change in customer industries has had a direct effect on the expansion of labour
in the electronics industry. In relation to the aircraft industry, any decrease in the
number of aircraft produced is seen to be offset by the considerable increase in both volume
and sophistication of aircraft electronic equipment demanded by modern aviation.

One of the salient features of the labour force is the relatively high proportion of
women employed; the number has increased by between 30 and 34 per cent between 1958 and
1963. The proportion of the total labour force has remained around 44 per cent and is att-
ributable to the extensive use of women on assembly work although they are also employed on
a variety of semi-skilled work. The employment of women, especially married women, has
acted as an employment cushion in meeting fluctuations of production.

Another feature is that neerly half the males employed are in the "white-collar" cate-
gory, that is, administrative, technical and clerical grades. The number in this grade has
risen over the period 1958 to 1963 by approximately 38 per cent, as compared with a 31 per
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. cent increase in the total labour force. Other noteble increases are scientists, engineers
- and technicians by 43 per cent, technicians by 49 per cent.

[TRIRT

3 k" In the skilled group, as with the aircraft industry, there has been a tapering off of
demand for certain trades, netably toolmakers, teclroom fitters, etc. while the increase for
electricians, 49 per cent, constituted the most substantial, past and prospective, increases
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in the skilled sector.

- e

- ! Hitherto, no revolutionery changes in occupatioral structure have taken place, but

M there is every indication of a transition in the latour force composition. The next ten to
fifteen years may bring about substantial manpower changes affecting both the balance between
the different categories, e.g. relatively more technicians and semi-skilled females on
production, and the balance within the particular category, e.g. relatively fewer skilled
operatives on production and more on meintenance. It is also expected that changes in de-
mend for specific skills will take place, including increases in employment for electricians

maintaining electronic equipment. ,

The growing use of automatic assembly methods, coupled with the breakdown of work re-
quiring manual skills, seems likely to result in a growing demend for semi-skilled workers

particularly women and girls.

-

3 {anvox; 0
: The chief manpower problems facing the electronics industry have been described in the
: industry annexe to the 1970 National Plan.

The acute shortage of manpower is one of the most difficult problems facing industry
i today. New demands in highly technical fields such as "electronics" ere already overtaxing
i the resources of skilled and semi-skilled personnel. The manpower problem in such highly
specialised fields is not simply a shortage of numbers, although this need is an
urgent one, particularly in the electronics industry since it must expand in order to help
solve these same problems in other industries by providing alternatives to labour.

: However, the industry's dependence on an adequate supply of qualified specialists at
4K all levels, from the semi-skilled worker to the graduate, is made more acute by the fact
that these skills are needed not only inside the electronics industry but also in customer

industries, wherever electronic devices are used.

Secondly, there is the fact that the introduction of electronic devices, like other
forms of innovation, tends to change the pattern of employment and often tc bring about
redundancy. This depends upon the rate at which technical innovation is applied and whether
the social consequences can be absorbed. Two examples of these technological changes which
were expected to incur far-reaching employment changss are transistors and printed circuits
which are already widely applied. The implications of microelectronics are, as yet, unclear.

s bt —— nan——

The third problem facing the industry lies in the size of its manpower requirements.
Employment has been growing fast in the industry,increasing by 5.5 per cent per annum between
1960 and 1965, and the projected estimates to 1970 are set at a growth rate of 3.4 per cent
per annum, i.e. about an additional 80,000 people.

Obviously, this points to the urgency of increasing and improving recruitment and in-
dustrial training, particularly in technology and management. The pace of change is creating
an insatiable demand for scientists, technologists, engineers and technicians. Fortunately
increasing attention is being given by Government, industry and trade unions to the long-term
2k aim of increasing the total numbers of skilled people in industry. The industrial training
: boards will alco make a major contribution once their policies and actions take full effect.
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A fourth proviem relates to the regional distribution of the industry?s labour force
: and its future growth. Over three-fifths of employment in the industry in Great Britain
RN is at present concentrated in the South-Bast. Two-thirds of employment in Radio and other
Electronic Apparatus (}TH.364) is in the South East, while Telephone and Telegraph Apparatus
(MIH.363) has 39 per éent in the South-East and other concentrations in the Midlends and
North-¥est.

In broad terma the concentrations of employment are:

; = Londen &nd South-East 67 per cent
9 1 Hortk Western 9 per cent
§ Midlands 7 per cent

The regional problem is a complex one: for & number of years there has been a general
g ! drift of population to the South-Bast of England and the Midiands end eway from other
f' vegions. In generel this has reflected the pull of employment opportunities in the former

e
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regions while there was relatively high unemployment in others, and this in turn appears to
reflect the greater dependence of the latter regions on declining industries and their
! smaller share of growth industries.

. i
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The problem of the industry in this respect has been the difficulty of electronic firms
f in obtaining highly qualified technical employees when they wanted to expand away from

A South~-East England. One would expect highly qualified technical personnel to be more mobile
and less tied to particular localities than other cetegories of labour. The result has
peen that while there has been az certain movement of electronic production units into the
developing areas there has been a tendency for the research and development establishments

; to remain.

Efforts to get qualified technicians to go to particu?ar parts of the country depend
upon certain factors, the most important being, (a) the relative salaries, working condi-
tions and career prospects, and (b) the living conditions in the area, including its
cultural and social amenities.

®

As far as salaries are concerned, although menual workers' earnings in the less pros-
perous regions tend to be below the national average, it has been suggested that technical
personnel will have to be paid more to go to the development - areas. In some respects the
development areas may be an advantage compared with.the congested areas of the South-East
and the Midlands, especially in the case of lower housing values, but congestion is mainly
limited to the Birmingham and Greater ILondon conurbations and is not a problem ir all parts
of the South-East and Midland regions.

As far as living ccnditions are concerned, in addition to the economic attractions, the
drift to the South would appear to reflect a preference for living in that part of the
country, which may be due in part to the social and cultural amenities available, in part
to climate and in part to the general mode of living.

T NN 3o, o] WA 4t 594 it qpmbasempmmens .

The importance of social investment is recognised in the Government's regional policies,
but it is likely that much still needs to be done to imprcve the social infrastructure of
th2 growth areas.

Another possible disadvantage of the development areas , mentioned in the report of

i the National Economic Development Committee, "Conditions Favourable to Faster Growth' is the
difficulty for techmical personnel to keep in touch with current technological developments.
However, this is not necessarily an important factor where electrcnic deparitments have been
established in Universities and Colleges of Advanced Technology but the question erises

t whether enough is being done in this field in all the regions.
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é‘ 4 ROLE AND ATTITUDE OF TRADE UNIONS(1)

by R. Cottave,

Deputy Secretary-General,
Pédération des Ingénieurs
et Cadres, C.G.T. — Force
Ouvridre (France).

f’f Introduetion.

The trade-union organisations of the four participating countries all deal with such
tasks as researcn and information, thne negotiation and conclusion of collective agreements,
the acministration of such agreements, and the management of {raining programmes and work-
2 ers! funds. These activities will be discussed first of all; while the second part will
speak of trade union att{itudes, as emerging from comments in the reports, towards employers
and the public authorities, and in the more general context of rapid economic and tech-

E nological changese.

1. Tasks of trade unions

1.1 Research, inceluding the furthering of knowledge in regard to economic and sociol-~
28 ogical processes and the relations between them as well as forecasting, is a major trade-
‘f: union activity in all the countries. Iir. Vesey Holt notes that he obtained rmch of his
material from sources(2). Research takes place at different levels, but the trade unions
still appear to have considerable trouble in collecting needed data. Attention is drawn
to the inadequacy of manpower statisties (. Breakell, Ir. Boutaud), employment fore-—
casting (ir. Iaroussinie), while in the electronies sector it is frequently impossible to
isolate useful figures from general data applying to the electrical engineering industry

(tr. Breakell, Mr. Javaux)e.

Although such studies generally corroborate surveys by Government or managenent,
these may sometimes be challenged along unusual lines. HMr. Scanlon thus mentions layoff
plans by employers in the event of an order being cancelled. The announcement of highly
exaggerated figures, he says, is a good example of the eapital made out of workers®! fears
and hence their militaney to bring pressure on the Government in favour of interests other
than their own. The experience of trade unions and systematic observations by the leader-
ship eontribute data illustr.ting workers reactions to situations of concern to this

Prarue 2
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conference.

As Mr. Vos notes, "the Duteh worker is very much attached to continuity of employment,

: and often prefers such conéinuity to the possibility of higher wages.” In this he appears

; not to stand alone. Examples from other countries show lasting security of employment to
SR be the foremost compounent of worker attitudes.

] (1) These notes do not constitute a general report and must be regarded as only an aide-
“i‘ mémorie for the Conference proceedings.

' (2) See the Final Report to this Seminar

!
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; Another recurring factor in various cases descrited {United Kingdom, France,
3 I- Netherlands) is the high rate of worker resistence to geographical mobility. Housing, fam-
’ ily or cultural considerations are often cited as explamnations. Others may exist, as ¥r.
3 Laroussinie suggests, such as the fear that refraining rmay de izpossible should difficul-
ties arise in the area of relocation.

It would no doub?t be interesting to have information on the younger age groups of the

X ] population, or those having received a more thorough general education. Reporis in regard
L to engineering or skilled technical personnel show that the reluctance to move is quite as

great.

The English example, to which we shall return later, throws some interesting light on
individual behaviour in the case of mass dismissal. 3By being able to count on reliable
nrotection schemes, (R.P.A.) and on learning the facts from the trade unions, workers
voluntarily determine what their fate will be instead of depending on more or less adequate

selection ruies.

Where such rules -~ or rather the tradition behind them -~ are concerned, credit for
Mr. Scenlon'’s courageous comments on what he calls the "LIFO" (last in first out) principle,
i.e. the advantage granted to length of service when determining redundancies, must be laid
to trade-union research. Application of this principle in a sector or region subject to
frequent change can in fact handicap workers, by prevent:ng them from ever building up en-
ough seniority. Such a principle moreover serves to aggravate the state of affairs pre-
viously mentioned, which is the reluctance to move. It no doubt 2lso explains the attitude
‘ of personnel officers, who are apt to be suspicious of 2 job applicant with a record showing
3 : nuzerous changes of employmeni. Just as any other - we again guote Mr. Scanlon - the prin-
cipie cannot,on grounds of fair play, be applied to the exclusion of a2ll other considera-

|
|
|
!
|

tions.

Where forecasting is concerned the main field of trade—union research nas been the util-
isation of manpower. Iir. Breakell thus notes that in the electronics industry The next ten®
fifteen years should bring about substantial cnanges in the labour-force composition, i.e.
more technicians and semi-skilled females on production and more skilled worlkers on mainten-—

e

g ‘ ance.
Training problems are primarily approached from the standpoint of aims and structures.

It might be well to question participants on research into the training of adults, par-
ticularly the content needed in general education to promote rapid adjustment in some new

: sreciality.

e

F Research, owing to the facilities available for dissemination, is the trade unions' pri-

mary tool for keeping the workers informed.

Acting on his own, the individual as a rule is naturally unable to conceive 0f or even
E select a suitable course of action, whenever economiczlly and psychologically difficult
circunstances arise and he must change his occupation or place of work. The information
which is assembled by the trade unions - and which labour is more apt to rely upon - allows
the workers to map out their own future for themselves. This is perhaps a decisive factor
in promoting a fair solution to the problems here dealt with.

i 1.2 The negotiation of agreements or new rules and regulations is the most traditional
' trade-union activity, and any detailed review of achievements in the various countries

would, we think, serve no useful purpose.

; In the sectors here studied, a point which should be mentioned is that the most telling
2 action appears either to take place on a national scale in discussions with the Government,

; or at the level of the firm 1itself.
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The most important results have been achieved in unemployment protection schemes
E and in training facilities. The reports thus contain interesting material on such new
g‘t- English legislation as the Redundancy Payments Act and Industrial Training Act, the Prench
> | National Employment Pund ("Fonds National de 1'Emploi”), and the Netherlands scheme of
f shorter working hours with wage compensation in the event of temporary employment difficul-
ties (Mr. Scanlon, Mr. Boutaud and Mr. Vos).

The various reports also contain examples of negotiations and agreements at firm level,

= * which might well be retained in extenso.

;h j Stress should here be laid on a2 general trade-union tendency, which is not only to

: ' guarantee workers maximum protection in the event of "economic accident™, but, better still,
; to cause measures to be {aken which will prevent the occurrence of such accidents, since

; E they can now be foreseen.

1.3 Administration. For went of a better term, this describes the direct part played
3 by trade unions in administering collective bargaining agreements — the most usual aspect —
%! or in the menagement of fraining and readjusiment pregrammes. This aspect of trade-union
action, apt to be little lmown, is geining ground. The reports describe the structures
and aims of the training programmes in which the trade unions are engaged, whether alone or
in conjunction with both manageuwent and government.

Most characteristic, however, seems to be the determination of trade unions to take a
direct hand in solving employment problems at the most difficult stage. Thus the Belgian
trade unions (Mr. Decoster) asked to share control in fulfilling exceptional orders. A
: French trade union (Mr. Laroussinie) proposed that it should assume direct responsibility
1] in 2 relocation project. In these instances approval by the employers or government auth-—
orities was not forthcoming, but in the Bristol case described by Mr. Scanlon the trade
unions, in spite ef management opposition, were alone in implementing a readjustment policy
1K they had themselves defined and in organising machinery suited to the purpose. The prin-
L ciple of voluntary movements by labour was the policy basis used. This required a continu-
A ing flow of comprehensive information, by means of facilities organised by the trade
unions, covering both job opportunities and assistance available under the law and the
company contract. Strict control moreover had to be exercised over measures taken in the
meantime by management, particularly where working schedules were concerned. Supported by
adequate legislation, the operation was a success, upsetting a good many previously firmly
entrenched notions.

Ak b

2. Attitudes of trade unions

2.7 No special reference is made to technical progress, at all events in the trade
unionists' reports. While no undue optimism or pessimism is shown, such progress seems to
be an accepted fact. All of us realise that, whether in the aircraft and electronics in-
dustries or in any other leading economic sector, the period of technological change we
live in is no isolated, accidental - or hopeful - occurrence, but a continuous process.
Despite occasional pauses from one year to the next, it is bound to gain momentum with the
passage of time. This is the view which the trade unions generally hold.

4 2.2 Towards management the trade unions' attitude is no doubt a less conventional one.
Owing to the search for job security, naturally the unions try to induce management to
E stabilise the level of company activity. Proposals differ according to country. Mr.
‘ i Decoster thus notes that the Belgian aircraft manufacturers should develop technical re-
: lationships with foreign companies. European co-operation should be *thered to achieve
: ‘ a balanced rate of activity in each national irdustry, whether in the civil or military

‘ sector. Mr. Vos stresses opportunities for diversification, whenever the same skills used

3
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in aircraft production are required to manufacture new products. The list might be con-
tinued, but it will suffice to note that pressure is now exerted by the trade vnions on the
company's economic and trade policy.

2.3 But it is toward government that the attitude of trade unions appears to be most
telling in the reports submitted. Mr. Scanlon cautiously suggests that when the TSR2 was
cancelled the behaviour of the British unions was undoubtedly influenced by the fact thai
the decision was taken by a government they trusted. This might be considered a discreet
way of stating the more gensral problem of relationships between the political power and
the trade-union movement. It is bettexr, of course, that there should be confidence in the
government, which is expected to provide such essentials as the basic tools for fighting
unemployment, the foundations for education and vocational training, and the services and
information required to maintain full employment.

Constant pressure is exerted by the trade unions so that the structu-es promoting ad-
justment and mobility will be set up. In 0.E.C.D. terminology, such action may be summed
up as pressure for an Tactive labour market policyM.

In the aircraft industry even greater demands are made by trade unions upon the poli-
tical authority, since in its occasional role of employer and invariable capacity of lead-
ing customer it is primarily responsible for the workload and consequent level of em-
ployment. Here the trade unions have a great many proposals to make. The most usuzal one,
even though sometimes sceptically advanced, has to do with intermational co-operation, par-
ticularly a Buropean effort capable in some sector of achieving an output comparable to
American levela. Long-term order programmes co-ordinated as between countries, appropriate
financing methods, and a policy compensating for working time when orders are placed abroad
are jointly advanced.

Decentralisation policy, which is for governments to formulate, ranges far beyond such
considerations as guidance, training or protection. Here the volicy expected of govern-
ments is an all-embracing one. Housing, education, recreation, diversity of industrial
development — all these factors are decisive for success. Mr. Boutaud pvints to the danger
of regional specialisation, and Mr. Van Velthoven notes, for example, that with the housing
shortage as it is, workers stay where they are. Mr. Laroussinie describes similar diffi-
culties in his account of a decentralisation operation from Paris to Bordeaux. Experience
hence confirms that the overall aspect of government policy is a major concern of tracn-

union organisations.

There might be occasion here to revert to the contingency of an international disarma-
nent policy, as analysed by Mr. Freeman, in order to ascertain the assumptions of trade
unions on this point. This suggestion at any rate denotes the magnitude of the issues in-
volved in trade-union attitudes towards the governing authority.

3. In the summing up, our general impression was that the reports show a firm grasp of
present conditions on the part of the trade unions. But, in conformity with the Western
pattern of society, the trade unions are worried about future developments. It is true
that forecasting, however unreliable it may be in the economic sciences, can even less be
depended upon in the social field. And it is towards collecting the data needed for such
forecasts that the trade unions appear to have directed their greatest efforts.
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REPORT OF THE INTERNATIONAL ASSOCIATION
OF MACHINISTS AND AEROSPACE WORKERS - U.S.A.

by the I.A.M. Research Department
{November 1965)

Employment in a specific aerospace plant, unlike employment in industries where one
can predict certain seasonal or cyclical fluctuations, can vary considerably depending
upon the phasing out or cancellation of a government contract. Efforts to lessen the
economic hardship of those who are affected by constant massive layoffs through the
negotiations of "layoff benefit plans™ have not proved too successful; in order to
insure adequate protection under these types of plans, too high a premium is required.

During this year's negotiations, numerous individual savings plans were included in
the contracts. Under these plans, the employer will match on a 50 per cent basis a
contribution that the employee will make. The funds accumulated in the account of the
individual can be withdrawn in the event of layoff, retirement, death or entry into
military service. Certain specific rules govern the withdrawal of funds for other reasons.

Providing the individual avails himself of the opportunity to participate in the
rlan, he is assured, at a minimum, of his own contributions plus interest, in addition to
the company's contributions, if laid off. Under the o0ld extended benefit plans, there were
many who were laid off - and these were individuals with the greater seniority - only to

find tL .t the fund was depleted.

The new savings plans are not the entire answer and it is questionable whether in
fact the problem of job security can be actually solved through the process of collective
bargaining. We, and other labor organizations, have petitioned the government to estab-
lish a more rational system of letting government contracts to insure stability of employ-
ment. Purther, we have requested that government assistance be given to the individual
who is laid off, whereby he may be relocated, retrained, and can establish himself with-
out loss of income in gainful employment.

¥hile 1little progress has been made in the orderly letting of government contracts,
the federal government, in closing 95 government installations, instituted a program of
relocating and retraining those Civil Service employees who were displaced. Similarly,
the Department of Labor has undertaken a limited program to assist laid-off workers in
Long Island, New York, to relocate in California where the Douglas Aircraft Company has
a large hiring program under way. These programs, hopefully, signal a new interest by
the government in the job security problems of the aerospace worker.
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I. Name of Corporation: Republic Aviation (now a Division of Pairchild-Hiller)

Location and Parmingdzle, New York
Size of Bargaining Unit: 2,200

Severance Pay

Persons who are permanently laid off, with at least 15 years of seniority, can now
receive $1,125 in severance pay, compared with the former maximum benefit of only $500.
Pensions

Republic retirees now receive $3.25 per month for all years of service compared
with $2.75 per month under the previous contract. A Republic employee who now retires
after thirty (30) years of service can receive a maximum pension of $97.50 as opposed
to the $75.00 maximum under the old contract.

II. Name of Corporation: Aerojet-General Corporation
(Controlled by General Tire & Rubber Co.)

Locations: Azusa and Sacramento, California

Size of Bargaining Unit: 6,000

Key Provisions and Areas of Major Improvement in 1965

Pension

Pension benefits for Aerojet workers were more than doubled. The new contract
guarantees retirees a coverage of $4.84 per month per year of service, compared to
$2.00 per month under the old contract. The minimum age requirements for vesting have
been reduced from age 40 to age 35, and a new survivor's option has been added.

The new plan allows early retirement at age 55. Persons electing this early retire-
ment receive an actuarially reduced pension reduction of 3 per cent per year for each
year of early retirement, contrasted with the 10 per cent per year reduction under the
old agreement.

Severance Pay

Starting 1lst August, 1965, the company has been setting aside $5.20 per employee per
month to fund a new layoff benefit plan. Members with Your or more years of service who
are laid off for more than 4 weeks are eligible for benefits under this plan. The
maximum benefit is $500 per employee.

Training
The company agreed to sponsor a joint company-union training program to update the
skill levels of Aerojet employees.

III. Name of Corporation: The Boeing Company

Locations: Seattle, Washington; Wichita, Kansas; Michoud,
Louisiana; Cape Kennedy, Florida; Vandenberg
Air Force Base, California

Key Provisions and Areas of Major Improvements in 1965

Savings Plan
A savings plan has been established wherein an employee can save from 1 per cent to
5 per cent of his salary, and the company will contribute an amount equal to 50 per cent

of the employee's contribution.
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Pensions
Ninimum pension benefits will be increased from $2.25 per year of service to $4.25.
,=‘I- In addition to this benefit, an employee will receive a stipulated amount of his earniugs . -
in excess of the Social Security maximum. The minimum pension benefit will be $50 or
$4.25 times the total number of years of service.

Individuals presently receiving pensions will have their benefits increased at the
rate of $1.45 per month per year of service.

1 IV. Name of Corporation: Douglas Aircraft Company

Location: Santa Monica, California; Torrance, California;
and Huntington Beach, California and off-site bases

§ 3
o Size: representing a total of 14,500 employees
Key Provisions and Areas of Major Improvement in 1965

5 i Pensions

i Douglas employees retiring with 25 years of service will receive $118.75 a month
compared to only $57 %hey would have received under the old plan. Douglas retirees now
receive $4.75 per month for all years of service in contrast to the old $2.29 average
per month benefit - a 70 per cent increase.

Employees may now exercise the option of early retirement between ages 55 and 65
with at least 10 years of service. If 62 years or over, he will receive full normal
pension. Under special conditions, he may elect special early retirement after age 55
during which time he will receive a special supplement until which time he becomes
eligible for his Social Security benefit.

The employee is fully vested after 10 years of company service regardless of age.
The o0ld plan required 15 years of service and age 40. There is a new automatic survivor

AN benefit that is payable for life to the widow or dependent widower of an employee who
;? died before retiring but after having met minimum age and service requirements (age 55
3 and 10 years of service).

P

Present retirees (or those who retired before 1lst December, 1965) receive an
increase in pension equal to $1.45 per month times all years of their pension service

credit.

The age 45 requirement for retirees on disability was eliminated. Totally disabled
employees with 10 years of service also receive a special supplement income until they
3 are eligible for Social Security.

E | [ Individual Savings Plan

Since 1960, Douglas employees, on a voluntary basis, have been contributing $5.00
a month into an individual savings account. This has been partially matched by a monthly
company contribution. During this five-year period, many employees have built up
individual accounts amounting to $1,000 or more. In the 1962 settlement, the company
agreed to set aside 3¢ per hour per employee to establish a Supplementary Unemployment
Benefit Plan. During the 1962-1965 period, approximately $1% million was built up into
this fund. In view of the favorable experience Douglas employees have had concerning
their individual savings accounts, it was decided to take the monies accumulated for
SUB and redistribute it on an individual account basis. The shift to individual rather
than pooled insurance funds can be traced to the fact that over the past few years, largely
as a result of massive unexpected lay-offs due to govermment contract cancellations, many
aerospace workers with long years of service who have been laid off have not received any




severance pay benefits as a result of inadequately funded Extended or Supplemental Lay-
off Benefit Plsns. It is significant to note that other major aerospace firms, during
the 1965 negotiations, including Lockheed, Boeing, and General Dynamics, have followed
the Douglas pattern of establishing individual savings plans as an alternative %o the
ill-funded Extended Layoff Benefit Plans.

Apprenticeship ard On-the-Job Training

The 1965 contract was the first in which the Douglas Company agreed to establish a
bona fide four-year apprenticeship training program, as well as expand its on—-the-job
training programs to upgrade the skill level of other employees. The first recently
negotiated apprenticeship program at Douglas will be for electronic technicians. Hope-
fully, these will be followed by programs for general machinists and jig and fixture

builders.
V. Name of Corporation: General Dynamics Corporation
Locations: San Diego, California; Pomona, California; Vandenberg
Air Porce Base; Cape Xennedy
Size: Representing a total of 8,200 employees
Pensions

General Dynamics employees more than doubled their retirement benefits. The new
minimum pension is $4.25 for each year of service compared with $2.00 under the old agree-
ment. There is a variable scale based on earnings, whereby the maximum benefit can go
as high as $5.75 per year for each year of service. The plan is fully vested afier
10 years of service. Persons retiring on disability who have met the 10 years of service
requirement can retire at any age.

Savings Plan

As a result of large employment losses, due to governmental contract cancellations,
the iradequately funded Extended Layoff Benefit fund was converted into individual savings
accounts. A savings plan was substituted for this Extended Layoff Benefit program and
allows the union member to save a fixed percentage of his earnings which is partially com-
plemented by an employers contribution (up to 50 per cent of the worker's contribution).
In 1970 (the fifth year of the agreement), an employee will be able to save up to
10 per cent of his earnings. These savings, plus interest, will be available to employees
at any time. Employees will be eligible for the full amount in the event of layoff,
death, disability, retirement, or military service. Funds, including the company's con-
tribution, may be withdrawn after three years.

VI. Name of Corporation: Lockheed Aircraft Corporation

Locations: Burbank, Jalifornia; Sunnyvale, California;
Marietta, Georgia; and Off-site Bases

Size of Bargaining Unit: Approximately 40,000 at all locations

Key Provisions and Areas of Major Improvement in 1965

Pensions

Lockheed employees now receive a minimum of $4.25 per month for all years of service
compared with the 0ld $2.00 minimum benefit. This benefit level will in all probability
be much higher (closer to $5.00 or $5.50 per month) for most Lockheed employees, since
the new plan establishes a sliding scale which is keyed to an employee's earnings.
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An employee may noW clect The oplion of early retirvement. During this period, until
age 65, he receives a supplementary payment amounting to $5 a month for each year of
service up to a2 maximum of $125 per month.

The age requirement that an employee be 45 years of age in order to qualify for dis-
ability retirement was disconiinued.

The company also extended 2 major medical benefit insurance plan for early retirees.
This plan provides an ann