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Sixth Meeting, held on March 23rd, I93I, at 4·45 p.m.: 

IX. Draft International Convention on the Taxation of Foreign Motor Vehicles 
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X. Draft International Convention on the Taxation of Foreign Motor Vehicles. 
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XIII. Addendum to the Report by the Committee.......................... .. I5I 
XIV. Close of the Session ... _ ..................................... , .. .. .. tSI 

ANNEXES ....•.........•....................•...•.....•.••. ·. . . I52 

4· MINuTES OF THE CuSTOMS CoMMIT't:E:E. 

Meeting held on March 2oth, I93I, at 4 p.m.: 
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THE BUREAU OF THE CONFERENCE AND THE DELEGATIONS. 

President of the Conference : 

His Excellency Dr. Paul EcKARDT, Envoy Extraordinary and Minister Plenipotentiary 
(Germany). 

Vice-Presidents: 

M. ~~IANNINI, Minister Plenipotentiary, Councillor of State, Professor of Law (Italy) 

. His Excellency M. V. RouBiK, Director at the Ministry of Public Works former Minister 
(Czechoslovakia). · ' 

Chairman of the Committee on Commercial Motor Transport : 

Dr. L. R.A.SINSKI (Poland). 

Chairman of the Committee on Road Signalling : ~ 

M. A. STIEVENARD (Chairman of the Permanent Committee on Road Traffic). 

Chairman of the Committee on Taxation of Foreign Motor Vehicles: 

M. M. BORDUGE (Chairman of the Fiscal Committee). 

Chairman of the Customs Committee : 

His Excellency M. Carlos REsiNES (Spain). 

Secretariat : 

M. J. M. F. ROMEIN, Secretary-General of the Conference. 
Mr. L. C. ToMBS, Secretary of the Committee on Commercial Motor Transport. 
M. H. BmssARD, Secretary of the Committee on Taxation of Foreign Motor Vehicles. 
Mile H. KEY-RASMUSSEN, Secretary of the Committee on Road Signalling. 
M. G. C!RAor.o, Secretary of the Customs Committee. 

AUSTRIA. 
Delegates: 

His Excellency M. Emerich VON PFr.ti'Gr., Envoy Extraordinary and Minister Plenipotentiary, 
Permanent Representative accredited to the League of Nations; 

Dr. Anton Rmm., Ministerial Councillor at the Federal Ministry of Commerce and Communications. 

Assistant Delegate : 

M. Franz SCHNEIDER, Engineer, Architectural Adviser t~ the Municipality of Vienna. 

BELGIUM. 
. Delegates : 

M. J. DE RUEI.I.E, Legal Adviser to the Ministry of Foreign Aff3.irs; Head of the Delegation; 
M. J. G. CRISPIEI.S, Inspectot:-General at the Customs and Excise Administration; 
M. A. J. PERSYN, Chief of the Traffic Department at the Ministry of Public Works; 
M. CAMU, attached to the Secretariat of the Ministry of Transport, as Secretary-General of the 

Central Transport Board. 

Technical Advisers: 
M. DucHAINE, Member of the Mines Board, President of the Touring Club of Belgium; 
M. L. LEMAIRE, Member of the Executive Co!Ilmittee· of the Transport Workers' Union; 
M. C. DUVIVIER, Administrator of the Touring Club of Belgium. 

CZECHOSLOV AKI,A. 
Delegate: 

M. v. RoUBiK, Director at the Ministry of Public Works, former Minister; Head of the Delegation. 

Assistant Delegates : 
M. R. REzNY, Engineer, Ministerial Councillor at the Ministry of Public Works; 
Dr. A. STARY, Ministerial Councillor at the Ministry of Public Works_; 
Dr. z. HAJEK, Chief Ministerial Commissioner at the Ministry of Finance. 

Technical Adviser: 
Dr; E. PAUCEK, Secretary-General of the Automobile Club of CzeChoslovakia. 
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DENMARK. 
Dek'gaies: 

M. 0. E. F. BrLFELDT, Chief of Section at the Ministry of Justice; 
M. E .. 'SIMONI, Assistant Chief Inspector at the Ministry of Public Works. 

FREE CITY OF DANZIG. 
Delegates: 

Dr. L. RAsrNsKI, former Director of the Customs Department in the Polish Ministry of 
Finance; Head of the Delegation; 

M. Lebrecht MUNDT, " Oberregierungsrat " at the Senate of the Free City of Danzig. 

FRANCE. 
Delegate: 

M. C. W ALCKENAER, former Inspector-General of Mines. 

Technical Advisers: 

M. F. BLANC, Administrator of Indirect Taxes; 
l\I. M. F. LAFARGUE, Administrator of Customs; 
M. P. LE GAVRIAN, Inspector-General of Roads and Bridges; 
M. Rene MAYER, Honorary Master of Requests at the Council of State; Member of the Permanent 

Legal Committee of the Communications and Transit Organisation; 
l\I. E. CHArx, President of the Central International Tourist Council. 

Secretary: 

l\I. DE PANAFIEU, Attache of Embassy. 

GERMANY. 
Delegaies: 

Dr. M. Paul ECKARDT, Envoy Extraordinary and Minister Plenipotentiary; 
Dr. Engineer eh. F. PFI;uG, Ministerial Councillor at the Ministry of Communications; 
Dr. R. W ABL, Ministerial Councillor at the Ministry of Finance; 
Dr. G. HEm, Ministerial Councillor at the Ministry of Communications; 
Dr. B. ERAS, " Oberregierungsrat " at the Ministry of Communications. 

Technical Advisers: 

M. P. VON Er.ERT, Secretary-General of the Automobile Club of Germany; 
M. R. FILSER, of the " Allgemeiner Deutscher Automobil Club "; 
M. A. REITZ, of the General Trades'Union of Passenger and Goods Transport Workers. 

Delegate: 

GREAT BRITAIN AND NORTHERN IRELAND 

and all parts of the British Empire which 
are not separate Members of the League of Nations. 

Mr. Percival Charles FRANKI.IN, of the Ministry of Transport. 

Assistant Delegate : 

Mr. R. H. TOI,ERTON, of the Ministry of Transport. 

Technical Advisers: 

1t!r. G. G. FITZMAURICE, Legal Adviser at the Foreign Office; 
1t!r. A. D. ALLEN, Director of Touring of the Automobile Association of Great Britain. 

GREECE. 
Delegates: 

M. R. RAPHAEL, Permanent Delegate accredited to the League of Nations· 
M. Antoine STATHATos, President of the Automobile and Touring Club of Greece. 

Assistant Delegate : 

M. Alexandre CoNTOUMAS, First Secretary ofthe Del_egation ac;credited to the League of. Nations. 
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Delegate: 
HUNGARY. 

M. Jean PELENYI, Resident Minister of the Permanent Delegation accredited to the Le. ague 
of Nations. · 

Assistant Delegates : 

M. Zoltan BARANY AI, Councillor of Legation at the Permanent Delegation accredited to the 
League of Nations; 

M. Antoine GEBER, Ministerial Councillor at the Ministry of Commerce. 

IRISH FREE STATE. 
Delegate: 

Mr. Sean LESTER, Permanent· Delegate accredited to the League of Nations. 

Assistant Delegate : 

Mr. F. G. CAWLEY, Secretary of the Irish Free State Legation at Paris. 

• ITALY . 
Delegates: 

His Excellency M. A. GIANNINI, Minister Plenipotentiary, Councillor of State, Professor of Law. 
Head of the Delegation; · · ' 

Dr. G. ZAPPALA, Chief of Division at the Ministry of Finance; 
M. E. MELLIN!, Engineer, Chief Inspector at the Ministry of Communications; 
Dr. F. LA FARINA, Administrative Director of the A.A.S.S. (Independent National Road Agency); 
Dr. A. MANDOLIN!, Chief Inspector of the State Railways. 

Technical Adviser: 

M. G. 0TTONE, Engineer, appointed by the National Fascist Land Transport Federation. 

LATVIA. 
Delegate: 

His Excellency M. Jules FELDMANS, Minister Plenipotentiary, Permanent Delegate accredited 
to the League of Nations. 

LITHUANIA. 
Delegates: 

M. Juozas JANKEVICIUS, Engineer, Secretary-General of the Ministry of Communications; Head 
of the Delegation; 

M. Vledas MERKYS, Engineer for ·Bridges and Roads, Ministry of Communications; District 
Chief of Roads; 

LUXEMBURG. 
Delegate: 

M. Charles VERMAIRE, Consul of Luxemburg at Geneva . 

. MONACO. 
Delegate: 

M. Conrad RENTSCH, Consul of the Principality at Geneva. 

Sttbstitute Delegate : 
M. P. LE GAVRIAN, Inspector-General of Roads and Bridges of France. 

NETHERLANDS. 
Delegates: 

M. J. F. SCHoNFELD, Administrator at the Waterstaat; Head of the Delegation; 
M. L. MEIJERS, Administrator, Chief of the Customs and Excise Division .at the Ministry of 

Finance; · 
M. J. TAKKEN, Administrator,· Chief of the Direct Taxation Division at the Ministry of Finance. 

Technical Advisers: 
M. G. A. Pos, Vice-President of the Touring Club; 
Baron B. W. vAN WELDEREN RENGERS, Secretary-General of the Royal Automobile Club of 

the Netherlands; 
M. A. J. J. w. BEERS, Vice-President of the Netherlands Association of Commercial Motor-car 

Owners. 
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POLAND. 
Delegates: 

Dr. L. RAsrnSKL former Director of the Customs Department at the Ministry of Finance; 
Head of the Delegation; . 

M. Richard M!NCHEJMER, Engineer, Ministerial Councillor at the Ministry of Public Works; 
Assistant Head of the Delegation; 

Dr. Andre MARCHWINSKI, Rapporteur at the Ministry of Foreign Affairs. 

PORTUGAL. 
Delegate: 

M. A. M. F'ERRAZ D' ANDRADE, Chief of the Portuguese Chancellery accredited to the League of 
Nations. 

ROUMANIA. 
Delegate: 

His Excellency M. C. ANTONIADE, Envoy Extraordinary, Minister Plenipotentiary accredited 
to the League of Na,tions. 

Technical Adviser: • 
M. Pierre Al. GHIKA, Member of the Committee of the International Association of Recognised 

Automobile Clubs. 

SPAIN. 
Delegate: 

His Excellency M. Carlos REsiNES, Secretary-_oeneral of the Royal Automobile Club of Spain; 
Head of the Delegation. 

Technical Adviser: 

M. Rafael Sn.VELA, Civil Engineer of Bridges and Roads. 

Secretary: 

M. Gerardo GASSET, Secretary of Embassy. 

S\VEDEN. 
Delegates: 

M. W. BAGGE, Chief of Section at the Ministry of Foreign Affairs; 
M. T. I':ETERSSON, Chief of Section at the Ministry of Finance; 
M. F. EGl'<"ELL, Engineer, Swedish Representative at the International Association of Recognised 

Automobile Clubs. 

SWITZERLAND. 
Delegates: 

M. Henri ROTHMUND, Chief of the Police Division of the Federal Department of Justice and 
Police; 

M. Samuel HXuSERMANN, Inspector-General of Customs and Deputy of the Director-General 
of Customs; 

M. Max RATZENBERGER, Assistant Chief of the Foreign Affairs Division of the Federal Political 
Department. 

Technical Advisers: 

M. Robert PLUMEZ, Legal Adviser of the Police Division of the Federal Department of Justice 
and Police; · · 

M. Paul GIRARDIN, Expert at the Gener~ Customs Directorate. 

TURKEY. 
Delegate: 

D>MALMinist~USNU Bey, Envoy Extraordinary and Minister Plenipotentiary in Switzerland, former 
er. 

YUGOSLAVIA. 
Delegate: 

His Excellency M. Iliya CHOUMENKOVITCH, Permanent Delegate of the Kingdom accredited to 
the League of Nations. 

Assistant Delegate : 

Dr. Ivan SouBBOTITCH, Chief of Section at the Ministry of Foreign Affairs. 
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Technical Advisers: 

M. Ciril ZIZEK, • Chief of the Tourist Section at the Ministry of Trade and Industry; 
M. G. FoTITCH, Chief of Section at the Ministry of Finance; 
M. G. PETZITCH, Engineer at the Ministry of Comll!unications. 

Attended the Conference in an advisory capacity : 

SAAR TERRITORY GOVERNING COMMISSION. 

M. Paul CENTNER, Assistant Technical Director of Public Works. 

PERMANENT COMMITTEE ON ROAD TRAFFIC OF THE COMMUNICATIONS 
AND TRANSIT ORGANISATION. 

M. A. STIEVENARD, Chairman of the Committee. 

FISCAL COMMITTEE. 

M. M. BORDUGE, Councillor of State, Director-General of Direct Taxes, Registration, Domains 
and Stamp Duties at the French Ministry of Finance, Chairman of the Committee; 

Dr. J. H. R. SINNING HE DAMSTE, Director-General of Taxes at the Netherlands Ministry of Finance. 

INTERNATIONAL TOURIST ALLIANCE. 

M. Paul DuCHAINE, Secretary-General of the Alliance; 
M. C. DUVIVIER, Member of the Permanent Bureau. 

INTERNATIONAL ASSOCIATION OF RECOGNISED AUTOMOBILE CLUBS. 

M. J. HANsEz, Chairman of the International Traffic and Customs Commission of the Association; 
Colonel C. G. PERON, Secretary-General of the Association. 

INTERNATIONAL CHAMBER OF COMMERCE. 

M. A. KtiNDIG, President of the Swiss Association of Motor-Lorry Owners, President of the 
International Commercial Motor Transport . Federation; 

M. C. DE DUMAS, Director of the Transport Office of the Chambers of Commerce and Agriculture 
of South-Eastern France; 

M. M. RIESEN, Director of the Swiss Hotel Society, Representative of the International Hotel
keeper's Alliance ; 

M. BREGI, Director of the Firm Thiercelin Aine et Boissee; 
M. P. Wom., Director of the Transport and Comm~cations Service of the International 

Chamber of Commerce; 

Accompanied by : 

M. Gebhard HoLZ, attached to the Transport and Communications Service. 

Expert: 
M. E. MoNTEIL, ;Director of the. Swiss Association of Lorry Owners. 

PERMANENT INTERNATIONAL COMMITTEE FOR FIRST AID ON ROADS: 

Delegate: 

M. Pierre BllHAGUE, President of the Commission. 

Expert: 
M. E. CLOUZOT, Head of the Secretariat of the International Red Cross Committee. 
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. . 
INTERNATIONAL, TRANSPORT WORKERS' ASSOClATIO!'i. 

M. A. FoRSTNER, National Councillor; 
M. J. E. CoiUUN; 
M. C. G. SoRMANI, Secretary of the Federation. 

INTERNATIONAL FEDERATION OF CHRISTIAN TRADE ·umoNS ·OF FACTORY. 
AND TRANSPORT WORKERS. 

M. J.,F':ENSKI. Secretary of the Federation; 
M. Fred. BRUssEL, Secretary-General of the Federation. 

INTERNATIONAL UNION OF TOWNS AND LOCAL AUTHORITIES. 
; 

M. G. DE SCHUI.'l'HESS, Director of the Union of Swiss Towns; 
M. A. J. PERSYN, Chief of the Traffic Office at the Belgian Ministry of Public Works. 

INTERNATIONAL COMMERCIAL MOTOR TRANSPORT FEDERATION. 

M. A. KUN'DIG, Chairman of the Federation. 



MINUTES OF· THE PLEN;ARY MEETINGS OF THE CONFERENCE. 

' FIRST MEETING 

Held on March I6th, I9JI, at II a.m. 

President: M. ECKARDT (Germany) . 

. I. Openin~ of Conference : Election of the President and Vice-Presidents. 

M. AvENOL, Deputy Secretary-General of the League of Nations welcomed the delegates 
. and suggested that the Conference should elect a President. ' 

. On a n;otion by Mr. FRANKLIN (Great Britain), M. EcKARDT (Germany) was unanimously 
elected1 Preszdent .of the Conference. 

(M. Eckardt took the chair.) 

- . On a motion by the PRESIDENT, M. GIANNINI (Italy) and M. RouBix (Czechoslovakia) were 
elected Vice-Presidents. 

II: Appointment of Committees. 

The Conference decided to set up four Committees as follows : 
The :first Committee would deal with Commercial Motor Transport · 
The second Committee, With Road Signalling; ' 
The third Committee, with Taxation of Foreign Motor Vehicles; and 
The Customs Committee, with the operation of the triptych system. 

On a motion by M. ScHoNFELD (Netherlands), Chairmen of the Committees were elected 
as~~: . . 

First Committee : M. RASINSKI (Poland). 
Second Committee : M. STIEVENARD (Chairman of the Permanent Committee on Road 

Traffic). 
Third Committee : M. BORDUGE (Chairman of the Fiscal Committee). 
Customs Committee: M. REsiNES (Spain). 

III. Appointment of a Draftin~ Committee. 

The Conference decided to set up a Drafting Committee to consist of the members of the 
Bureau of the Conference-i.e., the President and the two Vice-Presidents of the Conference and 

· the Chairmen of the four Committees, and of M. DE RUELLE (Belgium), M. W ALCKENAER (France), 
Mr. FITZMAURICE (Great Britain), M. PELENYI (Hungary), M. ScHoNFELD (Netherlands) and 
M. BAGGE (Sweden). . 

IV. Agenda of the Committees and Drafting Committee. 

The Conference decided that the agenda of the Committees would be as follows : 

First Committee : Preamble and Articles I to I6 inclusive of the draft Convention 
on International Commercial Motor Transport.1 

Second Committee : Preamble and Articles I to 3 of draft Convention on Unification 
of Road Signals (with Annex).1 

Third Committee : Preamble and Articles I to 5 of the draft Convention on the Taxation 
of Foreign Motor Vehicles and Draft Optional Protocol,l 

Customs Committee : Agreement between Customs Authorities in order to facilitate 
the Procedure in the Case of Undischarged or ost Triptychs.1 . . 

Drafting Committee : Preliminary examination of the formal articles and final drafting 
of the texts adopted by the four Committees. · 

V. Verification of Credentials. 

The Conference ·appointed a Committee on Credentials consisting of M. DE RuELLE 
(;Belgium) and M. FEI,DMANS (Latvia), to submit a report to the Conference at the ne:!.."t 
meeting. 

. . 
1 See document Con£. C.R.x. 
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\~. Rules of Procedure. 

On a motion by the PRESIDENT, the Conference decided to adopt the rules of procedure of 
the Ge11eral Collferences on Communications and Transit. 

\~I. Representation of the Permanent International Committee for First Aid on Roads. 

Tlle Conference deci~ to con fir~!" the provisional jn.v~tation addressed. by the Chairman of 
the Advisory and Techmcal Comm~ttee for Commumcat~ons and Transtt to the Permanent 
Inter11atirmal Committee for First Aid on Roads, the Committee to be empowered accordingly 
to send representatives in an advisory capacity for the examination of questions with which 
it is concerned. 

\TII. Telegram from the Director of the Communications and Transit Section. 

The SECRETARY-GENERAL OF THE CoNFERENCE read a telegram from M. Haas, Director 
of the Communications and Transit Section, who was in China on an official mission, expressing 
his regret at being unable to be present. 

SECOND MEETING 

Held on March r6th, 1931, at 6.30 p.m. 

President: M. ECKARDT (Germany). 

IX. Report by the Committee on Credentials. 

M. DE RUELLE (Belgium) (Rapporteur of the Committee on Credentials), said that the 
Committee had examined, with the assistance of M. Teixidor, of the Legal Section of the Secretariat, 
the communications from the Governments represented accrediting their _delegates to the 
Conference. The Committee had classified these communications in two categories : 

I. Communications, accompanied by full powers delivered by the heads of States and 
authorising delegates, not only to negotiate, but also to conclude and sign conventions, subject, 
of course, to ratification, had been received from the following countries : Austria, Belgium, 
Denmark, Germany, Greece, . Luxemburg, the Netherlands, Roumania, Spain, Switzerland, 
Territory of the Saar Basin. The full powers of the Roumanian delegate emanated from the 
Minister for Foreign Afiairs, but in accordance with the practice followed by the Conferences of 
the Communications and Transit Organisation, the Committee had agreed that the Roumanian 
representative's powers should be regarded as equivalent to powers delivered by the head of 
the State. 

2. Communications had been· received from the Governments of the following countries 
duly empowering their delegates to take part in the proceedings of the Conference : Czechoslovakia, 
Free City of Danzig, France, Great Britain, Hungary, Irish Free State, Latvia, Lithuania, 
:Monaco, Poland, Sweden, Yugoslavia. -

A letter had been received from the Italian Government intimating the early arrival-of 
full powers ·for the Italian delegation. 

M. GIANNINI (Italy) said that he had received from his Government a telegrani stating that 
his full powers had been despatched. 

CEM.AL Hus:r.r6 Bey (Turkey) observed that, in his capacity as Turkish Minister at Berne, 
he had sent a telegram to the Secretary-General stating that his full powers as delegate of Turkey 
had been despatched. 

M. DE RUELLE (Belgium) said that the Committee on Credentials would be pleased to 
examine the full powers of the Italian and Turkish delegates when received, together with those 
of certain other delegates which had not yet arrived. 

TIDRD MEETING 

Held on March 24th, 1931, at 5 p.m. 

President: M. EcKARDT (Germany). 

X. Communications by the Secretariat. 

The SECRETARY-GENERAL OF THE CoNFERENCE made the following announcements : 

. ~riru;ipality of Monf!CO: M. LE GAVRIAN had received authority to act as delegate of the 
Prme1pality of Monaco tnstead of M. Rentsch. . . 

Territor'>! of the Saar Basin: M. Paul CENT~ER, wlio had been obliged to leave, had informed 
the Secretanat that he would return before the end of the Conference. 
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y ugoslavia : During the absence of M. Choumenkovitch he would be replaced by 
M. SOUBBOTITCH as head of the delegation. ' 

lnterna_tional Association of Recognised Automobile Clubs: M. EMPEYTA would repla th 
representatives of the Internatio_nal Association of Recognised Automobile Clubs duringceth .e 
absence. etr 

XI. State . of the Work of the Committees. 

. Th~ PRESIDENT stated tbat the Customs Committee and the Committee on the Taxation 
of Foretgn Motor Vehicles had finished their work. He asked the Conference to examine the 
draft Convention submitted by the latter Committee. · 

XII. Draft International Convention on the Taxation of Forei~n Motor Vehicles,t 

REPORT OF THE COMMITTEE ON TAXATION OF FOREIGN MOTOR VEHICLES.2 

(At the request of the President, M. Borduge, Chairman of the Committee on Taxation of 
Foreign Motor Vehicles, came to the President's table.) 

The Conference took cognisance of the report on the work of the Committee on the Taxation 
of Foreign Motor Vehicles. 

. The PRESIDENT opened the discussion on the draft; Convention, article by article, and 
asked M. Borduge to give any explanations which might be necessary. 

PREAMBI,E. 

The preamble was adopted without discussion. 

ARTICLE I, FIRST PARAGRAPH. 

M. BORDUGE explained that the text of the first paragraph, as adopted by the Committee, 
was very similar to that in the preparatory document (document Con£. C.R. I). The Committee 
had simply desired to make it clear that reciprocal exemption applied only to the tax on the 
circulation or possession of a motor vehicle, but that taxes or charges on the consumption of 
oil, petrol, tyres, etc., were not included. 

M. W AHI. (Germany) stated that the German Government had no objection to the principle 
on which the Convention was based: the granting of facilities to international motor traffic. 
On the contrary, it objected to certain details in the draft Convention. The German delegation 
had endeavoured .in the Committee on the Taxation of Foreign Motor Vehicles to have the draft 
amended, but were unable to obtain the assent of the majority. Presumably the same would 
be the case in the Conference. The German delegation would therefore refrain from repeating 
their proposals. The German Government was at present considering whether it would be 
able to accede to the draft Convention, but, as its exantination was not yet concluded, the 
German delegation would abstain from voting on Articles I to 6. 

M. W Ar.CKENAER (France) pointed out that, when the Committee on Taxation of Foreign 
Motor Vehicles started its work, the French delegation supported the view of another delegation 
that a system of bilateral conventions might provisionally offer a more elastic and easy solution 
of the problem. They had had no intention, however, of abandoning the hope of finding a 
common system, which France would welcome. That attitude had not prevented the French 
delegation from co-operating in drawing up a text which could serve either as the text of an 
international convention or as a model bilateral convention to be recommended to the various 
States. That was the spirit in which the French delegation was prepared to take part in the 
drafting of a common text. 

The PRESIDENT thanked the French delegation for their co-operation in ·drawing up the 
Convention, in spite of a difference of opinion as to the advantages or disadvantages of 11: bilateral 
convention. It was, however, his duty immediately to remove a misunderstanding m regard 
to the attitude of the German delegation. During the discussions of the Committee on the 
Taxation of Foreign Motor Vehicles he had realised that that delegation also had done its best 
to co-operate in regard to the text submitted and he believed that, though they were as. yet 
unable to come to a final decision as to the articles of substance, since they had not recetved 
instructions,· they were prepared to co-operate in drafting the formal articles . 

. Mr. FITZMAURICE (Great Britain} stated, on behalf of the British d~legation, .that, although 
there was a good deal to be said in favour of bilateral agreements, his delegation very much 
hoped that the Conference would be able to adopt a convention based on the present draft. 

• They were prepared to sign such a convention. _ 

The first paragraph of Article I was put to the vote. 

Nineteen delegaNons voted zn favour; no vote to tlze contrary was givm. 

, See Allllex to the Minutes of the Committee on the Taxa?-on of For~gn Motor Ve~cles, page 155. 
• See Annex io to the Minutes of the Committee on the Taxation of Foretgn Motor Velncles, page 156. 
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AR'l'ICI.E I, SECOND AND THIRD PARAGRAPHS. 

M. BoRDUGE said that this was the crucial point in the Conventio~. The Committee had 
been almost unanimously of opinion that the benefit of the Convention should be extended 
to private tourincr cars. By a large majority it had agreed that ve:!licles used for the transport 
of <>'oods ~ould ';ot be included. Long and animated discussions had taken place in regard 
to taxis hired vehicles and vehicles used for the public conveyance of passengers. On the 
previo~ day the Committee had adopted a compromise text. It had decided that taxis and 
"-ehicles used for the public conveyan~e of pa:ssengers for payment should be exclu~ed from. the 
benefits of the Convention, but that hired vehicles should benefit from the exemption prov1ded 
That compromise was intended to give satisfaction to the supporters of two different. points 
of view. Durin<>' the Committee's examination of the draft report that passage had agam been 
discussed. Som~ of the delegates thought it desil:able to restrict the benefit of the exemption 
exclusively to private touring cars, in regard to which there would be no difficulty. They 
considered that in this way, although the scope of the Convention might be reduced, the number 
of accessions would be greater. Eventually, the vote· of the previous day had been maintained, 
and the majority voted in favour of the text reproduced in the second and third paragraphs. 
The object of the third paragraph was simply to define taxis. 

M. SoUBBOTI'l'CH (Yugoslavia) pointed out that no definition was given for "vehicles used 
for the public conveyance of passengers", to which the Convention did not apply. He would 
be glad to know what the Conference understood by that expression. 

The PREsiDENT wondered whether it was really essential to define an expression in regard 
to which there appeared to be no doubt. 

M. BoRDUGE thought the discussions of the Committee showed that there might be some 
ambiguity. The Committee had wished to exclude such velrlcles, when the passengers paid 
their fares individually. There was one case which was somewhat more complicated : when 
the whole vehicle was hired. M. Borduge thought the Committee had favoured the narrowest 
interpretation. It had considered that, if a group of persons belonging, for example, to a 
society hired a velrlcle for payment, that was a vehicle for the public conveyance of passengers, 
and it had been of opinion that the benefit of exemption should be withheld. 

The PREsiDENT asked whether the protocol contained any explanations on this point. 

M. BORDUGE replied in the negative. The definition he had just given could, he thought, 
be deduced from the work of the Committee. Possibly the Minutes of the meeting might be 
used as evidence in the event of a dispute. There was certainly no ambiguity in regard to the 
first case (passengers paying their fare individually). The second case alone (hiring of the whole 
velrlcle) which was a border-line case, might raise difficulties. M. Borduge thought, however, 
that, when certain persons agreed to hire a vehicle instead of paying their fares individually, 
the Committee had been of opinion that the benefit of the Convention should not apply. 

M. DE RUELLE (Belgium) thought that vehicles used for the public conveyance of passengers 
should be defined either in a protocol annexed to the Convention, or in the Minutes. The 
expression had a definite meaning in France, and related, as M. Borduge had said, to the 
conveyance of passengers who paid their fares individually. When a person took a seat in a 
vehicle, was not entitled to the use of the whole vehicle, and was unable to choose his neighbours, 
that w~ " public convey.ance ". In the bor~er-line case menti~ned by M. Borduge there wa,s 
a collective contract relatmg to the whole vehicle. As the exclusion of that case would facilitate 
a settlement, the Belgian delegation was prepared to agree that the conveyance of passengers 
in a velrlcle for which a collective contract had been entered into should be excluded. 

The PRESIDENT asked whether the Yugoslav delegation would be satisfied if this 
interpretation were included in the Minutes of the present plenary meeting of the Conference 
and whether the other delegations approved that procedure. ' 

?>L BoRDUGE suggested, in agreement with the Secretariat, that an official extract from 
the 'Minutes containing the statements made in the Plenary Conference and a reference to the 
assent of the delegations should be communicated to the States in order that they might know 
what the framers of the text had had in mind. 

" M. W ALC~NAER. (Fran~e) a~reed with the Belgia:r; delegate as to the meaning of the words 
en comm~ (public) which m French were sufficient by themselves and did not need to 

be defined m a protocol. It was doubtful, however, whether in practice it would always be 
easy or even pOSSlble for the agen!S who had to apply the system to draw the necessary distinction. 
Although the work of the Comnuttee on the Taxation of Foreign Motor Vehicles did not depend. 
O?I ~he. work of the Co~mittee on Commercial Motor Transport, there was undoubtedly some 
Slmilanty between the alms of the two Conventions. The first Convention related to commercial 
motor trat~;SPort. It was natural that the draft of the Committee on the Taxation of Foreign 
~Iotor Vehicles should relate only to non-commercial motor transport. The position was clear 
so far as the transport o~ goods was concerned. As to vehicles used for the conveyance of 
pa.o;sengers, non-commerCial conveyance was that for which no payment was made. 
M. Walckenaer therefore suggested that the reference to taxis and the words "en commun" 
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(public) ~ho~d be deleted in the ~econd paragraph. Any difficulty in regard to inte retation 
and apphcat10n ~ould thus be avoided, and a satisfactory balance would be maintaineJbetw 
the two Convent10ns. een 

M. DE Ru:tLLE (Bel!Pum) explained what he had in mind. Legally, the case of a group of 
person.s who h1re9- a vehicl~ en bloc was the s~me as that of a passenger who went to a garage 
and ~ed a vehicle for his own use. Public conveyance for payment, on· the contrary, was 
constituted by the fact that each passenger paid his fare separately and had to submit to the 
com pan~ of other :passengers. Nev~rtheless, in order to facilitate the acceptance of the Convention 
by certam delegations who ¥ad hes~tated. to extend the syste~ relating to touring cars to vehicles 
hir~d ~y a ~roup _of P_assengers, which might be capable of bemg used for public conveyance, but 
which m this special Cl_rcumstance would be hired under a collective contract, the Belgiab delegation 
was pre~ared to consider that method of conveyance as public conveyance for payment, and to 
exclude rt from the benefit of the Convention. . 

On this point, therefore, the Belgian delegation agreed with the French delegation and 
apart from touring cars> only cars hired by a single passenger for his own use would benefit fro~ 
the Convention, and possibly also vehicles used for the conveyance of factory workers free of 
charge from one side of the frontier to the other. On consideration, it would not be sufficient 
simply_ to. refer to this . interpretation. in the Minutes : ~ specific interpretation should be 
embodied m a protocol, m order that, m the event of a dispute, the position would be quite 
clear to the arbitrator, judge or body to whom it was referred. 

Mr. FITZMAURICE (Great Britain) pointed out that the expression used in the English 
text was ambiguous. The expression "transport en commun " could not be translated 
dir~ctly, an~ i~ . had b~,en necessary to speak of_ "the. c_onveyance o~ passengers paying 
their fares mdiV1dually . . There would be no difficulty m very obV1ous cases in which 
each passenger paid his own fare, but it would be otherwise in the case of an individual who 
made a contract with the owner of a car for a lump sum and then recovered the cost of each 
fare from the various passengers. A de.finition should therefore be placed in a protocol rather 
than in the Minutes. That definition should exclude hired private cars with less than six or 
eight seats. The British delegate understood that the Committee intended that these vehicles 
should be allowed to benefit from the Coxzyention. 

M. BORDUGE feared that the observation of the French delegate would reopen the discussion 
on the compromise reached by the Committee on Taxation, which would be regrettable, since 
only by that means. had it been possible to reach a conclusion. It would also be dangerous to 
establish too close a connection between the work of the two Committees. M. Borduge thought 
that the two Conventions should be independent, though he hoped both would be successful. 

M. W ALCKENAER (France) noted that the observations of the Belgian and British delegates 
showed that the question was fairly complex and would be difficult to settle even by means of 
a definition in a protocol. The conclusion to be drawn seemed to him to be clear. 

M. FELDMANS (Latvia), while appreciating the objection to reconsidering the decisions of 
the Committee on Taxation, pointed out that his Government would have great difficulty in 
issuing fiscal permits for hired vehicles. Moreover, the compromise had been adopted by II votes 
to ro. The Latvian delegate drew attention to the fact that taxis were defined in the third 
paragraph as having a fixed rate of hire, approved by the competent public authority. Suppose, 
however, a passenger wished to travel from Geneva to Chamonix in a taxi, he would normally 
pay, not the fare indicated on the taxinleter, but a lump sum settle_d with the owner of the.taXl. 
That new situation might create difficulty. In the circumstances, It would perhaps be desrrable 
to ask the Conference whether it did not consider that hired vehicles should be excluded from 
the Convention. 

M. RouBiK (Czechoslovakia) said that the Czechoslovak delegation were in the s~e POI!i~ion 
as the Latvian delegation, whose observatio~s.they supported. 0~ the othe: hand,~ definitr~?ns 
were to be embodied in a protocol, a definition should also be gtven for hired vehicles, which 
was not desirable. 

M. RoTHMUND (Switzerland) pointed out th3;t the ori~al draft ~xcluded ouly vehicles 
used for the public conveyance of passengers, which the SWiss delegat10n had accepted from 
the beginning. On the pre-yious day reference ha~ been made in the Committee to the exclusi?n 
first of taxis, and then of hired vehicles. The voting had been almost equal, and a compror~use 
had then been adopted by 13 votes to 4, according to which taxis w~re ~xcluded from, and ~I:ed 
vehicles given the benefit o.f, the Convention. The present discussion ~ regard to 3: defimtron 
seemed to relate to the substance of the question. If the Conference ;mtended to dis~uss only 
definitions it would be preferable to refer the matter to the Bureau, which would subiillt a draft 
protocol t~ be annexed to the Convention. If, on the contrary, the discussion on the s~bstance 
of the matter were reopened, the Swiss delegation would maintain their view that taXlS should 
be excluded and exemption extended to hired vehicles. 

The PRESIDENT· .recognised that every delegation was entitled to :eopen in the plenary 
meeting a discussion which had taken place ~ a Co~mittee, ~ut th~ught rt 'Yould be regretta~le 
to reopen the discussions of the Committee on :raxatron on this Pf~;rticular pomt. If the Latvian 
delegate maintained his observation, the· President would be obliged to consult the Confere.nce 
as to whether hired vehicles in general should be excluded from the benefit of the Convention. 
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M. SCHoNFELD (Netherlands) thought that the various poin~ of v!ew had been sufficiently 
~-pressed in the Committee on Taxation. He asked that the dtscu~ston should be closed and 
a '\·ote taken. 

The PREsiDENT noted that there was no objection to the motion of the Netherlands deleg~te, 
and asked the Conference whether they wished to exclude from the benefit of the Convent!on, 
not only taxis and vehicles used for the public conveyance of passengers, but also. all hired 
vehicles. 

At the request of the Netherlands delegation, the PRESIDENT then took a vote by roll-call, 
with the following result : · · 

Y ~ : Czechoslovakia, Danzig, Denmark, France, Italy, Latvia, Lithuania, Monaco, 
Poland, Spain, Sweden, Yugoslavia. 

No: Austria, Belgium, Great Britain, Greece, Hungary, Irish Free State, Netherlands, 
Portugal, Switzerland. 

Abstentions : Germany, Turkey. 

Absent : Luxemburg, Roumania. 

The PRESIDENT noted that the Conference had decided in the affirmative by twelve votes 
to nine, and that there were two abstentions. 

M. BoRDUGE concluded from this decision that it would suffice to say in the second 
paragraph : ' 

" The present Convention shall not, however, apply to vehicles used for the conveyance 
of passengers for payment or for the transport of goods." · 

The third paragraph would be superfluous. 

ARTICLE 2, FlRsT PARAGRAPH. . . 

M. BORDUGE pointed out that the Conference had before it a Swiss reservation (see Annex r, 
p. 44). The Swiss delegation asked for permission to continue the system at present in force in 
Switzerland, which was more liberal than the system of exemption for ninety days. Under the 
Swiss legislation a traveller was entitled to exemption for ninetY consecutive days renewable 
at each separate entry. This reservation involved a counterpart in regard to which M. Borduge 
would give explanations in connection with the third paragraph .. 

ARTICLE 2, SECOND PARAGRAPH. 

M. BoRDUGE explained that the Committee had gone somewhat outside the original draft. 
It had desired to introduce a more simple system according to which the days to be reckoned . 
could be calculated from the. date of the Customs stamp. · 

ARTICLE 2, THIRD PARAGRAPH. 

M. BoRDUGE said that it was necessary to define the system applicable when a vehicle had 
been in the country longer than the period of ninety days' exemption. The Committee had 
considered both the system outlined in the original draft and that suggested by the Italian 
delegate, who asked that the amount due per month should be calculated by deducting ninety 
days and dividing the balance by twelve. . The Committee had maintained the original draft. 
It was therefore understood that the treatment accorded to foreign vehicles after ninety days 
should not be less favourable than that applicable to the vehicles of the country visited. The 
report on this point was as follows : · 

" During the discussion it was stated that as from the ninety-first day a foreign vehicle 
would be treated as a motor-car registered in the country and having begun to travel on 
this ninety-first day." 

In tJu:ir reservation, to which ref~rence had alre_ady ~een made, the Swiss delegation asked 
for the mamtenanc~ of the present SWISS system the liberalism of which involved as a counterpart 
that, when a motorist had stayed longer than ninety days in Switzerland the Federal authortiies 
could cJ:Um the t3;x. not o~y from the !JinetJ:-first day, but also for the previous ninety days. 
1?re SWISS delegation explamed that therr national system as a whole, with its advantages and 
disadvantages, appeared to be more favourable than the system proposed. 

Mr. FI'l'ZMAUIUCE (Great Britain) asked the Swiss delegation whether they would agree 
to COUiplete the last sentence of the first paragraph as follows : . 

" In th~ e~ent of this. peri~d being exceeded, the tax due in respect of the said period 
may be leVIed m confornuty With the Swiss legislation." · 

~t was important ~hat the te~ should be clear to travellers who were unfamiliar with the 
details of the Convention, who might run the risk of being asked for the retroactive payment 
of the tax due for ninety days. · 
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M. ROTHMUND (Switzerland) explained that the proposed addition did t · 
text .of the Swiss reserv~tion because certain cantons did not collect the tax ~~e ~~f~~r m !he 
of. nmety days retroactively. Nevertheless as it was said in the second t the p~nod 
t b 1 . d" hih uld . , senence at 'the ax may . e. ev1e w c wo perrmt of the application of either system h did t b' 
to the Bntlsh amendment. ' e no o Ject 

The British amendment was adopted in the following fonn : 

" The tax due in respect of the period for which the exemption has been accorded " 

ARTICLE 3· 

. ~- BORDUGE explained that the only change in the text of the original draft was th 
addit10n of t~e wor~s " or by some organisation designated for the purpose by the authority ·~ 
That. made 1t poss1ble for a body such as an automobile club or touring association to be 
substituted for the public authority for the issue of fiscal permits . 

. . There was. also a protocol to Article 3 which had been introduced at the request of the 
Bntlsh delegation, supported by other delegations, in order to provide that visas on arrival and 
~eparture need not nece~arily be placed on the permits by a Customs office, but could be added 
tn an office at the frontler kept by a police authority or a touring organisation. . . 

M. SOUBBOTITCH (Y~g?slavia) aske~ whether the Stat~s would exchange infonnation as 
to the competent authont1es, and particularly as to orgamsations designated by them. 

The. PRESIDENT asked what procedure had been followed in applying the rgog and rg26 
Convent10ns. . 

M. REsiNES (Spain) explained that this passage in Article 3 reproduced the text of 
the rg26 Convention. The Goven1n1ents had not communicated to each other the names of 
the associations authorised to issue pennits within the meaning of that Convention. That had 
not preyented them from accepting each other's documents as valid. There was no ground 
for f~anng t~at there would be any abuse in the issue of fiscal pennits, particularly as each 
perrmt contamed a space for-the stamp of the authorities. 

Article 3 'Was adopted with certain drafting amendments. 

PROTOCOl, ANNEXED TO ARTICLE 3· 
No observations. 

ARTICLE 4· 

M. BORDUGE explained that this new article had been introduced at the request of the 
Czechoslovak delegation with an amendment suggested by the Swiss delegation. When a motorist 
entered a country without stopping at the Customs to have his pennit visaed, it might not be 
possible to establish the exact date of departure. In that case the pennit could be considered 
as invalid in the country visited for the remainder of the year. It was specified, moreover, that 
the internal legislation of the country visited then regained its rights and could show severity 
or leniency to offenders. -

ARTICI,E 5, Fl:RST PARAGRAPH. 

M. BoRDUGE explained the change in the text of the original draft. Provision had been 
made for cases in which the registration number of the vehicle was altered during the year. In 
that case, the fiscal pennit would not be exchanged but would simply be altered. In this 
connection the Polish delegate had called attention during the examination by the Committee 
on Taxation of the draft report to the following recommendation by the Mixed Committee of 
the Fiscal Committee and the Pern1anent Committee on Road Traffic (page 9 of original draft) : 

" As regards countries where the control of registered national motor vehicles is 
centralised, it will not be difficult to stipulate that no fiscal pennit may be issued uuless 
the central authority has certified that no fiscal pennit has been issued in the course of 
the last twelve months. 

" As regards the countries which have no such centralised system of control and do 
not adopt such a system, the following procedure may be suggested : 

"The authority issuing the fiscal permit shall stamp the applicant's nation~ registration 
certificate. This stamp shall indicate the date of issue of the fiscal perm1t. No fis~al 
permit shall be issued uuless the national registration certificate is produced. !f the .aut~onty 
issuing the fiscal permit and applying the stamp is o~her than the authonty which 1ssue_d 
the national registration certificate, the fonner shall infonn the latter that a fiscal perm1t 
has been issued, and mention the date of its issue." 

M. RASINSKI (:Pol~d) .insisted that it was desirable. to establish internationally !lta~ in the 
event of fraud a motonst could be refused a fiscal perm1t. The·text sho.uld be pree1se m o~der 
to prevent any possibility of disagreemel?-t .. }he Conference. should d~c1de. on the appropn~te 
place for the insertion of th~ Mixed Comm1~ee s recommendation. Poss1bly 1t could be embodied 
in the report of the Comm1ttee on ~axat10n. 
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M BORDUGE could only express a personal opinion on this point, as it had not been 
di::.-cu~d by the Committee. It would certainly be of advantage if a pr?visio~ sim~ar to the 
recommendation of the Mixed Committee could be adopted, but practical difficultles would 
be encountered. The "national registration certificate " differed from country to country. 
The Customs permit was not valid for the same period as the fiscal permit, the triptych or the 
surety bond (acquit-a-caution). The solution adopted in France was to stamp ~he date o~ t~e 
" grey card ·: which accompanied the vehicle. Such a document, however, d1d not eXlst m 
other countries. 

M. R.>\SINSKI (Poland) agreed that it would be difficult to lay down uniform proced~r~ for 
the stamping of the permit in an additional P.r?tocol. It would be suf!.i~ient ~o state t~~ prmc1ple, 
and it would be for the national authonties to enact the admm1strat1ve proVlslons. The 
document to be stamped would be the triptych, the international driving-licence, or the grey 
card, and so on, according to the country. 

The SECRETARY-GENERAL OF THE CoNFERENCE suggested that, if that was the view of 
the Conference, they should say that they thought it desirable to call the attention of the 
Governments to the desirability of providing for the methods of control suggested by the Mixed 
Committee and referred to in the Minutes of the present meeting. 

M. RAsrNsKI (Poland) said that for want of a better solution he would be satisfied with 
this suggestion. 

Tile suggestiotl of the Secretary-General of the Conference was approved. 

M. RAsrNSKI (Poland) suggested that the first paragraph should be completed as follows : 
" . . . the necessary modifications shall. be made in the permit by the competent authority 
or by an organisation designated by it ". 

M. CoNTOUMAS (Greece) said that in his opinion this formula raised a question of" delegation 
of powers " which could not be settled in a uniform mamter in all countries. He pointed out that 
the " competent authority" might simply be an administrative office, which would not be entitled 
to designate an organisation, as that right was reserved, according to certain legislations, to the 
central authority. 

The PREsiDENT replied that this question concerned the laws of each country. It would 
be for a State to decide that a particular authority was competent to undertaKe the duty in 
question. Moreover, the same idea had been expressed in the same way in the 1926 Convention. 

M. CoNTOUMAS (Greece) said that, in order to take into account all the legislations, the 
words " or by an organisation duly designated for this purpose " might be used. The elasticity 
of this formula would give free play to various systems of " delegation of powers " in the different 
countries. 

The PREsiDENT asked how Greece had been able to apply the 1926 Convention. 

M. CoNTOUMAS (Greece) was unable to reply, as the Convention had only recently been 
put into force in Greece. 

1\L W Al,CKENAER (France) thought it more prudent to maintain the terms of the 
1926 Convention which had at once set up precedents in each country. The text of the draft 
related, not to a relatively subordinate official, but to a direct agent-an idea which included 
very high officials, that was to say, up to the Minister. The duties in question were in fact 
carried out by a delegation of the Minister, and there was no reason to fear that the 
" competen~ o~cial " would be ~repared to all~w organisations to issue permits in his stead. 
Such orgamsations should be des1gnated by a higher authority. With these explanations and 
on the basis of the 1926 precedent, and even the 1909 precedent, the Greek delegate need have 
no fear from the point of view of the application of the system. 

M. CoNTOUMAS (Greece) said that in view of these explanations he would not further insist. 

The first paragraph was completed by the words " . . . or by the competent organisation ". 

ARTICLE 5, SECOND PARAGRAPH. 

M. BoRDUGE explained. that t~ paragrap~ reproduced the original draft almost word for 
wor~ It had been asked m the third Comm1ttee what would happen if a motorist disposed 
of ~ car while abroad-t~t was to say, if it was registered in another country. It had been 
decided that he should rece1ve a new fiscal permit allowing a free period of ninety days. 

ARTICLE 6. 

M. BoRDuGE said that this articl~ reproduced the text of the origin~ draft. Some of the 
delegates had ;ecommended a more liberal text granting greater facilities to foreigners but it 
had seemed difficult to lay down facilities which nationals had been refused. ' 

FORMAL ARTICLES (ARTICLES 7 AND FOLLOWING). 

The examination of these articles was adjoprned. 
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MODEL FlSCAL PERMIT. 

M. BORDUGE explained that the Committee had considered whether the permit should be 
dra':'ll up in the lang~age of all the contracting St~tes. As the result would have been a somewhat 
unwieldy document, 1t had been suggested that It should bear a translation of the words " Fiscal 
Permit " in the language of the co?tr~cting parties, but that, in the body of the permit itself, 
only the language of the country 1ssrung the permit should be employed. By analogy with the 
pro;rision contained !n the !926 Co~vention, inf?rmation in writing should be given either in 
Latm characters or ~ cursiVe English. Forty-e~ght pages had seemed sufficient. Those pages 
would be numbered m order to prevent fraud. After consultation with a printer, it had been 
decided that the forma~ of the permit should be post ~~my (2I8 mm. by IJ5 mm.). 

Page I of the perm1t reproduced the text of the ongmal draft, with the amendments made 
in the draft Convention. 

M. RAsiNSKI (Poland) said that the words "signature of authority " should be completed 
by " or the organisation designated for the purpose ". Should the Conference decide whether 
the visa of the authority was necessary? . 

M. ScHoNFELD (Netherlands) pointed out that in the I926 Convention mention wa!t made 
of " the signature of the authority or association designated by it " as well as of the seal of 
the authority. 

M. BORDUGE continued his explanations in regard to the model fiscal pennit : 

Page 2.-Text of the original draft with amendments made to the draft Convention. 
Page J.-Idem. 
Page 4.-A new page providing for changes in the registration number. 
Pages 5 and following.-On the first of these pages would be placed the provisions of 

Article 2, paragraph 2, indicating the method of deducting the days allowed. Finally, it had 
been agreed that States might reproduce the Convention on the inside cover. 

No observations were made in regard to the model pennit. 

FOURTH MEETING 

Held on March 25th, I9JI, at IO.I5 a.m. 

President: M. EcKARDT (Germany) later, M. RouBiK (Czechoslovakia). 

XIII. Draft International Convention on the Taxation of Forei~.tn Motor Vehicles 
(continued). 

MoDE:L FrscAL PER11rrT (continued). 

On a motion by M. SoUBBOTITCll (Yugoslavia), the Conference decided to substitute the 
words " International Fiscal Pennit " for the words " Fiscal Pennit " throughout the Convention. 

FoRMAL ARTICLES : TExT PROPOSED BY THE DRAFTJ.NG CoMMITTEE. 

As the German delegation would find it necessary to intervene on ,important poin~ during 
the discussion, M. Eckardt left the chair, which was taken by M. ROUBIK (Czechoslovak~a). 

· The PRESIDENT opened the discussion on the formal articles proposed by the Drafting 
Committee (see Annex 2, page 44). · . 

The article numbered I in the Drafting Committee's text would become No. 7 m the 
Convention; Article 2 would become No. 8 and so on. 

ARTICLE 7· 

Mr. FITZMAURICE (Great Britain) proposed that _Article 7, or at. any rate the ~econd paragraph, 
should be struck out. Thirty-six countries had signed the Optional. Clause m the Statute of 
the Permanent Court of International Justice, an~ others were taking steps_ to do so. The 
G al Act too had been signed by some countries and would shortly be signed by other_s. 
H~!~: the British Government took the view that arbitration clauses were su:pe~fiuo~s. m 
conve~tions on special subjects. Mr. Fitzmaurice would be glad to have the Secretanat s opiruon 
on this point. · 

Th LEGAL ADVISER TO THE CoNFERENCE assumed that Mr. Fitzmaurice. proposed ~he 
deletio: only of the second paragraph in Article 7, ~d not o~ ~e c~~t,al w~ch d~::e "'}~~ 
compulsory . conciliation p~ocedure before the ·AdVlsozy an e c omnn 

Commlli!ications and a Tha:Sl;~produced certain clauses which appeared in various conventions 
Article. 7• paragr p , Arbitration had however, developed enormously in I9JO, many 

drawn hup .m recti~n:fitdyetharse .Optional Clause ~d the General Act. Numerous bilateral arbitration States aVlllg ra e 
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treaties like·wise had been concluded and Iv!. Barandon considered that special arbitration 
clauses such as that proposed in Artlcle 7, paragraph 2, might possibly be inconsistent with 
the general clauses in force, and so give rise to conflicts of law. It would, therefore, be better 
to delete Article 7. paragraph 2. 

M. SCHoNFELD (Netherlands) had received no instructions from his Government on this 
point and must therefore reserve his attitude. 

The SECRETARY-GENERAL OF THE CoNFERENCE explained that, as the arbitration clause 
Vl<'as contained in one of the draft conventions submitted to the Conference, the Drafting 
Committee had thought that there was no reason why it should not be inserted in the others. 

Article 7. paragraph 2, was deleted. 

1\I. SOU1lBOTITCH (Yugoslavia) considered tha~ the desire for SYIID?etry was not. the only 
reason for the proposal to embody in the Convention these clauses, which were very tmport::nt 
in scope. He would have difficulty in accepting the draft of Article 7 proposed by_the Draftmg 
Committee unless the clause reading : " The dispute . . . shall be subnntted to the 
Advisory and Technical Committee for Communications and Transit of the League of Nations, 

· for an advisory opinion " were amended as follows : " The dispute . . . may be submitted, 
by a,areement . . . " 

The SECRETARY-GENERAL OF THE CoNFERENCE observed that in other conventions a slightly 
different wording had been used to indicate that conciliation procedure was optional. If the 
Conference wished to adopt the Yugoslav proposal, it would be advisable in the present instance 
in order to obviate the possibility of different interpretations, to use the phrase " may be 
submitted ". 

M. SouBBOTITCH (Yugoslavia) agreed to the formula of the Secretary-General of the 
Conference, but asked that it might be made clear in the Minutes that the conciliation procedure _ 
before the Advisory Committee was optional and not obligatory, and that it could only be , 
employed with the consent of all the parties to the dispute. 

M. W ALCKENAER (France) thought that, if the procedure was optional, the words " by 
a,areement " would be superfluous. He would like to know, however, to whom the advisory 
opinion was to be addressed. 

The SECRETARY-GENERAL OF THE CONFERENCE explained that the procedure laid down 
in Article 7, paragraph I, was governed by the Statute of the Communications and Transit 
Organisation. That procedure was not in the nature of arbitration, because the award was 
not accepted by the parties to the dispute beforehand. The latter, on the contrary, retained 
complete freedom in considering the award and seeing whether they could conform to it or not. 
If they accepted, the dispute was settled, whereas, if one or other or possibly both parties 
objected, to the award, the way was open for arbitration or judicial proceedings either at the 
request of one of the parties or ·by agreement between both as to the terms of arbitration. 

M. WALCKENAER (France) inferred from the explanations given by the Secretary-General 
of the Conference that it would be better to make the conciliation procedure compulsory, 
inasmuci;t as the outcome w~ only an advisory opinion which coul~ be accepted or rejected by 
the parties. It would certainly be more advantageous that all disputes should be dealt with 
in that way. . 

M. SoU1lBOTITCH (Yugoslavia) pressed his propo~ar. 

The Yugoslav delegate's proposal was adopted by eleven votes to nine. 

Article 7 was adopted in the following amended form : 

. " Sho~d a dispuJ;e a~e between any_ two or more contracting parties concerning the 
mterpretahon or applicatlon of the proVlSlons of the present Convention, and should such 
dispute no~ be settle~ directly betweell; th~ parties, it m3:y be· submitted to the Advisory 
and Technical Comm1ttee for CommUU1cat10ns and Transtt of the League of Nations for 
an advisory opinion." ' 

M. BORDUGE pointed out that disputes arising out of the application or interpretation of 
the ~nvention would be of a fiscal_ ~haracter. He. trusted therefore that, if the Advisory 
Comm1ttee were requested for an opllllon on such disputes, it would have recourse to fiscal 
experts. 

The SEC_RETARY-GENE~ o~ THE CoNFER~NC:E; felt sure that the Advisory Committee 
w_o~ not fail to comply wtth this recommendation, which was entirely in line with its normal 
pract1~. It migh~ be remembered in this connection that, in drawing up the Convention on 
Tax::tton, th~ AdVlS?IY_ Committee had been assisted by fiscal experts, and that in certain issues 
conn~g definitely wtthin the sphere of communications and transit the Committee considering 
that Its members were not sufficiently specialised in the questions submitted t~ them had 
~~d the practice to entrust their preliminary study to committees of experts sd that 
1t might be fully informed before giving judgment. ' 

ARTICLES 8 AND 9· 
These articles were adopted without change. 
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ARTICLES 10, II AND. 12. 

On 3; m<?tion by M. PF:t;.UG and M. ECKARDT (Germany) the Conference decided to postpone 
the ~xa~tnatwn. of these artt,cles to a later meeting, so as to enable the German delegation to 
recetve mstn;ctwns from thett Government on the attitl!de it should take on this question, whether 
the Convention should be thrown open for the access10n of non-European States. 

ARTICLES 13, 14 AND 15. 

These articles were adopted without change. 

ARTICLE 16 . 

. ~· Ec~T (Ger~any) thought .the five-year time-limit laid down in this article too long. 
EX1stmg. conditwns nnght change swiftly and th~re might be ~ood reasons for denouncing the 
Convention before the five years were up, especrally as the flScal permit was an innovation 
which wo.uld J?O~ibly cause inconvenience in certain countries. He would therefore propose 
that th~ t~e-limit be reduced to two years. That woUld make it easier for Germany to withdraw 
the obJections she had advanced. 

M. SCH<;iNFE:t;.D. (Netherlands) would be able to accept the German proposal, but with a 
three-year ttme-limit. . 

. After an exchange. of views, M. E~T (Germany) and M. ScHoNFELD (Netherlands) 
satd that they were obliged to press thetr respective proposals. 

· . After .a discussion as to which of the proposals should be voted first, the Conference finally 
dectded by twelve votes to three in favour of the two-year time-limit proposed by the German delegation. 

Article 16 was adopted in the following form : 

" After the expiratipn of two years from the date of its entry into force the present 
Convention may be denounced by any contracting party." · 

The remaining clauses were adopted as in the Drafting Committee's text (see Annex 2, 
page 45). 

ARTICLE 17. 

In order to bring Article 17 into line with Article 10, the time-limit of five years in the 
first paragraph is reduced to two years. 

M. SouBBOTITCH (Yugoslavia) contrasted Article 17 with. the corresponding article in the 
Convention recently drawn up on cheques and observed that the former bore no resemblance 
to the latter either in precision or in purport and was not sufficient if taken alone. 

The SECRETARY-GENERAL OF THE CONFERENCE explained that in none of the conventions 
concluded under the auspices of the Communications and Transit Organisation were the clauses 
concerning the procedure for revision more complete than those in Article 17; The clause 
proposed by the Drafting Committee was contained, in substance, in the other conventions, and 
had always appeared to be acceptable in view of the terms of the statute of the Organisation 
for Communications and Transit. 

M. SoUBBOTITCH (Yugoslavia) was quite aware of the point mentioned by the Secretary
General of the Conference, but observed that other conventions concluded under the at1Spices 
of the League, but not -dealing with communications and transit, contained more detailed 
stipulations with regard to the procedure for revision. 

The SECRETARY-GENERAL OF THE CoNFERENCE replied that the article concerning revision 
in the Convention on Cheques to which the Yugoslav delegate had apparently referred, did not 
specify the action to be taken on .an application for revision; under t)lat. article such act~on :was 
left to the discretion of the Council. Under the Statute of the Organtsation for Co=urucattons 
and Transit the decision as to the convening of conferences also rested with the Council. The 
Secretary-General of the Conference considered it advisable not to weaken the purport of the 
clause appearing in other conventions on communications and transit questions. 

M. SoUBBOTITCH (Yugoslavia) did not consider that the explanation of the Secretary-General 
of the Conference was entirely satisfactory, but would not press his point. If it was true t_hat 
every country was entitled to apply for revision, it would be helpful to know what was the obJect 
of the clause under which revision could be applied for at any time by not less than three of the 
contracting parties. 

CEMAL HusNU- Bey (Turkey) proposed that ~cle .I7. should be worded J!ke the correspo!Iding 
article in the Convention on Cheques, or something sinillar. In any case. 1t wo~d be deSira~le 
that the Secretary-General of the Conference sh<!uld. devise so~~ wording which would gtve 
a clear idea of the action to be taken on an application for revtSion. 
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The SECRETo\RY-GENERAL OF THE CoNFERENCE observed that, if, as some members seemed 
to think, the cla;se in the draft Convention had no meaning, there was no need to insert it in 
the Convention. If however, it were embodied in the Convention, it would have some force, 
because it was quite' clear that the right o~ States t_? submit individually_ applications for revision 
was in no way affected. The clause as 1t stood m the draft Convention represented ~ moral 
ri<>"ht for three of the contracting parties to apply for revision after two years, and this moral 
ri:;ht unquestionably entailed a moral obligation on the Council to give all due consideration 
to"' any such application made to it by virtue of an international convention. The Secretary
General of the Conference had only asked pemrission to deal with this point, because he was 
anxious not to lessen the moral force of the same clause as embodied in the other conventions. 

With regard to the wish expressed by the Turkish delegate, the Secretary-General of the 
Conference added that there would be no objection to specifying in Article 17 that applications 
for revisions should be addressed to the Secretary-General or to designating the parties to whom 
they should be forwarded by the Secretary-General. With this ain1 in view, he would propose 
the following wording : 

"Any application made under the preceding paragraph will be addressed to the 
Secretary-General of the League of Nations, who will give notice thereof to the 
other contracting parties and will communicate the application to the Council." 

This text was adopted. 

Article 17 was adopted in the following form : 
" Revision of the present Convention may be requested by at least three contracting 

parties at any moment after it has been .in force for a period of two years. 
" Any application made under the preceding paragraph will be addressed to the 

Secretary-General of the League of Nations who will give notice thereof to the 
other contracting parties and will communicate the application to the . Council." 

ANNEXED PROTOCOL. 

Mr. FIT2MAURICE (Great Britain) said that, in his Government's view, the specification 
in the annexed Protocol was superfluous, and he consequently proposed that the Protocol be 
struck out. The British Government further desired that the expression " territory of the 
contracting parties " should be substituted for the somewhat vague term " country " throughout 
the Convention. 

The proposals of the British delegate were adopted. 

The Annexed Protocol was deleted. The Drafting Committee was instructed to modify the 
Convention in accordance with the British delegation's proposal. 

FIFTH :MEETING 

Held on March 27th, 1931, at ro a.m. 

President: M. EcKARDT (Germany) later, M. RouBiK (Czechoslovakia). 

XIV. A~eement between Customs Authorities in order to facilitate the Procedure 
for dealing with Undischarged or Lost Triptychs. 

AMENDMENT BY THE BRITISH DELEGATION (see Annex 3, page 46). 
TO THE TExT l'ROl'OSED BY THE DRAFTING CoMMITTEE (see Annex 4, page 46). 

Mr: FRANxr.m (<?reat Bri~ain) comme?lted on t.he amendment submitted by the British 
delegation an~ under~ed the 1mportance, m cases where the triptych was undischarged or lost, 
of the car bemg exammed by a competent authority in order to establish its identity. 

~ CR!sl'IE_LS (Belgium) saw no great difference between the British amendment and the 
Draftmg Comrmttee' s text. · 

I~ was not necessary to stiJ?ulat~, as was. done in the amendment, that before the issue of 
~ certi~te th~ car should be Identified dunng its inspection by the Customs authorities, for 
It was mconceivable t?at the Customs authorities would grant the certificate without having 
seen ~he car. In this respect therefore the amendment added nothing to the Drafting 
Comrmttee's text. 

On the contrary, with regard to this point, the amendment was narrower than the draft 
because the fo~r did not take account of t~e fact that a car-owner was free to choose betwee~ 
a c~ular c~rtificate and a. Customs certificate. Touring associations,· however, attached 
considen;ble Importance t_o this freedom of choice being maintained. 

. SubJect to the foregomg remarks, the Belgian delegation would adhere to one or the other 
of the two texts. 
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¥· LAF~GUE (r:'rance), speaking as representative of the French Customs administration 
assocta~ed htmself wtth the Belgian delegate's statement. ' 

Wtth regard to the actual form in w~ch the Agreement was drawn up, he would be glad 
t? know the exa~t nature of the draft mstrument proposed by the Drafting Committee; it 
differed v~ry constder~b!y fro~ the text adopted by the Customs Committee. Was it meant 
to b~ fl s~ple proposttion. ~hich .the representatives would submit to their national Customs 
adirn?Istrattons for an ~dmmtstrattve decision or a draft inter-governmental arrangement which 
was mtended to come mto force on a specified date after ratification? · 

M. RE:'GERS (Netherlands) supported the British amendment. In his country the choice 
of the certtficate to be produced was not left to the car-owner. 

The Bri~ish amendn;ent w;,as adopted unanimously but with the following amendment proposed 
by th~ Belgtan delegatton : . . . The party concerned may, if he should so prefer, produce 
a certtficate from a Customs authority of another country . . . " 

SIGNATURE AND SCOPE OF THE AGREEMENT. 

The .PRESIDENT asked whether ~ representatives of .Customs administrations present at 
the meetmg would be prepared to stgn the Agreement wtthout reservation. He would urge, 
as ~· Lafargue had done, that the Agreement should make it clear whether the contracting 
parttes w~r~ the ~ustoms authorities or the Governments. Either solution could be contemplated; 
the admmt~trattons could, by an exchange of notes, adopt any agreed provisions, and the 
representatives of the Governments could sign a document taking the form of an administrative 
convention which would be binding on their respective administrations. This last form had 
been adopted for the Convention on Road Traffic. 

Furthei, in the President's view, delegates could sign the Agreement without making any 
reservation as to subsequent approval by their Governments. That would be perfectly possible 
for Germany. 

The SECRETARYcGENERAL OF THE CoNFERENCE pointed out that, if any delegate considered 
approval by his Government indispensable, he could sign ad referendum, since the interval 
before the coming into force of the Agreement would be counted, in so far as concerned each 
Government in question, from the date communicated by such Government in a communication 
to the Secretary-General of the League in confirmation of the signature so given. 

M. DE RUELLE (Belgium) had supposed lhat in this matter an agreement between Customs 
administrations would have sufficed without Government intervention. Though, of course, 
the administrations had no power to sign international conventions, they did, however, frequently 
make tacit agreements with one another without giving them any definite legal form. . Such 
agreell).ents, nevertheless, were binding on the Government, which was invariably responsible 
for its administration. The fiscal authorities and the police authorities often concluded 
arrangements of this kind. 

The procedure of signature ad referendum was practical, since ratification would be far too 
cumbersome a procedure for the Agreement under discussion. 

Mr. FITZMAURICE (Great Britain) agreed with M. de Ruelle. An agreement between 
administrations had real legal force, since an administration was an organ of government and 
in the case of a breach, the injured party was entitled to demand reparation from the Government 
concerned. 

M. SouBBOTITCH (Yugoslavia) had hoped that the legal scope of the proposed agreement 
would be detemtined. International agreements were of various kinds : there were those between 
heads of States and between Governments; there were likewise diplomatic agreements and 
agreements between the administrations of two or several States, but the latter were always 
based on a previous international agreement empowering the administrations in question to 
confer. Was it proposed to conclude an agreement between administrations which was not 
based on the authority of an existing international agreement? Would such a course involve 
the responsibility of the Governments internally or internationally? M. Soubbotitch hoped 
that the Agreement would take the form of an international inter-governmental agreement. 

The LEGAL ADVISOR TO THE CoNFERENCE considered the legal question raised by 
M. Soubbotitch a very important one. Every delegate must know the scope of the undertaking 
which he was required to sign. The Agreement in the wording proposed laid down : " The 
representatives of the Customs administrations of the different countries met at Geneva on 

. . . and duly authorised for this purpose have agreed to the following provisions " 
There could be no doubt that the Governments would be legally bound by the signature of such 
representatives. . . . 

As to the questions whether the Governments were constttuttonally authonsed to conclude 
such agreements; whether the Customs authorities had themselves been authorised to c~:mclu~e 
them· and whether the delegates present at· the Conference had power to commtt thetr 
admu;,istrations and thereby their Governments; these were issues of much importance, but 
they were matters of internal law alone. The only point that concerned the Conference was 
whether the delegates present had power to. conclude the prop.osed agreement. If the answer 
were in the affirmative, it was for them to dectde on the form which they thought such agreement 
should take. . 

· M. SouBBOTITCH (Yugoslavia) asked whether a simple written declaration by each.delegation 
would not suffice. 



-30-

The PRESIDENT doubted whether a declaration of that kind would. have the same fo~ce 
as an inter-governmental arrangement. The latter had the advantage that legally 1ts 
consequences were not open to question. 

M. SouBBOTITCH (Yugoslavia) hoped that it would be made clear that, if the Conferen<:e 
decided that the Agreement should take the form of an inter-governmental arrange~e~t, this 
would not necessitate subsequent ratification, ·but that the agreement would be bmdmg on 
the parties as soon as signed. 

M. Rene MAYER (France) said that his delegation would vote for the Drafting Committee's 
text, which he took to be an inter-governmental arrangement. 

M. SOUBBOTITCH (Yugoslavia) drew attention to one difficulty. C~~ain _delegations 
represented their Govemmen~, but had no representatives of . Customs admm1strat~o!ls aD?-ong 
their members; other delegations had among the~n ~epresenta~ves of Customs admin1strat10nS, 
but were not authorised to sign an agreement bmding on their Governments. 

_ The I'RESIDENT put the following point to the Conference : Were the delegates prepared 
to conclude a formal inter-governmental arrangement? 

The question whether delegates were representatives of administrations or Governments 
was a purely formal matter, since an administration would co:rimrit its Government. 

The Conference decided unanimously, with the exception of o_ne vote, against the proposal th~~ 
the first smtence should begin with the words : " The representatwes of the Governments . . · 
ami adopted the Drafting Committee's text (see Annex 4, page 46). · -

A'"V. Date for the Coming into Force of the Agreement and the Denunciation Clause. 

The PRESIDENT noted that the Conference agreed on the following points : 

The Agreement to remain open for fresh signatures indefinitely. 
Signatures affixed ad referendttm may be confirmed by a simple letter to the Secretary

General of the League of Nations. Countries wishing to sign after the close of the Conference 
to do so through agents specially authorised for this purpose. 

The Conference further adopted the following clause proposed by the French delegation : 
" The present arrangement shall come into force three months after three signatures 

have been affixed." 
A special paragraph to be included stipulating that one year after coming into force the 

Convention. may be denounced with one year's notice. 
The ·various additions and textual amendments to be rev~sed and co-ordinated by the Drajing 

Committee. 

M. Roubik (Czechoslovakia) took the Chair. 

XVI. Drafting of the Conventions in Languages other· than the Official Languages of 
the League of Nations. 

M. EcKARDT (Germany) said that, owing to her central situation in Europe, surrounded 
as she was by countries where German was the official language, Germany was in a very 
exceptional situation in regard to the Conventions to be concluded. Those Conventions were to 
be applied primarily by the internal State and local authoritie! . They also very closely affected the 
interests of private individuals. It was, therefore, particularly important to draft at the outset 
a German version which would form the basis for the ratification law to be promulgated in 
Germany. It was also desirable that there should be only one text for any other German
speaking States which nright be prepared to adopt it as a basis in their relations with Germany 
and with one another, as indeed had been done at the recent Conference for the Unification of 
River Law. 

The German texts could be drafted very speedily, under the supervision of the Secretariat 
of the Conference, by a Comnrittee consisting of the members of the Conference belonging 
to the countries which had German as an official language, and they could be submitted to the 
Conference before the signature of the French and English versions. I± that were done, there would 
be no difficulty in having in an annexed protocol a clause sinrilar to that embodied in the 
Convention signed at the Conference for the Unification of River Law, which reads as follows : 

"A _text in t_he Gef!U~n language is joined to ~he present Conventi~n. In signing the 
Convention, plempotentianes may reserve for their Government the nght to adopt this 
text when ratifying, it being understood that, if this is done, the said text shall be also 
autho~tative in t~e relations between States which have all exercised the said right, and 
that, m case of dispute between such States as to the interpretation of the texts, the text 
of the Convention shall prevail if one of the States parties to or intervening in the dispute 
so demands. 

States acceding to the Convention shall have the same right." 

_The ~rman delegation w?uld have no objection to this clause being completed by 
a stipulation to the effect that In the event of a dispute between the countries for whom the 
German v;ersion was authentic, regarding the interpretation of any of the provisions, the French 
and E?gl~;sh texts would, on the request of one of the German-speaking States or of a third 
party mtervening, be regarded as authoritative. 
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. The German. delegation recognised ~hat from the legal point of view other countries could 
c~arm the same nght. ~rom the _Pra~tical. angle, however, there appeared to be a fairly wide 
dtfference between creatmg a spectal sttuation for German and giving an exceptional advantage 
to other lang~ages .. There were already certain countries which were thinking of adopting 
German as therr offict:U language. There was apparently no other language in the same position. 
The German delegatlon, nevertheless, were prepared to consider the possibility of a general 
clause, apart from the special German clause, authorising the countries concerned to conclude 
a similar arrangement with other States. 

. As a compromise, Germany would indeed drop her first proposal and would be satisfied 
wtth a general clause stipulating that the countries might agree with one another on a text other 
than ~e official t_ext signed at the Conference to settle their mutual relations, with the proviso 
that m case of dispute the French text, signed at the close of the Conference, would prevail. 
He would also propose that countries specially int;erested in the question should confer in a 
committee under the chairmanship of M. de Ruelle. · . 

M. Sn..VELA (Spain), on behalf of his delegation, said that the European Road Conference 
was not, in his view, competent to deal with and solve a question which apparently was rather 
within the jurisdiction of the Assembly. If, however, it were competent to do so, the Spanish 
delegation would not object to a translation of the Convention into German or any other language, 
because the Convention on the Taxation of Foreign Motor Vehicles, although drawn up as a 
European Convention, would probably, as all delegations no doubt believed and hoped, be 
adhered to by all civilised countries whether in Europe or not. Again, in view of tlie wording 
of Article 12 of the Convention on the Taxation of Foreign Motor Vehicles reading: "The 
present Convention may be acceded to on behalf of any member (not European member) of 
the League of Nations", and considering that it was plain and unquestionable that the benefits 
of the Convention could not be .reserved exclusively for the European countries, the Spanish 
delegation would ask that, as soon as any Spanish-speaking Power adhered to the Convention, 
the latter should be translated into Spanish; such translation to have the same force, validity 
and significance as any other translations of texts drafted in the two official languages of the 
League. 

As the League's aim was to unite the largest possible number of nations by means of 
international agreements, it would be advantageous if the non-European countries could be 
enabled to adhere to the Convention. All the German-speaking countries had been able to take 
part in the debate, but there was a very large number of Spanish-speaking countries which were 
not represented at the Conference. For that reason a Spanish translation would, at any rate, 
be as useful as a translation in any other language, and, if a concession were made on this point, 
the Spanish translation must necessarily have the same force as any other. 

M. SCHoNFELD (Netherla,nds) had no objection to the German proposal. 

M. RoTHMUND (Switzerland) said that, as Switzerland had three official languages, he would 
be prepared to support the idea of allowing the contracting parties concerned to have a text 
in the language other than the two official languages and to confer with one another with a 
view to drafting translations which would be recognised as official between themselves. In case 
of a divergence of opinion the English and French original text alone would be authentic. 

M. G:EBER (Hungary) supported the proposal of the German delegation for purely practical 
reasons in view or the fact that, in the majority of the countries of Central and Eastern Europe, 
Germ~ is spoken and understood to a greater extent than French and English. The authorities 
of these countries often communicate with each other in German. But, in order to avotd any 
misunderstanding, it would be as well for the German translation to be submitted to the Lea~ue 
of Nations and for the latter to approve it officially after comparison with the French and Engltsh 
texts. 

M. MELLINI (Italy) thought that the German proposal was outside the Conference's purview. 
The question was one of introducing Ge~an officially or ~emi-officially in ~ra~ing the text. of 
League Conventions. The Italian delegation saw .no. spectal reason necessttatmg the draftmg 
of a German rather than an Italian or a Spanish version of the three Conventions before the 
Conference. . 

After the conclusion of the rg26 Convention the countries concerned had agreed ~n the 
translated versions. M. Mellini did not see why the same course should not be followed ~ the 
present instance, and on behalf of his delegation he had regretfully to oppose the annexmg to 
the Convention of a German text, since it was not for the Conference but for the League. Assembly 
to consider the question of introducing a new official language into League Conventions. 

M. RIEHL (Austria) supported the German proposal, but would agre_e to its taking_ the mo~e 
general form of a clause whereby any translation made by the countnes concerned mto thetr 
own language would be held to be authentic. 

M. VERMAIRE (Luxemburg) had no objection to the German proposal, as Luxemburg was 
a bilingual country. 

M. RAsiNSKI ·(Poland) agreed with the Italian delegation that the q_uestion of the League's 
oft1cial languages was one to be settled by the Assembly and not by thts Conference. 
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Mr. FlTZMAURICI> (Great Britain) had consulted his Gove~ment on the issu~ under 
discussion and had received definite instructions as to the observations he was to subnnt. The 
German proposal raised a matter of general importance. The Co~e;ence on Road Traffic w~s 
a technical Conference. It therefore had no power to take a decislOn as to the language Ill 

which the documents should be drawn up. That matter came within the jurisdiction ?f the 
Lea.,aue Council and Assembly, and the British Government would oppose the introducti?n of_ 
a new language; and generally speakin15 any departure from the n~rmal procedure, until the 
question, which was definitely political m character, had been fully discussed by the competent 
body. 

The German delegation proposed that groups· of countries should ~e authorised to agr~e 
with one another on an official text drawn .up in a common language, which would govern their 
mutual relations. If it were merely a question of translation, that was a right which the countries 
unquestionably possessed, as it was, and there was therefore no need to ~ention the ma~ter 
in the Convention. The countries could adopt a translation to govern their mutual relatlons 
if that was convenient to them; but only the text officially drawn up in the two League languages 
was authentic. The British delegation would therefore be forced to vote against the German 
proposal, and, if the latter were adopted, the British Government would be obliged to give 
anxious consideration to the question of signing the Convention. 

M. FERRAZ n'ANDRADE (Portugal) concurred in the Italian and British point of 
VIeW. 

M. Rene 1vfAYER (France) reminded delegations that the Conference had been called to 
discuss the texts of Conventions on Road Traffic. To one of these Conventions was annexed 
a model Fiscal Permit and, on a motion by the French delegation, it had been decided that 
this Fiscal Permit would be made out in the language of the issuing country. It seemed then 
that each country cmicerned was given very wide facilities. The French delegation supported 
the Italian and British standpoint: 

1\'L ECKARDT (Germany) did not think that the Conference could be held incompetent to 
take a decision on his proposal. The Conference for the Unification of River Law had taken 
a sjmilar decision without having to consult the Assembly. 

The German proposal, in the last form in which it had been presented, claimed no exceptional 
privilege for the German language. Without affecting the existing situation in any way, it 
merely asked that the German version !night have the same force for German-speaking countries 
as the English and French versions. The German delegation had made this proposal because, 
under the German constitution, the law for the ratification of a convention must refer to an 
official text. Many difficulties had occured owing to the fact that certain conventions had been 
drafted in a language with which the German authorities were not familiar. The support given 
by various delegations to the German proposal was bound, M. Eckardt, thought, to ensure its 
su~, once the previous question of competence had been settled. 

M. CoNTOUMAS (Greece) said that as there was nothing in the instructions which he had 
received from his Government which permitted him to discuss the subject involved in the 
German proposal, he would refrain from taking part in the debate which had just been opened 
and from voting on any question which might be the outcome of such debate. 

M. RAs!NSKI (Poland) pointed out that at the time of the signature of the Convention for 
the ~nification of River Law the preparation of a German text had been authorised for very 
special reasons. It had, been made clear that the Convention referred more particularly to 
waterways in German territory and that sufficient allowance had not been made for German 
~chnical notions. M. Rasinski did not think that this precedent could be invoked in the present 
cucumstances. 

j\Ir; FxTZMAURI~E (Great B~tain) did not regard the reasons adduced by the German 
deleg_atlon ~ sufficrent for makmg so fundamental a change in League procedure. The only 
solution which would obviate the internal difficulties mentioned by the German delegation 
~ould be to admit Germa~ as an official language ?f the League. No proposal had been made 
m that sense. As to the right of the German-speaking peoples to agree on a German translation 
there was no need to mention that in the present Convention. ' 

CEMAL HusN_lj Bey (Turkey),. state~ that t~e principl~ of the Turkish Government being 
t~t o! the equality of all States m all mternatlonal questwns, the Turkish delegation had no 
objection to make to the German proposal. 

, • :M:. ~ILVELA _(Spain) observe~ that, at the time of the signature of the Convention for the 
Uruficatlon of River Law to which the <?erman delegate had alluded, Great Britain had not 
been represeJ?-t_ed, and !hat the preparation of a German version had been accepted on the 
e_xpre;;s condition _that m no cas~ could such a decision be regarded as a precedent. It had 
likewiSe been spectfied that adheston to_ the German text could only ~e given immediately after 
t.he ~erence.. If the Conference decrded to aunex a German verston to the Convention the 
SpanLsh dc:legatlon would be obliged to insist that a Spanish text also should be annexed. ' 
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M. FELDMANS (Latvia) had received no special instructions as to the question raised by 
th~ German proposal. In his opinion i~ was obvious that Germany could agree with her 
neighbours on a German text. The question was whether the German delegation was prepared 
t? sign the French and English texts agreed upon by the Conference. If the German delegation 
s1gned these two texts, the German Government would necessarily be obliged to ratify them. 

M. EcKARDT (Germany) pointed out that he had not asked for any special privilege for 
Germany, because he had proposed only a general clause empowering all countries concerned 
to pre~are an offici:ti tr~slation of the Convention ~ their national language. The German 
delegation thought 1t desrrable to have a German vers10n of the Convention and was ready to 
c?nfer with the other countries concerned with a view to the translation being made prior to 
signature. . · . 

M. SoUllBOTITCH (Yugoslavia) noted that the arguments adduced by the Geonan delegation 
were not of a technical nature, nor were they inllerent in the Convention itself. At the time 
when the Convention for the Unification of River Law had been signed, the reasons advanced 
for a German version had been of a technical nature, because that Convention would be put 
into force on waterways situated to a great, if not preponderating, extent in German-speaking 
countries and also on the river craft of those countries. There was nothing of this nature in 
the present case, in which the question was rather one of principle. The adlnission, however, 
of a new official language of the League was outside the jurisdiction of the Conference, which 
could not even discuss it. Germany would possibly receive material satisfaction by the adoption 
of the Swiss proposal, whereby, quite apart from the proceedings of the Conference, the States 
concerned would be entitled to agree with one another on a German version of the Convention, 
prepared at their discretion and valid in respect of their relations with one another, as had been 
arranged at the recent Conference concerning the unification of laws relating to cheques. 

The PRESIDENT, speaking as representative of Czechoslovakia, doubted whether the 
Conference was competent to take a decision on the German proposal. If it did so, it might 
perhaps be disavowed by the Governments. As all delegations had had an opportunity of stating 
their views on the proposal, it would suffice if the Secretariat were instructed to take any necessary · 
action in consequence of these views, and possibly to sublnit a proposal to the Council through 
the Communications and T.ransit Organisation. 

M. DE RUELLE (Belgium) could not say whether the Conference had the right to take a 
vote, even on the prelilninary question of its competence, in order to decide the question raised 
by the German delegation. He agreed with the President that it was the duty of the Secretariat 
to report to the Council of the League with regard to the German request. 

M. EcKARDT (Germany), in reply to the question put by M. Feldmahs (Latvia), said that 
the German delegation was prepared to sign the French and English texts of those of the 
Conventions with the substance of which they are in agreement. In doing so, however, it would 
reserve its Government's rights, since certain points, in particular the Convention on Taxation, 
would give rise to objections. 

He asked that it !night be clearly placed on record that in view of the explanation given 
by various delegations to the Confe~ence, it was recognised that the Sta~es would be entitled 
to agree with one another on a text m a language other than the two officral League languages, 
and that such a text would be authentic in respect of their mutual relations. He would be glad, 
in particular, if it could be made clear that no objection had been raised against this last 
proposal. 

M. Rene MAYER (France) thought that the last German proposal, as he interpreted it, !night 
be formulated as follows : 

" It is sufficiently clear from the observations exchanged between delegations-11;11d 
this would be seen from the Minutes of the meeting-that States or groups of States yvhich 
desire to do so will subsequently be entitled to agree with one another on a translatloJ?- of 
the official English and French texts which alone are authentic, and may use such translatiOns 
in their mutual relations." 

M. EcKARDT (Ge1111any) said that he was not entirely satisfied with the statement. as 
formulated by the French delegate. He would reserve his right to return to the question 
later. · 

M. BAGGE (Sweden) said that the discussion raised by the German proposal h_ad touc_hed 
on a certain number of points on which the S":edish dele~ation had. receive~ n? mstructlons 
authorising it to state an opinion. He had accordingly abstamed from mtervenmg m the debate. 
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SIXTH MEETING 

Held on March z8th; _1931, at ro a.m. 

President: :i\-I. EcKARDT (Germany) and M. RouBiK (Czechoslovakia) 

11-.'"VII. Agreement between Customs Autho~ities in order to-. facilitate the Procedure 
in the Case of Undischarged or Lost Triptychs (contmued) : Text proposed by 
the Drafting Committee.1 · 

The Conference examined the text proposed by the Drafting Committee article by article. 

PREAMBI,E. 

No observations. 

ARTICU I. 
No observations. 

ARTICI,E II . 

. M. CoNTOUMAS (Greece) asked whether the Conference intended to lay down procedure 
for the accession of the countries which had not been invited to the Conference. 

The PREsiDENT replied that. after examining the question, the Drafting Committee 
considered that that would unduly complicate a relatively simple matter in which other Customs 
authorities were hardly likely to intervene. Clearly other Customs authorities who desired 
to accede to the Agreement could do so, even if that was not specially provided for in the 
Agreement. 

Did the Conference consider the text sufficient, or would it prefer to mention the point to 
which the Greek delegate had called attention? 

l\Ir. FITZMAURICE (Great Britain) said that, according tq Article II, no Government could 
sign the Agreement unless it had been invited to the Conference. Article II would have to 
be amended to provide for the accession of States which had not been invited. 

M. DE RUEI,I,E (Belgium) thought the question had no practical importance. Obviously 
an absolutely complete ·and regular text should provide for the· accession of the States which 
had not been invited, but the matter was extremely simple. If an uninvited State offered to 
accede, it would be welcome to do so, even though no provision was made in the _text. 

Adopted. 

ARTicr.:E m. 
As the result of an observation by M. DE RUEI.I.E (Belgium), the words "go jours a partir 

de 1a date de la signature" were replaced by "go jours a partir de sa signature". The English 
text remains unchanged. .. 

.. ARTICI,E IV. 

No observations. 

· Tlie Agreement was adopted (see docunient ¢. 2J3· M.ioi. r93I. VI~I). 

XVIII. Draft International Convention on the taxation of Foreign Motor Vehicles. 
_· (continued). · · · · 

(ARTICI.Es ro, ir AND rz (continuation) (see Annex 2, page 45). 

';l'he PREsiDENT I?ointed out that, on the proposal of the German delegation, three articles 
relating to the question of non-European States or States not invited to the Conference had 
been held over. · · ·· 

M. I'FI.U:G (Germany) said that the German delegation had suggested that the question 
of the accesston of non-E~op~an States should_ be ajoumed. They were now in a position to 
state that they had no obJectlon to the access1on of such States. · · 

Articles ro, II atid rz were adopted. 

The_ PRESIDEN'r, ~ accordance with the rules of the Conference, took a roll-call on the 
Intemat1onal. Convent~on on the Ta:cation of Foreign Motor Vehicles, including the annexed 
Pr~ol, which _contamed two pr'?V:lSOS: a _general clause rese~g to the contracting parties 
the right to reqmre that the formalitles proVlded for should be earned out at some frontier office 
other than a Customs office, and a reservation by the Swiss delegation. 

a . 'gle'Ihis ~fiis l!Ot ~to the Minutes, as it is identical with the definitive text with the exception of 
IIIli' modi catton Indicated on the following page. 



35-

. The SECRETARY-GENERA!. OF THE CONFERENCE explained that the vote on the Conventi~n 
as a who.le had to ·be tak~n by r?ll-call, and the t~xt could only be adopted by a maJori 
of two-third~ of the delegatio~s votmg. When counting votes, abstentions would be consider~ 
~s vo~~s ~gamst. th~ Convent10n. At ~e same time, attention must be drawn to the fact that 

Yes d1d not ~dicate ~hat a delegation unde~ook to sign the Convention; it merely indicated 
that the delegat10n cons1dered that the conclus10n of such a Convention would be useful. 

· M. ·PFLUG (Germany) stated that the German delegation had been instructed by their 
Government not to vote for· the Convention. . · · · 

The result of the ballot was as follow-3 : . 

· Yes: Belgium, .~zechoslovakia, Free City of.Danzig,.Denmark, France, Great Britain, 
Greece, Hungary, Insh · Free Stat~, Italy, Latvi~; Luxemburg, Principality of Monaco, 
Netherlands, Poland, Portugal, Spam, Sweden, SWitzerland, Turkey, Yugoslavia. 

Abstention: Germany. 

The Austrian, Lithuanian and Roumani;tn delegations were absent. 

The Convention was adopted by twenty-one votes. There was one abstention.l 

M. FELDMANS (Latvia) explained that his.vote related only to the Convention on Taxation. 
He· had not voted on the Agreement between Customs authorities in order to facilitate the 
procedure in the case of undischarged or lost triptychs. · 

XIX. Interpretation of the Convention on the Taxation of Foreign Motor Vehicles 
concerning the Granting of Greater Facilities by a State. · · 

M.- CoN'rOUMAS (Greece} pointed out that at the meeting of the Committee on Taxation 
on Ma.rch Igth, the Yugoslav delegation had suggested the addition of an article sinrilar to ':hat 
which would be contained in the Convention on commercial motor transport and relating to 
the right of States to maintain or tQ introduce later greater facilities than those offered in the 
Convention. The amendment had been withdrawn as being unnecessary, as it had appeared 
during the discussion that States would always be able to offer greater facilities, the system 
provided for in the Convention being considered as a minimum. Since that discussion, the 
position had nevertheless changed "owing to the Swiss reservation which, although subject to one 
condition, might give the impression that States which were disposed to introduce a more liberal 
system were not entitled to do so. The danger of such a thesis was all the greater, since it 
had beep. decided not to draw up an additional Protocol enabling the States to increase the period 
of exemption to one year. Although the Greek delegate himself saw nothing in the Convention 
in support of such an interpretation, he attached importance to knowing the opinion of the 
Conference on this point. The adoption by the Conference in plenary session of the opinion 
expressed during the discussions of the Committee on Taxation would have the double advantage 
of encouraging States to act more liberally in future-more especially those States which already 
grant more favourable treatment than that pr-ovided- for in the Convention-and to continue 
this excellent practice. 

M. Ro'l'HMUND (Switzerland) said that the Swiss delegates agreed that their reservation 
should be made general in the sense suggested by the Greek delegate. The reservation was 
only necessary because of the Swiss conception in regard to the retroactivity of taxation. The 
Conference had admitted that, in spite of that conception, the Swiss system was at any rate 
as liberal as the system embodied in the Convention. If the Conference could find a text which 
included the Swiss reservation, his delegation would willingly support .a general reservation 
or even a general article inviting the countries to introduce systems which were more liberal 
than that of the Convention. 

· M. DE RUELLE (BelgiUm.) supported these observations. There were mu~h greater ~a~ti~s 
which did not in any way change the Convention, in the sense that it constituted a ~um. 
If those facilities, taken as a whole, involved a different system in regard to certain p01_nts, the 
Conference should decide to allow it. If it were understood that States could act more liberally, 
applying the measures contained in the Conventiop. as a minimum, t_here _would be no need to 
change the text. If, on the contrary, the Convent1on were to be modtfi.ed m any way, reference 
should be made to the matter. · · 

M. SouBBO'l'ITCH (Yugoslavia) explained that the Greek de~egate's obs~rvation~ reiated 
to a discussion in the Committee on Taxation on March 24th which it would be adVlsable to 
reconsider. The Yugoslav delegation had submitted an amendment to the effect that. the 
Convention did not prevent States from granting greater fiscal facili~ies than those P!ovtd_ed 
in the Convention and also that the greater facilities offered by certam States at th~ tnne the 
Convention entered into· operation_ should not: be. considered as superseded, solely ?Wlllg to the 
fact that the Convention had conie into operation. The amendment was couched m th,~ tenru? 
of a sinillar article in the draft Convention on commercial motor transport. Durmg the 
discussion, the Secretary-General of the Conference had pointe?- out that ~he text w~t further 
than. the idea of the Yugoslav delegation in .the se~se that 1t was prov1ded that, if a State 
offered greater facilities, such facilities should automatically be_granted to all other St~tes. The 

• The final text of the Convention is published as document C.,z3,z.M.roo.Ig3r.VIII. 
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Yugoslav delegation then stated that that interpretation went bey~nd what they had in ~d. 
and that they had not intended their admendment to be turned mto a most-favoured-nation 
clause. The Belgian and French delegations then stated that they w~re in favour of the Yugoslav 
proposal, and maintained that even in the absence from the Convent10n of such a te~ the Stat~s 
could obviously grant greater facilities if they wished. The Yugoslav delegation Wlthdrew t~e1r 
proposal, but it was formally pointed out by the Chairman ~~ ~he request of that delegat~on 
that there was nothing to compel the States to extend such facilitles to other States, and not~g 
to prevent them from doing so-that was to say, the Convention did not compel S~ates which 
offer facilities to a particular State to extend them to other States, and that the questlon whether 
the proposal amounted to a most-favoured-nation clause was outside the scope of the Conference. 

M. Rene MAYER (France) and M. DE: Rm:r.r.E: (Belgium) approved the statement of the 
Y ug6slav delegation. 

M. RoTBMUND (Switzerland) pointed out that the very clear explanations given by 
M. de Ruelle and M. Soubbotitch dealt with the question only from the point of view of form. 
If the Conference regarded the system fixed by the Convention as a starting-point for the exemption 
of private cars, they could perhaps go one step farther and in a special article adopt a system 
offering even greater advantages than the system fixed in the Convention. That recommendation 
could be connected with the Swiss reservation by means of a sentence explaining in the same 
terms as the present reservation that in any case a system such as the Swiss system was 
considered to be applicable without any contravention of the provisions of the Convention. 

M. Rene MAYER (France) was sure the Conference regarded the Swiss system as compatible 
with the Convention, although the Swiss reservation had not been adopted. Consequently 
the question no longer arose. On the other hand, although he was not averse in pnnciple to 
a recommendation in the sense suggested b'y his colleague, M. Rene Mayer wondered whether 
it would be advisable to make such a recommendation after so extensive an enquiry into the 
question, at the conclusion of which agreement had been reached on a kind of compromise text. 
He thought the application of the Convention would inevitably lead the countries to go further. • 
When the Con'(ention had to some extent been applied, the period of exemption might be extended 
by natural progression by means of bilateral agreements. 

M. CONTOOMAS (Greece) was in principle in favour of the Swiss recommendation. · He 
noticed that the interpretation which he had hoped the Conference would give to the Convention 
had been brought about, thanks to the opinions which had just been expressed. When raising 
the question which was the object of these views, he had nothing more in mind. 

M. FERRAZ D' ANDRADE: (Portugal) explained that a private car entering Portugal under 
the triptych system could remain in the country untaxed for one year. Would Portugal be 
entitled to modify its system of taxation in order to put it into confonnity with the system 
in the Convention in spite of the fact that this system was less liberal than that at present in 
force? ' 

M. SoUBBOTITCH (Yugoslavia) understood the Swiss delegation to suggest that the 
Confe;ence ~J:o.uld recommend that the Stat.es should be ~vited to consider the possibility of 
granting facilities greater than those offered m the Convent1on. If that was really the meaning 
of the Sw!ss proposal, the Yugoslav delegation could approve it. In Yugoslavia the period 
of exemption was one year. 

The l'REsmENT asked the Conference to take a decision in the first place on the principle 
of the Swiss recommendation. 

M. .CoN~OMAS .(G;eece) asked whether the interpretation given to the Convention would 
be modified if a ma]onty was opposed to the principle. 

The PRESIDENT replied in the negative. 

M. DE. R~!--LE (Belgi~) added that the vote which was about to be taken related only 
to the adVlSability of making such a recommendation. · 

The C,onference fleciaed by ten votes to seven to make a recommendation in the sense suggested 
by the Sunss delegatzon. 

'Fhe PRESIDENT asked the Swiss delegation to prepare a text to be examined at the next 
meetmg. 

In reply to the question .Put by the. Portuguese delegate, the ·President added that 
Portugal would ?f co~se be entltled. to modify its present system of exemption and to apply 
the system prOVlded m the Conventlon. 

~ SCHONFELD (Netherlands) stated that in his view the Convention would not prevent 
an~ State from granting greater facilities ·to another State whether that State was or was not 
a Slgnatory, subject to reciprocity. · 

'rhe PRESIDENT said that that was obvious. 
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XX. Draft Convention concerning the Unification of Road Signals 
by the Drafting Committee.t 

REPORT OF THE COMMITTEE ON ROAD SIGNALS.2 

Text proposed 

. . 
(M. Stieve~ard, Chairma~ of the Committee on Road Signals, came to the President's table.) 
(The Pre~1den~ was o?liged to leave for a short time and was replaced by M. RoUBiK 

(Czechoslovakia, V1ce-President.) 

The Conference took cognisance of the report on the work of the Committee on Road Signals. 

The Conference examined the text proposed by the Drafting Committee, article by article. 

PREAMBLE 
No observations. 

ARTICLE I. 

Mr. LESTER (Irish Free Stat~) suggested that the words "to which this Convention applies" 
should be deleted, as the questlon was settled by the provisions of Article 6. The words in 
question were, in his opinion, absolutely unnecessary . 

. The SE.CRETARY-_GENERAL OF THE CONFERENCE explained that it had been thought advisable 
to msert this :phrase m ord~r to make the te~ co~orm to _the articles providing for the accession 
or non-access10n of colomes and other terntones mentloned in Article 6. If however the 
Conference did not think this phrase was necessary, the original text which said " in 'their resp~ctive 
territories " could be re-established. 

M. SCHONFELD (Netherlands) thought it necessary to provide for the case of the countries 
which had colonies. The original text was not sufficiently clear. 

The Irish amendment was defeated by six votes to two. 

Mr. LESTER (Irish Free State) interpreted the vote as signifying that the Conference 
maintained the words in question for no other purpose than to define the application of Article 6. 

ARTICLES 2 AND 3· 
No observations. 

M. Eckardt again took the Chair 

ARTICLE 4· 

M. MELLIN! (Italy) drew attention to the special case of motor roads (autostrades) in Italy, 
which were open to public traffic. Most of those roads were Government concessions to 
companies which were entitled to collect toll and to put up a number of boards for advertisements 
in order to recoup themselves for the cost of building the roads. The capital had to be repaid 
in fifty years, and the road then became the property of the State. The boards were very large 
and these motor roads had few but very open curves. In these conditions a sufficient degree 
of visibility was ensured to motorists, so that no danger was caused by the boards. The Italian 
delegate asked that it should be stated in the Minutes that the Italian " autostrades " were in 
a special position, and that there was no need to prohibit the placing of a large number of boards 
along such roads, seeing that the object of Article 4 was attained. 

M. EGNELL (Sweden) agreed that the boards on the Italian motor roads were not harmful 
to traffic and did not increase the risks. On the other hand, he was of opinion that on the 
ordinary roads they were very harmful and might increase the traffic risks in dangerous spots 
when placed, not only on, but even at the side of a road. For that reason Sweden was considering 
a bill to enable the authorities to remove such boards. 

The PRESIDENT said that the observations of M. Mellini and M. · Egnell would appear in 
the Minutes. 

M. MELLIN! (Italy) referred to the third paragraph : " The contracting parti~s will prohibit 
any irrelevant notice from being affixed to an approved sign. . . ." He _Pomted out that 
the Committee on Road Signalling had decided that the name of a donor of s1gnals was not an 
irrelevant notice within the meaning of the Convention. 

M. STIEVENARD (Chairman of the Committee ?n Road Sig~?-aping) explained t~at the fact 
which determined whether such a notice was permitted or prohibited was whether 1t decreased 
visibility and altered the character of the sign. 

The PRESIDENT said that the Conference accepted this explanation. 

1 See documettt C.231.M.g9. 1931. VIII. . . . 
'See Annex II to the Minutes of the Comm1ttee on Road Stgnalling (page 126). 



ARTICL:E: 5· 

M. SouBBOTITCH (Yugoslavia) asked whether the words "It (the dispute) may ~e _ 
submitted . . ." had the same meaning as in the Convention on Taxation-namely,, that m 
the case referred to in Article 5, the dispute might b:1 common agreement be subnutted to 
the Communications and Transit Committee for an advisory opinion. 

M. Rene l\IA'I.'ER (France) said that the expression used in Article 5 had the same meanin~ 
as the espression contained in the Convention on Taxation. _ 

The SECRETARY-GENERA!, OF THE CONFER:E:NCE: stated that the text implied that conciliation 
procedure could not take place if one of the parties objected. 

M. SouBBOTITCH (Yugoslavia) concluded that the parties-must agree that the dispute should 
be submitted for an advisory opinion. · 

The PREsiDENT said that these observations would appear in the Minutes. 

CEMAI. Hu~-u Bey (Turkey) asked that it should be clearly understood that, if the parties 
did not agree, the question could not be referred to the Communications and Transit Committee. 

ARTICLES 6, 7, 8, g, IO, II AND I2. 

No observations. 

ARTICLE I3. 

M. EGNELL (Sweden) noted that any alteration or addition to the Annex to the Convention 
had to be accepted by the other contracting parties. Should it be possible for a State to prevent 
another State from adopting a new sign which was in conformity with the system laid down 
in the Convention? Everyone agreed that there should be as few signs as possible, but could 
it be maintained that provision had now been made for all the signs which might be necess9ry 
in eight or ten years? Greater freedom to introduce new signs was necessary. 

The PRESIDENT thought the second paragraph of Article 3 gave satisfaction to the Swedish 
delegate. · · . · · · . · · 

M. STIEVENARD added that Article I3 should be read in connection, not only with Article 3, 
but also with the recommendation relating to .the application of that article. A State could 
always add a signal, provided it kept witbin the general system and asked the opinion of the -
Permanent Committee on Road Traffic. · · · · · · . ·. . . .· . 

ARTICLES I4 AND I5. 

No observations. 

ANNEX. 

I. Danger Signs. 

No observations. 

II. Signs giving Definite Instructions. 

No observations. 

ill. Signs giving Indications only_. 

. CE~ HusNt; Bey (T~key), referring to_paragraph (c) (sign':;howing ptiuJe at which a first~ 
ifid statton can be found), ~:ud that the accesston of a number of countries would be facilitated 
if another figure representmg a crescent were placed beside figure 3, which represented a red 
cross by way of example. · · · --

lL W.ALCKENAER (~ranee) wondered ·whether it would not be more· clear· if the provisions 
of the Geneva ConventiOn were reproduced. · 

CEMAL HusNu Bey (Turkey) explained that he was in complete agreeme~t a.S to the text 
of paragrap~ (c). He merely asked that a red crescent should also be reproduced by way· of 
example beside the red cross · · · 

111. STIEYENARD ~d that t~e text of the Annex should 11ot be. altered. As a result of 
the obsex;ratrons made m the Comnuttee by certain delegates, the·ret>oi:t .. i:Qntained'the following 
sentence . · --· - · ·· · · .. - · · ·· · · · ·-

. " The Committ!!e :. . . . . r~01;Jllll<:nqed t~at i_t . ~houid ... b~a~ i~: th~. ~~~t~e -_ a SY,m~o~, 
which may vary according to exrstmg mtematlonal· or national- conventions;"· .... 

. ·The PRE?'IDENT. said .that a crescent .would be reproduced b~sid~ .the.,-ed crO!\S i:n. ,fig~e :3, · 
m order to gtve sattsfacbon to the _Turktsh delegate., .... :'-~':.'.,· . . ~";.::.'·:··: >... -~- :-- :~ ·. . . . ·- . .. . . . . .. .. ' . 
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· !~'he ~eginning of the sentence : " T~;se signs give geographical information or indicate 
the dtrectwn of one or more places . . . (paragraph (d) place or direction s•gns) w d d 

f ll · " Th · · d" · h ' • as amen e as o ows. ese stgns m tcate ett era place or the direction of one or more places . . ." 

The PRESIDENT, before taking a roll-call on the Convention as a whole congratulated th 
Committee on Road Signalling, and particularly its Chairman, M. Stievenard, for their valuabl: 
work. . 

~- ·STIEVEN~ thanked the President and said the satisfactory results were due to the 
cordial co-operatton of the delegates. 

The result of the roll-call was as follows : 

Yes: Belgium, Czechoslovakia, Free City of Danzig Denmark France Germany Greece 
H~gary, Italy, La~a, Luxemburg, Principality of M~naco, Netherlands: Poland, Portugal: 
Spam, Sweden, Swttzerland, Turkey, Yugoslavia. 

Abstentions : Great Britain, Irish Free State. 

Absent: Austrian, Lithuanian and Roumanian delegations. 

The Convention was adopted by _twenty votes, with tWo abstentions.l 

XXI. Recommendation re~ardin~ the Application of Article 3 of the Convention 
concerning the Unification of Road Signals : Text proposed by the Drafting Committee. 

!1dopted.2 

XXII. Recommendation on Light Signals : Text proposed by the Drafting Committee. a 

M. MELLINI (Italy) suggested that the second paragraph should be amended as follows : 
". . . use can be made of one (red), two (red and green) or three colours (red, green and yellow) ". 
Yellow would then only be employed as an auxiliary colour, and the systems adopted in the 
variouS countries would not be contrary to the rules fixed in the third paragraph. 

M. ROUBIK (Czechoslovakia) supported the Itali<tn proposal. 

· M. LE GAVRIAN (France) pointed out that the question had been discussed at length, not 
· only in the Sub-Committee which prepared for the work of the Conference, but also in the 
Committee on Road Signalling. ·The conclusion had been reached that the question was still. 
too complex for one system to be recommended in preference to another. There had been 
unanimous agreement that only three colours could be used. A majority had been of opinion 
that it would be possible to go a little further and to specify that, whatever the combination 
of colours adopted, prohibitions should as a general rule be indicated by the colour red and 
freedom of passage by green, and that yellow should be utilised as an auxiliary colour. It had 
then been decided to ask the Permanent Committee on Road Traffic to continue its investigation, 
to study all the possible systems, andto recommend, if possible, a particular system. The only 
question which might arise was whether the third paragraph of the draft recommendation 
should be maintained. The Conference should come to a decision on this point. 

The SECRETARY-GENERAL OF THE CoNFERENCE pointed out that the Conference was now 
discussing the grounds for a recommendation. If it had immediately to express its opinion on 
a particular system; the provision would be in the form of an article in the Convention, and 
not of a recommendation. The fact; that the Conference confined itself to making a recommendation 
showed that it was not yet in a position to indicate its preference for a particular system. The . 
colours indicated in the third paragraph were suggested as a general rule. The Italian suggestion 
in regard to the second paragraph should be considered in the same way-namely, as a general 
rule. In those circumstances, there would appear to be no objection to_ indicating the use of 
the colours, as their signification had been indicated. 

M. MELLINI (Italy) supported M. Romein's suggestion to add the words " as a general rule " 
'to the second paragraph. Though he was not averse from M. Le Gavrian's suggestion to de~e~e 
the third paragraph, he thought that would make the text too general. He suggested that, if tt 
would facilitate agreement, the Conference should state that, when one or two colours were used, 
yellow should never be employed. He asked whether there was a single State among those repre
sented at the Conference which used a system of light signals different from that recommended. 
If not, it would be advisable to give precise indications to States which proposed to introduce 
light signals. 

M. STIEVENA.RD said it would be very difficult for him, as President of the Committee on 
Road Signalling, to support the proposal to delete the third paragraph. T~e fact that, as a 
general. rule, red indicated a prohibition and green f~eed?m o~ passage was an tmportant twofold 
factor in the recommendation; which should be mamtained mtact. 

• The final text of the Convention is published as document C.23I.M:99.193I.VIII. 
• See document C.234·M.Io2.I93I.VIII, page 9· - - - - -
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M. PFLUG (Germany) supported M. Stievenard's statem~nt. It sho';lid be ~bs.erved ~at, 
when an administration wanted to employ a single colour, 1t could dec1de to mdicate et~er 
prohibition or freedom of passage. ·In those circumstances, satisfaction could perhaps ·be gtven 
to the Italian delegate by completing the second paragraph as follows : "Use can be made 
of one (red or green)' two (rea ana green)' or three colours (rea, green ana yellow) ". 

M. LE GAVRIAN (France) explained that he had not suggested the deletion of. the third 
paragraph. He simply asked that the spirit, if not the text, of ~he recom~en~atlon should 
be adopted. The Committee had examined a~ length· all the poss1ble combmations of colour 
before both the delegates and the representatives of users of the ro;;d, and had reached .the
conclusion that it was not sufficiently well informed as to the respective values of the vanous 
systems to recommend one or another. It had desired to leave the Permanent Commi~tee on 
Road Traffic plenty of latitude to continue its investigation, at. the same time making the 
suggestion contained in the third paragraph of the recommendatton. 

The PRESIDENT asked the Conference to take a decision on the amendment proposed by 
the German delegation. This amendment was aaoptea by eight votes to four. 

M. M:rNCHEJMER (Poland) pointed out that sound signals were sometimes used, though 
they were not mentioned in the text of the recommendation. · 

After a short discussion the Conference agreed to complete the fourth paragraph as follows : 

" Considering that by combining these colours or by extinguishing all lights ana making 
use, if necessary, of sound signals." 

This amendment was atloptea by eleven votes. There was no opposition. 

The recommendation as a whole was adopted. 1 

SEVENTH MEETING 

Hela on March 28th, I93I, at 4 p.m. 

President : l'I. ECKARDT (Germany). 

x x 111. Recommendation re~ardin~ Si~nallin~ by Traffic Police and Drivers : Text 
proposed by the Drafting Committee. 

The PREsiDENT opened the discussion on the Drafting Committee's text and pointed out 
that the Committee proposed that the recommendation should apply to all categories of vehicle. 

The text proposed by the Drafting Committee was atloptea with certain verbal mollifications. I 

XXIV. Recommendation re~ardin~ the Instruction of School-Children : Text proposed 
by the Drafting Committee. . 

The text proposed by th~ Drafting Committee was aaoptea without change.l 

XXV. Draft Resolution on the Preparation of a Convention on International Commercial 
Motor Transport : Text proposed by the Drafting Committee. 

The PRESIDENT opened the discussion on the Drafting Committee's text. 

M. RASINSKI (P?land), Chai;man of the Committee on Commercial Motor Transport, said 
that ~he Sub-Comm1ttee had gtven the most careful consideration to the draft Convention 
subm1tted by the P~rmanent Road Traffic Committee. .It had become plain at the very outset 
that t~re w~ one 1US~perll;ble obstac~e to the preparation of a Convention-namely, the great 
uncert~ty still prevailing m the vanous countries as to the legal provisions to be applied to 
co~rcial motor ~ransport .. The. outcome ?f the Committee's proceedings was set forth in 
the Minutes, to which M. RaslllSki had nothing to add. The resolution was introduced by a 
statement of reasons which made any comment superfluous. ·All he need do, therefore, was 
to ask the Conference to adopt the draft resolution. 

The P~SIDENT thanked the Committee for the very thorough work it had done in regard 
to commercr:u moto: transport. The draft resolution submitted was the only text that could 
~ adopted m the cucumstances. He hoped that its examination would bear fruit and that 
m ~he .near future, an opportunity woiild be found to prepare and conclude the Conventio~ 
which 1t had been found impossible to draw up at the present Conference. 

'See document C.Z34.M.1oz. 1931. VIII, page g. 
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. M. ScHoNFELD (Netherlands) proposed .a number of amendments with the object of makin 
1t clear that the problems brought out dunng the discussions in the Committee on Comme · ~ 
Motor Transport were not merely legal, but economic and social as well. rct 

M. DE RUELLE (Belgium) said that iri. the opinion of the Belgian delegation the Committee 
encountered principally legal difficulties and that it could not and should not be checked by 
the economic problems with which it had had to cope. However, should the Conierence decide 
~o take up M. SchOnfeld's ame.ndments, !1- special paragraph would have to be devoted to them 
m or~er to make the text qmte clear smce the Belgian amendment applied specially to legal 
questions. . 

~· FELDMANS (Latvia) supported M. SchOnfeld's amendments. The Latvian Government 
considered that the dra!t C~>nve:gtion had not received sufficient study from the economic angle, 
and the reasons for which 1t had been unable to accept the Convention were economic. 

The CHAntMAN asked the Conference to vote as to whether the resolution should mention 
the economic and social problems. 

The Conference replied by a majority in the negative. 

M. KuNDrG (International Chamber of Commerce) urged the introduction of the words 
" and goods " at the end of the last paragraph in the draft resolution. On behalf of the 
Associations he represented he hoped that, when a sufficient number or bilateral agreements 
had been concluded on transport by motor-lorry, the League would consider preparing an 
international convention on this subject. If the proceedings of the Conference were looked 
at as a whole, it could not but be observed that, to borrow a term from the ring, the heavyweights 
had been beaten at the present show. · 

M. DE RUELLE (Belgium) did not think it suitable to speak of defeat in the present 
circumstances, because there was ground for hoping that an international act governing transport 
by motor-lorry, satisfactory to owners, would be drawn up in the near future. 

The SECRETARY-GENERAL OF THE CONFERENCE pointed out in reply to M. Kiindig that 
the draft prepared by the Sub-Committees of the Conference, mentioned in the last paragraph 
of the draft resolution, did not deal with motor-lorries. The words proposed by M. · Kiindig 
could not, therefore, be inserted at the end of that paragraph. The penultimate paragraph, 
on the other hand, applied to all categories of vehicles, and would probably meet M. Kiindig's 
point. 

M. KliNDrG (International Chamber of Commerce) was completely satisfied by the 
explanations given by the Secretary-General of the Conference and withdrew his amendment. 

The text proposed by the Drafting Committee was adopted without change.1 

XXVI. Recommendation submitted by the Swiss Delegation with regard to the 
System of Tax Exemption laid down in the International Convention on the 
Taxation of Foreign Motor Ve~cles. 

M. CoNTOUMAS (Greece) proposed that the phrase " system of fiscal exemption " be 
substituted for " system of tax exemption " 

Agreed. 
M. WALCKENAER (France) thought that t~e l~s~. ph:rase in. the draft recom~e_n~ation 

reading : " and to improve the methods of applymg 1t nught be mterpreted as a cntlctsm of 
the Conference's work. 

· M. RoTHMUND (Switzerland) said that his delegation had no intention. of critis~g the 
Conference and that the words mentioned by M. Walckenaer referred to the Ftscal Permtt. In 
the Swiss delegation's view, the various countries sho~d. refrain, so far ~ possi~le, fr?m 
introducing the Fiscal Permit. It would not, however, mstst on the words m question bemg 
retained. 

The Conference adopted the draft resoltttion submitted by the Swiss delegation in the following 
amended form proposed by M. DE RUELLE (Belgium) : 

" The Conference recommends that the contracting parties should endeavour either 
through internal legislation or by agreements. amo~g themselves to further and ex~end as 
widely as possible. the system of fiscal exempho~ ~~d down by the present Convention and 
to perfect if posstble the methods of applymg 1~. 2 

XXVII. Draft Resolution submitted by the Hungarian Delegation on the Preparation 
of a Convention on International Commercial Motor Transport. (See Annex 5, page 46.) 

M SouBBOTITCH (Yugoslavia) and M. Rene MAYER (France) pointe~ out t~at the i~eas 
res~ed in the first part of the Hungarian resolution were contained m certam resoluti?ns 

~~ady voted by the Conference with regard to commercial motor transport and the taxatton 
of foreign motor vehicles . 

. 1 See document C.234·M.to2.193I.VIII, page 8. 
•See document C.234·M.to2.193I.VIII, page 9· 
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M. GEBER (Hungary) explained that, when his delegation put .forward its ~raft r~soluti?n; 
it was not aware that the Swiss delegation was intending to subnnt the recommendation .which 
had just been adopted. The first paragraph in the Hungarian resolution, how~ver, d1ffe:ed 
slightly in object from the Swiss recommend~tion. The latter ref~rred onl7 to pnvate tounng 
cars and frontier traffic, whereas the Hungar1an draft covered taXls and hired cars as well and 
even dealt with traffic in the interior. M. Geber, however, would not oppose the first paragraph 
in hls resolution being deleted, provided the second paragraph was appended as a second 
paragraph to the recommendation adopted on the Swiss delegation's motion. 

The SECRETARY-GE]).'"ERAL OF THE CoNFERENCE fully appredated the reason for which the 
Hungarian delegation had submitte~ its draft resolution. Indeed, alth~:>Ugh, in gen~ral, 
negotiations between States may easily be brought to a successful conclus10n through d1rect 
channels, cases might arise in which two States negotiating a treaty might consider at a certain 

. stage that it would be to their advantage to seek by mutual agreement the help of one or other 
· of the organisations of the League of Nations in order to facilitate the success of such negotiations. 

As, however, one of the League's principal tasks was manifestly to facilitate agreements between 
States, there seemed to be no need for any special reference to the services it could render in the 
cases mentioned by the Hungarian delegate. There could be no question that, if such cases 
arose, the Communications and Transit Organisation would naturally lend its aid. 

M. GtBER (Hungary) asked whether the statement of the Secretary-General of the Conference 
applied equally to commercial motor transport questions and to taxation questions. 

The SECRETARY-GENERAL OF THE CONFERENCE replied that his observations were in no way 
confined to fiscal questions. They dealt with both categories. 

~I. GEBER (Hungary) said that, after hearing the explanations of the Secretary-General 
of the Conference, he would withdraw the second part of his draft resolution as well. It was 
obvious that the League could not force one of the parties to the negotiations to sign an 
agreement, but the help it could give would have a very great moral effect. 

EIGHTH MEETING 

Held on March 30th, 1931, at 3.30 p.m. 

President: M. ECKARDT (Germany). 

XXVIII. Deposit of Full Powers. 

The delegationS of Czechoslovakia, the Free City of Danzig France Gre-at Britain Poland 
and Yugoslavia deposited their full powers. ' ' ' 

XXIX. Signature of the Instruments of the Conference. 

The P.RESIDENT requeste~ the delegations ~o sign the .Convention concerning the Unification 
of Road S1gnals, the Con~ep.tl<?n on the Taxa~1?n of Fore1gn Motor ,Vehicles and the Agreement 
between C~oms Authonties m order to facilitate the Procedure 1n the case of Undischarged 
or Lost Tnptychs. . 

. 1\1. W ALC~NAER (France) ask~~ permission on behalf of the French delegation to summarise 
very shortly his Government's pos1tion in regard to the two Conventions referred to in the final 
act of the Conference. 

Fran~ would sign. the Convention. on the Unification of Road Signals. She hoped that 
road-users 1ll; all co~t?es would appreciate the advantages to be expected from its enforcement 
and that t~e!-1' ~t10n~ would warmly applaud the provisions of the Convention, as this would 
greatly facilitate ratification. 

In r~ard to the Convention on the Taxation of Motor Vehicles, the French delegation had 
had occaslon more than O!f~e to .express its point of view on the provisions of that Convention 
as a whole. Those provlSlons, m the stu~y and improvement of which the French delegation 
had been glad ~ co-operate, were essentially connected with the fiscal policy of States. In 
Fra_nce the taxation _of motor-cars ":'as at present under consiCleration and. would probably be 
r~1sed somewhat-radically. That be1ng so, 1t _was particularly difficult for the French Government 
!hega~e ~he probabl~ eff~~ of th~ Convent.10n, alth~ugh they were e!ltitely in sympathy with 
Con pnn~ples embodied m 1t. Wtthout bemg able m the present c1rcumstances to sign the 

venbon, the French Government were anxious to say that they would accede to it once 
they y;ere no longer prevented from doing so by·. the considerations which M. Walcl~ena 
mentv>Md. . er 

- ~ .... /·: . 
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The PRESIDENT noted that the delegations had signed the Conventions and Agreement 
as follows: 

. CONVENTION CONCER:t<."ING THE UNIFICATION OF ROAD SIGNALS. 

Belgium, 
Czechoslovakia, 
Danzig (ad referendum), 
Denmark, 

France, 
Germany (ad referendum), 
Italy, 
Lu.'!:embttrg, 

Poland, 
Switzerland, 
Yugoslavia. 

CONVENTION ON THE TA......ATION OF FOREIGN MOTOR VEHICLES. 

Belgium, 
Czechoslovakia, 
Danzig (ad referendum), 
Denmark, 

Great Britain, 
Italy, 
Luxemburg, 

Netherlands, 
Poland, 
Switzerland. 

AGREEMENT BETWEEN CUSTOMS AUTHORITIES IN ORDER TO FACILITATE THE PROCEDURE 
rN THE CASE OF UNDISCHARGED OR Los'r TRIPTYCHS. 

Belgium, 
Denmark, 
France, 

Germany, 
Great Britain, 
Luxemburg, 

XXX. Close of the Conference. 

Netherlands (ad referendum), 
Switzerland, -
Yugoslavia (ad referendum). 

The PRESIDENT thought that, upon the termination of the proceedings of the Conference, 
it would be helpful to look back over the road that had been covered and the results obtained. 
The results might, without over-estimation, be regarded as satisfactory if allowance were made 
for the difficulties that had been encountered. Those difficulties were due primarily to the fact 

. that, although motor traffic, which was the subject of the discussions of the Conference, was 
still in its youth, it had already grown to the size of a giant, and there were no means of predicting 
its future developments or its bearing on other forms of transport. The phenomenal expansion 
of motoring, which it had been impossible to foresee at the Paris Conference in xgog and which 
could not have been foretold even in the last few years, had led to uncertainty as to the means 
and objects of any regulation. The difficulty had been enhanced, because the problems with 
which t4e Conference had had to cope had been outside the purview of the previous Conferences, 
which had been limited to settling questions connected with road police and the technical conditions 
with which motors must comply. 

The Committee-that dealing with road· signals--had had the advantage over the other 
Committees that it was working on known ground. It too had encountered obstacles, and the 
brilliant results it had obtained were all the more praiseworthy. The other Committees had 
had to conceni themselves with financial, legaf and economic rather than technical issues, and 
the divergencies of opinion that had emerge'd bore on fundamental principles. The Committee 
on Taxation, however, and the Customs Committee had succeeded in drawing up a draft 
Convention acceptable to the majority of the States represented. The Committee on Commercial 
Motor Transport likewise deserved to be congratulated on the wisdom and courage it had shown 
in proposing the only practical means of extricating itself from the deadlock in which it had 
been placed. 

The· President would finally tender his personal thanks to M. Rubik, who had frequently 
acted for him in the chair,· and would offer the thanks of the entire Conference to the Chairmen 
and members of all Committees; and likewise to the Secretary-General of the Conference and 
to the me~b~rs- of th~ Secretariat. 

M. W ALCKENAER (France) was sure that he would have the approval of. all delegations in 
expressing his great appreciation of the tact and large-mindedness with which the President 
had conducted the proceedings of the Conference. 

The PRESIDENT declared closed the proceedings of the Conference. 
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ANNEXES 
. 

I. Amendment proposed by the Swiss Delegation ~o Article 2 (~exed Protocol) of the 
Draft Convention on the Taxation of Foreign Motor Vehicles ........... ······ 

2. Formal Articles of the Draft Convention on the Taxation of Foreign Motor Vehicles. 
Text proposed by the Drafting Committee . . . . . . . . . . . . . . . . ...... · · · · · · · · · · · · · 

3· Amendment proposed by the British Delegation to the Te~ of the Agreemen~ between 
Customs Authorities in order to facilitate the Procedure U1 the Case of Undischarged 
or Lost Triptychs proposed by the Drafting Committee .................. · · · · · 

4- Agreement Between Customs Authorities in order to facilitate the Pr?cedure ~ the 
Case of Undischarged or Lost Triptychs. Text proposed by the Drafting Committee. 

5· Draft Resolution submitted by the Hungarian Delegation on the Preparation of a 
Convention on International Commercial Motor Transport ................. · · · · · 

ANNEX 1. 

Page 

44 

44 

[Con£. C.R./I2.] 
I ' 

.Al'\IENDl\IENT PROPOSED BY THE SWISS DELEGATION TO ARTICLE 2 (ANNEXED 
PROTOCOL) OF THE DRAFT CONVENTION ON THE TAXATION OF 

FOREIGN MOTOR VEillCLES. 

It is understood that Switzerland may, while recognising the right of the other contracting 
parties to apply the regime of the present Convention as between themo;elves and Switzerl~d, 
continue the system at present in force on Swiss territory of periods 9f ninety days' exemption 
renewable at each separate entry. In the event of this period being exceeded, the tax may 
be levied in conformity with Swiss legislation. 

Should Switzerland be led to introduce the system of the present Convention, it would be 
imderstood that she is under obligation to levy the tax in accordance with the provisions 
of this Convention. 

ANNEX 2. 
[Con£. C.R.fR.F.xs.J 

FORMAL ARTICLES OF THE DRAFT CONVENTION ON THE TAXATION OF FOREIGN 
MOTOR VEillCLES. TEXT PROPOSED BY THE DRAFTING COMMITTEE. 

ARTICLE 7· 
' 

Should a dispute arise between any two or more contracting parties concerning the inter-
pretation or application of the provisions of the present Convention, and should such dispute not 
be settled directly between the parties, it shall be submitted to the Advisory and Technical 
Committee for Communications and Transit of the League of Nations for an advisory opinion. 

If the parties to the dispute are unable to agree as to the acceptance of the opinion given 
by the above-mentioned Committee, the dispute shall, at the request of any one of them, be 
submitted to the Permanent Court of International Justice, unless the parties agree to have 
recourse to an arbitral tribunal. 

ARTICLE 8. 

Any contracting party may, at the time of signature, ratification or accession, declare that 
in accepting the present Convention, he does not assume any obligations in respect of all or 
any of his colonies, protectorates and oversea territories, or territories under suzerainty 
or mandate; and the present Convention shall not apply to any territories named in such 
declaration. 

Any contracting party may give notice to the Secretary-General of the League of Nations 
at 3;ny .time s.ubsequently that he desires that the Cottvention shall apply to all or any of the 
terntOIIes which _have been made the subject of a. declaration under the preceding paragraph 
and .the Convention shall apply to all the territories named in such notice six months after i~ 
receipt by the Secretary-General. 

~ny c~tr~ing party may, at any time after the expiration of the period of . . . . . years 
mentioned m Art1c~ .... : .... , declare that he desires that the present Convention shall cease 
to apply or any of his colorues, protectorates and oversea territories or territories under suzerainty 
or mandate and the Convention shall cease to apply to the territories named in such declaration 
one year after its receipt by the Secretary-General. 
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The Secretary-General shall communicate to all the Members of the League of N t" 
and non-member States mentioned in Article .... all declarations and notices received in a "rttons 

· of this article. VI ue 

ARTICLE 9· 

The interpretations and reservations set out ~ the Protocol annexed hereto shall be adopted 
and shall have the same force, effect and duration as the present Convention. 

ARTICLE 10. 

The present Convention, of which the French and English texts are both authentic shall 
bear this day's date. ' 

_until September 3oth, 1931, it may be signed on behalf of any Member of the League of 
Nations or non-member State represented at the Conference which drew up this Convention 
or to vo:hich the Council of the League of Nations shall have communicated a copy of the Convention 
for this purpose. 

ARTICLE II. 

The present Convention shall be ratified. 
T~e instruments of r_atifica~ion s~all be ·deposited with the Secretary-General of the League 

of Nations who shall notify the1r rece1pt to all the Members of the League of Nations and non-
member States referred to in Article ..... . 

ARTICLE 12. 

As from October 1st, 1931, the present Convention may be acceded to on behalf of any 
Member of the League of Nations or non-member State referred to in Article ..... . 

The instruments of accession shall be transmitted to the Secretary-General of the League 
of Nations who shall notify their receipt to all the Members of the League and non-member 
States referred to in the said Article. 

ARTICLE 13. 

Each contracting party may render his ratification or accession conditional on the ratification 
or accession of any one or more Members of the League of Nations or non-member States named 
in the instrument of ratification or accession. 

ARTICLE 14. 

The present Convention shall come into force six months after the receipt by the Secretary
General of the League of Nations of ratifications or accessions on behalf of five Members of 
the League of Nations or non-member States. No ratification or accession to which any conditions 
are attached in accordance with the preceding article shall count for this purpose until those 
conditions .are fulfilled. 

ARTICLE 15. 

Each ratification or accession received after the entry into force of the Convention, shall 
take effect six months after its receipt by the Secretary-General of the League of Nations or 
six months after the fulfilment of the conditions attached to it in accordance with Article .... , 
as the case may be. 

ARTICLE 16. 

After the expiration of five years from the date of its entry into force, the present Convention 
may be denounced by any contracting party. 

Denunciation shall be effected by a notification in writing addressed to the Secretary-General 
of the League of Nations who shall infot:m all the Members of the League of Nations and non· 
member States referred to in Article . . . of the denunciation made. 

The denunciation shall take effect one year after the date of its receipt by the Secretary· 
General and shall operate only in respect· of the Member of the League or non-member State 
on whose behalf it has been made. 

If as the result of simultaneous or successive denunciations, the number of the Members 
of the League or non-member States which are bound by the provisions ot the present Convention 
is reduced to less than five, the Convention shall cease to be in force. 

ARTICLE !7· 

Revision of the present Convention may be requested by at least three contracting parties 
at any moment after it has been in force for a period of five years. . 

In faith whereof the above-mentioned plen!potentiaries have signe~ the pre~ent C:onvention. 
Done at Geneva, this , , . day of March, nmeteen hundre~ and thirty-one, m a smple copy, 

which shall remain deposited in the archives of the Secretanat of the League of Nattons, and 
certified true copies of which shall be delivered to all the Members of the League and non-member 
States referred to in Article . • • 



PROTOCOI.-.ANNEX. 

For the purposes of the present Convention the term " territory " or " territories " i':l relation 
to any contracting p~y shall. denote only the territory o~ territories of t~at contractmg party 
to which this Convention applies. 

ANNEX 3. 
[Con£. C.R.fg.] 

AMENDMENT PROPOSED BY THE BRITISH DELEGATION TO THE TEXT OF THE 
AGREEMENT BETWEEN CUSTOMS AUTHORITIES IN ORDER TO FACII.,ITATE THE 
PROCEDURE IN THE CASE OF UNDISCHARGED OR LOST TRIPTYCHS, :PROPOSED 

BY THE DRAFTING COMMITTEE. 

The representatives of the Customs administrations of (names of countr!es). met. ~t Geneva 
on ....... , and duly authorised for the purpose, have agreed to the followmg proVISIOns: 

In all cases where the production of a consular certificate for the purpose of verifying a 
triptych or a Customs "carnet" is permitted, a certificate may be furnished from the-Customs 
atdhority of another country stating that the vehicle is within the country of that Customs authority. 

The certificate shall contain all the particulars of identity entered in the triptych or Customs 
" carnet ", and shall not be issued unless the vehicle has been identified by inspection as being 
that referred to in those documents. 

ANNEX 4. 
[Conf. C.R.f8.] 

AGREEMENT BETWEEN CUSTOMS AUTHORITIES IN ORDER TO FACII.,ITATE THE 
PROCEDURE IN THE CASE OF UNDISCHARGED OR LOST TRIPTYCHS. TEXT 

PROPOSED BY THE DRAFTING COMMITTEE. 

The representatives of the Customs administrations of (names of countries), met at Geneva 
on . . . . . . have agreed to the following provisions : 

In all cases where the production of a consular certificate for the purpose of verifying a triptych 
or a Customs " carnet " is permitted, the party concerned may in future, should he prefer, furnish 
a certificate from the Customs authority of a foreign country setting forth, with all the identity 
particulars entered in the triptych or the " carnet ", that the vehicle is within the country of 
such Customs authority -

ANNEX 5. 
[Conf. C.R.jzo.] 

DRAFT ~OLUTION SUBMITTED BY THE HUNGARIAN DELEGATION ON THE 
PREPARATION OF A CONVENTION ON INTERNATIONAL COMMERCIAl, 

MOTOR TRANSPORT. 

The Conference recomni.ends, with regard to the Convention on Taxation and also ·the 
Convention on International Commercial Motor Transport, that the provisions of the Convention 
on '-';~tion and the rec~mmendations concerning international motor transport should constitute 
a m1mmum and that adJacent States should conclude between themselves bilateral Conventions 
based on more liberal principles. . 

. It further re~ommends that t~e League of Nations should lend its good offices to any States 
'Yhich applY. to 1t when they deSire to conclude such bilateral Conventions_ based upon more 
liberal prmcrples. - _ . . 
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MINUTES OF THE COMMITTEES. 



1. MINUTES OF THE COMMITTEE ON COMMERCIAL 
MOTOR TRANSPORT. 

FIRST MEETING. 

Held on March I7th, I93I, at ro a.m.· 

Chairman: M. RASINSKI (Poland). 

I. Draft Convention on International Commercial Motor Transport.l 

· The. CHAIRMAN obs~rved that the . Committee had been instructed to consider the draft 
Convention on International Commerc1al Motor Transport which covered the conveyance of 
botJ:l passengers and goods. The draft made provision for the unrestricted circulation of motor 
vehicles used for commercial purposes and for freedom of transit for passengers and goods 
transported by motor in accordance with the prescriptions of the Barcelona Convention on 
the. FreedoJ?l of Transit. The measur~s. proposed in the draft were of paramount importance 
to mternat10nal motor traffic. As opm10n seemed to differ greatly on this subject, it would 
probably be helpful to have a general discussion on the draft Convention, so as to allow the 
Conference to ascertain the views of the various countries on commercial motor transport. 

GENERAl, DISCUSSION. 

M. GIA.NNDIT (Italy) asked permission to explain the proposals submitted by his delegation 
(see Annex I, page 75). 

The principal obstacle to an international regulation for commercial motor transpo1t was 
the competition of this form of transport with the railways. In the Italian delegation's view 
competition was so keen as to preclude for the moment the conclusion of a general agreement 
for a long period of time. Bilateral conventions on the other hand would be perfectly feasible, 
more particularly between neighbouring countries, and they could be revised from time to 
time and brought up to date or possibly denounced if it were found that there were insuperable 
difficulties in the way of their application. 

Motor passenger transport was an easier subject for international regulation. There was 
a wider measure of practical experience in this matter, and the Italian delegation had thought 
that it might usefully submit a preliminary draft convention to deal with it. The Italian draft 
did not vary greatly from that before the Committee and, in framing it, an attempt had been 
made to draft rules which would apply to the transport of baggage as well, on the lines laid 
down in the Berne agreements. These latter agreements had stood the test of practical 
experience over a number of years and they contained certain rules which might very well be 
extended to motor transport. The Italian delegation would be pleased to assist in drawing up 
a convention to facilitate commercial motor transport and to supplement the existing Conven
tions, those of Berne, Brussels and Warsaw, governing transport law. The main idea underlying 
the Italian delegation's draft was the need for caution, and hence it had been devised with a 
view to concluding such arrangemeJ;J.tS as seemed practicable at the moment, which the Italian 
delegation would itself be able to sign in the legitimate hope of their being later ratified by its 
Government. 

In the opinion of the Italian delegation, it would be better to have two distinct conventions, 
one for passenger transport and one for goods transport, because in that way countries which 
could only accept one of the conventions would not be forced to reject both; bes!des, from tJ:~.e 
standpoint of purely legal argument, passenger transport, whether by motor, rml, sea or a1r, 
could not be governed by the same rules as those relating to the transport of goods. Such was 
the Italian delegation's point of view, and M. Giannini would be glad if the Committee could 
indicate its opinion on his proposal for two separate conventions. 

M. KtiNDIG (International Chamber of Commerce and International Federation of Commercial 
Motor Transport) observed that his delegation had prepared a report on the taxation of foreign 
motor vehicles and international motor transport which would be distributed shortly. 

M. PFLUG (Germany) drew attention to the German Government's observations concerning 
the draft Convention on International Commercial Motor Transport (see Annex 2, page 77), 
and said that his delegation was prepared to withdraw the passage relating to. Article IO. 

He did not think that for the moment at any rate he could accept the Italian proposal for 
two separate conventions. If competition between the railways and motor transport was a 

1 See document Conf. C.R./I. 
' 
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reason for reJectmcr an mternabonal regulat10n on commercia mo f rt · th case of 
must necessarily rcle out as well any regulation for the same form .o tranhsl?o t m e 
passengers, inasmuch as there was competition with the railways m bot ms ances. , 

M:. FENSKI (International Federation of Christian Factory a!Id Transport. Workers Trade 
Unions), speaking on behalf of his Federation and of the International Federat~on of Tra~spo~ 
Workers, approved generally the principles on which the draft Conv~ntltohn ~a:rlt aTh · 
Nevertheless, he felt some misgiving at certain of the penalties pr?posed m e . r. · e 
Federations on whose behalf he was speaking hoped that the penaltl~s would be ehmmated or 
at least defined by the Conference, both with regard to the actual wordmg of the relevant clauses 
and in respect of the fines laid down. 

M:. ROTHMUND (Switzerland) said that the present position of Swiss law in regard to .the 
transport of goods would make it possible. for his delegatio~! to ac~el?t the draft Convention. 
Passencrer transport in Switzerland was subject only to certam restnct10ns, and these w~re due 
to the"' Federal postal regulations. Competition between motor transport and the railways, 
however, involved a problem for which no.solution was yet in sight ow~g to the constant progress 
made in the motor industry. M. Rothmund hoped that the solution would be f?und as an 
outcome of free competition but he could not foresee whether that would be possible or not. 
At the present moment, when this problem is being studied by all State~ and when ev_ery 
Government must safeguard its right to intervene on behalf of the railways, 1t would be poss1ble 
to sign an international convention only if every facility for such intervention were given. Such 
a convention should by force of circumstances contain reservations of far great~r scope ~an 
the restrictions which in fact will perhaps be introduced. For this reason the Sw1ss delegation 
proposed that the Conference should not discuss the draft Convention before it but should pass 
a resolution inviting the various countries, and in particular neighbouring countries, to contract 
bilateral agreements for short periods of time until circumstances made it possible to draw up 
a really broad international convention. 

M. ScHoNFELD (Netherlands) said that commercial transport by motor lorry was unrestricted 
in his country. He hoped that this was true of all countries represented at the Conference. 
Personally, he was against the Swiss delegate's suggestion for postponement. The Netherlands 
railways were affected not only by competition from motor transport but likewise from that 
of the canals, and therefore the question to which M. Rothmund had referred was. still more 
complicated for the Netherlands than ·for Switzerland. Much would have to be done before 
a regulation for international motor transport could be acllleved. That, however, did not mean 
that the task should not be undertaken. On the contrary, it was essential to set to work resolutely 
and without loss of time. He did not, of course, expect the present Conference to adopt a 
convention which would satisfy those who were really anxious for complete freedom of transit. 
It would, however, be helpful if even at the present juncture it were possible to gauge the diversity 
of opinions, and a general discussion would make this possible. 

. M. RIEHL (Austria) warmly supported M. Rothmund. Considered legally, the position 
w1th regard to commercial motor transport was the same in Austria as in Switzerland. M. Riehl 
did not think it possible to form at the moment a precise judgment as to the probable effects 
of an inte_rnational regulation on the national economic situation and on the competition suffered 
by the railways from motor transport. He supported the Italian proposal that the draft should 
be split into two Conventions, one to deal with passengers and the other with goods. Austria 
would be able to accept a convention on passengers provided the neighbouring States did likewise. 

M .. G:imER _(Hungary), while fully appreciating the arguments put· forward by the .Swiss 
delega~10n, considered .that the Conference could nevertheless approve the two general principles 
on which the Hunganan proposals (see Aunex 3, page 78) were based, viz: 

. (t:z) Tha~ each coun~ry was entitled to require that foreign co~cerils should comply 
With 1ts national regulat10ns; and 

(b) Tha~ there should be no discriminatory treatment on the ground that a 
concern had 1ts headquarters abroad. 

M .. MARCHWINSKI (Poland) said that, although his delegation considered that an international 
regulatlol! f~r commerc1~l motor transport would be premature, it would not oppose the discussion 
of. the pnncrples on whi.ch. any such regulation might be based, because the conclusions reached 
w1th regard to these pnnc1~les would be helpful for drawing up national regulations in future .. 

. M. CHOUMENKOVITCH (Yugoslavia) had been greatly impressed by the observations of the 
SwiSS delegate who h~d put the problem very well.. He considered, however, that a discussion 
of ~he draft Co~vent10n would be useful, because m that way it would be possible to sift the 
vano.us factors mvolv:ed and. to appr~ciate more clearly both the difficulties in the wa of its 
sol!lt10n an.d the vanous pomts of v1ew. There would thus be an extremely valuabfe bod 
of inform:~;t10n both for the next Conference which would be.summoned with a view to concludiny 
a convention and for the work to be done by the Secretanat in the interval Alth h •t g 
true that there had been a certain regression as a result of the outcome of. the co':Jg 1 was 
the Treat.m~nt of Foreigners, it must be borne in mind that that Conference had n erence on 
borne fr~t In th~ sense that it had made it possible to collect material which was at :;ertheless 
stage bemg studied by the Governments. e present 
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. ~he SECRETARY-~ENERAL OF THE CONFERENCE wished to recall in what conditions the 
question. of commercial motor transport had been placed before the Permanent Road T ffi 
Committee: and re~d t?-e following extract fr_om the report on the work of the Communica~tm~ 
and Transtt Orgarusation adopted by the Nmth Assembly (1928) : 

" The. Road Tra~c Com?llttee als? _has a task of particular importance to perform, 
that relatmg to the mternat10n~ conditions of commercial motor transport. The recent 
~evelop~ent of heavy_ commercial motor traffic seems to make it n~cessary to draw up· 
mternabonal rules, which, although they have been fixed for a long time past in regard to 
other modes of ~rans1?ort, are completely _lacking in the case of motor transport, and it is 
a matter of satisfaction that the Comnnttee's organs have given their attention to the 
problem, which has now become of pressing importance of the introduction of a kind of 
international. jurisprudence of commercial motor transp~rt." · 

In the preparatory work of the Ba;celona C?n!erence !llention is also made of the transport 
of passengers and goods by motor vehicle, and It Is explamed that transports of this character 
were excluded_ from the Convention on the Freedom of Transit because at that time they were 
not yet suffictently developed to form the subject of an international regulation. It would 
appear, however, that at the present moment, on the other hand, a regulation of that sort would 
cause apprehension, because motor transport had grown too important. It would doubtless 
be unfortunate from the point of view of the application of the principle of the freedom 
of communication~ emb?die~ in th~ _Leag~e of Nations Covenant that one form of transport 
should be placed m an infenor position With regard to other forms of transport, in so far as 
the principle of freedom of circulation was concerned. Certain special precautions wou1d of course 
have to be taken in regard to motor transport in view of the fact that the vehicle is not confined to 
a specified way, but.Article 3 and also Article ro in the draft Convention provided very important 
restrictions, and it would naturally be possible to consider in detail whether the restrictions 
answer~d satisfactorily the precautions which the various States consider they should take. 

M. GIANNINI (Italy) feared that he had not quite understood the meaning of the observations 
of the Secretary-General of the Conference. It was of course quite true that the League 
Covenant must be duly applied, but this could only be done progressively. What was to be 
said about the work for disarmament? Unless M. Giannini was mistaken, there was no 
opposition in principle to the regulation of international motor transport according to the spirit 
of the Covenant. There was only a divergency of opinion as to the time to be chosen for intro
ducing any such regulation. 

Some countries had built railway systems at great expense, and motor transport was 
gradually depriving them of their custom: here then was a very serious question which must 
also be considered from a national standpoint. As M. Giannini had already said, Italy would 
be glad to accede to an international convention on motor transport of passengers and baggage; 
he considered that a similar convention on the transport of goods. would be premature, though 
this did not mean that Italy would see any objection if some countries found it possible to enter 
into a convention; on the contrary, she would co-operate in their work, but she considered that 
it would be wiser at the present juncture to prepare two conventions, because in the existing 
circumstances two would obtain more accessions than one. 

M. CENTNER (Saar) explained that the growth of transport by motor lorry caused the Saar 
Government some misgiving. It must not be forgotten that motor-cars benefited by the roads 
which they found ready-made and which had been built at the taxpayer's expense, whereas 
the railways had had to build their own tracks. Here then was an inequality to which in justice 
due consideration must be paid, and there was ground for fearing that, unless certain precautions 
were taken, the railways would be run at a loss. · 

M. DE RUELLE (Belgium) regretted that the Conference should be arrested so early in its 
proceedings. The Belgian Government was one of those which held that something ~hould 
be done internationally to encourage the transport of passengers and goods. 'l'hey dtd not 
overlook the difficulties inlterent in a complete regulation established by a convention on 
commercial motor transport. It should, however, be pointed out that the subject W?uld not 
be exhausted in the forthcoming convention and that there would be many points still to be 
settled by bilateral agreements. The present Convention indeed was devised for th~ p~ose 
of facilitating the conclusion of bilateral agreements by laying down certain ~eneral pnnciples
principles which were not new, since they appeared in the Barcelona Convent1on on the Freedom 
of Transit-and certain rules appearing in the Berne Convention in regard to both passenger 
and goods transport. The only question at th_e moment was the applicat~o~ to the road of the 
principles already adopted for railways, nav1gable wat~~ays and _mantlm& transpor:t, e~c., 
and M. de Ruelle did not.see why the question of competition should Impede work ~:m this po~nt 
more than on any other. The Belgian railway system wa_s perhaps ~he ~ensest I~ t~e ei_Ibre 
world, but Belgium did not believe that she would be placmg the capital mvolved m J~~pardy 
if she adhered to a convention governing commercial motor transport. The compebbon of 
motors with the railways was an actual fact, but such competition should b~ _rega_rded as an 
instrument of progress, and no attempt should be made to suppress competition m order to 
solve the problem. 

M RoTHMUND (Switzerland) thought that he had not been quite understood by the Secretary
Genet~ of the Conference. He was chiefly anxious that the situati~:m should develop in !he se~se 
of ever greater freedom of transit, and he was sure that many of hts colleagues shared hts destre. 
Nevertheless, as the delegates had not come to the Conferenc_e to advocate only one class of 
interests, and as they must take into account those of the railways as well as those of motor 
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. . . . ·. . M R th d's personal opinion 
transport, they must necessarily anticipate some restnctlons. · o m~ dministrations. 
was that the restrictions accepted would not be t~ose eXI?ected ~y .the railway ~ ded in it, the 
Furthermore, if a Convention was drawn up and if certam restnctlons were me u h them 
railway administrations would not fail to take advantage of them and endeavour to av: d 
embodied in the national systems of law. That would happen in Switzerland a~:y r: e a~s~ 
there was every ground for thinking, in many other countries. M. Rothmun~ no fPP t 
a discussion on points of principle, but he hoped that the possib.ility of a more liberal se~ ~me~ 
of the question than any that could be accepted at the present Juncture would not be r e 0~ • 
Lastly, he could not state the restrictions which the Swiss Gove;nment wo?ld eventually. e 
called upon to make, as his Government had not yet studied in detail the question of competition 
between the railways and the road. · 

The CHA!RMAN noted that there were very marked differences between the opinio.ns that 
had been e:l>."Jlressed. He suggested that the Committee shou!d. appoint a sub-comnuttee to 
consider the possibility, which was not yet ruled out, of subm1ttmg a proposal that would be 
acceptable to the great majority of delegates, if not to all. 

During an exhange of views on the Chairman's motion, M. DE RUE:r.:r.E (Belgium), M. PFI.UG 
(Germany) and M. RIEHr. (Austria) supported the motio~, wh!le M. _GIANN!NI . (Italy), 
M. ROTHMUND (Switzerland) and M. SouBBOTITCH (YugoslaVIa) said that m th~1r VIew the 
proposal was premature and that it would be better, before setting up a sub-comnuttee, to have 
a more exhaustive general discussion of the matter. 

M. W ALCKENAER (Fra.nce) proposed as a compromise that the general discussion should 
be postponed to the next meeting in the hope that certain points would have been cleare~ up 
in the meantime. 

In reply to a question by M. Giannini, he said that his delegation's point of view was very 
close to that expounded by M. Giannini. · · 

M. STIEVENARD (Chairman of the Permanent Committee on Road Traffic) said that the 
preparation of an international convention on commercial motor transport had not been proposed 
by the League of Nations but by the representatives of the general interests involved, and that 
the question had only been placed on the agenda of the Conference because the Advisory 
Committee on Communications and TrallSit had received from all quarters proposals for measures 
to be taken to meet the needs of trade and industry in regard to motor transport. M. Stievenard 
noted that the Conference seemed to be considering the possibility of subjecting motor transport 
to a special system of regulations which would not entail the freedom granted in regard to railway, 
maritime or river transport, and that for the paradoxical reason that this was too new a means 
of trallSport. But, although this was the reason that appeared to emerge from the debate, was 
there a single delegate who would be prepared to advocate it? Would it not be most singular 

. if what was refused to the motor, because it was mechanically too highly developed a means of 
transport, were granted to the aeroplane which, in that respect, was even more highly developed? 
The Conference must plainly consider very seriously the situation with which it was faced. 
M. Stievenard felt that it was not the wish of delegates to refuse to commercial motor transport 
the freedom that had been granted to all other kinds of transport, ·and, if that were so, they 
should in his opinion say so openly and postpone to a later meeting the details of the regulation 
to be concluded. 

M. KtiNDrG (International Chamber of Commerce) concurred in the very judicious remarks 
of the Secretary-General of the Conference and M. Stievenard. He could not, however, support 
M. Rothmund's opinion, and on behalf of the International Chamber of Commerce expressed 
the hope. that th~ Committee w?uld examine its report 1• on the taxation o~ foreign motor vehicles 
and. on mterna~onal commercial motor tran~port, which h.ad bee.n deVIsed in particular with 
a VIew to ensunng equal treatment for foreigners and nationals m regard to concessions and 
authorisations. 

lf. GIANNINI (~taly) poin~ed out that the .Italian m?tor road sys.tem extended to 70,000 kilo
metres. The Italian delegation therefore did not fail to appreciate the interests of motor 
transport. Next, M. Stievenard had not put forward a single argument agr.inst the view 
~xpounded ~y the Italian.delegati.on. Lastly, t~e latter was prepared to co-operate wholeheartedly 
m the drawmg up of an. mternatlonal.convention on motor transport of goods, a_nd would in due 
course be prepared to s1gn a convention on passenger transport by motor. 

1 This report may be consulted in the archives of the League of Nations. 
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SECOND MEETING. 

Held on March rBth, 1931, at ro a.m. 
~. 

Chairman : M. RASINSKI (Poland). 

II. Draft Convention on International Commercial Motor Transport (continued). 

GENERAL DISCUSSION ( contimecd}. 

The CHAIRMAN summed up the previous day's debate. 

M. ROTHMUND (Swil zerland) stated that the discussion during the first meeting had shown 
t~at a n~ber of delegates shared the opinion wh~ch h~ had _expr~ssed. But the exchange of 
vte:vs havmg shown, on th~ other ha~d, that a detailed discusston of the problem was considered 
destrable, M. Rothmund wtthdrew his proposal not to go into the matter. 

M. WALCKENAER (France) proposed that passenger transport should first be discussed, 
and goods transport later, without, of course; prejudice to the question whether there would 
be one or two Conventions on commercial transport. 

After a short discussion, this proposal was adopted. 

ARTICLE I. 

M. PFLUG (Germany) thoughtitimpossibletoforesee at the moment to what extent commercial 
motor transport of passengers would affect railway traffic. The German delegation, therefore, 
asked that, under the Convention, power should be reserved to the contracting parties to make 
all services transporting passengers for payment subject to a concession or permit. The German 
Government would not necessarily exercise this right, but was anxious to retain power to do 
so in all cases. The German delegation therefore could not adhere to the Italian preliminary 
draft. 

In reply to a question by the Chairman, M. Pflug stated that he was referring to all services 
whether regular or otherwise. 

M. W ALCKENAER (France) thought that the Conference should first consider the facilities 
to be accorded to commercial motor transport and should leave the discussion of the restrictions 
to be placed on them ~ll later. 

M. MELLINI (Italy) supported this proposal, and, in reply toM. Pflug's remarks on permits 
and concessions, pointed out that each country had different laws and that some would be 
obliged to modify these if they signed or ratified the Convention. In any case, the proposal 
. under ·discussion was that of the original draft and not that in the Italian text. 

M. PFLUG (Germany) said that his Government was ready to undertake to make no 
discrimination between transport concerns, whether the vehicles were registered .in Germany 
or in any other of the contracting countries. The German delegation proposed that the owner 
of a motor-car travelling abroad should be entitled to choose the surety to be given and that 
the Customs authorities should only be empowered to decide whether the surety was adequate. 

He fully realised that the Italian preliminary draft was not the basis of the present discussion. 
Nevertheless the fact remained that it proposed to give complete liberty to all categories of 
motor transport of passengers for payment and the German delegation was not prepared to 

· accept this. · 

The SECRETARY-GENERAL OF THE CoNFERENCE thought that there was a slight confusion 
as to the categories of vehicles under discussion. According to the Italian draft the Convention 
would apply only to public services, while the Road Traffic Committee's proposal included hired 
cars in addition. · 

M. MELLINI (Italy) pointed out that the question of private transport was completely covered 
by the rg26 Convention. The object of the Italian proposal was to establish international rules 
for all other forms of transport. It was, of course, difficult to find a definition of public transport 
which would hold good in all countries since the conception of pttblic transport varied in accordance 
with the national systems of law. But from this point of view the formula used in the Italian 
draft was probably more generally acceptable than that set out in the original draft. 

The SECRETARY-GENERAL oF THE CoNFERENCE explained that, after a careful examination 
of the question, he had come to the conclusion that private transport was not regulated b;y 
the 1926 Convention or by any other. Freedom of circulation derived from a sort. of tactt 
agreement by which private vehicles were permitted to circula~e freely ~o _long as thetr ~a.l?ers 
(Customs police taxation) were in order. The 1926 Convention was hunted to determmmg, 
from the teclmic~l point of view, the c~mdi_tion~ to be fulfilled _by vehi;les and their drive~s before 
being admitted without further exammatton mto the countnes parties to that Convention. 
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M. EcKARDT (Germany) wtshed to supplement M. Pflug s statements on one vehicles 
had decided~to give the same treatment to vehicles registered abroad as to Germa_n e up th~ 
but not more favourable treatment. The German ~elegation. would, ~oreover, fv d other 
idea of discriminating between vehicles used for a service for which payment was rna e an 
vehicles if the other delegations would do likewise. 

. .. . d th t Article I limited 
M. KtiNDIG (International Chamber of Commerce) was surpnse a "for 

the facilities proposed by the Convention to vehicles used for the conveyance of passeng~rs rs 
payment ". He wondered if this meant that these facilities would be refuse~ to mo or-ca 
conveying factory workers from their homes to their place of work across a frontier; conveyance 
of this sort, generally paid for by the factory-owner, could not be considered to be conveyance 
for payment. 

M. W ALCKENAER (France) observed that that was not a case of commercial transport in 
the sense in which the Conven~ion understood this term. That form of transport could at the 
most be called industrial. 

M. KtiNDIG (International Chamber of Commer~e), returning to the text of Art~cle I, 
observed that this dealt both with motor vehicles used either permanently or temporarily for 
the transport of goods, without further specification, and with those used for the transport of 
passengers for payment. What was the object of this restriction which applied only to the 
transport of passengers? . 

The SECRETARY-GENERAL OF THE CONFERENCE explained that those drafting the Convention 
had not thought it necessary to specify that vehicles conveying passengers free of charge should 
benefit by the rights provided by the Convention, since these rights were the outcome of a law 
which, though unwritten, was generally recognised. This was not the case where goods were 
concerned, and on this ground the draft Convention envisaged the transport of goods both for 
payment and free of charge. Article I was not therefore intended to curtail any advantages 
which might be given to the proprietors of vehicles conveying passengers free of charge. 

M. MELLIN! (Italy) stated that the I926 Convention applied to all private conveyance, at 
any rate in the sense in which Italian legislation understood this term. The discussion proved 
that it was necessary to give in Article I a very clear definition of what was meant by " public 
services " and " private services ". 

M. HANsEz (International Association of Recognized Automobile Clubs) could not under
stand any doubt as to the meaning of Article I. This stated that any vehicle not used for 
conveyance for payment could not be considered a commercial vehicle under the terms of the 
Convention irrespective of the type of vehicle or the number of persons it could carry. 

M. WoHL (International Chamber of Commerce) said that the explanations given by the . 
Secretary-General of the Conference fully satisfied the representatives of the International 
Chamber of Commerce; he had dispelled the misunderstanding to which the drafting of Article r 
had given rise. It was therefore acknowledged that the conveyance of workers to which 
M. Kiindig had alluded would remain outside the Convention. · 

The CHAnurAN stated that there was general agreement on the meaning o£ the term 
" commercial vehicles ". He asked the Conference to discuss the· facilities to be accorded for 
the transport of passengers for payment from the points of view of Customs taxation and 

. administration. ' ' 

ARTICLE 2. 

On the proposal of M. WALCKENAER (France), the wording of the first sentence in Article 2 
was modified as follows : 

" Each of the contracting parties undertalies under the conditions hereinafter laid down 
to agree . . . " · 

ARTICLE 4 (Second Sentence). 

. The CHA!:RMAN asked the Committee to continue the examination of the facilities to be 
giVen for the conveyan~e of passengers for payment and to discuss the provisions made in the 
second sentence of Article 4 of the draft Convention. 

M .. _PFLUG (Germany) said that, according to this passage in Article 4, the Customs 
au~hont!es could choose the form of surety to be demanded. He personally would prefer that 
this choice should be left to the interested party and that the Customs should have to decide 
only whether the sum of the surety was adequate. 

M. W: ALCKENAER (France) said he would prefer to adhere to the text in the original draft 
under which the Customs regulations. of each country were reserved. 

Il-L ~ISPIS~ (Belgium) stated that he was authorised to accept for Belgium the provisions 
se~ out m the ongma! draft. He wondered, after hearing the observations made by M. Pflug 
::; ~: 

1
Walckenaer, if the German and French delegates had seen the proposed amendmnet 

Ice 1 presented b~ the Belgian delegation (see Annex 4, page So). This amendment 
had two obJects. ~t was mtend~d, first, to make Article 4 applicable not only to Customs dut · 
but to all taxes levied on a vehicle entering a country, and secondly, to define more clearly t:~ 
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type_ of surety which could be demanded by substitutino in the French te:h.i: the words " mo t 
Ut•on sutfi t " f " t · · . "' , . yennan ca • san e or moyen nan soumzsswn cautzonnee ", wbtch, according to M. Cris iels 

could only be understood by people conversant with French Customs terminology To Pt. f ' 
th G d 1 t' M C . . 1 . . . . sa IS y 

t
he e~a~ te,~ga d!o~, . nspte ~. cthonsenhrted t~, msert ~ hts al?endment, French text, between 

e w~r s e an sous couvert e p ase au chotx de l' znteresse ". The second sentence 
of·Arttcle 4 would therefore read as follows: 

." Ces vehicules seront admis en franchise temporaire des droits et taxes d' ent~ee moyennant 
cautw~ sutfisante et, au choix de l' interesse, sous couvert d' un triptyque ou de tout autre dowment 
douamer, selon la reglementation du pays visite." 

M. WAI.CKE:'fAER (France) was prepared to agree to the Belgian amendment (Annex 4 
page_ So), but ~thout the _addition suggested by M. Crispiels. It would be an exaggeratio~ 
to gtve a motonst free chotce of the document to be produced. 

· . M. PFLUG (Germany) and M. SCHoNFELD (Netherlands) supported the Belgian proposal 
wtth the addition of the words " au choix de l' interesse ". . 

M. KUNDIG (International Chamber· of Commerce) said that the International Chamber 
welcomed the Belgian proposal with the greatest satisfaction, and hoped that the Committee 
would go even further and that the use of triptychs which afforded the countries concerned 
the same guarantees as an acquit-a-caution, but did not involve the complications of the 
latter paper, would become universal. He trusted that the triptych system would be extended 
to commercial traffic. 

M .. CruSPIELS (Be~um) did n?t quite understand the reasons that prevented the French 
delega~10n from acceptmg the Belgtan amendment completed by the addition of the words " au 
choix de l' interesse ". 

The Customs officers would in any case have to ascertain the validity of the paper produced, 
and, besides, as M. Kiindig had remarked, a triptych offered as good a security as an acquit
a-caution. 

M. ·wAI.CKENAER (France) explained that the French delegation was against the addition 
of the words "au choix de ['interesse" because they were anxious to obviate wrangling and 
difficulty at the Customs house. The triptych, M. W alckenaer agreed, represented an acceptable 
form of surety-bond and one, moreover, sanctioned by the French authorities, but the authorities 
could not undertake to accept equally "any other Customs document". The Customs officers 
must be given the right'to ascertain the validity of any papers produced and to decide whether 
they could accept them in accordance with the regulations they were required to enforce. In 
the case of rejection by the Customs officers, the motorist must not be entitled, on the basis of· 
a clause which apparently gave him the choice as to the form of the surety-bond, to protest or 
apply to his ambassador. Besides, it would always be open to the administration to enforce 
Article 4 in the original draft in the broadest possible spirit. 

M. HANsEz (International Association of Recognised Automobile Clubs) said that the auto
mobile clubs would prefer the triptych to be kept only for cars used for private conveyance, and 
that for commercial motors there should be another document which might be very similar to the 
triptych'but which would be described by another name. The triptych had been introduced 
for the purpose of encouraging touring, and, for reasons which the Committee would easily 
understand, the automobile clubs were anxious that it should not be used for other purposes. 

M. WAI.CKENAER (France) said that he had understood that in the French text the words 
" au choix de l' interesse " were to be inserted after the words " tout autre document douanier ". 
If that was not so, there was no purpose in part of the observations he had offe!'ed. Nevertheless, 
whatever the place in which the addition was to be inserted, the text would be inconsistent 
because, if the " regulations of the country visited " laid down that the surety-bond should be 
in a particular form, it could not be said that this form was left " au choix de l' interesse ". 

M. CrusPIELS (Belgium) recognised the soundness of M. Walckehaer's criticism of the wording 
of the Belgian amendment .. Would it not, however, be possible to delete the words 1' according 
to the regulations of the country visited ", since it was plain that a triptych or any other document 
coud only be a Customs document if sanctioned by the Customs authorities. 

M. W AI.CKENAER (France) could not agree to this deletion. A motorist making 
arrangements to cross a. frontier could not be ·allowed to dictate to the Customs officers. 

M. PFLUG (Germany) would accept the deletion of the words "au choix de I' interesse", 
provided that the article was completed with the following words : " It is agreed that the Customs 
officers may not demand the deposit of a sum of money ". 

The SECRETARY-GENERAL OF THE CoNFERENCE drew the Committee's attention to the need 
for discriminating between the nature of the surety-bond and the choice of the document attesting 
it. The words " soumission cautionnee " used in the original draft ruled out, in the opinion of 
some, the right to· demand a deposit in money, and thereby obviated the loss of interest for 
the motorist. This point should perhaps be cleared up in the Convention. It should ~ext be 
observed that the owner of a motor might find it necessary to travel in val'ious countnes, and 
if he had to deposit a surety in money with f:!Ie C~toms ~u~orities of eac;h country, he wo~d 
in the majority of cases have to abandon the tnp. Fmall_y, if 1t were remember~d that a motonst 
could not be in default in more than one country at a time, the system of a smgle sur~ty-bond, 
as applied, for example, with the carnet de passage would be seen to be perfectly satisfactory. 
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:r.r. \V ALCKENAER (France) had not noticed the difference in meaning m~ntionet· by e!~'f 
Secretary-General of the Conference between "cautionnement" and "soumisston cau tonn se. 
He had thought that the term " caution sutfisante " (adequate surety) might be adoptehd, becau h~ 
in his view, it would constitute a more liberal regime. If that, however, was not t e case, 
would prefer to revert to the text of the original draft. 

M. KtiNDIG (International Chamber of Commerce) noted with satisfaction the ar~ume~ts 
advanced by the Secretary-General of the Conference against the system of cas~ depos1ts. ~ 
would warmly welcome the adoption in the Convention of a paper similar to the. tnptycJ;t or earn 
de passage, which were both far more convenient for motorists than the acqutt-a-ca1dton. 

· M. 1\-IELLTNI (Italy) agreed with the French delegate in preferring the text in the original 
draft to that proposed by the Belgian delegation. 

l'he SECRETARY-GENERAL OF THE CONFERENCE thought that it might perhaps be possible 
to combine in a suitable formula the advantages of the Belgian proposal and those of the ~ext 
in the original draft. It would, on the other hand, be interesting to know whether the Comnuttee 
would be prepared, as the German delegation had proposed, to eliminate in the 1;ext of the 
Convention the possibility of the Customs demanding the deposit of a sum of money. 

M. W ALCKENAER (France) said that the text in the original draft entirely satisfied his 
delegation. l'he latter was, however, quite prepared to accept a formula somewhat closer to 
that proposed by the Belgian delegation, provided it contained the words, " according to the 
Customs regulations of the country concerned ". . 

As to the expressions " caution sutfisante " and "soumission cautionnee ", it would be poss1ble, 
in order to make allowances for observations of the Secretarv-General of the Conference, to 
substitute the second for the first in the Belgian amendment, and it would further be understood 
that the exemption in regard to Customs duties would apply to other charges as well. 

Fjnally, the French delegation could only reply in general terms to so general a question 
as that put by the Secretary-General of the Conference. They could only say that, while they 
were -sincerely anxious for the introduction of a liberal system, they desired that, whenever a 
~ommercial mot?r vehicle cros~ed the frontier, the formalities to be accomplished should be 
m accordance Wlth the regulations of the country' concerned. 

M. PFLUG (Germany) proposed that the second sentence in Article 4 in the original draft 
should be completed as. follows : " A triptych shall in all cases be recognised as sufficient." 

The C!iA:rRMAN proposed that the question under discussion should be examined by a Sub
Committee consisting of M:. CrusPIELS, M. HXusERMANN, M. LAFARGUE, M. MEIJERS, M. MELLIN!, 
1\-I. HEm (acting for M:. Pflug) and M. Wom. (acting for M. Kiindig). · 

This proposal was adopted by tlie Committee, with a reservation by the Italian. delegatio~. 

l'HIRD MEE'I'ING. 

Held on March Igth, 1931, at IO a.m. 

Chairman: M. RASINSKI (Poland). 

Ill. Draft Convention on International Commercial Motor Transport (continued). 

ARTICLE 4 (continued) . 

. The ~ stated that the ~ub-Committee for the study of the Customs regime, provided 
form Arttcle 4 of the draft Convention, had finished its work and presented a report (see Annex 5 page 81). ' 

M. ~SPIELS (~lgium), Rappon;eur of. the Sub-Committee, went through the report and 
drew special attention ~o the resolution which the Sub-Committee proposed that the Conference 
should pass on the subJect of acceptance of the triptych system for commercial vehicles used 
for p~nger transp?rt. He was sure that the competent authorities would appreciate this 
resolution, for the tnptych system was so advantageous that it was incomprehensible that any 
country should refuse to make use of it. 

to ArtM: 
1
PFLUG (Germany) withdrew the proposal which he had made on the previous day as 

tc e 4 and accepted, at least provisionally, the Sub-Committee's text. 

for _TheArtC.omlemittefetadohe dptedf thee Sub-G_ommittee's report for the study of the Customs regime provided 
m tc 4 o ra t onventzon. _ . 
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ARTICLE 5· 

The _CHAr~ pr?posed that the Committee should examine Article 5, leaving aside the 
part dealing w1th perrmts. Apart ~rom these, there were two proposed amendments for Article 5 
-the first from the German delegation (Annex 2, page 77), the second from the Belgian delegation 
(Annex 4, page 8o). 

f\1· MELLIN! (Italy) thoug;ht Article 5 especially concerned goods traffic and that, if it were 
applied to passenger traffic, 1t would hinder tourism. In his opinion, a discussion on motor 
passenger traffic was therefore not the place to discuss this article. 

. M. PFLUG (Germany) offered no opinion on the use of discussing Article 5, but thought that, 
m any case, the types of vehicles covered by the Convention should be defined. 

The CHAIRMAN remarked that these types were defined in Article I. 

M. CRISPlELS (Belgium) thought Article 5 covered both passengers and goods, but was not 
adequate to regulate the question of extensions referred to in its final sentence. To cover this 
point, a new draft should be considered. He thought the Committee might discuss that proposed 
by the Belgian delegation (Annex 4, page 8o). · 

M. RoTHMUND (Switzerland) questioned the value in practice of the provisions of Article 5 
or of any other similar provisions. The entry of vehicles into any territory was regulated, as 
was their stay, by the Customs laws of the interested country, and it was understood besides 
that a vehicle had full right to the road within the limits prescribed by these laws. The purview 
of Article 5 was complicated- and undoubtedly disproportionate to the guarantees proposed for 
the owners of vehicies when abroad. Finally, Article IO of the draft Convention could stand, · 
even if Article 5 were deleted. 

M. CrusPIELS (Belgium) agreed with the proposal to eliminate Article 5 from the draft 
Convention. Article 4 stipulated that the vehicles to which the Convention applied " shall _ 
benefit by the system of temporary Customs exemption, subject to furnishing a surety entitling 
the persons in question to a triptych or any other document according to the Customs regulations 
of the country concerned ". Therefore, the temporary admittance of a vehicle, subject to a 
triptych or some other Customs document, implied acceptance of the period of stay mentioned 
in that document, and it was obvious that this period must be adequate to cover the object for 
which temporary admission had been asked. As regards later extension, there was no reason 
why this should not be regulated by the provisions generally applicable to all vehicles benefiting 
by exemption, subject'to a triptych or to any other Customs document. 

M. REsiNEs (Spain) supported the Belgian proposal to suppress Article 5, provided that 
it should be stated in the Protocol that countries should avail themselves as widely as possible 
of the provisions of Article IO. 

M. ROTHMUND (Switzerland), in reply to a question by M. Walckenaer (France), said that 
the Swiss interpretation of Article 5 included in it all services carrying passengers abroad, whether 
making a trip through the territory of the interested country and bringing the passengers b~ck 
across the frontier, whether picking them up in the territory· of the interested country and puttmg 
them down on the far side of a frontier, or, inversely. picking them up abroad and putting them 
down in the territory of the interested country. It excluded all passenger transport from one 
point to another within the same territory. 

M. WALCKENAER (France) supported the suggestion to delete Article 5, provided that, in 
return, the broadest possible interpretation were given to Article IO. 

M. PFLUG (Germany) stated that the German and Austrian delegations were in favour of 
the deletion of Article 5 so far as the transport of passengers was concerned. 

Article 5 was deleted in so far as it referred to the transport of passengers. 

ARTICLE 7· 

M. RIEHL (Austria) read the following remarks of the Austrian delegation on Article 7 (see 
Annex 6, page 81) : · 

" It is not impossible that, in Austria, a charge on tickets (p_~nger) may have ~o 
be instituted for motor-bus lines (in order to finance a loan for the buildmg of modem public 
highways); in that case, the charge would al~o be _levied on fo!e!gn transports. It would 
be necessary, accordingly, to supplement this a:t1cle b;v proVldin~ for a charge assesse~: 
not only in relation to the length of stay, but also m relatlon to the distance to be traversed. 

The CHArRMAN armounced that a sinillar situation existed in Poland. 

M. REs!NES (Spain) pointed out that taxes existed in Spain which could not be classed as 
payment for an authorisation or permit nor as a road traffic charge. He referred to taxes sucll 
as those levied on the possession of a vehicle and those whose total was fixed by the tonnage 
carried and the route covered. There could be no question of sett_ing up a system more favourable 
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were subject to the same taxes as national vehicles, or to eq1f!valent ues. 'bl 
authorities of the countries should determine as exact an equtvalent as poss1 e. 

The Cl!A:rRMAN to further the wishes of the Spanish delegate, proposed thai; t~e Comn;:.t~:: 
should decide that,' on principle, the treatment prescribed in national law for natwnal ve tc 
should be applicable to foreign vehicles also. 

This proposal was adopted. . 

The SECRETARY-GENERAL OF THE CONFERENCE pointed out that there was a risk her~ of 
double taxation, for the vehicle would be taxed every time it pas_sed fr~m one count1:" m~~ 
another. This difficulty was perhaps unavoidable and was a ques~10n which should rat er 
dealt with on exantination of the means of avoiding double taxation. 

M. GIANNINI (Italy) remarked that no doub!e taxation was ac~uallY, involved, since. the 
taxes in question were levied as payment for servtces rendered, and dtd not therefore constitute 
taxes in the real sense of the word. 

M. REsiNES (Spain) agreed with the Italian delegate and added that, in calculating 
equivalents of taxes, the different bases of taxation in the vario~s countries wo~d have to be 
considered. For instance, one country levied a tax on petrol, while another obtame_d the ~a~e 
revenue by levying direct from the consumer .. This point must not be forgott~n m av01ding 
evasions of taxation, which might affect foreign concerns to the detriment of national concerns. 

1\f. SCHoNFELD (Netherlands) asked whether the Fiscal Committee of the League of Nati?ns 
had been consulted in regard to the means of avoiding double taxation in the cases to which 
the Secretary-General of the Conference had called attention. . 

The SECRETARY-GENERAL OF THE CONFERENCE replied in the negative, • and informed the 
Committee that the Fiscal Committee was not in session at the moment. The question could, 
however, be referred to the fiscal experts who were attending the Conference. 

M. SCHoNFELD (Netherlands) approved this suggestion. 

M. REsiNES (Spain) proposed that the words "road traffic" (first line) and "similar" 
(second and fifth lines) should be deleted from Article 7· 

M. GIANNINI (Italy) warned the Committee against the danger of drawing up too rigid a 
text. Such a text would be contrary to the liberal principles expressed in the preamble to the 
Convention. · 

M. WALCKENAER (France) stated that the French delegation supported the Spanish proposal 
to establish equivalent taxation. It should be understood, however, that the drafting of the 
rule contemplated by M. Resines was reserved. 

M. CAMU (Belgium) suggested that the questions of double and equivalent taxation should 
be referred to a committee of fiscal experts composed of members of the Committee on Commercial 
£.Iotor Transport and of the Fiscal Committee. 

The SECRETARY-GENERAL OF THE CONFERENCE explained that it was not owing to an 
ommission .that Article 7 related only to road traffic charges. The special taxation to be levied 
on vehicles used for public services was provided for in Article 3, and it should be understood 
that Article 7 was subject to the provisions· of that article. 

M. GmKA (Roumania) associated himself with M. SchOnfeld's proposal to set up a 
sub-committee of fiscal experts. 

M. W ALCKENAER (France) also associated himself with this proposal. 

On the proposal of the Chairman, the Committee decided to constitute a fiscal Sub-Committee 
composed of the following members, to study the two qu~stions ra~sed: M. RESINES (Spain): 
M. RASINSKI (Poland) and M. BLANC (France), together wtth · certam members of the Fiscal 
Committee, who would be appointed later. 

M. KtiNDIG (International Chamber of Commerce) drew the attention of the Sub-Committee 
to the observations of the International Chamber of Commerce on pages I7 to ZI of the report. 

ARTICLE 3· 

The CliAJ:RMAN explained that the Conference had before it three amendments by the 
German, Hungarian and French delegations (Annex z, page 77; Annex 3, page 78; Annex 

7
, 

page 82). 

M. SCHONI~ELD (N~theri:mds) pointed out th~t, according to Article 3 of the draft, each 
of the con~ractmg parttes mtght render the operation of all passenger transport services taking 
up or ~ttlng. down p~se~gers within its territory subject to the conditions of authorisation or 
concess10~ latd down I!J tts Iaws, where such services were regarded as public services withi 
the meamng of the satd laws. n 

A li!tle further on it was stipulated that there should be no discrimination betw 
undertakings on the ground that the vehicles were registered in the territory of the coun~~~ 
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conc~rned or in that _of any other <;ontract~g pa~y. That was a fair and reasonable principle; 
but 1t woul~ be adVIsable to proVIde. a reciproCity clause for cases in which the legislation of 
one contracting party was much less liberal than that of another, in order that the latter might 
not be placed in a state of inferiority vis-a-vis the former State. · 

M. PFLUG (Germany) stated that the German delegation was prepared to place the vehicles 
kno~ as taxis in_ th~ class of vehicles :profiting from ~e facilities established by the Conference, 
prov1d~d the majonty of the delegations accepted this suggestion. 

':Vtth rega:d to motor-buses, German _legislation drew a distinction between regular and 
occas10nal servtces. The former were subject to the system of concessions and authorisations 
and M. Pflug believed that, on this point, the French proposal was in conformity with th~ 
German legislation. The German delegation feared, however, that regular traffic, more or less 
disguised, would develop under cover of the provisions which the Frel).ch delegation asked should 
be substituted for the present text of Article 3-

As t? _occ~ional services, it Wll;S aga~ necessary, according to German legislation, to 
draw a dtstmctlon betwe~ those se!Vlces which took up or. set down passengers in the country 
concerned and other serv1ces. The former, also, were subject to the system of authorisations 
and concessions. No decision had as yet been taken in regard to the second class of vehicles 
and Germany's attitude would to some extent depend on that of other countries. To sum up: 
the German delegation, though it did not reject the French proposal, saw no possibility for the 
moment of supporting it. 

M. MELLIN! (Italy) explained that in Itaty, certain difficulties would arise in the application 
of Article 3. as the hiring out of vehicles, taxi services, and regular and occasional omnibus 
services were considered as public transports. In those circumstances, the Italian delegation 
had endeavoured to draw up a more general text for Article 3, and had felt that the following 
might possibly give satisfaction to all the delegates : 

" Each of the High Contracting Parties may render the operation of all passenger 
transport services for remuneration subject to the conditions of authorisation or concession 
laid down in its laws, where such transport services are regarded as public services within 
the meaning of the said laws. Each of the High Contracting Parties undertakes, however, 
not to discrinlinate between transport services on the ground that the vehicles are registered 
in its own territory or in that of any other High Contracting Party." 

With regard to the proposal submitted by the French delegation, the Italian delegation, 
like the German delegation, could never undertake to consider a service as a private service for 
the sole. reason that "it .did not take up or set down passengers within the territory of the 
country concerned". That test would, moreover, be difficult to apply; the passengers could 
not be followed in order to make sure that they did not remain in the country. On the other 
hand,· the States who were interested in encouraging tourist traffic would not wish to compel 
the passengers to leave their territory. 

Further, the Italian delegation approved M. SchOnfeld's observations with regard to the 
necessity for a clause providing for reciprocal treatment. 

M. Rene MAYER (France) explained that the French amendment had chiefly been drawn 
up with a view to giving an international definition of "public services", whereas the text of the 
original draft left each country to decide what transports came within this category. 

According to the French amendment, in order to be regarded as of public service, a transport 
service should fulfil the following conditions : :firstly, it should be available to the public; secondly, 
it should cover a fixed route. This definition therefore included occasional as well as regular 
services and excluded only hired vehicles. 

The Italian delegation had stated that they could not in every case consider as private 
services commercial motor passenger services neither taking up nor setting down passengers 
in the territory of the country concerned. . . 

Obviously, that definition could only be placed in an e~tremely liberal conyention ~nd ma~e 
subject to reciprocity; but it should not be forgotten that, m fact, traffic covermg certam tounst 
routes had already the greatest freedom of circulation. 

M. G:EBER (Hungary) drew attention to the fact that in the national laws of several countries 
were. to be found definitions of public services with which a definition give1:1 by the Confer~1:1ce 
might conflict. On the other hand, it was not for ~he Co~erence to prejudge _the _defl?ttlon 
which would be given to these services by the countnes which had as yet no legtslabon m the 
matter. · 

M. Geber therefore supported the Italian delegation's amendm;nt, provide~ the phrase 
" to the conditions of authorisation or concession " was completed m the followmg manner : 
" to the conditions of authorisation or concession, prohibition or restriction ". 

M. CAMu (Belgium) stated that the Belgian delegation was pre:pared to :'ldopt the first 
sentence of Article 3 as it stood in the original draft. The draftmg_ ?f this se11;tence _was 
advantageous, in that it included in the Convention an international def~mt10n of_pubJ.ic servtces. 
Such a definition wotild be very difficult to establish; there was th~ nsk that 1t mtght not be 
in conformity with the definitions adopted in ce~a~ nationaJ legis!ations. It wouldfurtherm<?re 
bind the contracting parties for the future, constituting a senous disadvantage ~or those C?untnes 
which had as yet no legislation _on public. road ~rans:port, or for those countnes whose mtemal 
legislation was in process _of bemg established m this matter. 
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With regard to reciprocity, the Belgian delegate shared the opinio!l of the Ne~:rl~ndcl:rl~ 
French delegates. He drew attention,_ howe~er, to the_ draw~acks ?f th1s clause, whi ~illg 
restricts the principle of freedom of cuculatlon establiShed ill Article 2 of the Convention. 

M. RoTHMUND (Switzerland) explained that the Swiss laws did not lay ~o~ ~he res~ricti~~ 
contained in the French proposal of " taking up or setting ~own passengers 'Y'-~hin 1ts temto~ · 
In Switzerland, public transport services alone :were subJect. to th:e conditl<?n~ of concessl<_>:h 
The Swiss delegation would be able to adopt the text of Article 3 m the o~~a!- draft-. WI , 
the exception, naturally, of the words " taking up or setting down passenger~ w1thill 1ts temto£'li 
-which specified that the laws of the various countries should deter~e what wer~ pu c 
services. At the same time, they could accept the French amendment ~ the wo~ds . over a 
fixed route " were omitted. That conception was too vague and essentially subJective, and 
it would be difficult to include it in a Convention. 

M. Rene MAYER (France) stated that, if the word "regular" were inserted in the French 
amendment before the words "transport services", it would not be necessary to r~fer to a 
"fixed route". The latter expression had been introduced into the French delegat.wn's ~ext 
because they had in mind certain occasional services wh!ch became regular at .c~rtaill peno~s 
and were of very great importance to tourist traffic. W1th regard to the_ defimtlons of pubhc 
transport services in the various legislations, they were of SUCh diversity that It would J;le necessarr, 
if a definition which held good everywhere were not laid down, to draft a reciprocity cl_ause ill 
order to safeguard the interests of countries like France, whose regulations were particularly 
liberal. 

Mr. TOI,ERTON (Great Britain) did not think it would be possible to lay down a definition 
of public services which could conveniently be applied in all the countries parties to the future 
Convention. During the past year, Great Britain had adopted a· law according to which all 
passenger transport services for remuneration, as well as the hiring of vehicles, were consi~ered 
as public services. The law divided vehicles into three classes-namely, (r) stage carnages 
(that was to say, onmibuses covering routes divided into sections); (2) express carriages in 
which no stage cost less than rs.; and (3) contract carriages which covered vehicles hired by 
a group of passengers or, in other words, vehicles for which the passengers did not pay individually 
for the cost of their journey. Under the law, no vehicles carrying less than eight persons, including 
the driver, were subject to the system of concession or authorisation. Consequently, taxis or 
hired vehicles containing only a small number of persons were completely free in this respect. 

Mr. Tolerton realised that this classification, which was perfectly satisfactory in Great 
Britain, would not be appropriate in other countries. He added that, in the case of stage carriages, 
the route was fixed. It was also fixed for express carriages; but in this case there was not 
necessarily a daily or even a regular service. As to contract carriages, there was neither regularity 
nor a fixed itinerary; they were often autocars, motor vehicles hired for a particular trip. 

M. WALCKENAER (France) continued to think it necessary to adopt a general definition, 
and stated that the French delegation was prepared to examine any amendments to their text. 
They were of opinion that the difierences in legislation in regard to the definition of "public 
services were such as to render illusory in certain cases the principle of reciprocity which it was 
proposed to include in the Convention. Finally, the system to be laid down in the Convention 
should only be considered as a minimum, and two neighbouring countries would always be 
able to make treaties offering one another greater advantages than those which they were 
compelled to grant. 

M. RIEHL (Austria) said that the Austrian delegation had already stated that they supported 
the German point of view. They were of opinion that it would be impossible to find a solution 
applicable in all _countries and to all motor transport, present and future, and were prepared 
to accept the Italian amendment as amended by the Hungarian delegation. M. Riehl considered, 
however, that a more liberal system should be applied to taxis. 

· M: ~OHL (Intematio?al Chamber o~ Commer~e). stated that, after having ascertained 
the opill~on of the Comm~ttee of the National Associations of European Automobile Clubs, the 
Intema~wnal Chambe~ of Co~erc~ _would v:elcome t~e addition to Article 3 of a passage 
concemmg the necess1ty of mamtaillmg a fau proportiOn between the national and roreign 
vehicles ~d for the transport services which were subject to the conditions of authorisation 
or concessiOn. 

M. MELLIN! (Italy) feared that, if a general definition for public services were adopted in 
the Convention, the various co'?ltries would apply only the letter of the law, and the result 
woul_d be a system not very_ liberal and _one prej'!~cial to touring interests. He therefore 
contmued_ to prefer ~he sol~tlon adopted m the ongmal draft. With regard to taxis, which 
the A~nan deleg~t10n desued. to exclude from the ~stem of concession, M. Mellini thought 
the Italia~ ~elegat10n could easily re~ch agreement w1th that delegation, provided they would 
agree to lirmt the number of places m vehicles to be considered as taxis. 

M. CAMu (Belgi~) pointed out that the text of the Italian amendment differed considerably 
fro~ the text of Art1cle 3 of the draft and was more restrictive. The Belgian delegate preferred · 
ArtiCle 3 of the draft. 

M. REsrNEs (Spai~) observed that the question of registration had not yet been raised. It 
was, however, of great Importance, at any rate in certain countries. Any transport undertaking, 
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for example, . with its headqu~ers in ~pall: was obliged to use Spanish vehicles which were 
at present fa1rly costly o: vehicles nat,10nalised ·by the payment of a tax amounting to 33 per 
cen~ ad valorem. If foreign_ undert~ngs were allowed to work in Spain with unregistered 
vehicles and were therefore m a pos1bon to charge less, the Spanish transport services would 
be unable to compete with them. 

M. Resines did not see· how this difficulty could be overcome, and was therefore obliged 
to make a reservation in regard to Article 3· 

M. FELDMANS (Lah ia) made the same reservation on behalf of Latvia. 

M. Wom, (International Chamber of Commerce) stated that, when the International Chamber 
of Cm;n~erce h3:d suggest~d the insertion in ~cle 3 of a :passage emphasising the necessity for 
establishing a fa1r proport10n between the national and foreign vehicles employed by undertakings 
subject to the conditions of concession or authorisation, it had had in mind the usual pratice 
in the case of international air transport services, the equipment for which came from several 
countries. M. Wohl shared the Spanish delegate's views in regard to the inequality which 
might result from the employment of different methods of levying taxation in the contracting 
countries. 

M. MELI.INI (Italy) stated that th~ observations of the· Spanish and Latvian delegates were 
very judicious; but it should be remembered that the object of the Conference was not to organise 
an invasion of one·country by the transport services of another, but to create certain relations 
which would be useful to international passenger traffic. The interests of the national services 
were reserved. 

M. MARCHWINSKI (Poland) said that the Polish delegation made the same reservations t1s 
Spain and Latvia. · 

. 
·an the proposal of the Chairman, the Committee requested a special Sub-Committee, 

composed of M. GEBER, M. MELLIN!, M. SCHoNFELD, M. CAMu, M. WALCKENAER, M. PFLUG, 
M. ROTHMUND, M. RouBiK, Mr. ToLERTON and M. FELDMANS, to draw up a text for Article 3 
to be submitted to the next meeting. 

FOURTH MEETING. 

Held on March 2rst, !931, at 3.30 p.m. 

Chairman: M. RASINSKI (Poland). 

IV. Draft Convention on International Commercial Motor Transport (continued). 

ARTICLE 3 (continued). 

The CHAIRMAN stated that the two Sub-Committees set up at the last meeting had completed 
their work and prepared their reports. The report of the Fiscal Committee had already been 
distributed (see Annex 8, page 82). That of the Sub-Committee which had been requested 
to draw up a text for the first para~aph of Article 3 would be submitted orally by M.Walckenaer. 

M. W ALCKENAER (France), Chairman of the Sub-Committee requested to draw up a text 
for paragraph r of Article 3, read the following report : 

" The Sub-Committee which was requested to draw up a draft text for the first paragraph 
of Article 3 met on March 2oth under the chairmanship of M. Walckenaer. M. Romein acted 
as Secretary. ' 

" As was contemplated when the Sub-Committee was appointed, the principal problem 
referred to it was to find a definition of the public services to the vehicles of which each of the 
contracting States would be free to apply the conditions of authorisation or concession laid down 
in its laws. . 

"After a long discussion, the Sub-Committee agreed that the expression 'public service', 
although equivalent . to the expression ' service available to th~ Pl!-blic ' co~d not be defined 
more precisely in such a way as to be satisfactory to all t~e leg1~latlon~, ~d 1t fi.nall:y: proposed 
that the words ' where such services are regarded as public services withm the meanmg of the 
said laws ' should be maintained. . 

. " On the other hand, it proposed that paragraph r of Article 3 should apply only to pubhc 
passenger transport services. . . . . . . 

"It also recognised the necessity of addmg a special and specific n;c1proc~ty clause. as 3: thtrd 
paragraph of Article 3, in order to avoid inequality of treatment, w1th whtch question 1t had 
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been asked to deal. Consequently, the Sub-Committee has the honour to propose the following 
text for Article 3 : 

" ' Each of the High Contracting. ~arties may r~nd~r the operati~m of. all pub~ 
conveyance services subject to the conditions of authonsation or ~onces~10~ la1d down. 
its laws, where such transport services are regarded as public serv1ces w1thin the meanmg 
of its laws. . 

" ' In granting these authorisations or concessions, however, each o~ the Hlgh 
Contracting Parties undertakes not to . di:;crinlinate ~etween ~ransport serv1ces on ~h~ 
ground that the vehicles are registered m 1ts own terntory or m that of any other H1g 
Contracting Party. . 

" • Nevertheless, each of the High Contracting Parties may render any pu~lic conveya~ce 
service carried on by means of vehicles registered in the territory of another H1gh ~ontractmg 
Party subject to conditions of authorisation or concession. equivalent ~o those 1~posed for 
the same kind of service in the territory of that other H1gh Contractmg Party. 

" It should, however, be noted that, although paragraph I no longer contains .t~e words : 
' taking up or setting down passengers within its territory ', which appear ~ the ~m~al d;aft, 
the Sub-Committee has taken no decision in regard to this point. At the beginnmg of 1ts d1scuss1ons, 
the Chainnan of the Sub-Committee suggested that the question whether these words should be 
omitted or maintained should be reserved until the end of the meeting. Owing to the lateness 
of the hour, it was impossible to examine this question at the end of ~he . meeting with the 
necessary attention, and the members thought it better to leave the pomt m suspense and to 
exanline and settle it at the plenary meeting of the Committee. 

"Subject to this reservation, the draft was adopted by a majority as follbws : 

" First paragraph, by 6 votes to 2; 
" Second paragraph, by 6 votes to I; 
" Third paragraph, by 4 votes to 2; 
"Article 3 as a whole by 4 votes to 3." 

The CHAl:RMAN opened the discussion on M. Walckenaer's report . 
• 

M. REsiNES (Spain) stated· that the Spanish delegation was quite satisfied with the third 
·paragraph of the Sub-Committee's t~xt, and congratulated the Sub-Committee on its work. 

M. G:EBER (Hungary) noted that "public services " had been replaced by " public conveyance 
services", which excluded taxis and restricted the scope of the national laws. 

The Hungarian delegation was compelled to object to this change. Hungary could not 
be asked to alter laws which had been in force for fifty years, under which taxis were subject 
to certain conditions of authorisation or concession. 

The Hungarian delegate therefore proposed that the first paragraph of the text of the 
original draft should be adopted. · 

M. RoUBiK (Czechoslovakia) stated that, so far as the system applicable to taxis was 
concerned, Czechoslovakia was in the same position as Hungary, and he was compelled to make a 
reservation in regard to the Sub-Committee's text, at any rate until he received fresh 
instructions. 

M. BAGGE (Sweden) stated that he was less satisfied with the Sub-Committee's text than 
with that. in the orig!nal draft. In Sweden, all passe?J.ger tra~sport services operating for 
remuneration were subJect to the same system, and the mtroduction of the expression " public 
conveyance services " made it impossible for the Swedish delegation to accept this text. The 
Gennan proposal would be most easily acceptable to the Swedish delegation . 

. 
Mr. FITZMAURICE (Great Britain) pointed out that the English text proposed by the Sub

Committee would have be to modified, and hoped that it would not be adopted finally until 
the Drafting Committee had examined it . 

. M. BILFELDT (Denmark) stated that.. in Denmark, ta:x:is were considered as public transport 
veh1cles, and that, consequently, the Damsh delegation.was unable to accept the Sub-Committee's 
ten. It could, however, accept the first paragraph of the original Article 3· 

M. CoNTOUMAS (Greece), M. RIEHL (Austria) and M. SOUBBOTITCH (Yugoslavia) also 
expressed a preference for the first paragraph of Article 3 of the original text. 

M. VERMAIRE (Luxemburg) stated that the Luxemburg delegation was satisfied with the 
Sub-Committee's text of Article 3· 

. M. CAMU (Belgium) stated that; in ~he Sub-Committee, he had voted for the text of Article 3 which M. \Valc~ena,er had :ead. Belg1nm could therefore, if necessary, accept this text. He 
~re~ the Comnuttee s attention, however, to the fact that the text proposed by the Sub-Committee 
hnute~ t~e scop~ of the Convention. In discussing texts, it was possible in the end to forget 
to which 1t apphed. 



As at present drafted, Article 2 of the Convention stated that freedom of circulation would 
be ~ranted to m?tor_ vehicle~ carrying p~engers for hire; this freedom was then restricted in 
Article 3 by subJectmg public transport m each country to internal legislation. 

. The Co~ventio~ therefore affords freedom of circulation only to taxis; but taxis are not 
a fori~'!- of mternatwnal transport. They are used for international transport only in very 
exceptional cases when there are large towns in the vicinity of the frontier. 

It might be asked whether it was worth while to .draw up a convention the practical bearing 
of which was ~o restricted .. 

The consequences of the reciprocity clause introduced in Article 3 were still more serious. 
There was a danger that this clause might constitute a setback as far as freedom of circulation 
was concerned. Hitherto, a certain number of States which had no legislation on forms of public 
transport had allowed the free entry to their territory of foreign autocars and autobuses. 

Wit~ ~he coming 'int~ fo:ce of the recipr~city cla~e, these ~ountries would be able to apply 
the conditwns of authonsatlon and concess10n provided for m the country of origin of the 
vehicle. 

M. ROTHMUND (Switzerland) again pointed out that it was premature to draw up a 
convention on an international system for commercial motor transport. In his view, it would 
be preferable to take up the question a few years hence, when it had reached a stage at which 
an international settlement could be reached. 

M. MELLINI (Italy) noticed a text in the Convention which particularly applied to tourist 
traffic. From the beginning, the Italian delegation had asked for freedom for foreign taxi traffic. 
The Hungarian and other delegations, however, preferred taxis to be subject to the conditions 
of authorisation and concession laid down in the national laws, reserving freedom to vehicles 
not taking up or setting down passengers within the territory of the country concerned. In 
acceding to that request, the Italian delegation would be making a great sacrifice, but it would 
probably be authorised by its Government to do so. In any case, it should be understood that 
the freedom to vehicles not taking up or setting down passengers in Italian territory to travel in 
Italy would not be granted to any official transport firm, nor would they cover a regular route 
announced in a public time-table. 

M. HANsEz (International Association of Recognised Automobile Clubs) stated, on behalf 
of the Tourist Associations, that, if he had to choose between a convention less liberal than the 
present system and tending to some extent to disorganise that system and no convention at 
all, he would prefer the second solution. The Conference had obtained sufficiently important 
results on three points to justify itself and to dispense with seeking at any cost to reach a 
settlement on the fourth point. 

M. FORSTNER (International Federation of Transport Workers) asked the Committee to 
take into consideration the case of taxi-drivers in small watering-places fairly near a large 
town from which they were separated by a frontier. Such drivers were only fully employed 
during the summer, and, apart from those few months, were glad to use their vehicles for transport 
between the small towns and the large neighbouring town. It was therefore desirable that no 
obstacle should be placed in the way of this kind of transport. 

M. G:EBER (Hungary) was not so pessimistic as the Belgian delegate. The engagement 
of each of the contracting parties in Article 3 not to discriminate between undertakings on the 
ground that the v.ehicles were registered in its own territory or in that of any other contracting 
party was an important result. On the other hand, the Convention to be drawn up by the 
Conference could be amended and made more liberal. The Hungarian delegate noted that, 
during the meeting, various proposals which were very similar to one another had been submitted, 
and asked that -the meeting should be adjourned in order that an effort might be made to unify 
them. 

M. CAMu (Belgium), replying to the Italian delegate, pointed out that it would be very 
difficult to draw a precise distinction between official and other undertakings. M~reover, in 
countries which owned public transport undertakings run by the State, such undertakmgs would 
be at a disadvantage in relation to private undertakings if the Italian proposal were adopted. 
With regard to countries in which public transport services were a monopoly, it would be 
absolutely impossible for the vehicles belqnging to these transport undertakings to enter a 
foreign country. 

M. MELLINI (Italy) pointed out that he had not referred in his speech to public tran~port 
services, but to transport services which neither took up nor set down passengers on the temtory 
of the country concerned. So far as he was aware, no public service undertook such transp~rt. 
In order to avoid any misunderstanding, the Italian delegate would accept the expresswn 
" unofficial companies for this kind of service " or " irregular services "-namely, those not 
announced in a public time-table. 

After the meeting had been suspended, and on the proposal of 1\fr. FRANKLIN (Great Brit~in), 
the remainder of the discussion on Article 3 was adjourned, in order that the del~gates might 
get into touch with their Governments in the hope that it would afterwards be possible to reach 
a satisfactory solution. 



d th f 11 ing text which the The SECRETARY-GENERAl. OF THE CONFERENCE then rea. e 0 ow ' 
Hungarian delegate had proposed on behalf of various delegations : 

" Each of the High Contracting Parties may render the o~eration of all J~:-nspo~ 
services taking up or setting down passengers in its territory su}lJect to the con 1 ton~~ 
authorisation or concession laid down in its laws, where such servt;es are regarded as pu c 
services under its laws." 

The Committee decided that this text should be examined when the discussion on Article 3 was 
contimud. 

FIFTH MEETING 

Held on March 23rd, I93I, at 3.30 p.m. 

Chairman: M. RAsrnsKI (Poland). 

V. Draft Convention on International Commercial Motor Transport (continued). 

ARTICLE 7 {continued); REPORT BY THE FisCAl. SuB-COMMITTEE.1 

M. BLANC (France), Rapporteur for the. Fiscal Sub-Committee, co~ented briefly on the 
Sub-Committee's report and read the followmg proposed draft for .Article 7: 

" In cases where the High Contracting Parties make a charge on commercial mo~or 
vehicles registered in their territory, they may also levy the same charge on commerctal 
motor vehicles plying in their territory and registered in the territory of one of the other 
High Contracting Parties. · 

" The charges thus leviable, which must be calculated per indivisible period of one day 
(from midnight to midnight), shall be equivalent in amount to those levied on commercial 
motor vehicles registered in the territory of the High Contracting Party. 

" Replacement charges must be calculated and levied according to a simple and rapid 
method." 

M. RoUBiK (Czechoslovakia) was not sure that it would always be possible to calculate the 
equivalent amount specified in paragraph 2 by the simple and rapid method mentioned in 
paragraph 3· Equivalence was a mathematical concept, and presupposed a precise mathematical 
calculation. M. Roubik therefore proposed, either that the words " as far as possible " should 
be inserted in paragraph 2, or that paragraphs 2 and 3 should be combined so as to read : 

"Calculated by a simple and rapid method per indivisible period of one day." 

M. CRISPIELS (Belgium) had noticed the incongruity mentioned by M. Roubik. Even if 
the idea of equivalence was not taken in the .absolute sense given to it by M. Roubik, the Sub
Committee's draft was nevertheless too rigid. Some systems of taxation were so complicated 
that it was impossible to calculate the equivalent amount of the taxes prescribed. in them " by 
a simple and rapid method ". 

M. Crispiels supposed that the Committee's idea was that the taxes mentioned in Article 7 
should not in any case be higher than those levied on commercial motor vehicles registered in 
the territory of the contracting party concerned. He .would therefore suggest the following 
amendment: 

" The amount of charges thus leviable shall not exceed those collected by . . . " 

M. BLANC (France), Rapporteur for the Fiscal Sub-Committee, explained that what the 
Sub-Committee. had in mind was a close equivalence as possible, but not absolute equality. 
The Sub-CoiD?Uttee had assumed that conversion tables would be issued to the officials in charge 
of the collection of taxes and would permit, by a simple reference, of the application of the rule 
laid down in Article 7 without delay. It was; moreover, quite acceptable that cars which were 
taxed on a day-to-d~y bas_is should pay heavier charges than cars taxed on a quarterly, half
yearly or yearly basts, seemg that the former, unlike the latter made full use of the freedom 
of circulation granted to them. ' 

_M. CRisP.IELS (Belgium) thought that the acceptance of M. Blanc's point of view would entail 
the mtroductton of a very dangerous fa~tor in the calculation of the equivalent amount of charges. 
He would prefer to revert to the text m the draft, reading : 

"Such charges, which must be calculated per indivisible period of twenty-four hours 
shall be fixed at a rate in proportion to the amount of similar charges levied. . . . " · ' 

1 See Annex 8, page 82. 
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M. W ALCKENAER (France) proposed the wording : 

" Appreciably equivalent to and in no case more than . . . 

M. ZAPPALA (Italy) proposed the following amendment to the Fiscal Sub-Committee's draft. 
" Approximately equivalent in amount ". · 

The Committee finally adopted Article 7, paragraph 2, in the following for~J: 
"T~e ~harges th_us !eviable, which must. be calculated per indivisible period of one day 

(from nndl;ught to _nndmg~t) shall b: appreciably equivalent to those levied on commercial 
motor vehicles registered m the temtory of the High Contracting Party." 

The Fiscal Sub-Committee's drafts for paragraphs I and 3 were adopted without change. 

. M. Br,ANc (Fra.nce), Rapporteur for _the Fiscal. Sub-Committee, said that it had been agreed 
m the Sub-Committee that only vehicles mentioned in Convention No. r-i.e., commercial 
motor vehicles-would have the benefit of taxation on a day-to-day basis. 

The .c~ pointe~ out t~at Article 7, vyhich had Just be_en adopted, would have to be 
brought mto line W1th Article 2 m the Convention on the Taxation of Foreign Motor Vehicles 
which was being discussed by the Third Committee. ' 

According to Article 2 of the latter Convention, taxis and hired cars would be exempted 
from charges and taxation for ninety days. · 

M. ZAPPALA (Italy) disagreed with the Chp.irman. This point had not yet been settled and 
would not be settled pending a decision on Article 3 of the Convention on Commercial Motor 
Transport. In Italy, for instance, taxis and hired cars came within the category of public services. 
Furthermore, the Convention on Taxation applied to private cars and not to public services. 

M. DE RUEI.I.E (Belgium) said that this question had already been raised in the Committee 
on Taxation. M. de Ruelle, in agreement which the latter Committee, held that there were very 
sound reasons for assimilating certain commercial motor cars to private cars. In some cases, it 
was practically impossible to discriminate between these two kinds of vehicles. 

M. Br.ANC (France) had had occasion to remark that M. de Ruelle had adopted the French 
delegation's point of view that taxis were commercial vehicles. There was quite a simple way 
of differentiating between private cars and hired cars. All that was needed was to demand the 
Fiscal Permit, which was issued for private cars but not for hired cars. 

M. ZAPPALA (Italy) agreed that taxis or hired cars should be regarded as commercial vehicles. 
In Italy, at any rate, taxis and hired cars were easily recognised by certain external features. 

M. 'DE RUEr.r.E (Belgium) still felt some doubt as to the possibility of distinguishing easily 
between taxis and hired cars on the one hand and private cars on the other. In the majority of 
holiday resorts, the hotels kept motor-cars in which tourists were sometimes conveyed. Why 
should not such cars enjoy the same facilities as private cars? Be:,ides, if the same regime were 
applied to them as to priva~e cars, but if they were subject to special supervisory measures, the 
efficacy of the Convention would be greatly diminished thereby. The Convention, therefore, 
should cover, not only private cars, but those which, without being used for the public conveyance 
of passengers, were nevertheless used for certain commercial transport purposes . 

• 
M. ZAPPALA (Italy) said that his delegation had no objection to taxis and hired cars having 

the benefit of the provisions of Article 7· 

Mr. FRANKI,rn (Great Britain) said that his delegation was in favour of bringing taxis and 
hired cars within the purview of the Convention on Taxation, but not within that of the Convention 
on Commercial Motor Transport. 

M. BORDUGE (Chairman of the Committee on the Taxation of Foreign Motor Vehicles) observed 
that, at the first reading, his Committee had decided that private cars, taxis and hired cars would 
be exempted for visits in a foreign country totalling not more than ninety days, but that motor-

. buses, chars-a-banes and lorries would not be exempted. . 
At the second reading, however, the Committee on Taxation had not felt sure that it ~ad 

acted wisely in granting exemption to _taxis a~d hired cars. If, for the purposes ?f the ~onvention 
on Commercial Motor Transport, taxis and hired cars were held to be commercial vehicles, there 
was no difficulty in such exemption; but, if the reverse were the case, the Conference would have 
to decide whether it wished to grant these vehicles the cumulative ben:fits conferr~d by tbe 
Convention on Commercial Motor Transport, and by that on the Taxation of Foreign Motor 
Vehicles. · 

After an exchange of views, the Committee decided to refrain from expressing a defin!te decision 
on the question whether taxis and hired cars should be granted the. advantage of paymg charges 
on a day-to-day basis until the Committee on the Taxation of Foreign Motor Vehicles had taken 

, a decision on the system of taxation applicable to these vehicles. 
(The meeting was then suspended to enable the Committee on Taxation. to consider Article. 2 

of the Convention on the Taxation of Foreign Motor Vehicles, the te:l..-1; of which would have certam 
effects on that of Article 7 in the Convention on Commercial Motor Transport.) 

(The meeting was resumed at 5.50 p.m.) 
6 



-66-

'!'he CliA:rRMAL-. proposed that, in view of the decisions ~aken ~y the Co~ttee on Tax~tio: 
(see Minutes of the Sixth Meeting of the Committee on the Taxation of Foretgn Mo~or Vehtcl~ ) 
the text of Article 7 should be retained as it stood, and that the Protocol should contam a :Jl:ton 
of the votes taken at that meeting by the Committee o_n Taxation. ~s the P~otocol clo av~ 
the same force, validity and duration. as the Conventio~, the votes m questton wo d sene, 
necessary, as a rule for the interpretation of the Conventton. 

The Cha£rman's proposal was adopted. The Drafting Co~ttee was instructed to prepare 
a draft text to be embodied in the Protocol with regard to Article 7 . 

.ARTICI.E 9· 

The CiiArRMAN observed that there were to this article a Hungarian amendment 1 and a 
Belgian amendment.• 

M. GEBER (Hungary) said that, if reference was made in Article 9 to the I926 Convention, 
he would withdraw his amendment. 

M. PFI.UG (Germany) preferred that the r926 Convention should be mentioned explicitly 
in Article 9· 

The SECRETARY-GENERAL OF THE CONFERENCE explained that the only reason for whi<;h 
Article 9 did not expressly refer to the r926 Convention was that that Convention was not m 
force yet in all countries. Some countries still applied the r909 Convention. 

M. DE RUEI.I.E (Belgium) pointed out that it would be at variance with the nor:t;nal practice 
to have an allusion in one convention to another. As a rule, a convention was an mdependent 
entity and could not be linked up to another. 

Mr. FITZMAURICE (Great Britain) agreed. He proposed that Article 9 should simply be del~t~d. 
There was nothing in the Convention dealing with teclmical matters. Consequently, the provzszon 
in question could not give rise to any doubt concerning such matters. 

M. PFI.UG (Germany) insisted that Article 9 must state which Convention was to be applied 
in regard to technical questions. 

M. GEBER (Hungary) proposed that the Paris Convention, or any other Convention which 
was intended to be substituted for it, should be mentioned. 

M. DE RUELLE (Belgium) proposed that the article be omitted. 

M. SoUBBOTrTCH (Yugoslavia) drew attention to the following clause in Article 2 : 

" These vehicles shall be authorised unconditionally to carry passengers 
within the territory of the High Contracting Parties. " 

It was essential to have an article on the lines of Article 9 reserving the technical conditions 
with which commercial vehicles and their drivers must comply before taking the road, since, 
otherwise, the term " unconditionally " might be construed as meaning that no such conditions -
could be laid do~. The Yugoslav delegation would agree to the original draft of Article 9, 
amended in conformity with the Belgian proposals (Annex 4, page 8o). • 

M. DE RUELLE (Belgium), in reply to the observations of M. Geber and M. Pflug, observed 
that the 1909 and 1926 Conventions were still valid and would continue to bind those countries 
which had concluded them. Article 9, therefor~, was superfluous, inasmuch as the word 
" unconditionally " could not imply that the driver of a car was authorised to disregard the rules 
of the 1909 and 1926 Conventions. 

. M. SoUBBOTIT~ (Yugoslavia) attached no vital importance to retaining Article 9, but hoped 
tt would be made qmte clear that the present Convention had no bearing on teclmical conditions, 
and that the silence of the Convention on this point could not be taken to mean that the provisions 
of the previous Conventions were cancelled. · . 

M. Rene MAYER (France) remarked that the sentence in Article 2 to which M. Soubbotitch 
had dr~wn attention ha~ not yet been adopted or even discussed. If it were retained, Article 9, 
as modified by the Belgian proposal, would have to be kept in the Convention. 

M. ~FI.l!G (~rmany) would prefer that there should be an explicit mention of the 1926 
Conventto?- m A~tcle 9, but that there should be no reference to the I909 Convention, which 
was less ngorous m regard to technical conditions. 

M. _SOUBBOT1T<;H (Yugoslavia) could not agree to Article 9 specifying the international 
conventions governmg the technical conditions with which cars and drivers must comply. He 
suggested that the last clause in Article 9 might read : 

" In the International Conventions in force and in the internal law of the various 
contracting parties." 

1 See Annex 3, page 78. 
• See Annex 4, page !So. 



. M. DE RlfELLE (~elgi~) understood. that the German delegation's object was to make the 
1926 Conv~nt10n. applicable m t~e co11D:tnes wher~ the 1909 Convention was still in force. The 
statement m Article 9 would be ~suffic1ent. for this purpose, as wa_;; shown by a verdict given by 
the Pe;mane~t Court. of Int~rnati.onal Justice. The 1909 Convention was still in force in all the 
countnes which, havmg ratified 1t, had not taken the necessary steps to denounce it· and the 
1926 Convention bound only those States which had subscribed to it. ' 

. M. PFLU:G (Germany) pointed out that, if Article 9 was adopted· as it stood, the countries 
s1gning the present Convention would be forced to admit to their territory vehicles which complied 
with the prescriptions of the 1926 and !909 Conventions. In regard to the 1909 Convention, 
such a rule would be most unfortunate, because the conditions laid down in rgog had fallen 
behind the teclmical progress of the motor industry. 

M. GEBER (Hungary) drew attention to the fact that it would not be enough for a car to comply 
from the teclmical standpoint with the 1909 and 1926 Conventions. The driver would have to 
produce as well the papers prescribed in the 1926 Convention, and that without prejudice to certain 
other prescriptions-in particular, those mentioned in the last paragraph of Article 4 in the 
Italian proposals. (Annex I, page 75.) · 

M. Rene MAYER (France) requested the Chairman to rule that the Committee should vote 
on the first clause in Article 9 reading : 

" The present Convention does not lay down the technical conditions with which 
commercial motor vehicles or their drivers must comply before permission is granted to 
travel in the territory of the High Contracting Parties." 

Mr. FITZMAURICE (Great Britain) felt that it would be better to delete Article 9 altogether. 

The CHA!RMAN thought this rather difficult, since the free movement of vehicles would to a 
large extent depend on the teclmical conditions with which they had to comply. These conditions 
were detennined (a) by the internal law of each State; (b) by bilateral treaties, and (c) by general 
international conventions-viz., in certain cases the 1909 Convention and in others that of 
1926. Plainly, the country in whose territory a motorist wished to travel must have the final 
word as to the conditions to be applied. This was clearly indicated by the term " in force " 
at the end of Article 9· In the absence of an international convention, the national law must 
quite obviously apply. It owould, therefore, be seen that the only question which could arise in 
this connection was whether this fact should be stated explicitly. 

The first clause of Article 9 was put to the vote and adopted witho1tt change. 

M. GEBER (Hungary) proposed that the text adopted should be inserted in Article 2. 

The CHAIRMAN pointed out that the result of this proposal would be to incorporate in Article 2 
provisions which had nothing to do with the rest of that article. 

M1. FITZMAURICE (Great Britain) thought that t~e text which had ~een · ado~t~d was ent~rely 
sufficient for the purposes of Article 9· It was obv10u;; that the teclm1c~ con~1t1ons prescn~ed 
in each country were in no way affected by the Convent10n, and were as valid as if the Convention 
had never been drawn up. In his opinion, the clause reading : " as these conditions are deter· 
mined in the manner provided in the International Conventions in force ", should be struck out. 

This was agreed to. 

SIXTH MEETING 

Held on March 26th, 1931, at IO a.m. 

Chairma1t: M. RAsiNSKI (Poland). 

VI. Draft Convention on International Commercial Motor Transport (continued). 

ExAMINATION OF THE DRAFT PROTOCOL OF SIGNATURE. 

The CHAIRMAN opened the discussion on the Protocol of Signature (original draft,l pa&e 4), 
and pointed out that AJ::ticle 7. of the It~an delegation's proposal related to the same pomt
namely, insurance covenng th1rd-party nsks. 

M ROTHMUND (Switzerland) explained that, under a bill on motor traffic .recently dra~ 
up by. the Swiss Government, the owners of vehicles were obliged to t~e out ~ msurance policy 
covering third-party risks. As the number of motor vehicles entenng Swlt:z~rland was ve17 
much reater than the number registered in the country (r68:ooo as a~amst 125,000 m 

1930) ~he bill would only be effective if the provisions relating to !'hlrd~party. nsks
1 

wdere e~en~~d 
to fo~eign vehicles. The bill therefore stipulated that, on arnval m Sw1tzer an , mo. ons s 

• Doc. Conf. C.Rfi. 
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should be insured in respect of third-party risks. It was to be hoped, moreover, th.at, ~hen the 
legislations of all countries compelled motorists to insure against third-party risks, fore~gn ~nsuranc~ 
policies would be recognised. Meanwhile, it would be desirable to make a reservat10n m regar 
to the legal provisions referred to in the Protocol, and M. Rothrnund therefore hoped the latter 
would be accepted. 

l\I. DE RUELLE {Belgium) said that the Belgian delegation had no objectio~ to the concep~ion 
on which the Protocol was based, but thought the formula should be more prec1se. T~e prem11;lffi 
for insurance in respect of third-party risks was fairly high and might amount to ~l!fht or nme 
hundred gold francs a year. If a motorist were insured with a company whose pohc1es covered 
the risks to which he was exposed when abroad, he should not be compelled to take o~t a new 
policy every time he crossed a frontier. The conception contained in the Protocol. of s1gnatt?"e 
seemed very important, but the Belgian delegation did not see how it could be put mto practice 
without a general agreement--or, at any rate without special agreements. 

Mr. FRANKLIN (Great Britain) said that the British delegation accepted the Protocol, .but 
would prefer it to be included in the Convention. Under a law which _had recently-c?me mto 
force in Great Britain, motorists were required to take out an insurance m respect of t~ird-party 
risks. Foreign motorists were not compelled to insure with a British company pr~vided they 
were able, on entering England, to sign a statement testifying that their insurance pohcy covered 
third-party risks in Great Britain. 

M. SCHoNFELD (Netherlands) asked the Swiss delegate whether it was necessary to take out 
an insurance policy covering third-party risks for a motor-coach entering Switzerland once only 
for several days. 

M. RoTHMUND (Switzerland) explained that, at present, it was only necessary to insure 
foreign vehicles {for all the journeys made in the country) in the case of transport services for 
which a concession had been granted. The new bill provided that insurance should be required 
on each entry for each motor vehicle. As every motorist would, so to speak, have an insurance 
policy which, in general, was valid in all European countries, it would in most cases be sufficient 
for him to show it at the frontier. Obviously, if the insurance policy did not contain the necessary 
conditions, a premium would be required for each visit to Switzerland. A system of tickets to 
be issued at the frontier in proportion to the proposed length of the visit was contemplated. 
The fact that Switzerland endeavoured to attract as many foreign tourists as possible would 
prevent her from introducing too onerous a system or requiring too many formalities. 

M. MELLINI (Italy) explained that Article 7 of the Italian proposal reproduced a provision 
embodied in a recent Italo-8wiss convention. As compulsory insurance did not at present exist 
in Italy, the Italian delegation did not insist on their text, but felt bound to submit two 
observations : 

, (r) With regard to the proposal that compulsory insurance should be required on entry 
into a particular country, Italy naturally reserved her right to act reciprocally. 

(2) Countries should agree to recognise the various insurance companies and insurances in 
respect of thiid-party risks. . 

M. PFLUG (Germany) wondered whether a provision such as Article 7 of the Italian proposal, 
which had been taken from a bilateral agreement, could be embodied in an international convention. 
If the countries were forced to recoguise all insurance policies, a beginning would have to be 
made by drawing up a convention on the conditions of insurance, which would be very difficult. 
The question of insurance in respect of third-party risks was being studied in Germany. As the 
enquiry was not complete, the German delegation was unable, for the moment to state that 
they were prepared to recoguise foreign insurance policies. · ' 

l\I. G:EBER (Hungary) approved the observations of the German delegate. In view of the 
variety. of insuran~e systems ~ force in ~e various countries, it would be very difficult to insert 
t~e article for which the !talian delegat10n asked. The Hungarian delegate drew attention to 
his own amendment to Article 3 (Annex 3, page 78), which also re!ated to the question of insurance . 

. M. RIEHL (Austria) said th3;t com~ulsory insurance existed in Austria, but foreign motor 
ve~cles were ex~epted, as Austna considered that the question should be settled by an inter
nation~ convention. The problem was too complicated to be solved immediately. The Austrian 
delegation therefore supported the Hungarian and German delegations . 

. M. ~O'l'HMUND (Swi~zerlan~) n_oted f:o~ the observations made that it would doubtless 
be rmpossible to settle this question ~ detail m th~ present Convention. It would suffice to point 
out that. the fact that a ~tate prescnbed that the msurance of foreign motor vehicles-that was to 
~ay, vehicles for. commercial transport-was obligatory, was not contrary to the other prescriptions 
tn the Convention. All _that was ne~essary, therefore, was to refer to the Protocol. It would 
be for e~h Stat~ to decide whether it required such insurance, and no State would be entitl d 
to question the nght of another State. e 

1Ir. FITZMAURICE (Great Britain) was of the same opinion as the Swiss delegate for the same 
reas?ns, PNevertheles~, he would prefer the question to be settled in the Convention itself and 
not in a rotocol of signature . 

. The SECRETARY-GENERAL OF TIJ:E CoNFERE:NCE observed that the Convention and the Protocol 
~~~gnttrre, o,r annexed !'rotocol: had already the same value and validity. The object of the 

ss_ e egate s explanations, whtch, moreover, were in harmony with the views of the framers 
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of the draft ~r?tocol, was to explain that the other provisions of the Convention did not t 
a State requumg the insurance of foreign vehicles in respect of third-party risks Thusp~~ven 
clea~ly an interpretat~ve clause ~d c_ontained no subst~tial law applicable to the contr~cti':s 
part1es. It would be m confonruty w1th precedent to mamtain that clause in the Protocol. g 

M. BAGGE (Sweden) supported the observations of the Swiss delegate. 

The CB:AnwAN no~ed _that the Committee agreed that the provision appearing in the original 
draft should be embodied m the annexed Protocol subject to final drafting. 

ARTICLE IO. 

The CHAIRMAN noted that this article was connected with Article 6. It related to cabotaae 
-that was. to ~ay, the convey~ce of passengers for payment from one point in a territory to 
another p~mt m the sat?e temtory. There were two different matters : (r) formal prohibition 
to use ~ore1gn_motor vehicles for such a purpose; (z) penalties provided under Article 6 in respect 
of fore1gn vehicles benefiting from the Convention which were used in such a way. 

M. RouBi~ (Czechoslovakia) said that, as the Chairman had referred to Article 6, the Czecho
slovak delegation would ask for either an amendment or a new text for this article. 

. M. SoUBBOTITCH (Yugoslavia) considered that, although the German amendment had been 
w1thdrawn, s~me doubt remained; as ~o the article in the original drat:t. It should be quite clear 
that that art1cle, as drawn up, rmplied that transport from one pomt to another in the same 
territory was not subject to the Convention, whatever route was taken. 

M. WALCKENAER (France) observed that Article 6 was also connected with Article 3, which 
should therefore be discussed. On the other hand, a new question had just been raised-whether 
Article ro related to the case of a vehicle which crossed a frontier at two different points when 
the point of departure and arrival were on the same territory. 

Mr. FRANKLIN (Great Britain) drew the attention of the Drafting Committee to the case of 
Great Britain. The boats conveying passengers across the Channel were not authorised to 
transport motor-coaches, so that, strictly speaking, the passengers did not cross the frontier in 
a motor-coach. Passengers arriving- at Calais had to go by rail to Boulogne to rejoin the motor
coach, and vice versa. The British delegate agreed with the French delegate that Article ro 
did not cover cases in which the vehicle crossed the frontier at two different points, when the 
points of departure and arrival were on the same territory. 

M. CoNTOUMAS (Greece) asked whether the following case came within the scope of Article ro 
-the case of a passenger travelling in a motor-coach from Munich to Geneva via Zurich. On 
departure, he had paid his fare to Geneva, but he stopped for a few days at Zurich and continued 
his journey to Geneva in another motor-coach belonging to the same company. Such a case 
might arise and could be compared to a frequent case in maritin1e cabotage, which certain bila
teral conventions do not include in cabotage exclusive to national merchant marines. 

The CI!A:r:RMAN asked the opinion of the Conference on the question raised by the Yugoslav 
delegate-namely, whether Article IO covered the case of a vehicle entering foreign territory 
for the purpose of travelling between two points in the same territory. 

M. RENE MAYER (France) thought that the conveyance ofpassengers by a motor vehicle 
of country A between two towns of country B, passing through country A, was cabotage by 
the vehicle in question, although it entered in transit, during part of the journey the territory 
of the country in which it was registered. In other words, if the vehicles of one country conveyed 
passengers between two towns in another country that was cabotage, although part of the itinerary 
was on their own territory. If that was the correct interpretation of the text, the French dele
gation saw no necessity for amending Article ro. 

The CHAIRMAN asked whether the case to which the British delegation had drawn attention 
was covered by Article ro. 

The SECRETARY-GENERAL OF THE CoNFERENCE thought that the questions raised by the 
British and Greek delegates could be settled either by making the text more precise or by inserting 
an interpretative clause. The idea to be kept in mind was that the journe~ was mad~ in the same 
velllcles. If the passenger mounted and left the vehicle on the same terntory, Art1cle I~ would 
apply, whatever the route followed. If the journey in the' sam~ vehicle started outs1de ~he 
territory (the case to which the British delegate had dra"';l atte~t10n) was brokeJ?-, for pr~cbcal 
reasons (crossing a bridge, lock, etc.), and was then contmued m the same. ve~ucle, Art1cle IO 
would not apply. According to the explanations of the French delegate, m 1ts present form 
the article implied " whatever the itinerary followed ". 

M. DE RUELLE (BelgiUUl) approved, in principle, the interpretation of the Secretary-General 
of the Conference. The cases to which reference had been made appear~d to be covered by the 
letter of Article ro but not by its spirit. At the same time, it would be dlfficult to find a formula 
covering all the cases which might arise in practice. 

The CHAIRMAN understood that the Committee adopted Article ro, subject to the above 
explanations, which w-ould appear in the Minutes. 
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. t d ial text in the 
1\1. SouBBOTITCH (Y ugos~avia) did not think it . necessary ~o mfr~kie a I~ec That interpre-

Convention since the Commtttee agreed as to the mterpretat10n o · 
tation shouid at least appear in the report, however. 

The CHAIRMAN agreed. 

ARTICLE 6. 

M. Rene MAYER (France) pointed o~t that Article 6 laid. down pen~ties for tyvo class::o~! 
infractions of Articles 3 and ro. It would therefore to advisable be discuss Article 3 b 
Article 6. 

Agreed. 

ARTICLE 8. 

The CHAIRMAN said that this article was connected with Article I2, an~ rela~ed to passeng~rs 
in transit. He pointed out that the text of the two articles was co~tamed m th~ Barcelona 
Convention. It was suggested that this rule should apply to commercial motor vehicles. 

M. SCHoNFELD (Netherlands) asked whether it shot;ld· be concluded !~om the fac~ that the 
two articles had been taken from the Barcelona Convention 'that the definition of transit adopted 
at Barcelona held good for the present draft Convention. 

M. RouBiK (Czechoslovakia) suggested that, in order to make it clear that the article did not 
relate to regular transport, the first sentence of Article 8 should be completed as follows : 

" The High Contracting Parties shall grant freedom of transit to passengers and goods 
occasionally conveyed in commercial motor vehicles." 

In addition, the Czechoslovak delegation suggested that it should then be stated that such 
passengers or goods should only be conveyed over a route prescribed in advance by each contracting 
party whose territory was covered. With regard to regular transit, a sentence should be added 
to the effect that other transit traffic having the character of regular traffic was only allowed on 
the basis of the system of concessions contained in Article 3· 

M. MELLIN! (Italy) approved the addition of the word " occasionally ". 

M. Rene MAYER (France) pointed out that Article 8 referred, not to the transit of the vehicles 
but to the passengers conveyed in the vehicles. The question of regular transport services in 
transit related to Article 3. 

The CHAIRMAN pointed out that the question of the circulation of the vehicles had been 
exhausted, and that he had explained that the Committee should now deal only with passengers 
in transit. 

M. SOUBBOTITCH (Yugoslavia) asked what part of the Convention dealt with vehicles in transit. 

M. CRrsPmLS (Belgium) thought the question had already been settled in Article 4, where 
it was stated that " these vehicles shall benefit by the system of temporary Customs 
exemption . . . . " In the case of regular traffic, which was more important than transit, 
Article 4 should be considered as applying to vehicles in transit. From the Customs point .of 
view, the vehicle itself was a commodity. 

M. STATHATOS (Greece) thought that, combined with Article 4, Article 2, which accorded 
freedom to travel to motor vehicles, fully covered vehicles in transit. · 

The CHAIRMAN pointed out that, following M. Rene Mayer's motion of order, the Committee 
was only discussing passengers in transit, without reference to Article 3 

M. R<?UBiK (C~choslovakia). said that, if _the French de!egate's explanations were accepted, 
the folloW111g question would anse : As Article 8 dealt With passengers conveyed in vehicles 
what would happen if the conditions relating to the passengers differed from the conditions relating 
to the vehicles? 

_:r.r. Rene ~YE~ (Fran~e) was not averse from discussing, first,. on what conditions regular 
servtc.es of v:ehicles m transit sho?ld be allowed, and th':n the question of passengers in transit. 
He WIShed srmply to draw attention to the fact that Article 8 only dealt with this last question. 

M . DE RUELLE (Belgiw;n) thought it nece~sary to start by examining the system applicable 
to v~htc.les. If th~ Comnnttee had to exannne the system applicable to passengers without 
conSidermg the vehicles, they could only adopt the system fixed at Barcelona in other terms. 

M. SouBBOTIT~H (Yugoslavia) and M. Rene MAYER (France) agreed that vehicles in transit 
should first be considered and then passengers in transit. 

:u. 9EBER (Hungary) said he could accept the text of Article 8 taken from the Barcelona 
Convention. 
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' ARTICLES 2 AND 3 (continued). 

M. GEBER (Hungary) asked, however, that the two following additions should be made : 
. (I) To Article 2: 

" E~ch of ~he High Contracting Parties undertake to accord freedom to travel in and 
through Its temtory . . . " 

(2) To Article 3, paragraph I : 

. :' The operat~on of a!J passenger transport services taking up or setting down passengers 
Within or through Its temtory . . ." 

He thought this amendment would be in conformity with the Czecl10slovak proposal. 

The CHAIRMAN opened the discussion on vehicles in transit. The Czecl10slovak delegate 
had su&gested. that ref~rence. should be. made to occasional transport in transit, as the system of 
con~esswns lrud down m Article 3 applied to regular transport. 

1_!. PFLUG (Germany) noted that, according to the Czechoslovak delegate, vehicles, used for 
?~caswnal transport should be c_ompelled to follow certain routes. Did he suggest that the 
Itmerary should always be prescnbed before the transport took place, or that certain itineraries 
open to the regular services should be published? The opinion of the Italian delegation would 
also be useful. . 

· M. RoUBiK (Czechoslovakia) replied that it should be stated that the route should be fixed 
in advance. If it had to be detennined in each special case, the transport services would be 
placed in an impossible situation if the journeys made were very numerous. It would therefore 
~uffice for each country. to publish a notic7 to the effect that, if a vehicle had to pass in transit, 
It should follow a particular route. · ObVIously, in order to avoid traffic obstructions suitable 
routes on which the traffic was not very heavy should be fixed. • ' 

M. MELLINI (Italy) pointed out that the Italian delegation was of opinion that only occasional 
transport services should be dealt with. It seemed to him that they should be left entirely free 
to follow whatever route they preferred. 

In reply to a ques~ion by the Chairman, M. Mellini added that he approved the word 
" unconditionally " in Article 2, provided it related to occasional transport. 

M. GEBER (Hungary), though· in favour of complete free!lom, thought that exceptional 
drcumstances should be taken into account. He therefore suggested that Article 3 should be 
completed as follows : 

" Each of the High Contracting Parties may render the operation of all passenger transport 
services . . . subject to the conditions of authorisation, concession, restriction or 
prohibition . " 

The authorities might be obliged to prohibit traffic over a certain route. 
In reply to a question by the Chairman, M. Geber explained that he had in mind occasional 

transport. 

M. SouBBOTITCH (Yugoslavia) pointed out that, on another occasion, the Yugoslav delegate 
had suggested that the Committee should confine itself to a general exchange of views and should 
not endeavour to establish a text. If, however, the Committee wished to discuss the question 
of freedom of transit in order to draw up a text, the original draft was both too sibylline and 
too laconic to be useful as a basis for discussion on this point. An article should be drawn up 
setting forth clearly everything which it was desired to say in regard to transit of vehicles. With 
reference to the word" unconditional" (Article 2), he pointed out that it had already been stated 
that there was no unconditional system applicable to vehicles. 

M. DE RUELLE (Belgium) noted that the Committee was considering the case of vehicles 
making an occasional journey in transit, which was only an exception. The substance of the 
difficulty should first be examined-that was to say, the system applicable to motor vehicles 
in transit in general. 

M. CoNTOUMAS (Greece), while ~pproving this observation, observed that the. question of 
vehicles in transit was perhaps already settled in Article I of the Barcelona Convention. 

M. DE RUELLE {Belgium) explained that certain articles in the Barcelona Convention r~lated 
to all the means of transit, others specially to transit by railways and waterways. Article I 
contained the words "and other means of transport". 

The SECRETARY-GENERAL OF THE CoNFERENCE pointed out that this was merely a definition 
and was of no material importance. 

M. DE RUELLE (Belgium) said it was precisely for that reason that the question of vehicles 
in transit should now be settled. 

M. SCHoNFELD (Netherlands) repeated his question : Did the definition of transit contained 
in the Barcelona Convention hold good for the present draft? · 

M. DE RUELLE (Belgium) replied that there could not .be two defini?~ns of transit. The 
definition given in Article I of the Barcelona Convention applied to all tr~stt m general •. whate~er 
the means of transport. The other articles of the Barcelona Convention dealt spectally With 
transit by rail or river. 
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The CHAIRMAN said that the Committee should consider all the means of transport ~ transit, 
occasional and regular. The question was whether it was desira~le to introduce a spec1al ~~!tern 
for reaular motor transport or the general system recommended m the Barcelona Conventl · 

0 • 

1\I. SoUBBOTITCH (Yugoslavia) made a reservation in regard to the Chairman's suggestion 
as to whether it was desirable to· submit motor transport to the general system of the Barcelona 
Conference. That Convention did not set up a general transit system but gave only a general 
definition of transit, and only fixed a transit system for rail and river. 

The CHAIRMAN agreed with the Yugoslav delegate: transit had already been defined, and the 
rules should now be determined. 

Following the proposal of the Czecho~lovak ~elegate, the question arose as to what were 
the rnles under which occasional transport m trans1t could be allowed. 

M. DE RUELLE (Belgium) repeated that it was impossible to discuss a rule ;yi_thout. kno~g 
on what principle it was based. Article 3 of the original draft wonld form a basis for d1scuss1on. 

The CHAIRMAN drew attention to the fact that Article 2 laid down a general rule applicable 
to all cases, including export, import and transit. 

Mr. FITZMAURICE (Great Britain) approved this interpretation of ..;\rticle 2. If it was not 
clear that the text covered transit, it should be redrafted. This applied to the first sel?-tence 
of the second paragraph of Article 3, which should also relate to transit. Co';!seq~ently, 1t ;yas 
unnecessary to maintain Article 8 as a separate article, and it should be exammed m connection 
with Articles 2 and 3· 

The CHAIRMAN pointed out that Article 8 referred to the passengers in transit, ~nd that a 
separate article was necessary. 

Mr. FITZMAURICE (Gr.~!at Britain) was of opinion that the two provisions could be combined. 

The SECRETARY-GENERAL oF THE CONFERENCE explained that the draft did not disting_uish 
between transport in transit, and on arrival in or departure from a country. If the Comm1ttee 
did not think it necessary to introduce a different system for vehicles either in transit, or -on 
arrival or departure, all such transport could be grouped together, and it conld then be seen what 
transport could be carried out under Article 2, and what transport under Article 3· Later on, 
Article 8, which only applied to passengers transported by a motor vehicle, would be reached. 

The CHAIRMAN understood that the Committee was unanimously of opinion that the rule 
contained in Article 2, as completed by the Hungarian amendment, referred also to transit in 
general. 

M. SoUBBOTITCH (Yugoslavia) thought the meaning of the amendment to this article, as 
explained by the Chairman, should be given. Article 2 proclaimed internationally the right 
of freedom to travel, subject to the limits to this freedom to be laid down. Up to the present, 
that principle had not existed in international law so far as commercial motor transports were 
concerned, but only in connection with railwa)'S, waterways and persons. 

M. SCHoNFELD (Netherlands) said that, from Articles 3 paragraph 8 of the rg26 Convention 
combined with the other articles it could be concluded that motor vehicles could travel freely in 
most European States and in a great part of the world. 

M. MELLIN! (Italy) pointed out. that the present Convention related to the transport of 
passengers and goods, while the rg26 Convention did not deal with public transport services but 
?nlY ~th priv~te _carri~ge. In_his view, it :vould be better to group all the means of transport, 
mcluding trans1t, m a smgle article. He believed that the Hungarian and Czechoslovak delegates 
would agree to draft.the first part of Article 3 as follows : 

" Each of the High Contracting Parties may render the operation of all passenger 
transport services, regular or occasional, taking up or setting down passengers within its 
territory, subject to the conditions of authorisation or concession . . . " 

U~der th~t solution, !reedom to t_ravel would be accorded to the following vehicles : 
(r) hired vehicles not t~g up or settmg down passengers; (2) taxis in the same circum
stances; (3) m?tor-buses m the same circumstances, either in transit or otherwise. 

The Conventl?n would be some":hat restricted! but it was a first step, and the question did 
not appear to be npe enough to perm1t of the adoption of a broader Convention. 

1\I. Sc~iiNFELD (Ne.therlands) took the case of a manufacturer who had his workers conveyed 
from o~e side of a fron~Ier to the other. He thought the Italian delegate agreed that that was not 
a public transport serv1ce and that it would consequently be free. 

M. MELLIN! (Italy) agreed. 
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- SEVENTH MEETING 

Held on March 26th, I93I, at 5 p.m. 

Chairman: M. RASINSKI (Poland). 

VII. Belgian Proposal relating to Commercial Motor Transport . 

. M. DE RUELLE (Belgi~) said that, after fifteen days' work, the time had come to bring the 
sess10n to a close. Most rmpo:tan~ ex~hang~s of views had taken place in regard to commercial 
motor transport. . The . Co11Uillttee s discuss10ns had brought to light legal problems which it 
v.:ould have been very diffic~t t~ solve during ~he meeting: and a cert.ain number of very awkward 
divergences be~ween the Jegtslatlon already la1d down or m preparation. The Belgian delegation 
thought ~hat, if the Conference endeavoured to draw up an international convention without 
first settling thos~ problems and removing the divergences, the ;result might be that only a very 
few secondary pomts would be settled, while the principles relating to the question as a whole 
were left on one side. ':J.'he wor~ thus acco~plished would. probably do more harm than good. 
In a gn;at many countnes _the sys~em relatmg to commerc1al motor transport was very liberal, 
and an !llcomplete convention, which was a convention on commercial motor transport in name 
only, m1ght have been contrary to that freedom. In those circumstances, the Belgian delegation 
felt bound to submit the following draft resolution : · 

· " The European Conference on Road Traffic, 
" Having carefully examined the draft Convention on the International Regime of 

Commercial Motor Transport and having deliberated thereon; 
"Observing t~at the discussions in its Committee _on Com~ercial Motor Transport 

have brought to light a number of legal problems, particularly m regard to what public 
transport services may properly be made the subject of international regulation, and in 
regard to th~ question of freedom of transit; 

" Observing that these problems cannot be elucidated without further investigation 
based on a comparative examination of the municipal law of the different countries represented 
at the Conference; 

"Being of opinion that any Convention that might be concluded before there has been 
time to carry out such investigation and at a time when the laws of the various countries 
are in process of evolution, could cover only a few isolated points and must neglect the 
fundamental principles governing the subject; 

'" That such a Convention would have the grave disadvantage •of being less progressive 
than the increasingly liberal practice which is tending to become established in many countries; 

" That, so far from encouraging progress in the municipal law of countries, it would 
be more likely to retard such progress; 

"And that this disadvantage would be equally serious as regards the progress of the 
international law of communications, which also shows a definite tendency towards increasing 
liberality, 

" Adopts the following resolution : 

" The Conference decides to suspend its work on the Convention on the International 
Regime of Commercial Motor Transport; 

" It recommends that the Communications and Transit Organisation, when reporting 
to the Council of the League of Nations on the results of proceedings of the Conference, 
should lay emphasis on the expediency of reserving to a future Conference the task of 
providing the international solutions to be adopted after the additional investigations 
which have been found to be indispensable have been carried out by that Organisation, 

"It also recommends that, pending the conclusion of an international Convention, 
separate agreements should be made between States, and that, in drawing up such 
agreements, the utmost possible regard should be paid, in matters connected with the 
transport of passengers, to the drafts prepared by the sub-committees with reference 
to the Customs treatment and taxation of commercial vehicles (Articles 4 and 7 of the 
draft Convention)." 

M. SCHONFELD (Netherlands) regretted that the result of the Committee's work had been 
negative. He considered it important that the question of.the internati?nal system.to be.set _up 
for commercial motor transport should be settled as qU1ckly as possible. The mvesttgat10n 
should pass through several stages, and to defer the beginning was also to defer ~he en~.. At t~e 
same time, the fact that it was M. de Ruelle who had proposed the draft resolut10n facili_tated its 
adoption by the Ne~herlffil:ds delegation, which was USl_lallY in agreement with the Belgtan dele
gation; as to whose liberal ideas there could be no question. 

M. MELLIN! (Italy) considered that the draft resoluti?n was the _only solution which t~e 
. Committee could at present accept. He w~ bound to adn;ut that the tlm~ had not yet come, m 

Europe in particular, to introduce the policy of freedom m the commercial sense of the wo:d 
which the members of the Committee had in mind. This policy would fi!st encounter. certam 
difficulties due to competition between railways and motor transport, which had considera~le 
influence on the commercial policy of the various Gove=ents. There was: then, the. special 
position of certain countries like Italy, whose legislation on road transport was m the melting-pot. 
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Finally, there was the economic crisis, particularly in Europe, which me~nt t::t, Gach t::n~ 
was suggested that foreign vehicles should be allowed to cross the frontiers, e overn 
raised objections. b h c ications 

M. Mellini expressed the hope that an investigation of the problem Y .t e hom~~ ulties 
and Transit Organisation would lead to the discovery of means of overconung t ose c . . ' 
and that that Organisation would later be :in a position to submit to a new Conference proVIsions 
in regard to which agreement could easily be reached. 

M. RoTHMUND (Switzerland) pointed out that, from the beg!nning, the S;viss delegation ~ad 
been doubtful whether it would be possible to draw up a conventiOn. They d;d not regret havmg 
withdrawn their proposal, for, if the Committee's discussions on commercial motor transport 
had not led to the drawing up of a text, they had not been without results. They had shoym 
the difficulties. Certain points of view had been explained, and there had been no suggestion 
that it would always be :inlpossible to find a general solution for the problem of the fr~edom of 
commercial motor transport. On the contrary, it had been apparent that that solu~1<~n could 
only be found when the various countries represented at the Conference had settled certam mtern:ll 
questions :in regard to transport, the chief of which was competition between road and rail. 
Meanwhile, as the Swiss delegation had already said, bilateral agreements _could be c~mcluded on a 
much more liberal basis than could be adopted for an :international convention, for which, moreover, 
such agreements would prepare the way. 

M. Rothmund then stated that the Swiss delegation supported M. de Ruelle's proposal. 

M. RoUBiK (Czechoslovakia) traced a parallel between the work of the CotnJ?littee and that 
of the International Committee on Air Navigation :in regard to flying over the temtory of anot~er 
country. In both cases, the delegates of the various States had shown the greatest goodwill. 
In the latter case, they had had more freedom than the members of the present Committee. 
Nevertheless, they had failed for the same reason-that was to say, for want of a common 
conception. The Czechoslovak delegation considered that the Belgian resolution was the only 
formula which met the position, and they supported it. 

Mr. FRANKLIN (Great Britain) said that the British Government, which was very 4tterested 
:in the freedom of communication and transit, would certainly be disappointed to hear that no 
convention had been drawn up :in regard to commercial motor transport. It was better, however, 
to draw up no convention than a restricted convention followed by a tra:in of reservations which 
might hamper the development of commercial motor transport. In those circumstances, the 
British de).egation associated themselves with the Belgian resolution. 

U. FoRSTNER (International Federation of Transport Workers) stated that the transport 
workers would learn with great disappointment of the failure of the attempt to draw up a 
convention on commercial motor transport, the provisions of which must so greatly affect their 
liveliliood. They had been in favour of the main lines of the draft, and would have been glad 
to see it adopted. They could now only express the hope that the question would evolve in such 
a way as to make an international settlement possible in the near future, and that the States 
would refrain from taking measures which would make the problem more difficult to solve. 

M. PFLUG (Germany) supported the Belgian resolution and hoped that it would shortly be 
possible to find a solution favourable to the development of commercial motor transport. 

M. W ALCKENAER (France) stated that the French delegation supported the Belgian proposal 
and observed that it did not :involve any postponement of the enquiries already started or any 
interruption :in the development of the :international system applicable to commercial motor 
tr!lnsport. On the contrary, the draft resolution recommended that enquiries and bilateral 
action should be continued on parallel lines by the Communications and Transit Organisation 
and the various States. 

M. SILVELA (Spain) stated that the Spanish delegation also supported the Belgian. draft 
resolution. 

M. SoUl!BOTITCH (Yugoslavia) saw in the draft resolution not only an admission of failure 
but a decision to discontinue the Conference's diplomatic work for a time. The best method 
of solying the probl~m would appear to be alternately to ask conferences and preparatory · 
comm1ttees to study 1t. There would then be several stages, the first of which had just been 
completed. There was no reason to be pessimistic, and the Yugoslav delegation welcomed 
M. de Ruelle's resolution. 

M. M!NCHEJMER (Poland) stated that the Polish delegation regretted that the Committee had 
been unable to draw up a convention. He supported the Belgian resolution. 

The dr«:ft resolut~on proposed by the Belgian delegation was adopted unanimously and referred 
to the Draftmg Comm~ttee. · 

Close of the Session. 

The CiiArRMAN declared the session closed. 
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[Con£. C.R./T.C./3-] 

PROPOSAL BY THE J;TALIAN DELEGATION. 

The Italian Government considers that a system of international commercial motor transport 
might be set up for the conveyance of passengers for payment. On the other hand, there are 
many difficulties in the way of regulating the motor transport of goods in several States on account 
of the competition of this form of transport with the railways and the impossibility of knowing 
beforehand what would be the practical results of this competition. Such agreements can at 
present be included in bilateral conventions, where it is easier to provide for the situations whicll 
may result, and, as the duration of sucll conventions is usually fixed for a short period, it is possible 
not to renew them should they give rise to insuperable difficulties in operation. The position is 
different in the case of collective conventions of long duration. For these reasons, His Majesty's 
Government .thinks that it would be wise to restrict the first international effort in this domain 
to the conveyance of passengers, and hence, in order to facilitate the work of the Conference, it 
has deemed it necessary to submit a draft, whicll includes regulations for the conveyance of 
baggage. For this purpose, the system laid down by the Berne Convention (I924) on the transport 
of passengers and baggage has been followed, since it was thought it would be useful to keep to a 
uniform system whicll has already been put into practice, and certain aspects of whicll have 
already been provided for in the above-mentioned Convention. 

DRAFT CONVENTION ON THE INTERNATIONAL PUBLIC SERVICES FOR THE CONVEYANCE 

OF PASSENGERS. 

(List of Heads of States) 

desiring to facilitate the international development of the public services for the conveyance of 
~ passengers, have appointed as their Plenipotentiaries : 

(List of Plenipotentiaries) 

who, having produced their full· powers found in good and due form, have agreed upon 
the following provisions. 

Article I. 

Motor vehicles used by public services for the conveyance of passengers are vehicles intended 
permanently or temporarily for the conveyance of passengers and their luggage for payment. 

Article 2. · 

Each of the High Contracting Parties undertakes to accord freedom to travel in its territory 
to motor vehicles as defined under Article I, and registered in the territory of one of the other 
High Contracting Parti~s, for the operati~n of all public services for the conveyan~e ~f passe_ngers 
and their luggage, proVIded that they neither take up nor put do~ passengers m Its temtory. 
Freedom to travel shall also be accorded in all other cas~s of the public c~nv~yance of pass~ngers, 
for which the legislation of the country does not require a regular authonsatlon or concess10n. 



Article 3· 

In the case of a public service for the conveyance of passengers using the tez;itory of one or 
more countries which it is only allowed to enter with an au~horisati~n o.r concessiOn, ~ach of the 
High Contracting Parties shall be free to grant or refuse this a~th~>n~at10n or concessiOn. ~ach 
of the High Contracting Parties undertakes, however, not to dtscnnunate between undertakit;gs 
on the ground that the vehicles are registered in its own territory or in that of any other Htgh 
Contracting Party. 

Article 4· • 
Each of the High Contracting Parties may render the operation of regular motor. transport 

routes for passengers, whether these are taken up or set down within its territory, subJect to the 
conditions of authorisation or concession laid down in its laws. Motor transport shall be dee~ed 
to be efiected by regular routes if it is open to the public and is carried on between fixed pomts 
under the terms of a published tari:II of charges and in accordance with a time-table c;>r 3;t ~ates 
am10unced in advance. Each of the High Contracting Parties undertakes not to discrmtma!e 
between undertakings on the ground that the vehicles are registered in its own territory or m 
that of any other High Contracting Party. . 

If the concession is granted, a new inspection of the vehicles shall not be demanded m the 
case of vehicles for which a regular motor licence has already been delivered in the other country, 
or a new examination of drivers who have already been given: a driver's licence in the other 
country. 

The right shall be reserved of making the granting of the concession dependent on a minimum 
age-limit for the driver and 'l;he production of a certificate drawn up in accordance with the laws 
of the country concerned, testifying the driver's experience in driving vehicles used on the regular 
public conveyance routes. Further, each High Contracting Party may forbid vehicles which 
do not comply with the conditions of the national legislation to use the mountain roads. 

Article 5. 

In the case of the concession to a foreign company of regular motor transport routes for 
passengers, and of the operation of these routes by vehicles registered in the territory of another 
High Contracting Party, duties shall not be levied higher than those imposed in similar circum
stances on national companies and vehicles registered in the party's own territory.· 

Article 6. 

In the operation of regular motor transport routes for passengers, the transport of luggage 
may also be effected by lorries. The latter shall run on the same routes and follow the motor 
vehicles used for the transport .of passengers. Each of the High Contracting Parties may forbid 
the transport of luggage unaccompanied by its owner. , 

Article 7· 

Each of the High Contracting Parties may require the concessionaire of a public service 
using its territory to deposit surety, to contract an insurance covering third-party risks and to 
have a legal domicile in its territory. Insurance policies should contain a declaration that they 
also cover risks in the foreign territory. 

Article 8. 

The High Contracting Parties shall agree to levy no .vehicle taxes o~ charges, nor Customs 
~uties, for a temp~rary stay not exceedin~ ninety days in the year in their respective territories, 
m the case of vehicles used for the public transport of passengers and registered in the other 
country where the owner is domiciled or established. The charges or taxes shall be levied for 
the rest ?f th~ year at the rate of one-twelfth of the annual charge for each month the vehicle 
has remamed m the other country. 

Article g. 

T~e p~esent Convention does not lay down the technical conditions with which motor vehicles 
or thet( ~vers ~!lust comply befc;>~e permission is. granted to travel in the territory of the High 
ContraC!mg ~arttes, as these conditions are deternuned in the manner provided in the international 
conventions m force. 

Article ro. 

The pr~se~t Conven~ion shall,..not apply ~o the conv~yance ~f passe~gers and their luggage 
fron;t one pomt m the temtory of one of the High Contractmg Parttes to another point in the same 
tern tory. 

Article II. 

· The provisions of .the presen~ Convention may be abrogated in exceptional circumstances, 
a~d for as sho.rt a pe~od as posstble •. by any part~cular or general measures which any of the 
High Contract~ng ;parttes may be obliged to take m the event of serious occurrences affecting 
the safety .or vttal mterests of the country, on the understanding that the principles of the present 
Convention must be observed as far as possible. 
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Article I2. 

f 
None of thehHighdCo_n~act!ntg ~artties ~h~ b~ boun~ by this Convention to allow the transit 

o passe?gers w ose a nnss1on m o 1ts emtones 1s forb1dden, either on grounds of publi h alth 
or secunty. c e 

As regar.ds traffic ~ther than traffic in transit, none of the High Contracting Parties shall be 
~ound !:>~ this Convention to allow the transport of passengers whose admission to its territ 
1s prohib1ted. ory 
. Each High Contracting Party shall be entitled to take any necessary precautions to satisfy 
1tsel£ that the passengers and therr luggage are actually in transit . 

. Each High _Contract~g Pa:tY sh~ b~ entitled to take general police measures, including 
police measures m connectlon Wlth em1grat1on traffic. 

Article' I3. 

. . The present Convention does not prescribe the rights and duties of belligerents and neutrals 
m tnne of war. The Convention shall, however, continue in force in time of war so far as sucll 
rights and duties pennit. 

Article I4· 

The present Convention does not entail in any way the withdrawal of facilities which are 
greater than those provided for in the Convention and which have been granted in the public 
motor passenger traffic under conditions consistent with those principles. This Convention 
also entails no prohibition of such granting of greater facilities in future. 

Articles IS, I6, IJ, IS, Ig, 20, 2I. 

(Without change.) 

ANNEX 2. 
[Conf.C.R./T.C./1.] 

OBSERVATIONS AND AMENDMENTS OF THE GERMAN GOVERNMENT. 

I. The enormous increase in the number of motor-cars in all countries (in Germany, espe
cially, since the stabilisation of the currency), and the further development which will be brought 
about by an improve:!Ilent in the world economic position and technical progress in this form 
of transport, together with the large volume of traffic in passengers and goods already passing 
from one country to another, all point to the necessity of facilitating this growing international 
motor traffic by granting it the greatest possible freedom. The principle of freedom of movement, 
laid down in Article 2 of the Convention, in respect of the passenger and goods traffic mentioned 
in Article I, is obviously based on the above considerations. This principle is, however, restricted 
by Article 3 to such an extent that the value of the Convention is greatly decreased. 

Germany considers that this exceptional provision is not only necessary but should even be 
extended. The most urgent transport problem in all countries is to regulate the competition 
between the motor-car and the railway. This question has been dealt with at all intemational 
railway and motor-car congresses in recent years. A solution acceptable to all countries has not 
been found. It was, however, agreed that, although the problem is an international one, it can 
only be solved on a national basis in accordance with the special conditions in different 
countries. 

One of the ways in which the mutual competition of the two means of transport could be 
placed on an economically sound basis would be to grant State concessions for commercial passenger 
and goods motor traffic without making any distinction between regular and occasional 
transports. · 

Without wishing to decide whether or not to adopt this method, Germany considers it of 
the highest importance that the possibility of introducing such an extensive system of compulsory 
concessions should not be precluded by an international settlement of commercial motor traffic 
on some other basis. This is not the ca8e in respect of the passenger traffic mentioned in Article 3, 
paragraph I, if "public services " are understood to mean, not only motor traffic undertakings 
operated by public bodies, but traffic services which, by their rules, can be used by 
everybody. 

On the other hand, the provisions in paragraph 2 regarding the transport of goods ar~ too 
narrow. They include only regular routes between fixed points under the terms of a publis~ed 
tariff of charges and in accordance with a time-table. If this definition is to be of practical 
importance, it must be considerably extended. ~ven the. prese?t German l~w on the. grant of 
concessions for commercial motor goods traffic, which reqwres ne1ther regulanty nor a time-table 
and tariff of charges, but only "a certain regularity and frequency:·. is too narrow, as there are 
still only few authorised go~ds ro~tes in Germany. The coml?erc1al motor transport of goods 
is in most cases not regular, like rail traffic, but takes place only m case of need. 
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II. On the basis of the above considerations, the following remarks may be made on individual 
points: 

Ad Article r.-The above remarks under I are based on the assumption that the Convention 
refers only to: (a) the conveyance of passengers for payment; (b) the transport of goods whe~her 
against payment-i.e., for account of other persons-or for account of the owner of the vehicle. 

Ad Article 3.-In view of the above remarks under I, the following wording is proposed: 

"Each of the High Contracting Parties may render the operation of all commercial passenger 
and goods transport subject to the cond!tions la!~ dow'!" in its laws in. cases wh~re such under
takings are only pen;titted u~er speczal condztzons zn accor~an~e _wzth the sazd laws. E_ach 
of the High Contracttng Partzes undertakes, however, not to dtscrtmmate between undertaktff:gs 
on the ground that the vehicles are registered in its own territory or in that of any other Htgh 
Contracting Party." 

Ad Article 4.-In order to grant facilities to commercial motor v~hicles crossing the frontier, 
it is proposed to provide that the owner of the motor vehicle shall have the choice of the surety 
to be given, and the Customs authorities shall only have to decide whether it is sufficient. 

Ael Article 5.-The minimum length of stay of twenty-four hours per so kilometres woul~ 
appear to be excessive. As even heavy motor lorries travel much greater distances per day, ~t 
would be advisable to :increase the distance to roo to rso kilometres. On the other hand, 1t 
would appear to be reasonable to increase the time in all cases. where the motor vehicle has been 
delayed by traffic :interruptions for which it is not itself responsible. The expression 
"unavoidable" (force majeure) used in Article 5, sentence J, would not under German law. cover . 
the case of such interruptions. 

Ad Article 6.-As the offences :in question are relatively unimportant, it is proposed that 
the only penalties should be fines, and that the contracting parties should provide accordingly 
in their respective legislation. 

Ad Articles 8 and II to zr.-These articles correspond with slight differences to the 
Convention and Statute on Freedom of Transit, concluded at Barcelona on April zoth, rgzr, 
to which Germany acceded by a letter of March r8th, I924, addressed to the Secretariat of the 
Lea.,oue of Nations. It may appear doubtful whether transit traffic on roads can be suitably 
settled by an :international arrangement. The ;nost important transit traffic for Germany is 
regulated by the Convention signed in Paris on April zrst, rgzr, between Germany, Poland and 
the Free City of Danzig, regarding freedom of transit between East Prussia and the rest of Germany. 
This Convention, however, only applies to certain roads, whereas the Convention under discussion 
would :include all roads.· Although the regulation of the transit traffic would not at present 
appear to be an urgent matter, in the :interest of the development of motor traffic as a whole no 
objections should be raised :in principle against the proposed provisions. · 

Ad Article ro.-In order to obViate any doubt as to the meaning, it is recommended that 
the words " without passing through foreign territory " should be inserted. 

New Article: 

"None of the High Contracting Parties shall claim more rights from another party than 
it grants to that party on the basis of a most-favoured-nation clause which it enjoys in respect 
of the treatment of commercial motor tratfic." 

Lastly, it may be mentioned that the value of the Convention for Germany depends to a 
great extent on the accession of the ptincipal European countries, especially adjacent countries. 
Germany would, therefore, be glad if it could be stated, either in the Convention itself or in the 
Final Protocol, that her accession will only be effective on the above-mentioned condition or if a 
general clause to this effect is inserted. 

ANNEX 3. 

[Con£. C.R.fT.C.fz.] 

AMENDMENTS PROPOSED BY THE HUNGARIAN DELEGATION. 

Ad Arti~le z.-The fi:rst s~ntence _of this article, which aims at ensuriD.g freedom of circulation 
for c?mmercial motor vehicles, 1S uns~tlsfactory, be~aus~ it is also nec:ssary to specify the document 
reqwred to prove that the commerc1al motor vehicle 1S already reg~stered in the territory of on 
of the other contracting parties. e 

A ro~ traffic_ permit issued in the country of registration but made out with the use of 
unknown s~gns or m an _unknown language and the authentici~y of wh!ch cannot be verified by 
the _agen~ of t~e authonty sho~d not be accepted. Only the mtematlonal certificate for motor 
vehicles ~ued m .ac~ordance Wlt~ the InternatioD;al Convention of rgz6 on Motor Traffic should 
be_ r_ecog~d. . Smilla;ly, the driver of the vehicle must be provided with the international 
dnvmg licence lSsued m accordance with the above-mentioned Convention. 
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. This article should also spe~i:fy tha~ only th?se motor vehicles which, as regards total weight 
w1dth !Lndul~re~, f~ts:fil th~tconditiFons lthia1?- down m the traffic regulations of the country concerned 
may crrc a e m 1 tem ory. or s reason, we propose the following text in place f th 
present wording of the first sentence of this article : 0 e 

. "Each of the High. Contracting _Partie~ shall grant freedom of circulation in and across its 
terntory .to any commerczal mo!or vehzcle wh~ch fulfils the conditions laid down in the International 
C_onvent;on on Motor Traffic szgned at J!f!ris on APril 24th~ rg26, and authorising the international 
czrculatwn o( motor vehzcl~s . on con_dztzon. that su:;h vehz~le bears the distinctive signs fixed in 
t~at Con_ventzon .a':d t~at zt zs .Provzded wzth the znternatzonal certificate and its driver with the 
mternatwnal dnv~ng lzcence stzpulated. 

. " Moreover, the c~mercial motor vehicle must, as regar{is weight, width and tyres, comply 
wzth the .road regulatzons of the country ~n the territ_ory of which it is travelling. Each High 
Contractzng Party shall place these regulatzons at the dzsposal of all the others for the information 
of the persons concerned." 

The free choice of the route employed is also included in the question of freedom of circulation. 
In thi~ respect the full freedo~ of c~rculation provided for in the second part of Article 2 cannot 
be mamtamed, because the crrculatlon of motor vehicles, or of certain of them is restricted on 
certain routes by the traffic regulations of each country, and, as regards joint 'public transport 
services, this freedom is invalidated by the public concession provided for in Article 3 of the 
Convention. . 

As regards the free choice of the route for transport in transit, the following observations are 
necessary : transport in transit by a motor vehicle is a very different thing from transport in transit 
by rail and water. The means of transport by water are supplied by nature. Their use by 
foreign vessels does not cause any prejudice to the riparian States and does not constitute any 
new competition either with the national railways or with shipping. Transport in transit by 
rail, on tl:te other hand, is subject to the tariffs drawn up by the respective States, brings in revenue 
to the railway, and for this reason is definitely desirable for the national economy of the 
country. 

It is obvious that the importance of motor transport is increasing. But, as it is not confined 
to a track, its competition is often prejudicial to the railways and to shipping. This is all the 
more serious, inasmuch as the cost of making and keeping in repair the roads used by motor 
transport is borne by the community, and the contribution of the motor vehicle is not propor
tionate to the damage it causes to the roads. Hence, one of the most urgent problems in every 
country is how to place :tnotor transport on the same footing as communications in general, and 
how to make it pay its fair share of the cost of upkeep of the roads. If it is decided to extend the 
provisions of the Barcelona Convention relating to the freedom of traffic to motor transport, this 
can only be done by allowing States the right to specify what routes shall be used by that transport. 
In other words, a State must not be required to grant freedom of transit to motor vehicles on routes 
where this would cause unfair competition to other transport services. It must be possible for 
Governments to determine the route on which the proposed motor transport service across their 
territory will not cause unfair competition to the public transport services already in existence 
and which route can be efficiently supervised from the point of view of Customs and public 
order. 

For all these reasons we propose that the second sentence of Article 2 should be deleted and 
replaced by the following text : 

" The High Contracting Parties reserve the right to restrict transit to the routes spe~ified 
by them." 

Ad Article 3.-In accordance with Article 3, the High Contracting Parties may not regulate 
the operation of a foreign motor tr~sport servfce within their territory except where such service 
is regarded as a public passenger or goods service effected by r~gular r~ut~s. We propose, o~ the 
other hand, that all transport services, whether regular or occas10nal, W1thin or across the temtory 
of another country, should be subject to the conditions of concession laid down in that count!Y's 
regulations and that, where the concession is granted, the conditions stipulated ~ the r~gulatlons 
for national undertakings should be applied and the establishment of undertakings w~c_h would 
cause unnecessary competition to undertakings already in existence should be prohib1ted. If 
this is not done, the abnormal situation might arise of a foreign undertaking enjoying greater 
freedom of action than it is accorded in its own country. 

We therefore propose to replace the present text of Article 3 of the draft by the following 
text: 

"Each High Contracting Party may render. the operatio': of all. comme~cial transf!orl, 
within or across its territory elfected by commerc~al motor veh!cle~ regtstered t1f the te~~ory 
of another High G_ontractin% r:arty, subfect to the s~me authortsat~on or concesston, restnctt~ns 
or prohibitions lazd down m tts regula~ton~ f?r nattonal undertaktn~s. Nevertheless, the Htgh 
Contracting Parties undertake not to dzscnmtnate between undert~ktngs on t~e ground .~hat the 
vehicles are registered in their own territory or in that of any other Htgh Contracttng Party. 
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Ad Article 4.-The text of the second sentence of this article does not exB!_ud~ the fo~~w:.~ 
interpretation-namely, that on the basis of a triptych, a passavan~ or an~ e~~;ciJ ~otor 
contracting parties will have to grant temporary Customs exemption to co 
vehicles · b 't f f 

In ~rder to avoid any misunderstanding, we propose the following text m su stl u ton or 
the second sentence in question : 

" These vehicles shalt be granted temporary Customs exemption if they furnish. a surety 
for the relevant Customs dues and public charges, according to the Customs regulattons of the 
country concerned." 

Ad Article 5.-As the concession relating to the operati?n of the un~ertll;king may. also 
regulate in certain cases the authorised length of stay of the foretgn motor vehicle m the temtory 
of a country, we propose to insert in the first sentence, after the word "stay", the folloWing 
words: 

" In so far as this is not regulated by the concession obtained in accordance with Article 3·" 

Ad Article 6.- The person referred to in the regulations of the co~try ~thin.wh~se territory 
the act has been committed will be liable to the penalties mentioned m this arttcle. No other 
rule can be allowed. We accordingly propose the following text to replace the present text of 
Article 6: 

" The person who, during the stay of the motor vehicle, is responsib~e for t~e peri~d stipula~ed 
in the concession obtained in virtue of Article 3 or the period ment~o'f!ed m Art~cle 5 ~e~ng 
exceeded, or who is responsible for transport within the territory in quest~on of a kind proh~b~t~d 
under Articles 2, 3 and ro, shall be liable to the penalties provided by the regulations of the sa~d 
country." · 

Ad Article 8.-With regard to the freedom of transit provided for under this article, reference 
should be made to the right of each of the contracting parties to specify the route which may be 
used for transit. We therefore propose to insert in the first sentence after the word "vehicles" 
the words: 

"subject to their right to determine the route to be employed as laid down in Article 2." 

Ad Article g.-In virtue of our observations in regard to the first sentence of Article.2, we 
propose that this article should be omitted. 

Ad Article I2.-We propose that the reservation mentioned in the first paragraph should 
be extended to articles which constitute a monopoly and to articles and objects required to be 
conveyed by the post. The following words might accordingly be inserted after the words 
" animals or plants " and lower down after the words " by its national laws " in the first paragraph : 

" and also the transport of articles constituting a monopoly and objects required to. be conveyed 
by post." 

ANNEX 4. 
[Conf.C.R.JT.C./5.] 

AMENDMENTS PROPOSED BY THE BELGIAN DELEGATION. 

Ad Article 4.-Draft the second part of this article as follows : 

" These vehicles shall be admitted with temporary exemption from import dues subject 
to furnishing adequate surety and in virtue of a triptych or any other Customs document ~ccording 
to the regulations of the country visited." ' 

Ad Article 5.-Frame the last sentence of this article as follows: 

" It sh.all: if ?tecessary, be ext~nded_ by the competent authority, when the request of the party 
concer"!ed ~s Just~fied, to the sat~sfact~on of that authority, by circumstances recognised as 
unav~dable." 

, 
Ad Article 6.-D~aft this article as follows : 

. " The driver of any vehicl.e who has remained in the territory in question for longer-save 
m the case o! r~gular extenswn-than the period provided for under Article 5, or who has 
und~rtaken wtth~n the country tr~nsport of a kind prohibited in pirtue of the provisions of either 
Art~cle 3 or Art~cle IO, shall be hable to the penalties provided by the law of the country visited." 

Ad Article 8.-Draft the last sentence of this article as follows : 
"In a~flying !hese du~s, no distin_ction shall be made which is based on the nationality of 

persons, etc. (contmue as m the text m the original draft.) 1 

Ad Article g.-Add at the end of this article the words : 
"or, failing such Conventions, by the laws of the country vz'sited." 

' 
1 Engli~h text unchanged. 
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ANNEX 5. 
[Con£. C.R.JT.C.J6.] 

REPORT BY THE SUB-CO:M:MITTEE FOR THE STUDY OF THE CUSTOMS REGIME 

PROVIDED FOR IN ARTICLE 4· 

The Sub-Committee consisting of: M. CRISPrEr.s, M. HXusERMANN, M. HEIN, M. LAFARGUE 
M. MEIJERS, M. ~ELLINI and M. W o~, which was appointed by the Committee on Commerciai 
Transpo~ to ex~mm~ the Customs regune to be provided for under Article 4 in respect of 
co:nmerc1al -yeh1cles mtended for the transport of passengers, met on March r8th, I93I, at 3 p.m. 

It unan1mously proposed to replace the last sentence of Article 4 by the following : 

" These ~ehicles shf!-ll. benefit by the system of temporary exemption from entrance duties 
and taxes sub7ect to furmshmg adequate surety under cover of a triptych or other document according 
to the regulations of the country visited. 

" The condition ?I fur_nishing_ f!-dequate surety does not involve the obligation of making in 
all cases a cash depos~t; th~s cond~twn shall also be regarded as fulfilled by means of a personal 
surety satisfying the Customs." · . · 

To avoid an;y- rn!,sunderstan~g. the Sub-9,o~ittee also unanimously_ e::'Pressed the opinion 
that the express10n entrance dut~es and taxes did not apply to the stat1st1cal duties imposed 
in certain countries, which indeed were trifling. 

* * * 
Lastly, ~he Sub-Committee noted that the Customs regulations of certain countries do not 

yet provide for the use of the triptych for the vehicles in question. Hence, their delegates do not 
regard themselves as authorised to agree that the persons concerned should be entitled to claim 
the right to use this document. • 

In view of this circumstance, the Sub-Committee unanimously proposed that an additional 
Protocol to the Convention should express a recommendation in favour of the general acceptance 
of triptychs for commercial vehicles engaged in the transport of passengers. 

It may not be superfluous to draw the Committee's attention to the fact that compliance 
with this recommendation by the countries mentioned above would have the· result of giving 
the person concerned the choice between triptychs and documents delivered by the Customs. 

ANNEX 6. 
[Con£. C.R.JT.C./4-] 

OBSERVATIONS BY THE AUSTRIAN DELEGATION. 

(r) The geographical position of Austria and the quite exceptional conditions of that country 
do not permit of its accepting the draft Convention on International Commercial Motor Transport, 
in the present form, framed by the League of Nations Committee for Communications and Transit. 

(2) Austria proposes, accordingly, that the Convention should be divided into two : 
passenger transport and goods transport. _ 

(3) Should this proposal be accepted, Austria would he prepared, in principle, to accept 
the Convention on International Commercial Motor Transport for passengers, provided that the 
other neighbouring States also agree to it. 

(4) Austria has received the German proposals concerning amendments to the Convention. 
She is in agreement with those proposals so far as they refer to passenger transport, except as 
regards the proposal concerning Article ro. 

(5) The following specific proposals are submitted : 
Article 2 should apply only to motor vehicles employed for the transport of passengers. 
Article 3, paragraph I, should be drafted in conformity with the text of the German proposal 

and limited to the transport of passengers. Paragraph 2 should be deleted. 
Article 4 should be kept, but limited-in confo:rmity with Article 2-to the transport 

of passengers. 
Ad Article 5.-The length of stay in the territory of a State would have to be shortene~ for 

goods transport; but, in the case of vehicles employed in the transport of persons, there IS no 
objection to the longer period provided for in this article. 

Ad Article 7.-It is not ,impossible th.at, in Austria, a charge on tickets ~~senger) may 
have to be instituted for motor-bus lines (m order to finance a loan for the buildmg of modem 
public highways); in that case, the charge would also be levied on foreign transports. It would 
be necessary, accordingly, to supplement this article by providing for a charge assessed, not 
only in relation to the ,length of stay, but also in relation to the distance to be traversed. 

Ad Article ro.- Germany proposes to clear up the following poin~ : ~tis understood that 
-the provisions of this article do not apply to transport ~etween two polfl~ m the same country, 
without crossing the frontier. . Internal tr3?sport will thus be explicitly excluded from !he 
application of the present Co!lvent.wn. Acco~ding to the te;ct ?f the draft, howev~r, !he Conve~t10n 
may not be applied in cases m which the foreign transport IS simply from one pomt m the territory 
of a State to another point in the same country . 

6 
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. uld ean that by thus restricting the 
If the German amendment _were ac~epted~ tt wo m t be a 'lied to such cases. Such 

exception, the general proposallatd down. m ~tcle 2 co~i notri is ~~cordingly unable to agree 
a situation would be detrintental to Austnan ~terests, an : th hand a specific explanation 
to the addition proposed by Germany. Austna propCoses, 0

:- e ~a.Jrnot apply-as laid down in 
of the text of Article ro to the eJ?'ect that the o~ven 10~ s h the rovision shall be 
Article xo-if the foreign country ts only touched m transtt, but ~ at t ?e used Without 
supplemented by the following clause-in that case the short~st rou e mus · 
this addition the exceptions embodied in Article xo might easily be evaded. 

Ad Arti;le 20 -It is impossible to judge at present of the development ?~r~siJ_- as ~~=n:~~ 
by the present C~nvention, and A~t~a proposes that it shot:I;t~e .Posst n~hs o of e:~tification. 
Convention after one year. Denunctatton would take effect Wl stx mo 

ANNEX 7. 
[Conf. C.R.fT.C.f7.] 

AMENDMENT TO ARTICLE 3 PROPOSED BY THE FRENCH DELEGATION. 

Article 3, paragraph I, to read as follows : 

"Each of the High Contracting Parties may render the operation of public passenger . 
transport services c~~;rried on by com_ff!erciat motor ~ehi~tes taking up ?r settjng down_Pa~sengers 
in its territory subJect to the condzttons of authonsatzon or concesszon tazd down tn zts taws. 
For the purposes of the present Convention, public services shall b~ understood_ to mean. transport 
services available to the public over a fixed route. Each of the Hzgh ~ont~acttng Partzes un~er
takes not to discriminate between undertakings as regards the apphcatzon of the rf!gulatzons 
above referred to on the ground that the vehicles used are registered in its own territory or in that 
of any other High Contracting Party." 

ANNEX 8. 
[Conf.C.R.fT.C.fro.] 

REPORT BY THE FISCAL SUB-COMMITTEE ON ARTICLE 7· 

Taking as basis the principles adopted by the Committee on Commercial Transport, the 
Sub-Committee met at ro.30 a.m. on March zoth, I93I, to draft the text of Article 7 of the draft 
Convention on Commercial Motor Transport. 

The Sub-Committee consisted of M. Br,ANC, M. FRANKI.IN, M. RAsiNSKI, M. R:ssiNES, M. DE 
RUEI,I,E, M. SINNING HE DAMSTE, M. W Am.. 

In the first place, it was agreed that only commercial motor transport vehicles, including, 
among others, the vehicles of public conveyance services, sh<;mld benefit by the special system 
of taxation provided for in Article 7, and not the vehicles subject to the provisions of the Convention 
on the taxation of Foreign Motor Vehicles. 

Agreement was then reached on the following point : Article 7 does not provide for a special 
tax, but simply lays down in the domain of taxation the principle of equality of treatment between 
nationals and foreigners provided for in the Convention. The tax which may be levied by the 
contracting parties is therefore intended to replace the traffic or detention charge or any other 
taxes which they may impose on vehicles registered in their own territory; it being understood 
that, for example, taxes imposed on the profits derived from the operation of these vehicles are 
not covered by Article 7· 

Considering that the motor vehicles subject to the provisions of Article 7 are taxed in their 
country of registration without enjoying any exemption from taxation in the territory of the other 
contracting parties, it was thought equitable that the taxes the levying of which is authorised by 
Article 7 should be calculated by short periods (one day) and not as the fiscal legislations of some 
of the contracting parties enact, by month, by quarter or by year. 

The Sub-Committee further considered that the taxes should be levied according to a simple 
and rapid method. 

It has the honour to propose the following text to replace Article 7 in the draft Convention 
on Commercial Motor Transport . 

. "In ~ases u;here ~he High Contracting Parties make a charge on commercial motor vehicles 
regz~er~d m _thezr _terntory, they may. also levy_ the same charge on commercial motor vehicles 
plyzng tn thezr territory and regzstered m the terntory of one of the other High Contracting Parties. 

" T~e ~harges tkus. leviable, which "!!ust b~ calculated per indivisible period of one day 
(from mzdmght to mzdmght), shall be equwalent zn amount to those levied on commercial motor 
vehicles registered in the territory of the High Contracting Party. 

" Replacement charges must be calculated and levied according to a simple and rapid method." 



2. MINUTES OF THE COMMITTEE ON ROAD SIGNALLING. 

FIRST MEETING 

Held on Marek_ 16th, 1931, at 4.30 p.m. 

Chairman: M. STIEVENARD (Chairman of the Permanent Committee on Road Traffic). 

I. Draft Convention concerning the Unification of Road Signals.l 

GENERAL DISCUSSION. 

The CHAIRMAN asked if the members of the Committee had any general observations to make 
on the draft Convention or its Annex. 

M. EGNELL. (Sw~den) (International _Associati~n of Recognised A~tomobile Clubs) pointed 
out that road s1gnalling had developed differently m each country owmg to differences in local 
conditions. The most practical procedure, therefore, would be to fix the general principles on 
which it should be based, and as far as possible, to leave the various countries free to settle the 
details in accordance with their requirements. 
· A system of road signalling should protect the motorist against danger and prevent him from 
infringing the traffic regulations. Motorists were familiar with the triangle as a danger sign and 
the circle as an informative sign. It would be advisable, therefore, to adopt these shapes 
together with a very simple code of symbols. ' 

The Swedish delegation did not consider it necessary to fix the colour of danger signs, because 
different colours were best suited to different countries. It would be sufficient to suggest that 
circular signs prohj.biting passage should be red combined with another colour, and informative 
signs blue. 

The signs in each country should be uniform in shape and colour, and, in the interests of 
safety, advertisements of the same shape and colour as the road signs should be prohibited. If 
the proposed measure had the effect of diminishing the number of advertisements, this would 
only be an advantage. · 

M. PERSYN (Belgium) thought the question of colour was most important. In order to 
achieve uniformity, Belgium was prepared to alter the signs at present in use and to adopt as a 
danger sign a red triangle with a white ground and black lettering or symbols. · This type of sign 
stood out well from its surroundings. 

He suggested that the post bearing the sign should be painted in alternate white and 
red stripes. 

M. MELLINI (Italy) said that the unification of road signals-not only in Europe but 
throughout the world-was of the utmost importance to the development of road traffic. . 

The Italian Government had set up, during the past few years, at considerable trouble and 
expense, signs which were in conformity with those laid down in the draft Convention and to 
which motor-drivers had now become accustomed. They were very conspicuous and facilitated 
traffic. The Italian delegation would therefore be compelled to adopt an uncompromising attitude, 
and proposed that the signs suggested in the annex should be adopted as they stood. 

Colour was very important, because it was the most conspicuous feature of the sign. 

M. SCHONFELD (Netherlands) pointed out that most of the new proposals were not contrary 
to the 1926 International Convention on Motor Traffic, but were a_dditions to it.. !he _questi?n 
of colour had proved more important than had at first been realised. M. Mellin1 s difficulties 
would perhaps be overcome if the Committee recommended, for example, that, wherever possible, 
a triangle with a white ground, a red border and black lettering or symbols should be used as 
a danger sign. 

Mr. TOLERTON (Great Britain) stated that the British Government was in s:rmpathy ~th 
the conception of the unification of traffic signals and had already adopted the s1gns contamed 
in the 1926 Convention. The " right of way " is not applicable in Great Britain. 

The British Government would bear in mind the possibility of adapting for use in Great 
Britain any signs on which the Conference agreed. It did not, how~ver, see its way at present 
to extend its international obligations as regards road signals to s1gns other than the danger 
signs in the Annex to the 1926 Convention. The British autl10rities ~ere c~mpell~d to use 
many devices, such as light signals and ~i~s painted on tile road, m dealmg w1th traffic 
conditions which were peculiar to Great Bntam. 

'See document Con£. C.R.fi, page 5· 
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M. GmKA (Roumania) suggested that the Committee should firs! discuss. the P~~f;: 
on which the Annex to the Convention was based-namely, classes of signs, therr shap ' 
and protection. · 

l\£ FORSTNER (International Transport Workers' Federation) safd that the Internation~ 
Transport Workers' Federation and the International Fede:ation of Christia!l Factory£ a~ 
Transport Workers' Unions had examined the draft Convention and agreed w1th most o .t e 
proposals contained therein. They suggested,_ however, _tb,at it should contain regulatiOn~ 
concerning uniform signals to be g~ven by officials controlling the traffic. They also won~~re 
whether, instead of concluding a new Convention, it would not be better to add new provisions 
to the I926 Convention (see Annex I, page wg). 

M. PFLUG (Germany) drew attention to the observations of the German Governl?ent (see 
Annex 2, page III), particularly those :elating to sha:Pe and c~l<;mr. He explamed that 
these observations were based on the expenence of the police authonbes and on rece_nt psy~o
technical experiments. The German Government thought it essential to deal with this 9-uest!on 
scientifically. Some hundreds of persons, including policemen, motorists, workers, and grrls ~r?m 
one of the upper classes of a high school, had been tested. The results, which were s~nsmg 
from some aspects, showed that it was impossible to judge a sign from a first impress1.o~, and 
that the matter was more difficult than had been supposed. Germany would be unwilling to 
abandon its present system unless it were convinced of the superiority of anothe: system. . 

In M. Pflug's opinion, one of the best studies of the question was _to be found man An;tencan 
pamphlet, the report of the International Conference on Street and H1ghway Safety, Washington, 
September I930. He did not suggest that the American signs should be adopted, but drew the 
Committee's attention to this interesting pamphlet. 

In reply to an observation of M. Pflug, the CliArRMAN said that experience had shown that 
all countries had a natural tendency to consider their own system to be the best, but it was 
necessary for everybody to make concessions in order to arrive at an international agreement. 

M. PFLUG (Germany) replied that Germany was prepared to change its system, but could 
not accept details which did not answer to its special conditions. 

The SECRETARY-GENERAL OF THE CONFERENCE said that, while he did not wish in any way 
to diminish the importance of the psychotechnical experiments to which the German delegate 
had referred, practice did not always conform to the results of such experiments Great importance 
should be attached to the views of the tourist organisations, which had been considering the 
question for years, and of organisations such as the Union des villes et pouvoirs locaux, which had 
experimented with signalling systems. The Association des fiderations de standardisation had 
also made a scientific study of the question. Consideration of the views of such organisations 
showed that it would be difficult to lay down absolute rules for all road signs. The Ig26 Convention 
left entire liberty in the choice of colour for danger signals, not necessarily because those who 
framed it thought colour unimportant, but possibly because they found it difficult to lay down 
a rigid rule., In practice, )lowever, it had been found that a black sign on a white ground or a 
white sign on a black or dark plue ground was effective. 

As to the desirability of adding a border to the sign, in regard to which the Netherlands 
delegation had made proposals (see Annex 3, page n4), undoubtedly a sign with a border was more 
conspicuous. -

It could not be said that only the shape of the sign was important. There were three important 
~aracteristi~s--a distinc~ sign, the shap~ and the colo~. The Committee pight perhaps 
WISh to consider whether 1t was preferable, mstead of prescnbmg an absolute rule in all cases, to 
contemplate tw~ or tJ:rree alternatives. The signs adopted in the I926 Convention should be 
taken as a startmg-pomt, and the new proposals regarded as an extension of that Convention. 

The German memorandum suggested that, in view of the differences in climatic conditions 
the visibility of colour_:; varied in different countries, ~d, in countries where there was a good 
deal of snow, hollow stgns would probably be more satisfactory. The Committee might discuss 
whether there was any me_ans of providing for such special cases, while keeping within a limited 
frame_wor~. _It was most ~portant, above all, to see that the same sign did not have a different 
meanu:g m different countnes, and th~t, so far as possible, uniform signs were used . 

. W1~h reference ~o t~e statement m. the memorandum that, in the German system, all traffic 
po~ce s1~s were whi!e With black l~~enng and a red border, the question might arise whether such 
unifonmty of colo~g was not bnng and therefore not particularly effective. It would seem 
preferable to use diff.erent. colours for different classes of signs. 

Generally ~eaking, signs should be.limi~d to !1 ~um, and it did not follow that every 
country was obliged to employ all the s1gns m the mternat10nal system. The right-of-way sign 
for example, was not necessarily applicable in all countries. ' 

. M. RoTHMUND (Switzerland) felt sure, that, on the basis suggested by the Roumanian dele
~atiOn, agreemen~ could soon be reached on the principles of road signalling. Many differences 
m regard t~ detail would be removed during the main discussion. 

He pomted out t~ the .German de!egation that a great many road signs would disappear 
~ soon _as absoh;te unifornuty was achieved. The important point was to make sure that the 
s1g!lS wer~ c~:msp1cuous and could be underS!ood by all persons holding driving licences. 

The S~!Ss ~~ve~ment accepted the mam outlme of the draft Convention, but M. Rothmund 
reserved his opm10n m regard to the details. 
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M. WALCKENAER (France) said th~t the suggestion in the German memorandum that a small 

number of c?lours shou1~ ?e used for s1gns. set up b~ public authorities so that these combinations 
of colours ~gh~ be prohib1ted for commer?al :'ldvertlsements was very interesting. The Prefecture 
of the Pan.s police had recently ?een con~1~enng this problem of the means of making a distinction 
between s1~s set up by public authonties and commercial advertisements, but had come to 
somewhat diHerent results. With this end in view, the Paris police authorities were contem
pl~ting the adoption. of triangular signs for all indications of an official nature. In support of 
th1s propos.al, th~ Drrector-General. of the Paris police pointed out that advertisers at present 
made r~latlyely little use of the tnangle, and there would be no difficulty in prohibiting them 
from usmg 1t. 

The triangle was reserved for danger signs in the rg26 Convention because it was considered 
to be the m~st conspicuou_s, and i~ was. used wJ:len there was danger to the motorist. Signs at 
places at which th~ motonst must ~xercrse pa~cular car~ not ~o cause. ~ccidents to third persons 
could also be class1fied as danger s1gns, and this suggestion nnght facilitate the adoption of the 
triangle for the majority of the signs exhibited by public authorities. 

M. SILVELA (Spain) suggested that the words " signalisation routiere " should be replaced 
in the title of the Convention by "signalisation de la voie publique ". This would cover cases in 
which there was danger to persons other than motorists. He added that the same regulations 
shou1d be adopted for town and for country districts. 

The Spanish Government had gone to considerable expense in introducing a new system of 
i:oad signalling and wou1d be very sorry to have to change it. Consequently, he suggested that 
the transitional period of five years should be regarded as a minimum. 

He considered that it would be advisable to prohibit advertisers from using the colours 
adopted for danger signs. · 

The CHAIRMAN said that M. Silvela's proposal to alter the title of the Convention would be 
examined by the Drafting Committee. 

M. PFLUG (Germany) said, in reply to a remark made by the Secretary-General of the 
Conference that he had not suggested that the colours used in Germany should be adopted univer
sally, but only stated that they gave excellent results in Germany. The situation might be 
different in another country, and he proposed that countries should be left free to choose the 
colours they found most satisfactory. 

The CHAIRMAN declared the general discussion closed. 
M. Ghika's proposal was adopted, and the Committee proceeded to the examination of the 

Annex to the draft Convention. 

II. Annex to the Draft Convention concernin~ the Unification of Road Si~nals. 

CLASSES OF SIGNS. 

Colonel PERON (International Association of Recognised Automobile Clubs) said that his 
association agreed to most of the signs proposed in the draft Convention, but would have presented 
them somewhat diHerently. 

The driver of a car had three different preoccupations. In the first place he wanted to be 
warned of the dangers before him. This was settled by the Convention of April 24th, rg26, 
which fixed the triangle as a danger sign. 

Secondly, the motorist wanted to be informed of traffic regulations to be observed. The 
association had reached the conclusion that signs of this nature should be round. On seeing 
that shape, the motorist would at once be aware, even before he could distinguish the symbol 
or lettering on the sign, that it indicated a police regulation which must be observed. . 

Finally, the motorist wished to receive certain information which would be useful but which 
he was not obliged to observe, such as information regarding direction. For this class of sign, 
which is optional, a rectangle could be used. _ 

This system wou1d involve only three classes of signs, and would have the advantage of 
being simpler than that proposed in the draft Convention. . . 

The speaker pointed out that, with this classification, an arrow would have a differ~nt meanmg 
according to whether it was placed on a ci~cular disc or on a rectangular J?late; I.£ 1t. were on a 
circular disc, it wou1d mean that the motonst was compelled to take the drrectlon mdicated, and 
if on a rectangu1ar plate, that the direction was optional. 

M. PERSYN (Belgium) agreed that it would be preferable to adopt three distinctive classes 
of signs. • 

M. WALCKENAER (France) did not oppose Colonel Peron's proposal, on ~he -und~rstanding 
that danger signs should include signs at places where the motonst must exerclSe particular care 
not to cause accidents to third persons. • 

M. PERSYN (Belgium) sugge~ed that, in towns, attention should be cal_led to danger owing 
to the proximity of schools, hospitals, and so on, by means of an exclamation mark placed on 
the sign. · 

M. W ALCKENAER (France) thought this sign could p.ot be adopted internationally. An 
exclamation mark would, in France, evoke mirth. 

The Committee adopted Colonel Peron's proposal that there should be three classes of. signs: 
a triangle for danger (this being understood to inc~ude ~an~er ~o persons other than motor~sts), a 
circle for police regulations, and a rectangle for optional mdicatlons. 
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SECOND MEETING 

Held on March r7th, rg3r, at 3 p.m. 

Chairman: M. STIEVENARD (Chairman of the Permanent Committee on Road Traffic). 

III. Annex to the Draft Convention concerning the Unification of Road Signals 
(continued).1 

The CHAIRMAN reminded the Committee tha~ it had, at its first session, agreed to divide ~he 
signs to be considered into three categories--those indicating: (r) danger; (z) traffic. (police) 
regulations; (3) informative signs. It had agreed that a triangle should be the danger stgn: but 
the limits of the use of this sign had not been defined. This task was now before the Commtttee. 

LIMITATION OF UsE OF DANGER SIGNS. 

1\L PFLUG (Germany) agreed to the three categories mentioned, but thoug;ht that the danger 
signs specified in the International Convention relative to Motor Traffic, Pans, rgz6, (H.M.S.O. 
Cmd. 35ro) should constitute warning of danger to the motorist only, and that there should be 
a difierent sign denoting danger to pedestrian or other traffic. 

_ M. W ALCKENAER (France) pointed out that the Paris Convention had made no mention of 
signs for the safety of pedestrians, and that this omission must be rectified. He did n?t agree 
with M. Pflug that a different sign ~as necessary. He thought th31t symbols or figures 1mp'?sed 
on the triangle could be used _when 1t was necessary to warn motonsts and so pro~ect pedestnans 
from danger. 

M. PFLUG (Germany) pointed out that, whereas the dangers against which the rgz6 signals 
gave warning :were constant, those to pedestrians, such as children leaving school, were occasional 
only, and that, therefore, a sign rectangular in shape, similar to the sign for speed-limits, should 
~~ . 

M. ROTHMUND (Switzerland) said that the use of a single sign did not allow for constant 
danger, such as the passage of a motorist through a town. He therefore agreed with M. Pflug 
that vital danger-points should be indicated by the signs of the rgz6 Convention, and that all 
temporary or general warnings required a fresh sign. He also drew attention to a class of danger 
not envisaged in the rgz6 Convention-that of a road under repair. For this he suggested the 
superimposing of an exclamation mark upon a triangle. 

M. HANsEz (International Association of Recognised Automobile Clubs) warned the 
Committee against multiplying the number ·of signs in use. He reminded them that, prior to the 
Conference in rgog, there had been no less than twenty-four danger' signs in use. At that 
Conference, these had been reduced to four, since when two further signs had been added, making 
in all the six signs of the rgz6 Convention (Annex F). He was of opinion that no further sign 
was necessary to warn pedestrians of danger, since any warning applied equally tp both motorist 
and pedestrian. 

The SECRETARY explained that it was perfectly possible to supplement the provisions of the 
rgz6 Convention, and that it would not be necessary to alter them. 

. M. EGNELL (Sweden) said that, . in Sweden, with the development' of motor traffic, the 
rmprovement of road surfaces. and the consequent increase of speed, the hollow triangular sign 
fonne~ly used had b~en found madequate, and that it had become necessary to use symbols within 
the tnangle to specify the nature of the danger to be avoided. Such symbols could be either 
painted on a plane surface or cut out in silhouette in a hollow triangle. 

M. PERSYN (Belgium} referre~ to the Secretary's statement that the rgz6 Convention need 
not b~ altered, an~ asked if al~e~at10n would not be necessary in the provisions of that Convention 
refemng t_? the ID;stance (a mmrmum of rso and a maximum of zoo metres) of the !1ign from the 
danger pomt (Arbcle IX of the rgz6 Convention) . 

• 
The CHAIRMAN repeated that the Committee did not wish.to modify the rgz6 Convention 

but was at liberty to supplement it. ' 

M. ~ ALCKENAER (France) pointe~ out that the Swedish method of placing designs in triangles 
~ descnbed by M. Egne~ left the plam sign of the hollow triangle free for other uses, as set out 
m the table on danger stgns on page ro of document Conf. C.R.fr before the Conference~ It 
would not, therefore, be necessary to touch the rgz6 Convention. 

1 See document Conf. C.R.ft, page 5· 



M. CENTNER (Saar) recommended the use of reflectors on each of the three angles of the 
triangle for night purposes. 

M. PFLUG (Germ~ny) agreed to th~ use of the six signs set out in the table, but thought 
that dangers not provtded for by these signs should be specially signalled as in Germany and the 
United States of America. ' 

M: ~Cl!EJMER (Poland} proposed the use of a special sign for warnings against forking 
tram-lines m towns (see Annex 6, page n8). · 

The CHA.rRMAN asked M. Minchejmer to leave this special question till a later meeting. He 
thought members of the Committee should confine their remarks at the present meeting to the 
definition of the limits within which the danger sign was to be used. 

11{. VON ELERT (Germany) askecl if the seventh sign, in the ·shape of a plane triangle with a 
symbol upon it, were to be added to the first six prescribed in the table. He recommended 
ilie use of an eighth sign denoting danger to pedestrians. 

M. MELL!NI (Italy) said that, since the object of the Convention was to facilitate international 
motor traffic, the minimum number of signs should be used. He suggested that the one extra 
sign (No. 6) in the table should suffice. 

M. PERSYN (Belgium) and M. DuCHAINE (President of the Touring Club of Belgium) agreed. 

The SECRETARY-GENERAL OF THE CONFERENCE explained that the sixth signal to be used 
for dangers other than the five already envisaged might be either plane or hollow according as 
plane or hollow signs were used for the other five signs. If necessary, the uses of the sixth sign 
could be specified by a list of examples. 

On the motion of the CHA.rRMAN, it was agreed that a new sign should be added to the six signs 
laid down in the Igz6 Convention. This new sign would be a painted triangular plate with or without 
a symbol. 

M. MlNCl!EJMER (Poland) drew the ·Committee's attention to the question of the distance 
from the danger spot at which the sign should be placed in towns. 

Colonel PERON (International ~ociation of Recognised Motor Clubs) agreed that, in towns, 
the distance between the sign and the danger spot must vary with circumstances. He thought 
M. Minchejmer's suggestion for a special signal for forking tram-lines was a good one, but was not 
one to be adopted internationally. 

M. RoTHMUND (Switzerland) wondered whether the danger sign should not be restricted to 
certain dangers to be specified in the Convention, and suggested that it was not necessary to put 
a danger sign in crowded areas where motorists had, in any case, to drive carefully. 

M. GmKA (Roumania) thought the Committee was in agreement with the principle that a 
triangle should be used to indicate danger. He did not think, however, that the number of cases 
in which a danger sign should be used could be restricted in the manner suggested by M. Rothmund. 

J 

The Cl!ArRMAN noted that the Committee adopted signs I to 5 of Table I (document 
Con£. C.R./I}, for other dangers than those covered by signs I to 5, an additiona~ sign consisting 
of a triangular plate with or without a symbol (sign 6.), and sign 7, which was optional, to denote 
a right-of-way. The hollow triangle (sign 6 of Table I) was maintained as an alternative general 
danger sign for countries which did not desire to use the special signs above. 

SIGNS INDICATING POLICE REGULATIONS. 

M. EGNELL (Sweden) drew attention to .the system proposed by the Swe~sh authorities 
(see Annex 4, page n6). Experiments made m Sweden had shov.:n that yellow signs. were very 
conspicuous in all cases. It had also been found that the hollow tnang~e w~ not suffie1e~t, a;; the 
intensity of traffic increased as a result of the new roads, and the desrrability of replacmg It by 
plane danger signs was being conside:~;ed. The inscriptions on the signs would probably be replaced 
by symbols. -

The speed-limit in Sweden had been abolished from January Ist, but the responsibility of 
the motorist had simultaneously been increased. 

The CHA.rRMAN noted that the proposals of the Swedish experts were in line with the 
Committee's decision that a disc should be used to indicate police regulations. 

M. HANSEZ (International Association of Recognised Automobile Clubs) said he approved 
of the use of the disc for police regulations. 

. M. PFLUG (Germany) said that he did not object to the use of a disc for comJ?ulsory regulations, 
provided the countries were free t<? choose the colour they found most satiSfactory, and that 
inscriptions could be made on the sign. 
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The CHAIRMAN noted that, leaving aside the questio'; of colour, th~ Cot,mnittee agreed ~~i 
a disc should be used for signs indicating police regulations. These s1gns mcluded speed-hnu 
signs and signs denoting a direction which _it was CO!JlPU!sory to t~e. · 

He then asked the Committee to consider the signs illustrated m Tables II, IV and III. 

SPEED-LIMIT SIGNS (TABLE II). 

The CommiUee agreed that a disc and not a rectangle'should be u,sed for these signs. 

SIGN INDICATING DIRECTION TO BE FOLLOWED (TABLE IV, SrGN I). 

M. PFLUG (Gerntany) suggested that it was unnecessary to fix in ~n internatio_nal convention 
a sign indicating a direction to be followed; an arrow would be used m all countnes as a matter 
of course. 

M. MELLINI (Italy) stated that he was unable to accept this sign. 

M. liANsEz (International Associa?on of .Reco~se~ Automob~e Clubs) thought it w_as 
indispensable to adopt the arrow as an mternatlonal s1gn, if all motonsts were to understand Its 
meaning. 

M. SCHoNFELD (Netherlands) agreed, and pointed out that, if Sign r were. a~opted, it wo~d 
not be necessary to adopt a special sign for cases in which a v~hicle was prohibited from takmg 
a particular street or keeping to the right or left, as the case m1ght be. 

After further discussion M. PFLUG did not insist. 

The CiiAIRMAN noted that the Committee adopted the sign indicating the direction to be 
followed as it stood (Table IV, sign I). 

SIGN INDICATING AN AUTHORISED-PARKING. SPACE (TABLE IV, SIGN 2). 

M. MEI.LINI (Italy) said that he was unable, for the moment, to accept this sign. 

In view of this observation, the decision in regard to the sign was reserved. 

SIGN INDICATING "CYCLISTS ONLY" (TABLE IV, SIGN 3). 

The decision in regard to this sign was reserved. 

SIGNS PROIDBITING PASSAGE (TABLE III). 

., 

M. SCHoNFELD (Netherlands) drew attention to the Netherlands system, which consisted in 
adding plates round the disc in specified positions to denote prohibitions relating to various · 
types of vehicles (see Annex 3, page rr4). 

M. liANsEZ (International Association of Recognised Automobile Clubs) pointed out that 
signs I to 4 had exactly the same meaning, and suggested that one only should be adopted. 

M. RoTHMUND (Switzerland), M. PERSYN (Belgium) ard M. MELLINI (Italy) considered that 
two signs were necessary-one to denote total prohibition and one for one-way roads. 

M. PFLUG (Germany) said that, in the opinion of his Government, these signs were not suffi
ciently conspicuous. In Germany, an arrow pointing downwards was added to the disc in order 
to make it more conspicuous. He did not wish to impose the German system on other countries, 
but asked that, in adopting international signs, Germany should be free to introduce additional 
details, such as the arrow. · 

One-way streets were indicated in Germany by means of an arrow with the necessary 
inscriptions at the open end of the street. The closed end was marked by a sign prohibiting the 
passage of vehicles of all kinds, or by an arrow pointing in the opposite direction to the permitted 
traffic. That method had proved satisfactory, and Germany was anxious to retain the " Einbahn-
strasse " sign. · 

The CHAnu.!AN suggested that a red disc (sign I) should be adopted for total prohibition. 

The CommiUee agreed, M. Pflug reserving the question of colour. 

. T~e CHAnu.I;w the'; suggested t~at, _for one-way roads, the Committee should adopt a special 
Sign (Sign 3), as 1t was Important to mdicate that the road was not entirely closed but could be 
entered at a certein point. · ' 

M. Rmffi: (Austria) said that his Government could not accept the League of Nations proposals 
for one-way signS. 

. . M.. LE 9A~ (France) said that he had understood that, for one-way roads, the sign 
mdicabng direction to be followed (Table IV, sign I) would be used at the open end of the road 
and the sign indicating total prohibition at the other end. 
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lV~. PFLUG (Ge_rmany), ~- BILFELDT (Denmark) and M. EGNELL (Sweden) did not see th 
necessity for adoptmg two signs. · e 

The C~ pointed out that ~everal countries-Switzerland and Italy, for example 
had found It necessary to employ two signs. _ ' 

Alter a short discussion, the CommiUee adopted sign 3, Table III, to indicate a one-way road. 

M. PFL~G {Germany) asked the Committee to agree that the German Government could use 
an ~rrow pomtm~ d?wnwarcls to make the disc more conspicuous, and was free to employ the 
'' Eznbahnstrasse ' stgn. 

~- ScHNEIDER (Austria) supported M. Pflug's proposal tha't the disc should be made 
conspicuous by means of an arrow. 

. M. DuCHAINE (Belgium) said that he did not object toM. Pflug's request, on condition that 
It was understood that the system was national and not municipal and would be employed 
throughout Germany .. 

. M. PFLUG (Germany) replied that the system would be adopted throughout the country. 

The Committee agreed that the addition of an arrow, as proposed by M. Pflug, did not alter 
the main characteristics of f/ze signs and that Germany could continue to use this system. 

M. ScHoNFELD (Netherlands) asked where M. Pflug would suggest putting plates denoting 
special prohibitions, in the event of the adoption of the Netherlands system. 

M. PFLUG (Germany) said that the German Government was of opinion that the only signs 
required for prohibiting passage were the following : 

1. (a} Prohibited for vehicles of all kinds; 
(b) Prohibited for vehicles exceeding x tons total weight; 

2. (a} Prohibited for motor-cars; 
(b) Prohibited for motor-cars exceeding x tons total weight; 

3· Prohibited for motor-cars and motor-cycles. 
4· Prohibited for motor-cycles. 

The German proposal, which had been distributed (Anne~ 2, page III) illustrated the signs 
to be used for these prohibitions. 

M. PERSYN (Belgium) pointed out that signs 13, 14, 15 (page 12) and 7 (page rl) had the same 
meaning. He suggested that signs 13 and 14 should be omitted, and that sign 15 should be 
used for heavy lorries and sign 7 for light lorries. · 

M. DuCHAINE (Belgium), M. MELLINI (Italy) and M. LE GAVRIAN (France) were of opinion 
that one sign with the necessary inscription would suffice for all lorries. 

M. HANs:ez (International Association of Recognised Automobile Clubs) supported the 
Netherlands system of placing symbols in specified positions round the disc. 

M. LE GAVRIAN (France) asked whether signs prohibiting passage should be interpreted as 
relating to all vehicles. 

M. MELLIN! (Italy) pointed out that horse traction was usually local; no provision need 
therefore be made for it in an international convention 

_ M. SCHoNFELD. (Netherlands) preferred sign 15, which could be applied to onmibuses as well 
as lorries. 

M. LE GA.VRIAN (France) suggested that sign I, with an indication of the maximum weight, 
would be more satisfactory and would meet M. Schonfeld's point. 

The CHA.IRMA.N asked the Committee whether they agreed to omit signs 13 and 15 and to 
adopt signs 7 and 14. 

M. PFLUG (Germany) pointed out that it was essential to adopt a sign prohibiting the passage 
of vehicles whose weight exceeded a certain limit. . He called attention to the German proposal 
in this connection. 

The CHA.IRMA.N asked the Committee to decide whether the signs should relate exclusively 
to motor traffic. 

M. HANs:Ez (International Association of Reco~~ed Automobile Clubs) tho~ght they should 
refer only to international traffic. The local authontles should be left to deal wtth slower traffic. 

M. PFLUG (Germany) disagreed with M. Hansez.. If. the inte~ational signs related only to 
motor traffic, the number of signs on the road would mevttably be mcreased. 

M. PERSYN (Belgium) agreed with M. Pflug. 

M. HANSEZ (International As5ociation of Re~ognised Automobile Clu~s) said that he. c~uld 
accept M. Pflug's poirit of view, since he was anxtous that the number of stgns should be limited 
to a minimum. 
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l\I. SCHNEIDER (Austria) thought there should be one sign for all ve~cles. He di~ not t~k 
it necessary, however, to make a stiJ?ulati?n to. that effect in a~ intemat10nal convention, nor did 
he consider it necessary to make sttpulat10ns m regard to cyclists. 

l\I. LE GAVRIAN (France) agreed that the Committee was chiefly concerned with ~temational 
traffic. If, however, the necessary information for other forms of traffic could be gtv~ at the 
same time, so much the better. 

The CHAIRMAN asked the Committee to discuss the signs suggested by M. Pflug. Did th~y 
consider that these signs were too many or too few? He pointe~ out t~at a ~orry of a certam 
weight might be prohibited on account of its speed, where a heavter vehicle wtth a lower speed 
was permitted. 

M. LE GAVRIAN (France) said that this difficulty could be overcome if a suitable inscription 
were placed on the disc. 

After a short discussion, the Committee agreed to adopt the German signs for special 
indications without the arrow and excluding signs 4 and 7· It was understood that Germany was 
free to employ the arrow. 

The CHAIRMAN said that the Committee would have to consider the questions of possible 
additional signals and of colours at its next meeting. 

THIRD MEETING 

Held on March r8th, rg~r. at 3 p.m. 

Chairman: M. STIEVENARD (Chairman of the Permanent Committee on Road Traffic). 

IV. Annex to the Draft Convention concerning the Unification of Road Signals (continued) 1 

The CHAIRMAN said that the Committee had now to consider the category of purely informative 
signs, rectangular in shape. 

SIGNS PROIDBITING PASSAGE (continued) .. 

M. RoTHMUND (Switzerland) asked permission to put before the Committee· a question 
on the subject of signs prohibiting passage, which had been discussed at the previous meeting. 
He wished to know- whether, in the opinion of the Committee, the case of a road open to cars 
but closed to motor-bicycles or vice versa was usual. 

M. HANsEz (International Association of Recognised Automobile Clubs) said that, generally 
speaking, roads that were closed to one were closed to both forms of traffic. Formerly, motor
bicycles had been classed with bicycles and had been forbidden dangerous hills. With the 
modem perfecting of brakes, this had become less necessary. He stated that cases where roads 
were closed to cars but open to motor-bicycles were almost unknown, and that for the reasons 
he had given cases of roads open to cars but not to motor-bicycles were usual. 

M. SCHNEIDER (Austria) thought it relevant to add that roads were sometimes forbidden 
to motor-bicycles for considerations of noise. 

M. SILVELA (Spain) agreed with M. Hansez. 

M, GHIKA (Roumania) hoped that M. Rothmund's suggestion did not mean that a new 
sign must be devised. 

M. PFLUG (Germany) said that the German police had found in practice that they needed 
three signs, one forbidding motor-cars, one forbidding motor-bicycles, one forbidding both. 

M. RoTHMUND (Switzerland) pointed out that his suggestion involved not a new sign 
but a simplification of the proposed signs. He suggested that sign 3 of the' German propos~ 
agreed up~n at the previous meeting might well be used to mean prohibition of passage to all 
motor vehicles. 

. The CHA.IRMAN said that, since the German signs had been agreed at the previous meeting 
tt was perhaps not necessary to reopen the discussion. ' 

OOORMATrVE SIGNS. 

Sign indicating Authorised Parking Space (continued). 

The CHAIRMAN asked the Committee to consider the shape of the sign indicating an 
authorised parking space. 

M. PFLU:G (German~) asked if he was right in thinking that- it was proposed to use a 
rectangular Sign for parking places, bearing the letter " P " signifying the right to park. 

1 See document Con£. C.R.fr, page 5· 
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M. EGNELL (Sweden) th?ught tha~ ~e sign denoting authorised parking places should be 
r~>Und and not rectangular, smce penmss1on ~o. ~ark yvas a P?lice authorisation. The parking 
stgn should be round, analogous to the prohibition stgns decided on at the previous meeting. 

M. PFLUG (Germany) drew the attention of the Committee to an intermediate category 
b.etwe~n. the compulsory and optional categories--that of pennission to park within a fixed 
trme-linnt. 

M. ROTHMUND (Switzerland) and M. GmKA (Roumania) supported M. Egnell's proposal. 

~· SCH6NF~LD (Netherlands) disagreed with the Swedish proposal. He thought, since 
P.arking was optional, the contrast between the round prohibition signs and a rectangular parking 
stgn was valuable. 

M. WAI.CKENAER (France) said that the choice of shape of the parking sign depended on 
the Committee's conception of parking. If parking were a public measure adopted in view 
of a police regulation, it would be in confonnity with the principles agreed upon at the end of 
the first session to adopt the round sign. 

The CHA:lRMAN said that the important point to be borne in mind was the effect of the 
sign on the mentality of the motorist. He was of opinion that the parking sign should be 
rectangular. 

M. W AI.CKENAER (France) pointed out that many parking signs in use were unofficial, set 
up by hotel proprietors, owners of casinos, and others. These were usually rectangular signs, 
but he thought the official parking sign ought rather to be round. 

M. GmKA (Roumania) thought that the official or unofficial nature of the parking ground 
could well be denoted by the colour of the sign. · 

M. PERSYN (Belgium) agreed With M. Pflug and M. Schonfeld that the parking sign should 
be rectangular. 

M. HANsEz (International Association of Recognised Automobile Clubs) also agreed ·that 
the sign for parking must be rectangular, since the round signs adopted by the Committee at 
its previous meeting were all warnings, disregard of which involved some penalty. He thought 
M. Pflug's statement that a parking sign, being neither a compulsory nor a direction sign, belonged 
to an intermediate category, was correct: He therefore suggested that parking signs should 
be square. 

The CHAIRMAN said that he judged from the speeches that the majority present were in 
favour of a rectangular sign. He thought that some countries at present using the circle were 
prepared to modify their existing signs. 

M. PFLUG agreed that Germany was prepared to do this, since a round sign, in view of the 
decisions of the previous session, would mean " Parking prohibited ". 

M. W AI.CKENAER (France) maintained that. since unofficial parking notices were normally 
rectangular, the official sign should be circular in order to avoid confusion. 

M. PFLUG ·(Germany) suggested that, jUst as compulsory signs could indicate obligation 
or prohibition, so could optional signs be official or unofficial. He therefore maintained that 
a rectangular sign was best. 

M. S!LVELA (Spain) said that, according to M. Walckenaer's theory, that rectangular signs· 
used by private persons involved the use of a round sign for official notices, the rectangle could 
not be used even for the proposed informative signs. 

The CHAIRMAN felt that all present. with the exception of M. Egnell, were of opinion that 
a rectangular sign should be used to indicate authorised parking space. 

This was agreed. 

"Caution" Sign (for Schools, Churches, etc.). 

M. PFLUG (Germany) asked the opinion of the Committee on the best method of si~a~g 
" Caution " for schools, churches, hospitals and other institutions. He considered this stgn 

· should be rectangular, being informative and not prohibitive. 

The CHAIRMAN thought it useless to .open a general discussion on whether this question 
was one of danger, prohibition or information. He considered that such a sign was an appeal 
to the prudence of the motorist and that the rectangular sign might be used. 

This was agreed. 

Netherlands System for Signs prohibiting Passage. 

M. ScHoNFELD (Netherlan~s) drew attention to the Netherlands pro:posa_l that indications 
as to the nature of the prohibition should be placed laterally to the mam stgn (see Annex 3, 
page rr4). . H~ asked ~at the Netherlands might be,permitted the option within the Convention 
of using the stgn (d) gtven on the last page of the mset (between pages II4 and II5)· ~ 
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M. SCHNEIDER (Austria) opposed this, since lateral signs round. the. ~ain sign rende[e~ t!{J 
less liable to catch the eye. He thought, to achieve the utmost s1mplic1ty, the symbo s 

0 

be placed within the outline of the main sign. 

The CHAIRMAN asked the Committee to remember that M. Schonfeld's proposal was merely 
a request that the procedure which he suggested might be admitted in the Netherlands. 

M. GHIKA (Roumania) disliked the Netherlands proposal, since prohibition of all forms 
of traffic as illustrated by the sign (d) on the last page of the inset altered th~ sh.ape of ~he 
prohibition sign turning it from a circle into a cross. He preferred the alternative. illu~tratwn 
on the left of the page, in which the special indications were placed below the mam cucle. 

1vL LE GAVRIAN (France) also prefered the alternative illustration, since it left the main 
sign undisturbed. 

M. PFLUG (Germany} said that Germany had no objection to allowing the Netherlands an 
option in this matter. 

M. RoTHMUND (Switzerland} opposed the . Netherlands suggestion. Though he thought 
the system logical, he felt that other countries would not adopt it, and it was therefore valueless 
in an international code of signals. · 

M. SCHoNFELD (Netherlands) disagreed with M. Ghika .and M . . Le .Ga:rrian. He felt th~t 
the shape of the sign as a whole was equally altered by placmg the md1catlons belo.w the mam 
circle. H the right-hand design turned the circle into a cross, that on the left made 1t a statue. 

The CHAIRMAN repeated that M. Schonfeld only wa~ted to obtain for the Nethe~lands the 
option of using the signs that they proposed. He asked if the members of the Comrmttee were 
willing to adopt the system proposed by the Netherlands delegation as an optional system. 

M. ScHoNFELD (Netherlands) asked that his proposal should be put to the vote. 

M. Schonfeld's proposal was rejected. 

COLOUR OF RoAD SIGNS. 

M. PFLUG (Germany) said the German Government thought it most important that each 
country should be free to choose the colours best suited to its clin!atic conditions. 

In reply to a question by the Chairman, he added that, in Germany, black on a 
white ground had been found most satisfactory. A red border·was added to detach the sign 
from the background. 

M. GHIKA (Roumania) agreed that the colour should, to some extent, depend on climatic 
conditions. He believed, however, that_ the Committee was almost unanimously of opinion 
that red should be adopted internationally to indicate prohibitions. 

M. EGNELL (Sweden) supported M. Ghika, and suggested that blue should be used for 
informative signs. In the Swedish proposal, all the signs .had a yellow ground, as that colour 
was most effective in Sweden. 

M. HANsEz (International Association of Recognised Automobile Clubs) urged that it 
was important, if the meaning of the signs was to be recognised, to adopt henceforth uniform 
colouring. 

M. ScHNEIDER (Austria) agreed that red should be used generally to indicate a prohibition, 
but pointed out that the sign need not be entirely red. 

M. WALCKENAER (France), while agreeing in principle with M. Hansez, thought some latitude 
be left in ~e ch<;>ice. of <;olours. ~s .a .compromise, he sugge~t~d that red should be the predominant 
colour of s1gns mdicatmg a prohibition, and that the addition of colours of secondary importance 
should be permitted. Some freedom could be left in the choice of secondary colours. In support 
of this proposal he gave examples from the system used on the French railways. 

The CHAlRMAN observed that, if red were adopted as the fundamental colour of signs indicating 
a prohibition, it would be possible to allow the different countries to add the colours best suited 
to their particular climatic conditions. 

M. PERSYN (B.elgium) tho~ht the C<?mmi~ee sho.uld.endeavo~ to adopt unif~rm colouring 
for eacl! class of signs; otherwiSe, confus1on rmght anse m the mmd of the motorist. 

M. ~FLUG (Ge:many) said that the German Government was guided by two considerations : 
(1) ~he climat~, which had led to the adoption of black, white and red; (2) that all signs indicating 
police regulatiOns should be of the same colouring-white with a black inscription or symbol 
a!ld a red border. This enabled motorists immediately to distinguish such signs from all other 
SignS. 
. M. Romein had s~d that the German system would be tiring to the eye. On the contrary 
~t ~as ?f the g~e~~st 1mportan~e to the I?otorist to be able to recognise immediately all sign~ 
mdicatmg proh1b1t1ons and police regulatlous, and this assistance was essential. 
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The ~am~ &Iouping of colours would be used throughout Germany, but the German delegation 
n:tust mamtam Its requ~st that ~rmany sh?uld be free to use the same colours for all prohibition 
signals and those proVlded for m the police regulations . 

. M. EGNELL (~weden) said that the Swedish Government was opposed to the colours red, 
white and black, and woulq prefer to replace white by yellow and the red border by a black 
border. 

T_he SECRETARY-GENERAL CF THE CONFERENCE thought the Committee should endeavour 
to amve at the greatest possible _uniformity, but suggested that some latitude might be allowed. 

He asked whether the Comnuttee could agree that the signs contained in the 1926 Convention 
should be black with light colour ground, or white on a dark ground, preferably with a border 
to detach them from the background; and that, for the rest, countries should be left free to 
choose the most satisfactory colours. 

The CHAIRMAN was under the impression that it would be impossible to say more than that 
red must appear in all signs indicating a prohibition. 

M. WALCKENAER (France) suggested that the Committee could go a little further and say 
that red should predominate in all signs prohibiting passage, but that countries would be free 
to choose the colours of other signs. 

M. PFLUG (Germany) pointed out that red was thE> predominant colour of the German signs 
indicating police prohibitions. . 

M. GmKA (Roumania) asked whether the German Government would not contemplate 
the possibility of abandoning the use of red for informative signs. 

M. VON ELERT (Germany) stated that it was absolutely essential, in his view, that all official 
signs-that was to say, all circular signs-· should be of the same colour. 

M. ScHoNFELD (Netherlands) pointed out that it would be more logical to use blue for 
informative signs. On seeing a red sign, a motorist would inevitably assume that he was obliged 
to stop. 

M. WALCKENAER (France) said that he understood M. Pflug's anxiety thPt all official signs 
should have a characteristic aspect, but wondered whether Germany could not be content to 
accept a circular disc with a vertical arrow as the characteristic of official signs and to leave the 
question of colour open. 

M. PFLUG (Germany) pointed out that this would necessitate using an arrow for all official 
signs, whereas the German police were anxious that it should be used only for the most important 
-namely, signs indicating prohibitions. 

The SECRETARY-GENERAL OF THE CONFERENCE suggested, for official signs other than those 
prohibiting passage, white on a dark ground, or black on a light ground, with a border, if necessary, 
to make them more conspicuous. 

The CHAIRMAN thought the discussion had been long enough to elucidate the views of the 
members of the Committee with regard to colour, Proposals which he hoped would meet with 
unanimous approval would be submitted at the next meeting. 

The Committee h(ld now to consider two signs which had been reserved for further discussion 
---the " no wruting " sign and a sign to indicate the proximity of a Customs house. 

SIGN INDICATING THE PROXIMITY OF A CUSTOMS HOUSE. 

M. HANsEz (International Association of Recognised Automobile Clubs) said that his 
association considered it essential that 2n international sign to indicate a Customs house should 
be adopted in the Convention, and that it should be quite different from any other sign. 
Motorists often passed the frontier without being aware of it. 

Various suggestions were mad~ by different membe!s of the Com~ttee, _and on the motion 
of M. GmKA (Roumanh), the Cha1m1an was asked to discuss the questton Wlth the Bureau and 
snbmit proposals at a later meeting. 

M. PFLUG (Germany) asked who would be responsible for the expenditure connected _with 
the placing of the Customs sign: the police authorities could not very well be asked to mcur 
such expenditure. 

The CHAIRMAN pointed out that this sign was not in the interests of the Customs ho~, out 
in order to protect the motorist from infringing the regulations and thus running the nsk of 
a serious or even fatal accident. 

M. GHIKA (Roumania) suggested that ·it would be for the. national authoriti~s and the 
automobile associations to discuss who was responsible for placmg the Customs sign. 

lvi. EGNELL (Sweden) drew attention to the suggestion of the Sw~di~h delegation that a 
code of symbols should be adopted, and that new symbols should be Withm the framework of 
the code (see Annex 4, page II6). · 

He considered that the Customs sign should be a circular disc bearing an appropriate 
symbol. 
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The CHAIRMAN said that M. Egnell's proposal would be borne in mind. 

M. EGNELL (Sweden) then drew attention to the necessitr for adopting symbols 
following : schools, crossings for pedestrians, tramway or ommbus stops and refuges. 

At the CH:t'IRMAN's suggestion, M. Egnell agreed to reserve this question until 
meeting. 

"No WAITING" SIGN (TABLE III,_ SIGN r6). 

for the 

a later 

M. HANSEZ (International Association of Recog'nised Automobile Clubs} said that agre~~en~ 
could easily be reached in regard to this sign; its colour was not dependent on climatic conditions 
since the motorist would be driving slowly and would have time to study it. He suggested a . 
red disc bearing a " P ''. 

M. SILVELA (Spain} pointed out that a yellow lozenge-shaped sign was used iu. Spain. 
The sign suggested by M. Hansez would not show clearly on which side of the sign parking was 
prohibited. · 

M. W ALCKENAER (France) observed that, if red was used for signs prohibiting passage, 
it could not be used for a " no waiting " sign. 

M. PFLUG (Germany} thought the sign should be circular, but objected to the use of the 
letter "P ", as this letter should indicate permission to park. It would sometimes be necessary 
to indicate that parking was not allowed during certain hours. The German delegation would 
prefer to use an inscription, and could not agree to the use of blue as indicating a prohibition. 

The CHAIRMAN thought an inscription could be allowed in this case, since, as M. Hansez 
had pointed out, the motorist looking for a parking place would be driving slowly. He did 
not agree, however, that the letter " P " would lead to confusion. . A " P " on a disc would 
indicate that the motorist was prohibited from stopping, and. on a rectangle, that he could stop 
if he wished. 

M. MELLIN! (Italy} said that the red and blue " no waiting " sign (sign r6) had been in use 
in Italy for some years and was recognised everywhere. · It would therefore be difficUlt to 
introduce a different sign in Italy involving the changing of ·all the relative signs in the near 
future. 

M. IlANsEz (International Association of Recognised Automobile Clubs}, M. DucHAINE 
(President of the Belgian Touring Club), and M. RoTHMUND (Switzerland) thought the red and 
blue sign should be maintained. 

M. PFLUG (Germany) asked that there should be freedom in the choice of colours, and 
repeated that Germany could not accept the blue and red sign. 

M. ScHoNFELD (Netherlands) supported M. Pflug. He also would prefer to avoid the use 
of blue. . 

" The. ~~ noted ~at the m!ljority was in favour of maintaining .the red and blue 
no wruting s1gn. On h1S suggestion, it was decided to reserve the final decision for the 

moment. 

The C~airman dec~red the· discussion on the Annex closed for the time being, and asked 
the Comm1ttee to examme the draft Convention. 

V. Draft Convention concerning the Unification of Road Signals (continued). 

PREAMBLE. 
Adopted. 

ARTICLE I. 

M. PFLUG (Germany) asked that the minimum time-limit should be five _years. 

M. RmHL (Austria) objected and suggested ten years. 

The Cammittee agreed that the minimum time-limit should be five years. 

A M. ~CHEJMER (Poland} pointed out that the Italian Government had agreed with the 
utomobil~ C}ub to ~lace .a ~ertain type of sign on the roads. Would these signs have to be 

changed Wlthin the tlme-linut? · 

The CHAIRMAN explained t~at this would dep~nd on what signs were finally placed in 
!he heAnnex. As, ho~ever, the s1gns to which M. Minchejmer had referred were provided for 

. m t rgz6 ConventiOn, there would probably be no change. 

. M. WALCKENAER (France) asked that the words "in so far as lies in its power" should be 
mfse rted. after the. words" and undertake", in order to meet the requirements of the leaislation 
o certam countnes. .,. 
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M. liANSEZ (International Association of Recognised Automobile Clubs) supported this 
proposal. 

The CiiA.mMAN said that it wottld be discussed later. 

Article r was adopted provisionally. 

ARTICLE 2. 

Adopted provisionally. 

ARTICLE· 3· 

M. PFL?G (Germany) suggested that this article shottld be extended to cover possible new 
classes of signs. . · 

. The ~ pointed out that the Convention cottld always be revised in order to provide 
for new requrrements. 

Article 3 was adopted. 

ARTICLES 4, 5, 6, 7, 8, 9 AND IO. 

The CliA.mMAN explained that the Drafting Committee wottld consider these articles. 

PROTECTION OF SIGNS. 

M. PFLUG (Germany) proposed that a new article relating to the prohibition or restriction 
of advertisements shottld be added. 

· M. GHIKA. (Roumania) said that the edge of the road cottld be reserved for road signs and 
that advertisements cottld be placed at a certain fixed distance. ' 

. M. "':ALCKENAER (Fr.ance) pointed out that the prohibition of all publicity might make 
1t more diffi.cttlt for certam Governments to adopt the Convention. 

The CHAIRMAN said that a suitable text wottld be submitted at a later session. 

M. MmCHEJMER (Poland) asked the Committee to take an absolutely clear decision on 
this matter. 

. The CHAIRMAN stated that the whole question of the protection of signs would be discussed 
at a later meeting. · . 

FOURTH MEETING 

Held on March rgth, l93I, at 3 p.m. 

·Chairman: M. STIEVENARD (Chairman of the Permanent Committee on Road Traffic). 

VI. Proposal by the Permanent International Committee for First Aid on Roads,l 

The CHAIRMAN pointed out that the symbol of a red cross was not used universally as a 
first-aid symbol. He thought that the Committee would agree with the proposal as to the 
shape and general design of the sign, but that the choice of the actual symbol must be left to 
each country. 

M. PFLUG (Germany) could not agree to any resolution limiting the symbol to a red cross. 
The German first-aid organisation, which was financed in part by the Government, used a double 
cross in red and green. This was universally recognised through Germany, and would be difficult 
to change. 

Baron W. RENGERS (Netherlands) asked if it was intended that the proposed sign should 
be .compttlsory. 

M. BEHAGUE (Permanent International Committee for First Aid on Roads) said that signs 
already in use wottld, of course, be valid for the time being. 

. M. GmKA (Roumania) pointed out that the Committee had no competence to discuss the 
international Red Cross symbol, which had been established by the Geneva Convention of r924. 

M. DuCHAINE (Belgian Touring Club) agreed with M. Ghika. The Committee should 
merely note the decision of the Permanent International Committee for First Aid on Roads 

1 See Annex 5. page II 8. 
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Colonel PERON (International Association of Recognised Automobile Clubs) considered ~~t 
the Committee might accept the prop~sed shape _and des~gn, but that the symb?l ~ust essentl Y 
depend on arrangement with the national and mternational Red Cross organisations. 

The CHAIRMAN thought that the majority of members agreed witJ: Colonel Per~m. He 
suggested that it was unnecessary to embody the proposal in. the Convent10n, but that rt would 
suffice if the attention of the Governments were drawn to It. 

l\1 DuCHAINE (Belgian Touring Club) proposed that the Committee should adopt the 
shape and general design proposed for this sign, but should leave the central . symbol to the 
choice of each country. For the use of a red cross, it would be necessary to obtam the approval 
of each national Red Cross Society. 

M. PFLUG (Germany) said that, as the German Government had ~ad no notice of this 
proposal, he could not agree to it except in regard to the shape .of ~he sign. Gl;rn~any would 
be put to considerable expense if she had to change all her first-aid signs, even. within t~e five
year limit prescribed in the Convention. He therefore proposed that the question be adJourned 
to a later Conference. 

M. GHIKA (Roumania) said that postponement was mmecessary, since, if the central symbol 
were left to the discretion of the countries concerned, the sign, both as regards shape and colour, 
came within the category of those already agreed. 

M. MELLINI (Italy) asked what was the minimum equipment for a first-aid station. 

M. BEHAGUE (Permanent International Committee for First Aid on Roads) replied that 
this matter was left to the decision of the national. Red Cross Societies. There was no international 
regulation. 

l';L MmampmR (Poland) said that his Government had no objection to the proposed sign. 
The Polish Treasury had made a grant to the Red Cross Society for the equipment of first-aid 
stations. . 

The SECRETARY-GENERAL OF THE CONFERENCE suggested that each country should be 
entitled to choose the central symboJ.. and its colour, provided that this symbol were placed 
within a white square surrounded by a dark coloured field. · 

It was not necessary, perhaps, to take a final decision at the present meeting, but he must 
ask the Committee not to postpone the whole subject, since the number of first-aid stations on 
roads was growing every day, and the difficulties which had been pointed out would increase 
as time went on. He suggested that, if it would make agreement easier, the Committee might 
allow a longer transitory period, or might stipulate that new posts only should conform to the 
new regulation. 

1\I. BEHAGUE (Permanent International Committee for First Aid on Roads) said that twelee 
countries had already established first-aid stations on the lines recommended by his Committve 
and that thirty-one other countries had asked for its advice. He therefore hoped that the 
Committee would not delay its decision. 

M. W ALCKENAER (France) supported the suggestion of the Secretary-General of the 
Conference with regard to the colours of the sign. The central symbol would naturally be 
in accordance with the Geneva Convention of I924; it did not come within the scope of the 
Convention under consideration. 

The CHAmMAN J?O~ted out that M. Walckenaer's proposal was similar to the proposal he 
had made at the begmnmg of the discussion. In view of the existing circumstances, he invited 
the Committee to vote on M. Pflug's proposal for adjournment sine die. 

This request was rejected. 

M. ~cHo~ELD (N~t~erlands). asked M. Behague if the Netherlands signs in which the initials 
of the. Frrst-Aid AssoCiation were placed on the white background in the four angles of the cross 
were m order. 

M. BEHAGUE (Perm~nent In~e?=Uational Com~ttee for First Aid on Roads) pointed out 
that the Geneva Convent10n prohibited such lettenng. The Netherlands First-Aid Organisation 
had already recognised its mistake. 

. M. PFLUG (<Jt;;many) wished to delete the words : " I~ most cases the stations are provided 
V.:Ith a telephone . _He asked also whether the paragraph specifying the dimensions of the 
srgn could not be ormtted. 

¥· BEHAGlJE (Permanent Int~rnational Committee for First Aid on Roads) agreed to the 
deletion of the !eference col!cern~g the telephone, but could not accept the deletion of the 
paragraph refernng t<;> the dimensions of the sign, because, in that case, the shape of the sign 
would be the only pomt regulated internationally. 

!f. R?THMUND (Switze;land) proposed that the question· should be adjourned until the 
n~xt meetmg of the Committee, when M. Behague might perhaps submit a revised version of 
hiS proposal. . 

This was agreed. 



• 

-97-. 

VII. Annex to the Draft Convention concernin~ the Unification f R d s· 1 
(continued). 0 oa t~na s 

" N 0 WAITING " SIGN (continued). 

. M. ~FLUG (Germany) objected to the proposed sign, since its colour was one which denoted 
mformation. 

M. PERSYN (Belgium) agreed. 

M. J:':G~LL (Swe~en) said that it was essential to differentiate between prohibition to park 
and prohibition to watt for a short space of time. 

M. ScHNEIDER (Austria) agreed, but thought two signs were required indicating the lintits 
of the space within which waiting was prohibited. • 

M. GmKA (Roumania) said that the difference was more than one of time; waiting would 
probably apply to a single vehicle, whereas parking might involve a number. He did not think 
any symbol necessary to forbid parking as he understood it. 

. M. ScHNEIDER ~Austria) dissented. A s!gn to prohibit parking was essential in a city like 
Vtenna, where parking places were few and far between. As regarded colour, he agreed with 
M. Pflug. 

M. EGNELL (Sweden) thought the sign prohibiting parking came within the category of 
the other prohibition signs and should be red. · 

M. DE Sc:mf;THESS (International Union of Towns and Local Authorities) advocated the sign 
proposed in the :Annex, since some countries had already put it up. 

M. Srr.VELA (Spain) thoug)lt that the predominating colour of the circle should be red; but, 
as latitude had been left in other signs already approved, he proposed that the colour of the 
centre should be optional, and that the sign might perhaps bear the letter P. or N.P. 

M. SCHoNFELD (Netherlands) repeated his suggestion that N.P. on a red ground was the 
most logical solution. It was, in any case, illogical, in view of former decisions, to mix red and 
blue in any one sign . 

. M. MELLINI (Italy) had no objection to M. Silvela's proposal, but could not accept that 
of M., Schonfeld. 

M. ROTHMUND (Switzerland) could not agree with M. Silvela, as th~ optional centre cololJI 
might confuse motorists. If necessary, in •order to ensure uniformity, Switzerland would be 
prepared to change the proposed red and blue sign which had already been set up. 

Colonel PERON (International Association of Recognised Automobile Clubs) said that the 
red and blue sign had been proved in practice to be intelligible to the motorists. He saw no 
objection to placing the letters N.P. upon it, but he could not approve of an all-red sign, since 
it resembled too closely the sign prohibiting passage to all vehicles. 

M. PFLUG (Germany) asked that Germany might be allowed to continue to use black, white 
and red colours for the " no waiting " sign. 

•. 

M. PERSYN (Belgium) pointed out that, in the case of the sign under discussion, the countries 
which would have to change their present signs would only need to repaint them. He suggested 
that the centre should be yellow, in conformity with the amber warning sign in light signals. 

M. HANsEz (International Association of Automobile Clubs} proposed that the red an~ blue 
sign should be used, but that red should predominate to a greater extent than shown m the 
Annex. 

M. LE GAVRIAN (France) said that, if the sign were to bear any letters, these should not 
be N.P., since it was a sign prohibiting waiting. 

The CHAIRMAN put to the vote the red and blue sign proposed in the original draft (Table III, 
S~I~. . 

The Chairman noted that the majority of the Committee were in favour of the red and blue szgn 
proposed in the original draft. 

M. PFLUG (Germany) asked if it was in order to put on the blue ground information, such 
as hours of prohibition for parking. 

The Committee assented. 
DANGER SIGNS (continued). 

·The CHAIRMAN asked whether the Committee was of opinion that a red border should be 
. ' added to danger stgns. 

M. HANSEZ (International Association of Recognised Automobile Clu~s) pointed out that 
it had not been thought necessary to lay- down rules in the rg26 Conyentlon for the ~olour of 
danger signs, because the triangular form had been: reserved exclusively for suclt stgns. It 
would entail considerable expenditure if those already m use had to be changed, and he therefore 
suggested that there should be liberty in the choice of colour. 

7 
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M. PFLUG (Germany) agreed. 

M. ROTHMUND (Switzerland) formally objected to the proposal. 

l\I. SCHoNFELD (Netherlands) suggested that the Committee should confine itself to recom
mending the use of red with a white ground and a black symbol. 

· The Committee agreed to the proposal of M. Hansez. 

RIGHT-OF-WAY SIGNS. 

On the motion of M. PFLUG (Germany), the Committee agreed that there should be liberty in the 
clwt:ce of colour of right-of-way signs. 

PROIDBITIONS AND TRAFFIC POLICE REGULATIONS. 

The CHAIRMAN reminded the Committee of its decision that . red should predominat~ in 
signs indicating prohibitions and traffic police regulations. Some of the delegates had desrred 
to go further and to provide that the skeleton, as .it were, of these circular signs should be red. 

M. GmKA (Roumania) supported the latter proposal. 

M. SCHNEIDER (Austria) said that the Austrian delegation was anxious that red should 
predominate, but would also prefer that the red should begin at the edge of the sign, and that 
the symbols should be white or black on yellow. · 

The Committee confirmed that red should be the predominant colour of signs indicating prohibittons 
and traffic police regulations, and agreed that the skeleton of the sign should be red. 

INFORMATIVE SIGNS (continued). 

M. PFLuG (Germany) suggested that there should be liberty in the choice of the colour of 
informative signs. 

M. HANSEZ (International Association of Recognised Automobile Clubs) and M. GmKA 
(Roumania) supported M. Pflug on the understanding that the same colour would be used 
throughout the same country. 

M. ROTHMUND (Switzerland) asked that a vote should be taken as to whether red should 
or should not be excluded from informative signs. _ 

M. PFLuG (Germany) asked whether a red· border would be prohibited if the decision were 
in the negative. _ ' 

M. LE GAVRIAN (France) proposed that the Committee should adopt the principle of liberty 
in the choice of colour, on the condition that red should not predominate, and that it should 
express a preference for blue. 

M. ROTHMUND (Switzerland) said he could accept M. Le G:avrian's proposal. 

This proposal was adopted. 

SIGN INDICATING DIRECTION TO BE FOLLOWED (continued). 

M. LE GAVRIAN (France) thought some confusion might be caused if red were used for the 
sign indicating direction to be followed. (Con£. C.R.r, p. rr, table IV, sign r) The motorist would 
naturally assume he must stop on seeing a red sign. 

M. HANsEZ (International Association of Recognised Automobile Clubs) agreed and suggested 
that this sign should be blue. ' 

The Committee decided, by nine votes to three that the sign indicating direction to be followed 
should be a blue disc with a white arrow and that red should be prohibited. 

PROPOSAL BY THE POLISH DELEGATION FOR INTRODUCING A WARNING SIGN FOR TRAMW:AY 
STOPPING-PLACES AND A SPEED-LIMIT SIGN NEAR THE STOPPING-PI.ACES.l 

' 
M. MINCHEJMER (Poland) submitted the following proposal : 

".To show tra~way -stopping-places and indicate speed-limits for motor-cars near the 
stopJ?tng-places while pas~nger~ are enteri~g or alighting, special signs will be introduced 
- :viZ., . a ro?J!d yellow disc wtt~ a symbollc representation of a tramway. The diameter 
of the dfsc will be a~ le~ 40 c~ntl!Det;es. Under .the disc will be placed a rectangular white 
plate w1th a black tnscnptlon mdicatmg the maximum speed - e.g., 6 kilometres an hour .. 

1 S<:e Annex 7, page I I g. 
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" These ~o signs. mm:t be pla~ed a!:>Ove or beside the ordina~ indication of stopping
places. and facmg the duection of amval, m such a way as to be visible to approaching vehicles 
at a distance of Bt least 25 metres. 

"Stopp~g-p_laces in front of. which m~tor-cru:s m~t halt while passengers are entering 
trams and !!lighting therefrom will be proVIded wtth signs of the type described above but 
the lower half of the round disc will be red (' Signalrot ') and the rectangular plate will ~arry 
the word ' Stop '." 

M. ROTHMUND (Switzerland) thought this proposal would be unsatisfactory in small towns 
where tramway stopping-pl~ces were f:equently placed at intervals of roo metres. He pointed 
out that, under the Convention, countnes would be free to set up any necessary additional signs. 

M. PFLUG (Germany) was opposed toM. Minchejmer's proposal on the ground that it would 
increase unduly the number of signs on the road. 

The Committee decided to take no action on M. Minchejmer's proposal. 

VIII. International Code of Symbols on Road Signs : Proposal of the Swedish 
Delegation.1 . · 

On the motion of the CliAmMAN, the Committee decided to request the ·Permanent Committee 
on Road Traffic to continue its studies in regard to road signals and to consider the possibility of 
establishing an international code of symbols. 

IX. Protection of Signs (continued). 

The CliAmMAN reminded the Committee that there was a difference of opinion as to whether 
all advertising on road signs should be prohibited, or whether a limited amount of publicity 
could be permitted. 

M. MELLINI (Italy) asked whether a distinction could not be drawn between the signs in town 
and country districts, and suggested that, while advertising should not be permitted in towns, 
it should be allowed within limits in the country. 

M: ScHoNFELD (Netherlands) was of opinion that no publicity should be allowed.· To permit 
advertisements would inevitably lead to an increase in the number of signs, particularly as local 
authorities frequently benefited financially from advertisements. If it were not possible to 
prohibit all advertising on both posts and signs he would suggest that a recommendation be 
made to Governments to do their best to prohibit it. 

M. ROTHMUND (Switzerland), M. EGNELL (Sweden) and M. FORSTNER (International Transport 
Workers' Federation) supported M. Schonfeld's arguments. 

M. HANsEz (International Association of Recognised Automobile Clubs) was of opinion 
that States should undertake to prohibit the setting up of advertisements resembling road signs. 
The automobile associations had, however, studied the question carefully and had reached the 
conclusion that, as advertisements made it possible for the local and the State authorities to 
recover some of their expenditure in road signs, a certain amount of advertising would have 
to be permitted on condition that it did not impair the effectiveness of the signs. 

M. MmcHEJMER (Poland) saw no objection to permitting small advertisements, provided 
they did not endanger the safety of the roads. 

The CHAIRMAN said that ·it would be difficult to find a text laying down the limits within 
which advertising might be permitted, and asked the Conference whether they could no~ accept 
the following draft, which had received the general approval of the Permanent Comnuttee on 
Road Traffic, with the addition of the words in italics : 

" The Committee . . . recommends that the competent authorities should take 
the necessary powers to forbid the display on public roads or by the roadside of any signs 
or notice-boards which might lead to confusion with the regular signs or render the latter 
difficult to read, or distract attention from them." 

The Committee adopted this text provisionally. 

(The Chairman was obliged to leave the meeting and asked M. SCHoNFELD (Netherlands) to 
take the Chair in his place.) 

M. RoTHMUND (Switzerland) pointed out that the question of advertising was not y~t .settled 
and urged that the Comul.ittee should vote on the question whether it should_ be prohibited on 
danger signs. 

M. PERSYN (Belgium) supported the proposal tlu~t tl!ere shoul~ be. no advertising on danger 
signs. In Belgium, small advertisements were pernutted on certam signs. 

1 See Anne:s: 4, page u6. 
7. 
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M. RIEHL (Austria)pointed out tha( in Austria, advertisements were J?rohi~ited on danger 
signs and signs indicating prohibitions, but were permitted on informative ~tgns. !'>-s ~?=~ 
administraoons had contracts with advertisers, it would be necessary to provtde a time- 1 

if all advertising was prohibited. 

M. Pes (Netherlands) was of opinion that advertising would lead to an increru:e .in the number 
of signs, of which there were already too many. Advertisements should be prohibtted on danger 
signs. 

M. GHIXA (Roumania) asked whether the initials of automobile and sintilar associations were 
regarded as advertisements. Many countries would be unable to introduce a complete system 
of road signals without the financial support of such associations. . . . 

A vote was then taken by roll-call as to whether the name or initials of automobile, tounng 
or similar clubs was an advertisement. The voting was as follows : 

Yes : Sweden. 
No: Austria, Belgium, Czechoslovakia, Denmark, France, Italy, Monaco, Netherlands, 

Poland, Roumania, Spain, Switzerland. · 

Abstentions : Germany, Great Britain, Hungary, Lithuania. 

The CHAIRMAN declared that it was decided by twelve votes to one, with four abstentions, that 
the name or initials of a touring or automobile club was not an advertisement. · 

On the motion of M. DuCHAINE, a vote was taken as to whether the name of the donor of 
the post, as such, was an advertisement, provided its size was limited and it did not injure t?-e 
essential character of the sign, or render it difficult to read. . _ 

The voting was as follows : 

Yes: Austria, Denmnk, Germany, Great Britain, Hungary, Lithuania, Netherlands,. 
Spain, Sweden, Switzerland. 

No: Belgium, Czechoslovakia, France, Italy, Monaco. Poland, Roumania. 

The CHAIRMAN declared that it was decided by ten votes to seven that the name of a donor was 
an advertisement. 

On the motion of M. WAI.CKENAER (France) a vote was taken by roll-call as to whether 
an advertisement consisting of the name of a donor was permitted on road signs. ·The voting 
was as follows : 

Yes: Belgium, Czechoslovakia, France, Hungary, Italy; Monaco, Poland, Roumania 

No: Austria, Denmark, Germany, Great Britain, Lithuania, Netherlands, Spain, 
Sweden, Switzerland · 

(M. STIEVENARD then returned to the Chair.) 

APPOINTMENT OF A SUB-COMMITTEE. 

The CHAIRMAN said that, in view of the small majority in the third vote-.:.-eight ayes and 
nine noes-and of the uncertainty of a number of members as to the bearing of the last two 
votes, the question could not be considered as finally settled, He suggested that a small sub
committee, consisting of the members named below, should endeavour to draw up a text on the 
basis of the three votes : M. Ro'J'HMUND, M. GHIXA, M. ScHoNFELD, M. DuCHAINE, and a repres
entative of the Automobile Associations. 

M. HANSEZ (International Association of Recognised Automobile Clubs) pointed out that 
the result of accepting the third vote as decisive would be that, in some countries, no one would 
be willing to bear the cost of replacing signs which had become out of date owing to the Convention 
and the Committee's work would thus be rendered useless. ' 

Colonel PERON (International Association of Recognised Automobile Clubs) urged that no 
~ule should be laid do~ in ~he Convention in. regard to advertising. If a definite rule were 
mtroduced, some countnes mtght be unable to stgn and ratify. 

The Chairman! s proposal was adopted. 

CoLOUR OF THE POSTS ON WIDCH THE SIGNS ARE PLACED. 

The CHAIRMAN asked whether the Committee agreed that sign-posts should be painted in 
the same col~ur as the signs, as had been suggested. . -M. PFLUG (Germany) pointed out that some of the German States preferred to use their 
own colours. 

M. HANsEz (International Association of Recognised Automobile Associations) proposed 
that liberty should be allowed in the choice of colours, but that the same colours should be used 
throughout a country. 
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' . In reply to M. Pflug, he thought. that the different German States could be allowed to use 
thetr own colours. -

. 
M. ~FLUG (Getmany) reserved )lis right to make proposals during the second reading of the 

Convention and Annex. 

The Committee decided that there should be liberty in the choice of the colour of posts. 

FIFTH MEETING 

Held on March 2oth, 1931, at 3 p.m. 

Chairman : M. STIEVENARD (Chairman of the Permanent Committee on Road Traffic). 

X. Proposal by the Permanent International Committee for First Aid on Roads 
·(continued). 

The CHA.mMAN opened the discussion on the new text presented on this subject. 1 

M. BEHAGUE (Permanent International Committee for First Aid on Roads), speaking on 
behalf of his Committee, agreed to the revised draft. 

M. PFLUG (Germany) pressed the proposal. he had made at the previous meeting for the 
postponement of this question. The unexpected submission of a new proposal made difficulties 
for certain Governments which had taken the original draft as a basis in studying the Conference's 
programme in conjunction with other Governments, and which could not take a decision on these 
new proposals without further consultation. Further, it was difficult to form an opinion how 
far the roughly sketched signals suggested, which had not been subjected to any practical test, 
would be visible and easy to comprehend. M. Pflug had, however, attempted to get into tou~ 
with his Government by telephone, and ask that the new proposal might be studied in Germany; 
but he had received no definite reply, and any opinion he might express would represent merely 
his personal view. Besides, the German Red Cross Society had passed on to another organisation 
the question of first aid on roads. 

In the third paragraph of the original proposal of the Permanent International Committee 
for First Aid on Roads (Annex s. page II8), M. Pflug suggested that the words : "This sign 
denotes a first-aid station organised by the Red Cross", should be retained, and the words, " or 
by arrangement with the latter", deleted. 

The CliAmMAN pointed out that the original text was no longer under discussion. The 
new text had been substituted for it. 

M. RoTHMUND (Switzerland) read the relevant article in the International Red Cross 
Convention of July 27th, 1929, which made it plain that, with the assent of the Red Cross, the 
Government authorities or a touring club could use the Red Cross device to indicate a gratuitous 
first-aid station. It might suffice if a recommendation based on the article in the International 
Red Cross Convention were addressed to the Governments. It was not absolutely necessary, 
however, to have a separate signal in the draft Convention. 

M. SCHoNFELD (Netherlands) feared that most of the delegations were without the requisite 
instructions for signing the revised text. He supported the Swiss delegate's suggestion. 

The CHA.mMAN noted that certain delegations could not agree to the addition of a new item 
to the Conference's agenda, and would consequently suggest that this new subject be dropped. 
He consulted the Commission as to whether or not it was willing to continue the discussion on a 
point which was not included in the agenda. 

M. GmKA (Roumania) did not think it possible to postpone so important a question as the 
international regulation of first-aid station signals on roads. 

By six votes to five the Committee decided to continue the discussion. 

M. RIEHL (Austria) would be unable to enter into any undertaking affecting the obligations 
assumed by Austria under the 1929 Convention. · 

M. EGNELL (Sweden) pointed out that the Committee was expected to examine the proposal 
mainly from the technical standpoint. Its other aspects would come before the plenary Conference. 
From the technical point of view, he agreed to the_proposal. 

M. BEHAGUE (Permanent. International Committee for First Aid ~>n Roads) observe~ ~at 
the revised text did not mention the Red Cross. · He stressed the great tmportance to the vtcbms 
of accidents generally that the signals on first-aid stations should be quite visible. 

>See Annex 5 (a}, page n8. 
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M. LE GAVRIAN (France) drew attention to the nat~e of the commit~ents resulting _frem 
Articles I and 3 of the draft Convention. The Annex might perhaps compnse two cate~ones of 
si=als; (I) signals which the countries would undertake to adopt and (2) !hose which were 
~ply recommended. The signals for first-aid stations woQ.ld come within this latter category. 

Tile CommiUee adopted M. Le Gavrian's suggestion. 

XI. Sign indicating the Proximity of a Customs House (continued). 

The Committee considered the three designs submitted-viz. : 

(I) A disc with a reproduction of the national flag;; of the adjacent countries; 
(2) A disc with a horizontal black band between two black circles; 
(3) A disc with the symbol of a sentry-box. 

M. EGNELL (Sweden) pointed out that it would perhaps be necessary to change the ground 
colour according to the colours of the national flags. He therefore preferred the second proposal. 

M. HANSEz (International Association of Recognised Automobile Clubs) thought that ~esigns 
Nos. I and 3 were the most striking, but were somewhat complicated. The second was snnpler, 
but less expressive. Would it not be possible to have a disc with a red border and an arrow 
pointing downwards ? 

M. GHIKA (Roumania) was anxious to obviate confusion with other signals. He would 
prefer design No. I. 

Colonel PERON (International Association of Recognised Automobile Clubs) observed that 
certain Customs officers might perhaps have objections to putting up a foreign flag in front of 
the Customs-house. 

M. LE GAVRIAN (France) replied that each disc need have only one flag. 

M. EGNEu, (Sweden) suggested that design No. 2 might be combined with an arrow pointing 
to the site of the Customs house. 

M. GHIKA (Roumania) observed that, in certain countries, the Customs house was symbolised 
by a swing-gate; an oblique line might perhaps be adopted. 

M. PFLUG (Germany) could not form an opinion without having seen a full-size model exhibited 
in daylight. 

Colonel PERON (International Association of Recognised Automobile Clubs) reminded the 
Committee that his association had adopted a red disc as the Customs-house sign. This might 
be combined with design No. 2. 

The CilArRMAN proposed that no decision should be taken until the Committee had had an 
opportunity of inspecting full-size models of Nos. I and 2. 

Agreed. 

XII. Protection of Signs (continued) :Text proposed by the Sub-Committee.~ 

M. MELLIN! (Italy) asked why the introductory sentence to paragraph 2 had not been inserted 
as a preamble to the whole draft. · · · 

The CilArRMAN replied that the powers mentioned in paragraph ? as belonging to the autho
rities could not apply to the words " or in the immediate vicinity " in paragraph I. 

M. PFLUG (Germany) asked what would be the position in the case of private roads used for 
public purposes. 

Tile draft text was adopted unanimously. 

XIII. Annex to the Draft Convention concerning the Unification of Road Signals 
(continued). 

CHAPTER V.-LIGHT SIGNALS FOR REGULATING TRAFFIC. 

The CilArRMAN thought that it would be diffic.ult to obtain unanimity with regard to Chapter v. 
It would probably, therefore, be better t~ leave 1t entirely outside the Convention. 

M. MELLINl (Italy) would regret it if the opportunity afforded by the present Conference 
~ere not ta~en to make ~t an);' rate a recommendation to countries which were prepared to 
mtroduce this method of signalling . 

. M. ~E GAVRIAN (Fra~ce) ob~rved that the mem~ers of the Committee were not experts on 
this subject. The Co~ttee nught perhaps confine 1tself to recommending that investigations 
be made by persons qualified to do so, with a view to a decision at a later date. 

1 ~Annex 8, page u9, 



- IOJ-

The CHAIRMAN proposed that M. Mellini and M. Le Gavrian should be asked to draw u a 
draft recommendation, which might possibly be appenQ.ed to the Convention. p 

M. HANsEz (International Association of Recognised Automobile Clubs) pointed out that 
this question had been studied by the representatives of the road users, and asked whether he 
might be authorised to assist M. Mellini and M. Le Gavrian. · 

APPOINTMENT OF A DRAFTING COMMITTEE. 

The CHAIRMAN was sure that any assistance would be welcomed. The Drafting Committee 
accordingly would consist of M. LE GAVRIAN, M. MEr.r.INI and M. HANsEz . 

. . · M. P~r.uG (C?ermany) sug~ested that the ~mall Drafting Committee might consider the possi~ 
bilitY: of tmmediatel~ proposmg a few defintte rules. Members, for instance, appeared to be 
unarumous upon the tmportance of red, and possibly of green. 

. ~· FoRSTNER (Transport Workers'. Intei?ational Federation) urged the need for solving 
this tssue at the present Conference. Ltght stgnals were already used very widely, and, unless 
the system were unified, the position would become chaotic, and would make driving very difficult. 

The Cl!A:rRMAN said that the small Drafting Committee would endeavour to select a few 
clear principles on which agreement appeared feasible at the present stage. 

M. MEr.r.INI (Italy) said that if it was proposed to transform the small Drafting Committee 
into a committee of investigation it would have to be enlarged. 

The CHAIRMAN explained that the small Drafting Committee would submit proposals, based 
on the suggestion which had been made, after conferring with those members who had made them. 

Agreed. 

XIV. Signalling by Traffic Police and Drivers. 

The CHAIRMAN did not think it possible to settle this matter at present. It would, however, 
remain on the agenda of the Permanent Committee on Road Traffic. 

M. HANsEz (International Association of Recognised Automobile Clubs) said that this subject 
had already been studied-in particular, by the Automobile Club and Touring Associations. 
Agreement could probably be reached quite easily. 

M. ScHNEIDER (Austria) thought that the question should at any rate be broached at the 
present Conference. It should be an obligation for all large towns to issue instructions to their 
police officers. It would make it easier to have a common sy§tem if the views of the Conference 
were known. 

M. LE GAVRlAN (France) objected that the question had been placed on the agenda without 
due notice. It was one of some importance, because signals by the police represented an 
prder to drivers. The matter might be referred to the Permanent Committee on Road Traffic. 

M. ScHoNFEW (Netherlands) agreed that the question came within the jurisdiction of the 
municipalities of large towns; delegates had not had an opportunity of conferring with them, and 
would tllerefore need further instructions. He would have difficulty in accepting even a 
recommendation. 

The CHAIRMAN observed that, in 1928, the Permanent Road Traffic Committee had sent the 
Governments a pamphlet containing a certain number of recommendations. The replies seemed 
to show that the authorities took little interest in the- matter. He proposed to set up a sub
committee which would make proposals on the basis of the 1928 report. 

APPOINTMENT OF A SuB-COMMITTEE. 

The proposal of the Chairman was adopted, the . Sub-Committee to ~on~ist ?f M. LEMAIRE 
(Belgium); M. PFr.uG (Germany), (M. Pflug to be entttled to sell;d_.M. Rettz m hts place); M. DE 
SCHUI.THESS (International Union of Towns and Local Authonttes); M. FORSTNER (Transport 
Workers' International Federation). 

XV. Annex to the Draft Convention concerning the Unification of Road Signals 
(continued). 

SETTING-UP OF RIGHT-OF-WAY SIGNPOSTS. 

M. ScHNEIDER (Austria) propos~d that ~s sign should n?t be included among danger signs, 
that there should be special regulations for 1t, and tltat tlte stgn must be put up very near road 
crossings. 

Th~ CHAIRMAN urged that it was most undesirable to re-open a disc';lssion which wot;ld af!ect 
the decisions taken witlt regard to other signs. The Permanent Comnutt~e on Roa:d Stgn~g, 
which had examined the question, had considered tltat, as tlte J:>rake-power mcreased m proportion 
to the increase in engine-power, the distance of the dan~er stgnal fro~ the cross-roads nnght be 
reduced from rso to IOO metres. As the distance for nght-of-way stgnals was to be 6o metres, 

• 
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the difference would be too small to justify a special category, inasmuch as a certain latitude 
had been allowed in regard to signals taken as a whole. The Committee was therefore asked 
whether it would agree to reduce the average distance for the danger signal to roo m~tres, always 
provided that the distance for right-of-way signals would be determined accordmg to local 
conditions. 

M. RIEHL (Austria) drew attention to the possibility of a conflict between the decisi<?ns 
which the Committee was asked to take and the provisions of the rgz6 Convention, to wh!-ch 
certain countries outside Europe were parties. Countries should be allowed the option of varytng 
the distance specified in the rgz6 Convention in the case of right-of-way signals, because the 
choice of the site would depend on local conditions. 

The CliAIRMAN remarked that the Committee might draw the attention of the jurists _to the 
connection between the draft Convention under consideration and that of rgz6, and abtde by 
their decision. There was no intention of modifying the rgz6 Convention-in fact the present 
Convention would be supplementary to the previous one. · 

M. PERSYN (Belgium) suggested that the distance specified in the rgz6 Convention was _too 
great for right-of-way signals. The matter could be settled without affecting the 1;926 Conventl<~n, 
because the latter laid down that, when the distance was appre<;iably less than I 50 metres, spectal 
arrangements would have to be made. That surely applied to right-of-way signals. It was .an 
entirely new signal which was not used in many countries. The signal might be a triangle stan~g 
on its apex set up nearer the cross roads than the danger signal and on a red or red-and-white 
post. 

M. IlANSEz (International Association of Recognised Automobile Clubs) pointed out that, 
in big towns, it would be impossible to fix a distance for right-of-way signals, since this would 
depend on individual circumstances. The best distance on the road would apparently be 
roo metres. 

In reply to a remark by M. Rothmund (Switzerland) with regard to dangerous cross-roads 
signals, the CHAnrnAN reminded the Committee that the ;principle as to right-of-way signals 
had already been adopted. The question under discussion was the distance at which they should 
be set up. 

M. MmCHEJMER (Poland) thought that it was for the authorities to determine on their own 
responsibility the site for setting up signal posts. 

M. SILVELA (Spain) thought roo metres ample. 

The Committee decided in favour of a distance of roo metres. 

XVI. Proposal by"the Swedish Delegation. 

M. EGNEu, (Sweden) called attention to the proposals in his delegation's note (Annex 4, 
page u6): · 

(r) . Symbols to be codified~ order to obviate inscriptions unintelligible to foreigners; 
(z) Dimensions of signs to be standardised; speed and weight rules to be given in 

figures, etc. ; 
(3) Signs representing lorries, cars and motor-bicycles to be simplified. 

Good results had been obtained by the lighting of discs and triangles with reflectors. 

- M. LE GAVIUAN {France) suggested that the question of reflectors should be postponed as 
it was connected with that of night signals. ·. ' . 

M. PFLUG (Gemtany) added that the experiments being made in Germany in this matter 
had not yet been concluded. 

M. EGNELL (Sweden) would merely ask that the use of reflectors should not be forbidden. 

TJ;te CHAmMAN replied that this was self-evident. The question of reflectors, moreover, 
was still on the agenda of the Permanent Committee on Road Traffic . 

. M. PFLuG {Germany) did n<?t wish to object to Sweden's using simplified designs to represent 
lorries, motor-cars and motor-btcycles, but could not form a judgment until practical tests had 
been made. 

XVII. Proposal by the Austrian Delegatio-n. 

M. RIEHL {A~ria) referred to ~he observations in his delegation's memorandum (Annex g, 
page I.I9) ~oncemmg right-of-w~y stgnals. In regard to speed-limits; Austria would agree to a 
blue disc wtthout figures but wtth the letter L, the initial letter for " Slow " in many languages. 

The CHAmMA:' said that ~~e Committee would be convened later to consider the text to be 
drafted on the basts of the dectstons that had been taken. 
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SIXTH MEETING 

Held on March 25th, 1931, at 3.30 p.m. 

Chairman: M. STmVENARD (Chairman of the Permanent Committee on Road Traffic). 

XVIII. Report by the Sub-Committee on Signalling by Traffic Police and Drivers. 

M. DE SCHULTH:Ess (International Union of Citi~ and Local Authorities) read and commented 
on the report by the Sub-Committee on Signalling by Traffic Police and Drivers (see Annex ro, 
page 122). 

It must be remembered that the Governments were awaiting the Conference's resolutions 
before adopting a uniform system of signalling for the police. The Sub-Committee had conse
quently thought it desirable that the system should be mentioned in an annex to the Convention. 

M. LE GAVRIAN (France) observed that some of the delegations, in particular his own, had 
no qualified experts to take a decision on this question, which had not been placed on the agenda; 
nor were they in possession of powers for this purpose. He proposed, accordingly, that no decision 
should be taken, but that the examination of the question should be continued. 

M. FENSKI (International Federation of Christian Factory and Transport Workers' Trade 
Unions) said that the workers' organisations represented at the Conference would have preferred 
to have the rules concerning signalling by traffic police embodied in the Convention itself. As 
this, however, was impossible, they would be satisfied with a recommend~tion in favour of an 
international regulation dealing with these signals. 

The CHAIRMAN noted that the Committee agreed on the following propositions : The 
attention of the Governments to be drawn· to the need for continuing at the earliest possible 
moment the enquiry as to an international regulation for signalling by traffic police; the 
Governments to be recommended to adopt at least the first three signals in the report by the 
Permanent Road Traffic Committee; the Permanent Road Traffic Committee to carry on the 
enquiry in co-operation with the International Union of Cities and Public Authorities. 

The report of the Sub-Committee was approved. 

XIX. Report by the Sub-Committee on Light Signals. 

M. LE GAVRIAN (France) read and commented on the report 1• 

The C!IA:rRMAN noted that the Committee agreed to the recommendation that a detailed 
study, based on the experiments now being made, should be pursued with a view to determining · 
exactly the respective merits of the different systems and the factors to be borne in mind in 
making a choice among them, with a view to the adoption of as uniform a system as possible, 
such study to be carried out by the Road Traffic Committee. 

The report of the Sub-Committee was adopted. 

XX. Draft Convention on the Unification of Road Signals (continued) 2
• 

ARTICLES I, 2 AND 3 (continued). 
The Chairman read articles r-3 which were adopted. 

NEW TEXT OF ARTICLE 4 (ANNEX 8, PAGE II9), ARTICLE 5 (FORMERLY 4) (continued), 
AND ARTICLE 6 (FORMERLY 5) (continued). 

These articles were adopted. 

M. WALCKENAER (France), with reference to the new paragraph to Article 3·. ~bse~ed 
that, in certain countries, more especfally France, the powers posse~ed by the 3;dmmts~ra!ton 
to make rules for the immediate vicinity of public highways were subJect to certam restnctlons 
which would prevent the Governments from assuming any hard and fast commitments.. It 
must also be remembered that, although the French Government ~as. fr~e .to. ent~r mto 
undertakings concerning the routes nationales, which were directly under tts .J~s~c~ton, tt could 
not do so to the same degree for the other roads which were under the J~dtctlon of o!her 
authorities. In order, therefore, to facilitate the acceptance of the Convention by the va~ous 
countries, M. Walckenaer would strongly advise that the wording should not be too categoncal. 

The formal articles having been referred ·to the Drafting Committee, Articles 6 and 7 were not 
considered by the Committee. 

>See document C.234·M.ro2.I93I.VIII, page 9· 
• See document Conf. C.R.fr. 1930. 
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ARTICLE 8 (continued). 

M. PFLUG (Germany) observed that. under Arti~le 8, a~y amendme~t of or addition to ~e 
Con·vention must be agreed to by all the contracting part1es. The obJect of t~e Convent10n 
was to standardise road signals. but it would be wrong to preclude improvements m fl!ture. He 
considered the terms of Article 8 too rigid, and would therefore suggest that the art1cle should 
be amended so that 'proposals for amendm~nts or additions would have to be accepted by the 
majority of the contracting Parties instead of by all. 

The C!lArRMAN did not think it possible to amend a Convention without employing the 
procedure which had been followed in concluding it. Hence, a Convention adopted by a conference 
could only be amended by a fresh conference; since, otherwise, the min~ri~y would be forced 
to accept amendments on which it had been unable to express an opm1on. Consequently, 
the abridged procedure of amendment by correspondence, as suggested by M. Pflug, could only 
be allowed in cases where there was complete unanimity. 

M. EGNELL (Sweden) thought a distinction must be made ~~~ween amendme~ts and 
additions. Amendments should be made difficult, but greater facilities should be g1ven for 
additions. 

PROPOSAL OF THE REPRESENTATIVE OF THE INTERNATIONAL UNION OF TOWNS 
AND LOCAL AUTHORITms. 

11L DE SCHULTHESS (International Union of Towns and Local Authorities) thought that the 
following procedure might be helpful. If the Governments recognised the need for adopting 
new signals, they would notify them to the Permanent Road Traffic Committee, which would 
advise all the contracting parties. He would therefore propose the following recommendation : 

"The Conference recommends the contracting parties to assure themselves that any 
signals necessitated by new traffic regulations are chosen in co-operation with the 
Permanent International Road Traffic Committee." 

M. FENSKI (International Federation of Christian Factory and Transport Worker's Trade 
Unions) asked that the worker's organisations represented at the Conference might be authorised 
to attend in an advisory capacity the discussions in the Road Traffic Committee of any changes 
proposed in the system of signalling laid down by the Conference. 

M. PFLUG (Germany) stressed the high cost of any changes in road signals. It should not 
be possible for a single country to bring about changes in the signal~ adopted by the Conference. 

The SECRETARY-GENERAL OF THE CONFERENCE pointed out that, although the procedure 
for amending the system contractually adopted by the Conference must necessarily be very 
strict, the Convention gave States a certain measure of freedom as to the adoption of additional 
signals, provided that such signals were of a nature to be included in one of the categories 
established by the Convention. It might be advisable to recommend that Governments should, 
in all possible cases, ask the opinion of the Road Traffic Committee before bringing such additional 
signals into operation, Wlth the object of preserving international uniformity as far as possible. 

As regards Article 8 of the original draft, it should be mentioned that, although it is 
understood that a far-reaching amendment to the Convention could not be adopted without 
calling a conference,· it might nevertheless be advisable to provide for a more simple and moi:e 
elastic procedure as regards amendments or additions of details-namely, unanin10us consent 
of the contracting parties, it being possible to give such consent by correspondence. 

M. Ro~HMUND (Switzerland) underlined the danger of opening the way to changes in the 
system of SJgnals. Each delegate should go home with an assurance that procrastination was 
at an end, and that the signal system would hold good for a number of years. 

. He prop~d that e.ach country should be requested to supply the Road Traffic Committee 
Wlth complete information on all the signals employed in its territory. 

The Committee decided to make no change in Article 8. It likewise adopted the recommendation 
proposed by M. de Schulthess, the recommendation to be linked to Article 3· 

XXI. Title of the Convention. 

The_ Committee decided to adhe~e to the title in the preparatory document-viz., Convention on 
zy.oad Szgnals-the report to make zt clear that the Convention dealt with signals on the road and 
tn towns. 

XXII. Time-Limit for the Denunciation of the Convention (Article 9). 

After an exchang:e of _vi~ws, the C~mfttee decided that the transitory period should be fixed 
at five yea~s, an_d ~he ttme-Umzt.for denunczatzon three years after the expiry of the transitory period, 
the final. tzme-limtt for denunctatton consequently to be eight years from the entry into force of the 
Convention. 
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M. ~ONTOUMAs (Greece) called attel!tion to the fact that no provision was made in the 
Convention as to th_e d~te of the. entry mto force of the amendments or additions adopted as 
a result of the application of Arttcle 8 of the draft. He proposed that the Secretariat should 
also be requested to consult Governments on this special point. 

Agreed. 

XXIII. Annex to the Draft Convention concerning the Unification of Road Signals 
(continued). (Text proposed by the Drafting Committee.) . 

The CHA.IR:MAN read the text proposed by the Drafting Committee. 

The text was adopted with certain drafting modifications (see document C.23I.M.gg.rg3I.VTII). 

. In the course of the discussion M. W ALCKENAER (France) urged that the red disc, and 
preferably the full red disc, should be kept for the sign prohibiting all thoroughfare 
as this sign was easy to put up in case of emergency. ' 

!'I· EGNEr,r, (Sweden) pressed strongly for the right to substitute light yellow for white 
on stgns. 

Agreed. 

M. SCHiiNFEI,D (Netherlands) asked that, where a disc indicated the limit of weight, such 
weight might be calculated on the axle so as to facilitate verification by the authorities. 

In reply to a question by M. Bilfeldt (Denmark), the CliAIRMAN replied that the authorities 
of any country were free to specify the weight of vehicles in such manner as they thought most 
suitable. There was nothing in the Comention to preclude the inscription on the back of discs 
indicating a speed-limit of a statement as to the point at which such restriction terminated. 
Discs of that kind were placed at the beginning and end of passages where a high speed would 
be dangerous. . 

APPOINTMENT OF A SUB-COMMITTEE. 

The question of the sign to be adopted for "No Parking" and "No Waiting" was referred 
to a sub-committee consisting of M. PFLUG, M. LE GAVRIAN, M. DE SCHULTm;;ss, M. SCHNEIDER, 
M. SCHiiNFEI,D, M. PERSYN and M. ROTHMUND. 

Section (f) of the Annex (waiting prohibited) was therefore reserved. 

SIGNALI,ING IN GERMAN TOWNS. 

M. ROTHMUND (Switzerland) referred to M. Pflug's observation concerning the difficulty 
which the German Government might have in altering the signs adopted in the big German 
towns, which were in the form of an arrow with the head downwards and a disc in the middle. 
M. Rothmund thought that these signs might be regarded as complying with the uniform system 
laid down in the Convention if, instead' of doing away with the head and barb of the arrow, the 
German Government had these _parts simply painted white so that only the disc would contain 
any red. · 

M. PFLUG. (Germany) was unable to reply on this matter. It should, how~ver, be _?bserv~d 
- that the German authorities considered that discs and circular signs generally d1d not gtve satis

factory results, whereas the white parts of the arrow extending beyond the disc considerably 
increase the visibility of the sign. These signs, therefore, had only been adopted after very 
thorough tests had been made. 

DIMENSIONS OF THE SIGNALS. 

The Committee decided. that it was not desirable to determine a minimum diameter for discs, 
inasmuch as the size of the disc would have to vary according to the place where it was to be set up. 

SIGN INDICATING THE PROXIMITY OF A CusTOMS HOUSE. 

After an exchange of ~iews concerning the sign for stopping in the proximity of Customs
·houses, the Committee decided by a vote in favour of a disc with a black horizontal transverse bar 
in the middle between two black circles, one above and the other below. 
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SEVENTH MEETING 

Held on March 26th, I93I, at 3 p.m. 

Chairman : M. STIEVENARD (Chairman of the Permanent Committee on Road. Traffic). 

JL"UV. Report of the Sub-Committee appointed to submit Proposals concerning a 
Sign prohibiting Waiting and a Sign prohibiti~g Parking. 

The SECRETARY-GENERAL OF THE CONFERENCE explained that the Committee thought 
it necessary to use two difierent signs-one indicating " parking prohibited " and the other 
" waiting prohibited ", it being understood that the sign " waiting prohibited " could be used 
in cases where both parking and waiting were prohibited. 

The Sub-Committee submitted the following proposals : 
" Waiting prohibited.-This sign shows that waiting is prohibited at the side of ~he 

public road where it is placed. The centre of the disc is blue and is surrounded by a :wtde 
red border with a diagonal red stroke. It may bear inscriptions giving supplementary 
information such as the hours during which waiting is prohibited, etc. 

" Parking prohibited.-Red disc with circular centre in a light colour bearing the 
letter P with a diagonal red stroke." . 

The Sub-Committee had considered the observations of those delegates who did not feel 
that the signs suggested were sufficiently visible, and it had endeavoured to avoid confusion. 
with the general sign prohibiting passage. It had also taken into account the fact that, in many 
countries, signs prohibiting waiting or parking had already been introduced. 

M. MELLIN! (Italy) said that there would be difficulties in the way of accepting the sign 
prohibiting waiting, as Italy had already introduced the red sign with a blue centre. 

- The sign indicating " waiting prohibited " was adopted. 

M. LE GAVRIAN (France) suggested that the words "in a light colour" in the description 
of the sign indicating " parking prohibited " should be replaced by the words " in white or light 
yellow". 

His proposal also applied to signs giving definite instructionS. 
This proposal was adopted. 

The sign indicating " parking prohibited " was adopted with the above amendment. 

XXV. Sign indicating the Proximity of a Customs House (continued). 

M. LE GAVRIAN (France) suggested that the two black circles on the proposed Customs
house sign should be replaced by the word " Customs " in the languages of the countries of 
departure and arrival. 

M. FORSTNER (International Federation of Transport Workers) thought it superfluous to 
place any inscription on the sign. 

M. Le Gavrian' s proposal was adopted. 

M. PFLUG (Germany) reserved his right to make a suggestion in connection with the Customs 
sign in the plenary Conference. 

The CIIAnrnAN declared closed the discussion on the Annex to the draft Convention on 
Road Signals (see document C.23r.M.gg.I93I.VIII). 

XXVI. Report on the Work of the Committee.t 

The CHAmMAN read the report. 

M. RoTHMUND (Switzerland) prop-osed the adoption of the report .. 

M. DE SCHULTHESS (International Union of Towns and Local Authorities) reminded the 
Committee that it had been decided to 1ecommend that States wishing to adopt additional 
signs should ascertain the views of the Permanent Committee on Road Traffic before introducing 
them. 

The Committee agreed to mention this point in connection with Article 3 of the Convention and 
to propose to the Conference to include it as a recommendation in the Final Act. 

The report was adopted, subject to the above amendment and to various drafting amendments. 

XXVII. Close of the Session. 

The CHAIRMAN declared the session closed. 

• See Annex II, page 122. 
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ANNEXES 

TO THE MINUTES OF THE COMMITTEE ON ROAD SIGNALLING. 

I. Extract from the Proposals submitted by the International Federation of Transport 
Workers (Ams~erdam) (hereafte! referred to as I.F.T.) with a View to modifying 
or supplementmg the International Convention of April 24th, rg26, on Motor 
Traffic 
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[Con£. C.R.fS.R.fg]. 

EXTRACT 
FROM THE PROPOSALS SUBMITTED BY THE INTERNATIONAL FEDERATION 

OF TRANSPORT WORKERS (AMSTERDAM) (HEREAFTER REFERRED TO AS 
I. F. T.) WITH A VIEW TO MODIFYING OR SUPPLEMENTING THE INTERNA-

TIONAL CONVENTION OF APRIL 24TH, rg26, ON MOTOR TRAFFIC. 

Tbe proposals of the I.F.T. have also been adopted by the delegation of the Federation 
of Christian Factory and Transport Workers' Organisations. 

Generally speaking, the proposals given below regarding road signals, which are now jointly 
sponsored by the I.F.T. and the Federation of Christian Factory and Transport Workers 
Organisations, agree with the proposals which appear in the original draft and which have 
already been partly adopted by the Committee on Road Signals. It will therefore be sufficient 
to submit to the Conference the concrete proposals given below regarding the signals to be made 
by the drivers of motor-cars and the police officers controlling traffic, regarding the corresponding 
signal discs and signal lights, and regarding the lighting of refuges, obstacles, and cross roads. 

The above-mentioned organisations consider that the work of the Conference with regard to 
signals would be incomplete and would prove insufficient in practice unless international agree
ments were also concluded with regard to the signals to be made by motor-car drivers and police 
officers controlling traffic. . 

Accordingly, the above-mentioned organisations propose that a sub-committee should be 
set up to submit suitable proposals to the Conference. 

The following extracts from the proposals of the I.F.T. for the modification or completion 
of the International Convention of April 24th, rg26, on Motor Traffic, might serve as a basis 
for the discussions of this Sub-Committee. 

REGULATION OF TRAFFIC (SIGNALS). 

A. The following signals shall be used by drivers of vehicles, in good time and whenever the 
safety of the traffic so requires : 1 

r. "I am turning left": Extension of signalling apparatus at the left side of the 
vehicle. 

2. " I am turning right " : Extention of signalling apparatus at the right side of the 
vehicle. 

3- " Attention I am slowing down " : Arm to be held out toward the middle of the 
road and moved upwards and downwards. 

8 
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During a maximum transitional period of . years, signals given with the arms shall 

be permitted. hicl th" li ht t be Signal 3 may also be given by a ':Stop" light; on motor ve es, ts g , mus 
illuminated automatically by the operation of the foot-brake lever. 

The "Stop " light must project a red-yellow or o~ange light rearwards and must be attached 
at not more than 30 centimetres from the red rear light (or reflector~ as the case may be). 

B. Signals to be given by police officers appointed to regulate traffic : 

I. "Stop " : The officer holds out both arms horizontally. · . 
2. " Part of the traffic stop " : The officer holds out one arm horizontally at nght 

ano-les to the direction of movement of the traffic to be stopped. 
"' 3· " Go ahead " : The officer does not hold out his arm in the direction in ~hi<;h 

movement of traffic is free but gives the " Stop " signal as necessary for traffic movmg m 
other directions. 

4· " Come on " (i.e., cancelling the prohibition effected by the ':Stop " signal) : The 
officer holds out one or both arms in the direction from which traffic 1s released and bends 
the arm so that his fingers touch his shoulder; if necessary, the signal is to be repeated. 

5. " Go slow " : The officer moves one or both anns a few times up and down from the 
horizontal position. . . 

6. " Go quicker " : The officer moves one arm quickly forwards in front of hint a few 
times. 

7· "Attention": The officer raises one or both arms momentarily upwards or gives 
a whistle signal. _ 

8. " Halt " : To halt a particular vehicle the officer stands on the road facing it with 
one hand raised against it. 

If after the "Stop,. signal has been given one or more vehicles are waiting at a crossing, 
the officer may bring down hls arms from the " Stop " position. 

Vehicles held up _by the "Stop" signal must wait behind a "Stop" line marked on the 
road. 

One or more vehicles waiting at a crossing shall be regarded as equivalent to a "Stop " 
signal for approaching traffic travelling in the same direction. Before traffic in a particular 
direction is released, the traffic officer must resume the "Stop " position and then give the 
changed signal. · 

When signals are being changed, the "Attention" signal should not be given; its use as 
a warning in advance of a change of signals is, however, permissible. 

The signals for the regulation on traffic described under B I, 3 and 4, may also be given 
by means of mechanical devices. 

C. Signal Plates. 

I. "Stop " can be signalled by a red plate with a clear and concise inscription in white, 
placed at right-angles to the line of traffic to be held up. 

2. " Go ahead " or " Come on " can be signalled by a green plate, with, if necessary, 
the appropriate inscription in white, placed at right angles to the line of traffic to be released. 

In the regulation of traffic by signal plates, the use of the green plates for signalling " Go 
ahead " or " Come on " may be dispensed with if the signal plate at the centre of the crossing 
is visible. 

D. Signal Lights. 

I. " Stop " is to be indicated by a red light. 
2. " Go ahead " or " Come on " by a green light. 

One light must always be shown for the regulation of traffic; the extinction of a light shall 
not be regarded as a signal. . 

_An " :1ttention ·: si~al may be us~d in the regulation of ~raffic by means of signal plates 
or stgnal lights. This stgnal shall be gtven by means of a whistle, by the raising of one arm, 
or by means of _an intennittent yellow light. · 

. The regulat~on of t~affi~ in sev~ral directions at a complex crossing shall be effected by a 
senes of la~ps m com?matlon, which may be composed of three lamps side by side; one for 
traffic tummg to the right, one for traffic turning to the left, and one for traffic going straight 
ahead. . 

>r:he ~mps su~este~ for ~raffic going straight ahead and for traffic turning to the right can 
be Ulllted m one stgnal, m this case there would be only two lamps, one beside the other. 

The following signals shall be used in the case of a series of lamps in combination : 

l· "Stop " shall be indicated by a red light. 
2. " Go altead " or " Come on " shall be indicated by a green illuntinated arrow. 

These signal lamps_ or series of lamps are to be fixed at a height of not less than 2.5 metres 
a~d not more than. 5 metres above the surface of the road and as nearly as possible over the 
rmddle of the crossmg or on the side of the road on which the traffic moves 

Series of lights in co~binatic;m shall be so arral?-ged that the top light is red and the bottom 
one green. If a yellow 1S used It shall be placed m the middle. 
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E. J,ighting of Island-Refuges and Obstructions. 

Illuminated island-refuges and obstructions on the road must be lit with: 

.I. A green light, if traffic may pass on both sides; or 

2. A white light, if traffic must keep to the side nearest to the edge of the road. or 
3· A red light, if traffic must pass by the side nearest to the middle of the road.' 

Dangerous crossings may be indicated by a white intermittent light. · 
These lights must be placed at least 0.5 metre and at most I.4 metre above the surface 

of the road . 

. Each of the _contracting States wiJ!. endeavour t? pre~nt, so far. as ~es in its power, the 
settmg-up ~ong tts roads ~f plates or hghts of any kind which may gtve nse to confusion with 
the regulation plates and lights or are liable to impair the visibility thereof. 

- CONSIDERATION OF THE 0Tm:R RE:COMMENDATIONS OF Tm: I.F.T. 

The hope is ~xpre~sed th~t the Con~erence will promptly consider the other proposals of 
the I.F.T., not gtven m detatl here, wtth regard to the modification or completion of the 
International Convention of April 24th, I926, on Motor Traffic. 

ANNEX 2. 
[Con£. C.R.fS.R.u.] 

OBSERVATIONS BY THE GERMAN GOVERNMENT RELATING TO THE UNIFICATION 
OF ROAD SIGNALS. 

I. GENERAL. 

_ Germany recognises the importance of unifonn road signals in international motor traffic. 
Although Germany introduced a new system of road signs at considerable expense shortly before 
the League Committee on Road Traffic began its efforts to unify the system, she is, nevertheless, 
prepared to adapt her system to an international agreement, provided she has a guarantee that 
the international system will also be used in adjacent countries, that it is not less advantageous 
than the existing Gennan system, and that a suitable transition period is provided. 

Gennany further notes with satisfaction that, instead of the numerous international bodies 
which have up to the present endeavoured to unify road signals, the League of Nations has 
taken the matter -in hand and will secure the execution of international conventions by means 
of agreements with the Governments of the countries concerned. 

In Germany's opinion, the road signals must comply with the following conditions: 

I. The signs must be conspicuous; conspicuousness is th~ most important requirement 
from a psychological point of view, for, in traffic practice, it is particularly important that 
the chauffeur's attention should be attracted at as great a distance as possible by means 
of conspicuous signs which stand out from their surroundings. The signs must be conspicuous, 
not only in bright sunshine, but also in dull weather. Special importance must be attached 
to the conspicuousness of signs placed in thickly inhabited districts. 

2. The signs themselves must be easily perceptible to the naked eye at a comparatively 
great distance, so. that they make a clear optical impression at the earliest possible moment. 
They must be so easily perceptible that the chauffeur has always sufficient time to act in 
accordance with them. In order to improve their perceptibility, the road signals should 
be of different shapes; the shape acts as a preliminary signal to the chauffeur, and is, there
fore, of great importance for the rapidity of his decisions. The signs can only be made 
easily perceptible if strongly contrasting colours are used which do not lose in visibility 
when darkness falls. The contrast between black and white deserves special attention 
in this connection. 

3· The signs must be obvious-i.e., their significance must be immediately clear without 
any mental effort. It is desirable to adopt a system in which the printed characters explaining 
the meaning consist exclusively of signs in international use (e.g., figures, weights and 
measures), so that a knowledge of the language of the country in unnecessary. The signals 
will be most obvious if symbols are used. . 

4· The number of road signals should be as restricted as possible. 
8. 
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The Leaaue of Nations proposal distinguishes between danger, speed-limit, prohi~ition 
and informati~ signs; the danger signs in this proposal also include the "~ght of way Slg;t ". 
The League of Nations proposal has no signs for marking pl~ces where for spe.clal reasons cautious 
driving is necessary (the vicinity of schools, churche~, playmg groun~s, hosp1tals, theatres, wo~k
shops, etc.). Such signs are necessary, not only m ~ccordance wtth German, but Qls? wtth 
American experience (see the latest report of the National Conference on Street and Highway 
Safety, Washington, September I930). 

It is not clear under the League of Nations proposal what signs are to be used for 
a prohibition ·to tum to the left, permission to park only at certain times, restrictions for 
pedestrians, etc. Although many things ~an and must be left open pending future 4evelopments, 
it would nevertheless appear to be desrrable to supplement the League of Nations proposal 
intmediately by including a sign for places where cautious driving is necessary, and to leave 
a possibility for further additions by classifying the shapes of the signs in advance. 

According to the League of Nations proposal, the triangle with the point upwards is used 
as a danger sign, the triangle with the point downwards as a right-of-way sign, the rectangle. as 
a speed-limit sign and the round tablet both as a sign prohibiting passage and as an informative 
sign. It should be considered whether the rectangle should not be introduced in general as 
a speed-limit sign, for marking places where cautious driving is necessary, and as an informative 
sign, as these· signs are most likely to require supplementing, and the rectangle is the most 
suitable shape for that purpose. 

According to the League of Nations proposal, the various signs are also distinguished by 
their colour. For the danger signs,- the choice of colours is left open; right-of-way signs are 
red, complete prohibitions also red, partial prohibitions a combination of red and white, and 
"no waiting" signs blue and red. In Germany's view, there are strong objections to these 
proposals regarding colours. In the present German system, all traffic police signs are white, 
with black lettering and a red border. With this uniform system of colours the chauffeur can 
inlmediately distinguish signs requiring him to take certain action from other signs. In view 
of the limited choice of colours used, it was also possible to prohibit the same combination of 
colours for advertising purposes. It would have _been impossible to issue such a prohibition 
if the traffic signs had been in various <;olours, as this would have left too little scope for signs 
used for commercial purposes. 

It is also doubtful whether, in view of the-difference in climatic conditions, a uniform system 
of colours can be used for all countries. Countries which are frequently subject to dull weather 
have not the same requirements in respect of coloUrs as countries with much sunshine; in 
districts covered for long periods with snow, signals with full surfaces cannot be used. Moreover, 
it has not yet been decided what combination .of colours can be the most easily and reliably 
made luminous; this is of great importance for improving visibility at night. _ 

In Germany's opinion, it is therefore a matter for investigation whether the international 
agreement can be extended to colours at all or must be restricted to the shape of the signs and 
symbols, as was done in respect of danger signs by the International Convention on Motor Traffic 

· of April 24th, I926. - · 

Germany approves the idea underlying the League of Nations proposals that, for the present 
the sizes of the signs should not be fixed. ' 

The following remarks may be made on the various points of the Convention : 

- II. TExT OF THE CoNVENTION. 

The transitional period of five years provided for in Article I is the minimum that can be 
allowed; in Germany's opinion, it is impossible to reduce this period to less than five years. 

. It must be ~ade clear. that the ob~gation laid down in Article 3, sentence 2, only applies 
m so far as special categones of road s1gnals have already been provided by the Convention. 

As ~e effect of ro:;d. signals may be greatly reduced by advertisements, Article 3 or a 
new art1cle should prohib1t or at any rate restrict, the use of advertisements. 

It is satisf~ory ~hat ~icle 7, para~aph I, Article 8, and Article IO, paragraph I, facilitate 
subsequent modifications m the Convention. · 

III. ANNEx TO THE CONVENTION. 

I. Danger Signs. 

The. signs prescribe~ in Table I, :t:Tos. I to 6, _correspond to those laid down in the International 
Convention on Motor 'Iraffic of April 24th, I926; the only difference is the provision that sign 
No. 6 should be red. It would appear to be superfluous again to prescribe signs which have 
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alre~dy been laid doWJ?- in a. previous Convention. It should be pointed out that the States 
parties t? the Conventions will probably not be th~ same in the. two cases. Germany has, in 
general, mtroduced the danger signs of the International Convent10n of April 24th Igz6 · th 
form of white tablets with black characters and a red border. Germany could' not ~gr~e t e 
·any changes. o 

. Table. I includes ~ further sign ~arming the chauffeur that vehicles travelling on a road 
wh!ch he 1S approaching have the nght-of-way. It is considered advisable to introduce such · 
a stgn. . Germany has no objections to the sign proposed. It is assumed that sign No. 7 is not 
hop.o"':' like No. 6, but presents a compl~te surface. It would appear to be doubtful whether 
this s1gn. c~n be regarded as a danger stgn. In Germany's opinion, it would be more correct 
to place 1t 1!1- a .separate class. . It must b~ laid down that the contracting States are not obliged 
to place thlS stgn at all crossmgs of mam and secondary toads. 

2. Speed-Limit Signs. 

The proposal is appro:re.d, pr<?vi~ed ~hese signs m~y also be w~te with black lettering and 
a red ~order, and that addit~onal mdic8:tions may be gtven on the stgn, such as " motor vehicles 
exceedmg 5-5 tons total weight : 25 ktlometres " and the like. 

3· Signs prohibiting Passage. 

In accordance with the League of Nations proposal the sign prohibiting passage consists 
of red discs with white symbols above a white rectangular sign with black lettering, or of red 
rings above a white sign with black symbols and black lettering. In Germany's opinion, both 
kinds of signal are not as conspicuous as they should be in view of their intportance. The most 

· unsatisfactory is the red ring above a white sign containing a black symbol and black lettering; 
these signs do not stand out sufficiently from their surroundings, especially if the background 
consists of painted houses or coloured advertisements; it is a particularly unsatisfactory feature 
that the background seen through the ring constantly changes and necessarily decreases the 
clearness of perception. The sign placed under the ring is not very conspicuous. 

The round discs with white symbols above a white sign with black lettering proposed by 
the League of. Nations are also not sufficiently conspicuous. In the existing German system, 
the signs prohibiting passage are made conspicuous by the use of round discs in combination 
with an arrow pointing downwards. There are doubtless other methods of making a round 
disc more conspicuous-for instance, by surrounding it with ·a star. From the German point 
of view, it is important that either a more conspicuous form should be given by intematiomil. 
agreement to these signs, or that the various countries should be free to introduce additional 
details, such as the arrow used in Germany, which at the same tinte offers the possibility of 
indicating prohibitions applying only to Sunday. 

It should be agreed that the symbols used be restricted to intport and generally recognised 
needs. In Germany's opinion, the following· signs prohibiting passage are principally required: 

r. (a) Prohibited for vehicles of all kinds; 
r. (b) Prohibited for vehicles exceeding x tons total weight; 
2. (a) Prohibited for motor-cars; . 
2. .(b) Prohibited for motor-cars exceeding x tons total weight; 
3· Prohibited for motor-cars and motor-cycles; 
4· Prohibited for motor-cycles. 

The League of Nations proposes a red disc for prohibiting the passage of vehicles of all kinds. 
Detailed psychotechnical experintents made in Germany have shown that the red disc is not 
sufficiently conspicuous. These experintents prove that it would be more suitable to use a black 
horizontal stripe (similar to the white stripe in Table III, Figure 3, of the League of Nations 
proposal) on a white ground with a red border. If the prohibition refers to vehicles of all kinds 
not exceeding a certain total weight, the figtl!e in question could be indicated below the black 
stripe. 

There are no objections to the symbol for motor-cars (front view) proposed by the Leag1_1e 
of Nations. In the case of prohibitions for motor-cars above· a certain weight, the figure m 
question should be added. There are also no objections to the symbol proposed by the League 
of Nations for motor-cycles; it should be used in combination with the sign prohibiting passage 
for motor-cars (front view) in cases where 'a street is closed to motor vehicles of all kinds. 

In Germany's opinion, it is unnecessary to introduce an international symbol for "cycling 
prohibited ". · · · . . . · · · 

If, on the other hand, a special symbol for "motorloriies prohibited" i~ deemed necessary, 
no objection c;ould be raised to the symbol proposed by the League ·of Nations. In Germany, 
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this necessity hardly exists; under German condit_ions, a si~ pr<;>hibiting the passag«; Of mo~or
lorries exceeding a certain weight does not come mto constderatlon, as, from the pomt of vtew 
of the strain on bridges, it is a matter of indifference whether the load is formed by a heavy 
motor-lorry or a heavy motor-omnibus. . 

Germany must raise objections to the method of marking one-way streets proposed m 
Table III, Figures 3 and 4, because these signs are also not sufficiently conspicuous. Germany 
uses the same method of marking one-way streets as the United States of America--i.e., arrows 
with the necessary inscription at the open end of the street. The closed end ?f t)le s~reet is mark~d 
by a sign prohibiting the passage of vehicles of all kinds or by an arrow pomtmg m the oppostte 
direction to the permitted traffic. This method has proved entirely satisfactory; it is easily 
comprehensible. Germany attaches importance to this method being at any rate permissible 
in addition to the signs proposed by the League of Nations. 

4· Informative Signs. 

The signs proposed by the League of Nations are round with white characters on a blue 
ground. White letters or figures on a blue ground are in themselves easily perceptible. The 
conspicuousness of the signs is, however, more important than the perceptibility. Blue signs 
possess a comparatively low degree of luminosity and do. not stand out sharply from their 
surroundings, so that, in spite of the characters being perceptible, the signs may be easily over
looked. The proposed cpmbination of colours therefore appears to be unsuitable for German 
conditions. 

It would further appear to be doubtful whether there is any need to come to ari international 
agreement on the sign indicating the direction to be followed. The general practice is to indicate 
the direction to be followed by arrows, and this method is easily comprehensible. The shape 
of the arrow may be left to the decision of the various countries without detriment to international 
traffic. ' 

.With regard to the sign indicating authorised parking space, it would be sufficient to come 
to an agreement that the letter " P " signifies such authorisation; it would then be a matter for 
the individual States to mark parking prohibitions by means of signs with the necessary 
inscriptions. · 

· In Germany's opinion, there is at present no need to come to an international agreement 
on signs for cycling roads. 

5· Light Signals for regulating Traffic. 
• 

Germany has no objection to the League of Nations proposal. In view, however, of the, 
large number of colour-blind chauffeurs, it would appear necessary to supplement the proposal 

. by providing for the respective _positions of the individual light signs. It is proposed that, in 
~e two-colour system, the red light ~hould be above or to the right of the green light; and that, 
m. the three-colour system, the red light should be above or to the right, the yellow light in the 
nuddle and the green light below or to the left. 

ANNEX 3. 

OBSERVATIONS AND PROPOSAL BY THE NETHERLANDS DELEGATION 
RELATING TO THE UNIFICATION OF ROAD SIGNALS. 

I. DANGER SIGNS. 

The draft of the Permanent Committee on Road Traffic fixes no colours for signs a b d 
and e. • • c, 

The Netherlands Government proposes to fix the following colours for these signs : 
General sign : black; 
Background : white; 
Border of the triangle : red. 

Sigus I and g are similar in the two drafts. . 
It woul~ appear th_at the. adoption of a sign of priority of passage placed on a second a 

road would mvolve placmg a Sign also on the main road indicating the character of this road. ry 

Conclu_sion: In pr!nciple, .there i;; very. ~t~le difference between the two proposals. 

C Thetce s)tgns P~d m th~ Immediate .V:tcm1ty of level-crossings on railways (St. Andrew's 
ross, . are not mcluded m these provlSlons. 

TabCr1£:~ Rese~e s~ ofnftrian~ular. shape (any .c?lour) with the distinctive symbols of 
Con t" anMger SlgUST ' m co or~ty w1th the proV1S1ons of Article 9 of the International 

ven 10n. on otor raffic of April 24th, 1926. 
The mtddle may be cut out in case of the use of the alternative general danger sign. 



Translation of the Explanations. 

a. - Cassis. 
Uneven road. 

I. SIGNAUX DE DANGER. 
(Forme triangulaire.) 

I. DANGER SIGNS. 
(Triangular Form.) 

b. - Croisement. 
Cross-road. 

· c. - PtJSSt~ge 4 niVIIIIu fiOft gartU. d. - Virage. 
Sharp tum. Unguarded level-crossing. 

e. - Passage 4 niveau gartU. 
Guarded level-crossing. 

f. - Signal IJlterflatif ginblll de danger; g. - Sjgnal de prio;ite d~ hpassaf ge. 
General alternative sign indicating danger. Srgn concemmg ng t-o -way. 

II. SIGNAL DE VITESSE MAXIMUM. 
(Forme ronde.) 

II. MAXIMUM SPEED SIGN. 
(Round form.) 

h. - Couleuf's: signe Mil', fond blanc, bord rouge. 
Colours: black figure white background, red border. 

III. SIGNAUX D'INDICATION. 
(Forme rectangulaire.) 

i. - Signal de direction 4 suiwe. 
Direction sign. 

k. - Route f'esertJee aux cyclistes. 
Road reserved for cyclists. 

III. INDICATION SIGNS. 
(Rectangular form.) 

f. - Signlll de pa,quage 11utorise. 
Sign indicating authorised parking 

place .. 
l. -- Route f'esertJee aux vehicules automobiles. 

Road reserved for motor vehicles. 

IV. SIGNAUX D'INTERDICTION. 
(Forme t'Onde.) 

m. - I n.terdictioft de pass11ge pout' 
lolls vihicules. 

Closed to all vehicles. 

q. - In.terdictioft de passage pDU1" 
· toute motocyclette. 

Motorcycles prohibited. 
t. - Statioftnemem imerdit. 

Waiting prohibited. 

IV. PROHIBITION SIGNS. 
(Round form.) 

n. - I merdiction de passage pout' 
tout vehicule automobile. 

All motor vehicles prohi
bited. 

p. - M lme !nterdiction pour tout 
cam•on. 

All lorries prohibited. 

"· - Interdiction de passage pout' s. - Sens imerdit. 
toute bicvclette. 

Bicycles prohibited. One-way road. 
u. - Interdiction de passage pour tout vehicule 

depassant un poids total de z.soo kg. 

EXEMPLES. 

EXAMPLES. 

All vehicles weighing over 2.500 kg. 
prohibited. 

a. - In.terdicti01t de passage pou" camions. 
Closed to lorries. 

b. - Interdiction de passage pow motocyclettes 
et bicyclettes. 

c. - I nterdictioft de passage pout' automobiles, 
camiofts et motocyclettes. 

Oosed to motor vehicles, lorries and 
motorcycles. 

e. - CombinaiSOftl possibles, selon la methode de 
la dlligatioft nierlantlaise. 

Possible combinations, according to the 
method proposed by the Netherlands 
delegation. 

Closed to motorcycles and bicycles. 
d. - Interdiction de passage pour automobiles, 

camions, motocyclettes et bicyclettes. 
Closed to motor vehicles, I lorries, motor

cycles and ,bicycles. 
f. - Va1'i11tion d'indication de deux interdictions 

de passage partielles sur dis"ue de lorme 
ronde, ai ec bot'd rou11e. 

Combined indication of two partial 
prohibitions, on round disc, with 
red border; 



I. SIGNAUX DE DANGER 
< Forme t r i a n g u I a i re ) 

a . _ Cassis . b._ Croisemenl. 

c..Possoge ci niveou non gore/e. d . _ Viroge . 

e. _Possoge o'niveou garde. 

f_Signol ol!ernoltfginiro/ tletlon~er. g. _J;jnol tie priortli de passage. 



II. SIGNAL oE VITESSE MAXIMUM 
< Fo rn"'~ e ronde > 

h. cov l e u rs : . . 
s ;gne-nolr 
f'on d- blanc 
bord- rouge 

III. SIGNAUX o' INDICATION 
(Forme rec~angulaire) 

t'. _ c.5 ignol de 
0 / r ecfion o'suivre . 

~ 
R~WIELPAD 

lr. Poule res ervee 
aux eye/isles . 

J: _ S ignal de 
Porquoge aul oris e 

~ AUTOWEG ~ 

f _ Roul e reservee aux 
vehicules oulomobiles. 
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IV. SIGNAUXo'INTERDICTION 

m.. /nlerolclion rle fJtlJJo.f'e 
;;ot~r lous 1/el!/ cules. 

Cj.lolen:l!clion tie possoqe 
jJOUI louie moloc_yclelle. 

C forme ronde> 

n . ./nlerclicl/on r/e flt7JJQ#e 
,tl'loul YiiJicu/e Qu/omo~;/e. 

fJ. . Meine inlerdiclion 
pour foul com/on . 

r:_ lnlercl/clion de possoge s . _ S ens /nlerd;l. 
jJOU!/Ot/ff! /J/qc/e//e . 

f._J/o)ionnemenl inlerd;/. u. . I nlerciicl/on r/e possoge 
;;our lou! yel!icule rle,OQSSQn/ 
un ;;o;ds lola/ de 2.500 A' g. 



EXEMPLES 

a. _/n!erd/c!io_n de passage 
pour cam1ons . 

c_ lnlerolcl;oll de fJClssoge pour 
atJ!omol;;/es,. comioos & mologclelles. 

r - - -
I 4 
L-

I 3 I 

lllj 
e._ (om6i/lo;joos fJOSs//;leJ / selo!l /o 
mell!or/e r.le lo tlelejCll!(;/l neer!Cl/lr/o;se. 

6._ /nlerd;clion de possoqe ;;,our 
mo!ocyclelles el I.Jicyclel!es . 

d . /lllerrlirlioll r/e fJO.Jso;-e fJ. 'Aulomo/; ;/ e s,. 
comiolls,. molocycle!les el !Jic_yclelles. 

f _ 1/oriol;on dlilalcolioll de deu,r i!ller
t1lcl;o11s de posso!le ;;arlielles stJrolsr;ue 
cle /or me roncle, aYec !Jorcl rouge . 
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n. SPssn-LnnT SIGNs. 

The draft of the Permanent Committee on Road Traffic prescribes a rectangular shape for 
speed-limit signs. 

The Netherlands delegation proposes a round shape for signs indicating the prohibition to 
travel at a speed greater than that indicated by the sign (sign h). 
. . In. the delegation's opinion, these signs constitute a partial prohibition rather than a ..imple 
mdicatlon. The letters km. of signal h might be placed above on the right. 

Conclusion: Both drafts are admissible. 

Proposal:· Speed-limit signs to be either rectangular or round. 

Colours: 

Figures : black; 
Background : white; 
Border of the signal: any colour. 

III. INDICATION SIGNS. 

. The draft of the Permanent Committee on Road Traffic prescribes a round shape for indication 
stgns, although this shape is also fixed for prohibition signs (see paragraph IV). 

The Netherlands delegation proposes the adoption of a rectangular shape for indicatiott signs 
(signs i, f, k) and a round shape for prohibition signs (see paragraph IV). 

Conclusion: Signs i and fare identical with the corresponding signs in the League of Nations 
draft, except as regards shape. Sign k differs from the League of Nations draft, while there is 
no equivalent of sign lin the draft; but these signs do not appear to be of great importance in 
international traffic. 

Proposal : Reserve for indication signs the colour blue for the background and the colour 
white for the distinctive symbols and the inscriptions. 

These symbols should be : 

(I) Direction to be followed : an arrow; 
(2) Parking allowed : letter P; 
(3) Road reserved for cyclists : an inscription in the national language, surmounted, if 

necessary, by a bicycle, side view; 
(4) Road reserved for motor vehicles : an inscription in the national language, 

surmounted, if necessary, by a motor-car, front view. 

IV. PROffiBITION SIGNS. 

The draft of the Permanent Committee on Road ?-'raffic fixes a round shape for prohibition 
signs. . f - h hib' . 

Except for the prohibition of w~itf1!g (signal t), it prescribes two. stgns or eac pro tbon. 
It also proposes three signs for prohtbttmg the passage of heavy lomes. . . . 

The Netherlands delegation proposes the adoption of a round red dtsc (stgn m) as a stgn 
of complete prohibition of passage. . . . . ; 

The delegation proposes the adoption of a red ctrcle wtth a white or hollow centre as a stgn 
for the partial prohibition of passage. 

To indicate the ~ategory of vehicles afiected by this partial prohibition, the delegation proposes 
the use of the four distinctive symbols of the League draft : 

(I) For motor vehicles: a motor-car, front view (sign n); 
(2) For lorries : a lorry, side view (sign P) ; 
(3) For motor-bicycles : a motor-bicycle, side view (sign q); 
(4) For bicycles: a bicycle, side view (sign r). 

(The delegation does not see any need to add the figure of a driver to distinctive symbols 3 
and 4, this figure .not having been included in symbols I and 2.) 

Sign s is the same in both drafts. 
Blue having been. reserved for signs indicating an authorisation, the delegation hesitates 

to accept this colour as indicating a prohibition. 
It has studied other solutions shown by the two signs t. 
Sign v corresponds to one of the alternatives in the League of Nations draft. 

Conclusion: In order to illustrate the fixing of several signs. of parti~ pr?hibition on a 
single post with a circular sign at the top, the Netherlands delegation subrwts Ftgures A, B, C 

andD, 
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The delegation also submits Figure F, illustrating a third practical. method-~hat of pl~~ing 
the distinctive international symbols inside the red circle as an indication of part.1a!- proh1b~t10n. 

The delegation further submits Figure E. showing eight possibilities of combm~g the m~er
national distinctive symbols of partial prohibition under the system proposed by this delegation. 

Proposal : Reserve for the indication of a complete prohibition of passage either a red d~c 
or a red circle provided with a plate with a national inscription, and, for indicating a partial 
prohibition of passage, a red circle provided with one or more plates with international distinctive 
symbols situated either below or round or inside the red circle. (The inside of the red circle may 
be hollow.) 

Reserve for "No entry" a round red disc with a white horizontal band. 
(Signs m, n, p, q, rands may have an explanatory inscription in the centre.) 
Reserve for " No waiting " a red disc or a white disc with a red border and the letters N.P. 

(No parking) or P. 

v. LIGHT SIGNALS FOR REGUI.ATING TRAFFIC. 

The draft of the Permanent Com~ttee on Road Traffic prescribes three light systems : 

(r) Single light system; 
(2) Two-colour system; 
(3) Three-colour system. 

The Netherlands delegation is in favour of the two-colour system. The single light system 
gives no positive indication when the passage is " free " ; it therefore has the disadvantage that a 
driver will not know, when approaclling the signal, whether the road is free or whether the signal 
is out of order for the time being. The three-colour system would be more expensive than the 
two-colour system. 

Proposal: Accept the three systems, although the two-colour and three-colour systems 
may be regarded as preferable to the single-light system. 

ANNEX4. 
[Con£. C.R.JS.R.j8.] 

NOTE BY THE SWEDISH DELEGATION. 

The fundamental basis of any system of road and town signs must consist of symbols whose c 
aim is to avoid, as far as possible, any inscription which might not be comprehensible to a foreigner 
travelling in the country. It thus appears necessary to establish a code of such symbols. A first 
step has alre~dy been made, but the signs proposed do not appear sufficient to answer to present 
conditions._ Sweden's experience has shown the need for other signs than these already contained 
in the draft Convention. 

There can be no doubt that requirements vary greatly in different countries and are modified 
by the passage of time. Some means should therefore be devised of supplementing the code 
adopted and of prescribing the steps that should be taken by any country which desires to introduce 
new signs into its code. 

The draft Swedish system includes symbols for the following cases : school, crossing for 
pedestrians, tramway or omnibus stop and refuge (see Appendix page II7). As no international 
signs have been adopted for- these purposes, the Swedish draft provides for inscriptions, which 
should evidently be avoided. 

It is also desirable to standardise inscriptions, especially those indicating speed, weight or 
breadth limits and to avoid any text which is not strictly necessary. The Swedish draft contains 
signs for a speed-limit of 25 kilometres, for a weight-limit of 3 tons, and for a breadth-limit of 
r.85 metre. -

The signs of the International Code must be simplified as much as possible._ The danger 
signs adopted are good from this point of view, with the possible exception of the sign for an 
unguarded level-crossing, which might be simplified; but the signs proposed for motor-cars 
lorries, motor-bicycles and cyclists seem somewhat complicated. Sweden's request that th~ 
gre~test possible f~eedom shoul~ be allowed a;; regards the. in~roduction of the signs and that the 
option should be given of holloWing them out mstead of pamtmg them, or of cutting them out and 
placing them inside a hollow triangle or circle, necessitates simplified symbols. -

I 
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Infonnative signs concerning : 

I. Need for special caution : · 
(a) At dangerous points generally. : ........... . 
(b) At curves ............................... . 
(c) Where the road is uneven ................. . 
(d) At crossroads, by-roads and turnings ...... . 
(e) At guarded level-crossings ................. . 
(/) At unguarded (railway or tramway) level-

crossings ............................. . 
(g) Near schools and hospitals ................ . 
(h) At crossings for pedestrians ............... . 

II. Prohibitions : 

III. 

IV., 

(a) To drive in a certain direction ............. . 
(b) To drive at a certain speed ............... . 
(c) To drive certain kinds of vehicle .......... . 

(d) To drive vehicles of a certain weight ....... . 
(e) To drive vehicles of a certain width ........ . 
(f) To park vehicles ........................ . 

Purpose or use of road-e.g : 
(a) Carriage-road, footpath, cycling-path, bridle-

path ................................. . 
(b) Parking-place (permanent) ................ . 
(c) Parking-place (temporary) ................ . 

(d) Cab-stand, tram or omnibus stop .......... . 

Manner and direction of traffic : 
(a) At points where direction must be signalled. 
(b) At refuges round which traffic must flow in 

one direction only ...................... . 
(c) At refuges and tram-shelters .............. . 
(d) At refuges and tram-shelters (alternative) .. . 

V Positions and names of roads and places : 
(a) Sign-posts in towns, etc ................... . 
(b) Sign-posts on highways ................... . 
(c) Name-boards outside towns, etc ........... . 

'Names of towns. 

Fonn 

Triangle 
, 
, 
, 
, 

" 
" , 

Disc 

" , 
, 
, 
, 

Disc 
, 
, 

, 

Disc 

Hollow disc 
Triangle 

Oval 

Rectangle 
, 

" 

Appendix. 

Dimensions Colouring 
in centimetres 1-'-----.~----r/ ---,----,~----1 

·Ground Edge 1 Text Sign 

Side= go Yellow 

" " 
" " 
" " 
" " 

" " 
" " 
" " 

Diam. = 65 Yellow 

" " 
" " 

" " 
" " " ,, 

Diarn. = 65 

" 
" 

" 

Diam. = 65 

Diam. =roo 
Side= go 
75 X 50 

Height= 20 

:: ;~I 

Yellow 

" 
" 

, 

Yellow 

" Green 

" 

Yellow 

" 
" 

Red - Black 

" " 
" " 
" " 
" " 

" 
" 

Black " 
" 

" " " 

Black 

" " 
" " 

" " 
" " , " 

Blue Black 

" " , " 

, " 

Blue Black 

" White " 

" 

Blue Black 

" " 
" " 

Text 
(examples) 

School 
crossing 

No entry 
25 kilometres 
Motor-lorries 

prohibited 
3 tons 

r.85 metre 
No parking 

Cycling-path 
P. 

P. IO a.m.-
6 p.m., r hour 

only 
Onmibus stop 

Nyk0ping 1 

23 Mora45 1 

Trosa 1 

Symbolic sign. 

Note of interrogation 
Curve 
Uneven line 
St. Andrew's Cross 
Barrier 

Locomotive 

-' 

Arrow 

Arrow 
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ANNEX 5 (a). 
[Conf. C.R.JS.R.jz.] 

ADDENDUM TO THE ANNEX OF THE DRAFT CONVENTION CONCERNING THE 

UNIFICATION OF ROAD SIGNALS PROPOSED BY THE PERMANENT INTER-
NATIONAL COMMITTEE FOR FIRST AID ON ROADS. 

IVbii-.:.siGNS ·FOR FIRsT-AiD STATIONS ON RoADS. 

Signs of this class are rectan~ular. . . . . 
The colour used will be blue m combmation w1th white and red. . 
This sign denotes a first-aid station organised by the Re~ Cross or by arrangement w1th 

the latter, in conformity with Article 24 of the Geneva Conventwn of July 27th, I929. 
The purpose of the station is : 

(a} To ii,ve first aid; 
(b) To call a doctor to provide medical attendance. 

In most cases the stations are provided with a telephone. . . 
The informative sign for first-aid stations on roads cons1sts of a rectangular plate w1th 

dimensions of at least 0.50 metre by 0.75 metre, any larger size being authorised provided that 
the smaller dimension of the rectangle is in all cases two-thirds of the larger, and that the latter 
constitutes the vertical side. 

The ground of the plate is bl!le with ~ white stripe . I cen~etre in width at a dista!Ice of 
I centimetre from the edge and W1th a white square havmg a s1de of at least 0.36 metre m the 
centre bearing the emblem of the Geneva Convention in red. 

The white ground of this square must not bear any inscription. The blue ground of the 
plate may contain any requisite inscription in white letters. 

ANNEX 5 (b). 
[Conf. C.R.JS.R.Jz (I).] 

ADDENDUM TO THE ANNEX OF THE DRAFT CONVENTION CONCERNING THE 
UNIFICATION OF ROAD SIGNALS PROPOSED BY THE PERMANENT INTERNATIONAL 

COMMITTEE FOR FIRST AID ON ROADS. 

SIGNS FOR FmsT-AID STATIONS ON ROADS. 

(IVlns of the Annex to the Draft Convention.) 

The informative sign for first-aid stations on roads shall consist of a rectangular plate of 
which the shorter (horizontal) side shall measure two-thirds of the longer side. The ground of 
the plate shall be dark, surrounded with a white line. In the centre it shall bear the appropriate 
emblem in a white square with a side at least 30 centimetres in length. 

ANNEX 6. 
[Conf. C.R.JS.R./4-] 

PROPOSAL BY THE POLISH DELEGATION CONCERNING THE INTRODUCTION 

INTO THE INTERNATIONAL CODE OF A SIGN FOR TRAMWAY BIFURCATIONS. 

Collisions often occur in towns at cross-roads with tramway bifurcations between motor
cars and tramways which cut across their path. These accidents occur in the following way : 
there is usuall);'" a tramway stop at these street crossings. The tram waits for a signal announcing 
that the road 1S clear. The tram starts at the same time as a motor-car whose driver, if he does 
not live in the town, is not aware that the tram is immediately going to bifurcate. The result 
~ a c?llision with a tram starting from the same place as the motor-car or from the opposite 
direction. 
. Tpe si~uation .is at present under consideration in a large number of towns. The tramway 

direction S1gnS which are proposed are expensive and their lighting raises technical difficulties. 
For t~ reasons th~ tramway administrations refuse to introduce them. Fixed direction signs 
are still more expens1ve; they only solve the problem at the place where they are put up, and 
have the grave defect of giving warning of the tram's change of direction too late--i.e., at the 
m001ent when the tram reru;hes the bifurcation. 
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. In view of the. above, the Polish delegation submits the following proposal for the conside· 
ratlon of the Comnuttee : 

" Tc;> indicat~ crc;>ss-roa~s with. tramway bffurcations where collisions with motor-cars 
are :possible, special signs will be mtroduced-viz., an equilateral triangle of the colour in 
us.e m the.countrJ: concerned .. The side of ~e triangle will be at least 50 cet;timetres. The 
tnangle will contam a symbolic representation of the tramway. Under this sign may be 
placed a rectangular white plate with a suitable black inscription. 

·" These signs must be placed at least 20 metres in front of the dangerous bifurcation." 

ANNEX 7. 
[Conf. C.R.JS.R.fs.] 

PROPOSAL BY THE POLISH DELEGATION ~ONCERNING THE INTRODUCTION 
OF A WARNING SIGN FOR TRAMWAY STOPPING-PLACES AND OF A SPEED-LIMIT 

SIGN NEAR THE STOPPING-PLACES. 

In towns where the tramway line is in the middle of the street, instead of close to the pavement, 
there is a serious danger for passengers entering or alighting from trams, who risk being run over 
l,>y motor-cars overtaking the tram. A large percentage of motor-car accidents occur at tramway 
stopping-places. 

In all towns there are regulations governing the circulation of motor-cars at stopping-places, 
while passengers are entering the tram or alighting. These regulations either limit the speed 
of the motor-cars or prescribe that they shall stop. Local motorists generally know the regu
lations and the places where there are tramway stops. On the other hand, strangers are not 
usually acquainted with these regulations. It frequently happens, too, that strange motorists 
are not acquainted with the characteristic aspect of tramway stopping-places in the town in 
question, and, in the case of foreign motorists who do not know the language of the country, they 
will also be unable to read any sign showing that there is a stopping-place in the vicinity. Such. 
drivers may easily cause serious accidents. 

In introducing the International Code, it was recognised that in principle a sign should be 
placed wherever a speed-limit or other prohibition was necessary. An exception was made as 
regards tramway stopping-places-i.e., as regards places where numerous accidents occur. 
This exception is the less justified, inasmuch as these stopping-places are frequently indicated 
in a totally inadequate manner. 

ANNEX 8. 
[Conf. C.R.JS.R.jro.) 

TEXT RELATING TO THE PROTECTION OF SIGNS PROPOSED 
BY THE SUB-COMMITTEE. 

(r) Each of the High Contracting Parties will prohibit the posting, ~>n .the pu~lic ~ghway 
or in the immediate vicinity, of.signs, signboards or notices of any descnptlon which might be 
confused witll the approved signs or make it more difficult to read tlle same. 
. (2) Whereas the public authorities alone have power to decide what posts, boards or notices 

of any description shall be set up on the public highway, . 
Each of the High Contracting Parties, with a view to rendering the system of SI~als as 

efficacious as possible, will endeavo~r to limit the number of ~uch boards, posts or notices, to 
what may be strictly necessary, particularly as regards danger signals. 

(3) Each of the High Contrac~ing Pa~ie~ will .~ewise pro~b~t ~he affi~~ ?~ an approved 
sign of any irrelevant notice which 1s such, m Its oplnlon, as to dim1n1sh the VISibility or mterfere 
with the character of that sign. 

ANNEX 9. 
[Conf. C.R./S.R./6.] 

OBSERVATIONS BY THE AUSTRIAN DELEGATION CONCERNING THE UNIFICATION 
OF ROAD SIGNALS . 

. I. GENERAL REMARKS. 

Austria owing to her geographical situation and the development of .transit and p~en~er 
traffic in th~t country, is prepared to support ~he efforts of the ~ague of Nations for thd~:t{[I~at~ 
of international rules of the road. Austna has already giVen proof of her goo m t 

/ 
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connection by deciding to embody in her own. regulations the. rule ~hat traffic shall keep to the 
right despite the practical difficulties and con~Idera?le expenditu:~ mvolved. 

Accordingly, the Austrian Government will d_? 1ts best to facilitate acceptance of-the present 
Convention concerning the Unification of Road Signals. . . 

The Government regrets, however, that it is in a somewhat difficult position as regards the 
draft Convention, by reason of the· fact that Austria ha~ just recently adopted rul~s for ro~d 
signals, having been unable to postpo~e this measure, as 1t was necessary to pass uniform legis-
lation for the whole of the Federal temtory. . . . 

In reo-ulating the traffic question, however, Austna has made a pomt of adhenng as ~ar as 
possible t:; the draft framed by the Leag_ue o! Nations Committee. Jill.Y differences relate ~1mply 
to a few provisions which are more detailed m the present draft than m the Igz6 Convent1o11: on 
motor traffic. On this point the Austrian laws differ somewhat from the text of 'f:he Conve.ntion, 
and Austria would prefer accordingly that more general principles should be la1d down m the 
present Convention. 

II. SPECIAL REMARKS, 

A. Text of the Convention. 
Ad Article I. 

Austria considers that a sufficiently long period-at least five years-should be allowed 
for the entry into force of the present Convention. 

Ad Article 2. 

The Austrian Government thinks it desirable also to lay down a maxinmm period for the 
replacement of signs used with a different meaning. This period might be fixed at one year. 

B. Annex to the Convention. 

I. Danger Signs. 

Austria regards it as superfluous to conclude a fresh Convention on danger signs, as these 
are already covered by the International Convention on motor traffic. 

It would mean, to begin with, embodying all the provisions of the last-named Convention 
in the present Convention, and in any case Austria cannot accept any modification or addition 
as regards the signs in question 

Sign No. 6 (Table !).-According to Article g, paragraphs 3 and 4, of the rgz6 Convention, 
this sign serves as a general danger sign but is not to be employed except when atmospheric 
conditions make it impossible to use full plates. The text is not sufficiently clear. 

Sign No. 7 (Table 1).-The sign for right of way is undoubtedly the most important in the 
whole Convention; the Austrian Government's experts are unanimously of opinion that the 
triangle with its apex downwards is not suitable for a sign showing the main routes. The triangle 
is pre-eminently a danger sign, and it seems inadvisable to alter this important connotation 
by merely inverting it. The sign for right of way has nothing to do with danger signs : it is intended 
simply as an infomiative sign. A further reason for avoiding the triangular sign is that it does 
not stand out sufficiently, as it may be confused with the triangle standing on its apex, while 
there is the possibility of the sign working loose and turning round. An accident of this sort 
migllt very easily convert the danger sign into a sign for right of way. For these various reasons 
Austria proposes a different fonn for the sign for right of way-namely, a square standing on one 
of its angles. The square has been agreed upon as an international sign for the speed-linllt, 
and the sign for right of way proclaims the necessity for slowing down. 

Austria also proposes that the sign for right of way should be put in a special category, as it 
cannot properly be included among danger signs. The provisions of the International Convention 
on motor traffic whicll concern the distance of the signs from the danger point are inapplicable, 
and the present Convention--on the same lines as for danger signs-should contain a fresh 
provision. specifying where such signs shall be set up. Further, the distance between a sign and 
the crossmg (or place of entry) would have to be fixed in relation to the distance within which 
the vehicle c~ be stopped. These signs should not be set up in the main roads but in the branch 
roads: as vehicles trayelling on the main roads have right of way~.e., they can continue irre
spective of any crossmg or secondary branch road. In this connection Austria approves the 
~n proposal that there should be no obligation as regards the setting up of signs at every 
crossmg. 

2. Speed-Limit Signs. 

. The A~r~n law ~es no pro~ion, generally speaking, for limiting speed in terms of 
~res; 1t Simply proVIdes that vehicles shall go slow. In certain cases it lays down a speed
llnut for motor vehicles-for example, for the different categories in towns. When the condition 
of a ~oad or of the _neigh~ou~hood necessitates this, speed-limits are laid down, but without any 
mention of the maXImum m kilometres-for example, in the vicinity of schools, etc. The Austrian 
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Govemn:tent proposes t~at-apart from . a!l indication of the maximum speed allowed-the 
Convent~on should contam a clause provtdtng for the use of a capital " L " on a square sign 
"L" bemg the_ initial letter of the wo_rd for "slow" in several languages-e.g., in the Roman~ 
languages, and m German and Hungartan. 

3· Signs prohibiting Passage. 

Ill; duly acceJ?ting ~e system of symbols so long recommended by the League of Nations 
Comnuttee, Austna deliberately selected a system other than the system of exclamation marks 
proposed by German:r, whose rules A_ustria has always taken as an example. Otherwise, Austri~ 
can thus accept the s1gns proposed w1thout any difficulty. 

The Austrian Government ventures to point out, however, that it seems hardly consistent 
with the League of Nations idea of an international sign prohibiting passage, in the form of a 
SJ;mbol of the prohibited vehicle, to provide for a sign which bears, not only the image of the prohi
bited vehicle, but also an inscription. The purpose of this international scheme is to obviate the 
drawback of signs prohibiting passage, written in the language of the country and hence unintel
ligible to foreigners unacquainted with that language. This was why the system of symbols 
was decided on for international purposes and the Austrian Government proposes that only 
symbols should be employed. 

Austria considers, further, that the text of the present Convention is not sufficiently clear 
as regards the meaning of the different signs. According to the I.eague draft, there would 
frequently be a mass of signs at one particular point. This might be avoided if international 
agreement could be reached as to the meaning of each sign as follows : 

(a) Sign No. II (Table III) would prohibit motor-cycle and cycle traffic, since motor
cyclists would certainly not be allowed on a road closed to cyclists. 

(b) The same applies to Sign No. 5· The prohibition of motor traffic would also 
cover motor lorries. Roads closed to motor traffic would obviously be closed to lorries. For 
motor traffic of every kind, however (two or four-wheeler), it would be necessary to have 
a special sign_ a combination of two symbols. i.e., motpr-car and motor-cycle (No. 5 and 
No. g). 

It would be well, moreover, to lay down a speed-limit for motor vehicles used for the 
conveyance of persons, since it is immaterial, as regards the wear and tear of the road, whether 
it is used by a heavy motor-car or a heavy lorry. The Austrian Government would be prepared 
to accept the system proposed by Germany, which seems to it quite reasonable. 

As regards the red disc, proposed as a sign that all vehicles are prohibited, Austria agrees, 
. with Germany that the shape of the sign is not suitable . 

. The Austrian Government ventures to suggest that the rules should not be too detailed and 
should simply lay down an international system of symbols, and the meaning of the individual 
figures. Every country should have the right to settle the details of these symbols according 
to climatic conditions. Signs Nos. 6, 8, 10 and 12, for example, are not suited to the conditions 
of countries where there is generally a great deal of snow in winter. The snow would cover the 
signs and figures and make them illegible. The same applies to signs Nos. 5, 7, g, II and 13. 
Lastly, the Austrian Government proposes in such cases that the rules should adruit the use of a 
black figure on a white disc with a red border. 

In establishing her own road signals, Austria feels satisfied that she has found a satisfactory 
solution. She has selected as signs the triangle, the square and the disk, and has taken care that 
they should be clearly visible and distinct an~ uniform in colour. C<?lour. i~ a most im?~rtant 
point. If several colours were used, the signs would be less easlly :VlS1ble and. leg1timate 
advertising interests would suffer, if too many colours were reserved for s1gns. 

The one-way sign is most important. Austria cannot a~cept t~e Lea~ue of Natiot;JS 
Committee's proposals. She proposes, on the contrary, that the mternat10nal sign shoul~ be m 
the form of an arrow with a red outline. This sign, which is generally accepted, is sufficient ~o 
show the point where entry is prohibited. Austria proposes that it should at all_ events be pe:m1s
sible to choose between this sign and the sign proposed by the League of Nations. There 1s no 
real difficulty, as the sign is distinct and easily visible in snowy weather. 

4· Informative Signs. 

A capital " P " on a blue background is acceptable as ~ sign !ndicating auth~rise~ parking 
space, but sign No. 16 (Table III) does not seem very practical owmg to the COit;Jblll;abon of red 
and blue. As a sign prohibiting parking, the letter "P" in white on a red disk 1s proposed. 
" P " combined with blue would be satisfactory as a sign indicating parking-spa~e. . . 

It does not seem necessary to have any international rule as regards a s1gn for chrectwn. 
The same applies to signs reserving traffic for a certain group of vehicles only. 
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ANNEX 10. 
[Conf. C.R.fS.R.fn.] 

. . 
REPORT BY THE SUB-COMMITTEE ON SIGNALLING BY TRAFFIC POLICE 

AND DRIVERS. 

The Sub-Committee, consisting of M. LEMAIRE (Belgium), M. PFLUG (Germany): .assisted 
by M. REITZ, M. DE SCHULTHESS (International Union of Towns and Local Authontles) and 
M. FORSTNER (International Federation of Transport Workers), met on Saturday, March 2rst. 

It submits the following report to the Committee : 

I. SIGNALUNG BY POLICE OFFICIALS DIRECTING TRAFFIC. 

The Sub-Committee first discussed the signals to be made by officials. It expresses the desire· 
that the European Conference sh~>nld state in a resolution the necessity of undertaking a uniform 
regulation of the above-mentioned signals as quickly as possible. . 

As regards the choice of the signals to be made, the Sub-Committee considers that 1t would 
be desirable to find a system which could be adjusted both to general signalling, such as the 
" Go and Stop ~· system, and to partial sigria.lling. . 

The Sub-Committee considers that the signals submitted in the revised report of the Permanent 
Committee on Road Traffic dated February rst, 1929 (document C.23.M.IJ.I929.VIII [C.C.T. 
331 (r)], Table V, figures r-3, which correspond to the first three signals of Plate VI of the 
"International Code of Signals", submitted in September 1930 by the International Association 
of Recognised Automobile Clubs, answer to the needs of the two types of signalling quoted above 
and might serve as a basis for the study of an international agreement. · 

These three signals have the further advantage of being applicable independently of the 
number of officials which the local authorities may judge necessary to use at the same point 
of traffic. 

2. SIGNALS TO BE MADE BY DRIVERS EITHER BY HAND OR BY MEANS. 
OF A MECHANICAL DEVICE. 

The Sub-Committee is of opinion that a uniform regulation of the signals to be made by 
drivers is highly desirable in international traffic. As an example, it draws attention to the 
fact that, in certain countries, a driver who extends his arm to the right means that he is going 
to turn to the right and in other countries the same signal signifies the intention of turning either 
to the right or left. This state of affairs may lead to grave accidents. The Sub-Committee 
recommends that an enquiry should be undertaken to detennine which of the signals to be made 
by drivers should either be rendered compulsory by means of a code of regulations or should 
simply be consecrated by custom in the different countries, and in what manner these signals 
could be rendered uniform. 

3· TITLE OF THE CONVENTION. 

The Sub-Committee requests the Committee to submit to the Drafting Committee the question 
whether the mention of signals to be made by officials or drivers necessitates any change in the 
title of the Convention. 

4· INSTRUCTION OF SCHOOL-CHILDREN. 

The Sub-Committee considers it eminently desirable that the contracting parties should 
arrange for school-children to be given complete instruction in the regulation signs and signals. 

ANNEX 11. 
[Conf. C.R.jr3.] 

REPORT ON·THE WORK OF THE COMMITTEE. 

One preJ.?ninary observation will serve to indicate the unanimous feeling of the members 
~~ the Co~ttee--namely, that the necessity of unifying on international as well as national· 
lines the SJgD.S employed for .regulating motor traffic and increasing its safety is plainly becoming 
more urg~t every day. It ~ :~c~gnised t~ be an imperative necessity, in view of the importance 
o! preventing the ma~y possibilit~es of accidents and thereby protecting human life, by providing 
SJgD.S that can ~ e~y a!Id r~pidlY: understood. T~e u:gency of the question arises from the 
very _fact that Slgllalling 15 still ~emg proceeded with m several countries without any very 
defirute scheme, and, -above all, Without any attempt at co-ordination with neighbouring areas 
and even sometimes without unity in one and the same country. A further reason for th~ 
urgen~ ?~the qu~stion is .that, since motor tr~ffic is increasing in volume and speed, thus extendlng 
the facilttles for mternatl<;m~ tr~vel, the dnver must interpret the signs he is to obey directly 
~ sees t~m, an~ must distmgU1Sh them far enough away to be able to obey them in time. If 
hlS re~ton, whtch ~ust. be immediate and instinctive, is to pass from the conscious to the 
unconscrous, systematisation and standardisation on international lines are imperative. 
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T~is conclusion, accepted by ~ !he members of the Co~ttee and stressed by the repre
~entatives of. road-user;;, was the. p;mctpal factor-added to a smcere desire to co-operate cordially 
m the work m hand-m deternunt?g the zeal and goodwill for which every member is deserving 
of our thanks and our congratulations. · 

For, it must b_e admitted, difficulties arose by reason of the very fact that many countries 
have ahell;dY adopted a very complete system of signalling, while the various conditions
atmosphenc, for example--determining these systems of signalling differ from one region to 
another, so that success depended on mutual and in some cases heavy sacrifices. 

We are all satisfied, however, with the results as embodied in the Convention on road signalling 
and in the Annex to that Convention. 

T~e Convention itself remains practically the same as in the draft framed by the Permanent 
Comnuttee for International Road Traffic. Road traffic is understood to include traffic not 

· only on main roads, but also in towns-that is, urban traffic. The title of t11e Conventi~n is 
intended to be understood in this sense, though it seemed inexpedient to alter that title. 

One change in the general form of the Convention was agreed upon, to bring it into line 
with the other Conventions before the Conference : the word " Government " has been replaced 
by the words " High Contracting Party ". 

Members of the Committee were of opinion that Article 3 of the Convention did not afford 
adequate protection for the signs in question, did not comply with the explicit wish that those 
signs should be more clearly visible and should force themselves on the driver's attention by 
being, as it were, isolated and made outstanding. To meet this desideratum, the Committee 
supplemented the provisions of Article 3 by Article 4, which is new. Its purpose is to cause to 
be removed from the highway signs which might be confused with the approved signs or might 
make them more difficult to read; it is intended to limit the number of approved signs to what 
may be strictly necessary, in order that they may prove really effective; it also limits the 
inscriptions or signs on the road signs themselves, and does away with irrelevant notices which 
might make the road sign less legible or interfere with its character. 

These various provisions are in response to the demands and complaints of road-users, who 
find it fatiguing and confusing to be confronted with too many approved signs or witll tiresome 
advertisements crowding round these most important signs and thereby hiding tlle indications 
which they must obey if accidents or p~nalties are to be avoided, and, lastly, with too many 
non-approved inscriptions on the signs themselves. The Committee has endeavoured, so far 
as is compatible with certain budgetary considerations or existing situations, to comply with 
the legitimate demands of motor-drivers. 

Lastly, Article 9 of the Convention has been slightly amended. The draft provided for a 
period of :five years before the possibility of denunciation, but the Committee thought it advisable 
to increase the period to eight years, as the full effects of the Convention would not be felt until 
:five years after its entry into force, :five years having been allowed as the time within which it 
would be possible to replace all signs not in conformity with the international system. 

The Annex to the Convention further defines the actual object of the Convention. A number 
· of changes have been made in it which the Committee considered necessary on general grounds 

of coherence and standardisation or for special reasons counected with the nature of the sign 
or the conditions under which it would be installed, or again for the purpose of conciliating divergent 
views. The Committee decided first to take three main classes of requirements which signals 
must fulfil: :first, danger; secondly, a formal regulation, whatever the nature of that regulation 
and whatever the authority imposing it, provided that it involves a ~trict, on~ migh~ say a }egal, 
obligation; lastly, optional informative signs designed sim~ly to asstst or gmde o_r impart mfor
mation to the driver. The first class of signals is to be tnangular; the second ctrcular and the 
third rectangular. 

As regards the :first class the Committee decided to supplement the signs laid down in the 
1926 Convention by a sign giving warning of a danger other than those covered by that instrum~nt. 
Still keeping to the general scheme, it adopted a triangle, in this case a triangle witll a vert1cal 
band: across the centre. As decided in 1926 for the other signs, the triangle may be hollow should 
atmospheric conditions make this desirable. 

The Committee also added to this ~lass a sign warning a driver on a secondary road to give 
right of way to vehicles on tlte road which he is about to enter. The Committee felt tllat, where 
there is a right of way and it is thought advisable to warn drivers, the sign in qu~s~ion should be 
employed. The distance at which it is placed will depend on topographical conditiOns. 

The second class of signs, non-compliance with which involves penalties for the driver •. are 
in every case circular, whether indicating specific obligations or pro~ibitions. The Com~uttee 
decided that red should be the predominant colour, so arranged on the s_tgn a;; t~ rn~ke the ~1rcu}ar 
form stand out for a prohibition. This last rule does not apply to stgns mdtcatrng a dtrectlon 
that must compulsorily be taken. 
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The second class of signs was the subject of a number of amendments during the discussion, 
chiefly with a view to simplification, systematisation and legibilit:r. For this rea_son ma:Omum 
speed-limits were included this time ~ the secoJ?-d .class and .the sign was mad~ .crrcular .~stead 
of rectangular, the Committee regarding speed-limits as commg under the pos1ti"e provisions
i.e., the legal obligation pot to exceed so many kilometres an hour. 

Signs prohibiting waiting and parking, which were the subject of long discussions, .are in~luded 
in the same class with signs the distinguishing features of which are more markeq than m the 
Pei111anent Committee's draft, though not radically different. 

Warning of the vicinity of a Customs office-compulsory stop-is given by a conventional 
sign within the general scheme of the second class. 

Lastly, the sign indicating a direction to be compulsorily followed is still circular in ~ cases, 
but as it indicates a positive obligation, not a prohibition, the Committee decided against red, 
at all events as the predominant colour. 

The tlrird class covers mere informative signs, warnings to observe caution and other optional 
warnings. All tllese will be rectangular, and red is not to predominate. The Committee provided 
for tlrree in particular: (1) a sign autllorising parking; (2) a caution to tlle driver to beware of 
causing danger or inconvenience to oilier persons, e.g., in passing schools, hospitals, etc.; (3) a 
sign indicating tlle vicinity of a first-aid station. This sign could not be settled, entirely owing 
to certain difficulties; tlle Committee decided, however, that it would come witllin its general 
system if it were rectangular, and recommended that it should bear in the centre a symbol which 
may vary according to existing international or national conventions. 

For optional informative signs for direction, whether indicating distances or not, the 
Committee did not frame models; but tllose signs will naturally be included in tlle third class, 
tllat is, tlley will be rectangular, while one of tlle shorter sides of the rectangle might very well 
be replaced by an arrowhead, as in the last two examples in Table III of the Annex. 

This tllen concludes tlle part of tlle work relating to day signals, tlle Committee having 
succeeded in framing specific formulas approved by all its members. 

* * * 
Two other subjects were submitted to tlle Committee for examination and, at the earnest 

request of the representatives of road-users, the Committee endeavoured to detemiine at least 
how to begin to solve tlle problems raised. 

They concerned respectively light signals and signalling by officials to drivers or vice versa. 
Despite its anxiety to comply with the legitimate desire of road-users, the Committee was unable 
to arrive at an acceptable formula to systematise either lights or signals. It had to rest content 
witll making two recommendations which, in brief, require the Permanent Committee on Inter
national Road Traffic to pursue tlle active study of these two problems, of such importance for the 
safety of all. 

Lastly, tlle Committee proposed that the Conference should recommend that young people 
in every country should be properly instructed and trained to realise the dangers of the road 
and to avoid them. 

The Committee, being desirous to maintain henceforth unity in the international systema
tisation of road signs, unanimously recommended that no new traffic-regulating sign should be 
adopted without the Permanent Committee on Road Traffic being consulted. 

This completes the work of the Committee, with the conclusions at which it arrived. 

The productiveness of that work and the satisfactory results achieved are the outcome of the 
good~ displayed by all the members of the Committee and of their readiness to understand 
and assist one another and to co-operate effectually in the important duty of promoting inter
national communications and protecting human life. 

• 



3. MINUTES OF THE COMMITTEE ON THE TAXATION 
OF FOREIGN MOTOR VEHICLES. 

FIRST MEETING 

Held on March I6th, I93I, at 3 p.m. 

Chairman: M. BORDUGE (Chairman of the Fiscal Committee). 

I. Draft International Convention on the Taxation of Forei~n Motor Vehicles. 

The CHAIRMAN said that the Committee had a complicated task before it. It had to conciliate 
very divergent interests : those of the users of the road, who favoured complete liberty, and those 
of the States, burdened with considerations of the revenue to be obtained from the taxation of 
motor vehicles. He hoped, however, that the Committee would be able to bring to a swift and 
successful conclusion the task which the European Conference had placed before it. 

. He thought that the Committee's work would be hastened by proceeding, without a general 
~1scussion ?n the Convention as a whole, to study point by point the questions of principle involved 
m each art1cle. 

ARTICLE I, PARAGRAPH 2. 

As no objections were raised to· this procedure, the CHAIRMAN opened the discussion on 
Article I, paragraph 2, which defined the object of the Convention. 

M. WAHL (Germany) reminded the Committee that the German Government had presented 
certain observations on the Convention on the taxation of foreign motor vehicles; these had 
been set out in a document just distributed to the members (see Annex I, page I 52). 

Generally speaking, the German Government doubted the value of establishing, at the present 
moment, an international Convention on the taxation of foreign motor vehicles. It considered 
that the various systems of taxation in the different countries of Europe were too divergent to 
allow of this, and that, though a Conyention might be advantageous to some States, it might 
prejudice the interests of others. 

For example, one State might levy a high tax on motor-cars and no tax on petrol, whereas 
another State might do the contrary; the advantage of exemption from a tax on cars would 
therefore be specially advantageous to a State which only levied a tax on petrol. 

It would be better, therefore, to regulate these questions by means of bilateral Conventions. 
Germany, because of her situation in Europe, was crossed by all traffic from east to west or 

from north to south and was therefore deeply interested in this problem. The German delegation 
was anxious to know the opinion of members of the Committee. 

Mr. FRANKLIN (Great Britain) stated that the British delegation did not desire to raise any 
points of drafting at the present stage of the Conference, but he wished to give notice of the fact 
that certain amendments would be proposed when the Drafting Committee was set up, and he 
thought it would be of use if the points in question were indicated at once. 

For reasons affecting the internal economy of the British Empire, the British delegation 
would be glad if, as a preliminary article both in the Convention relating to commercial motor 
transport and in the Convention relating to the taxation of foreign motor vehicles, the following 
provision could be inserted : 

" For the purpose of the present C~nvention the term 'territory ' or 'territories' 
in relation to any High Contracting Parties shall denote the territory or territories of the 
High Contracting Party to which the Convention applies." 

He would also suggest the insertion of a colonial article on the usual lines, an .examp.le .of 
which is afforded by Article II of the International Convention relating to Econonuc Stat1st1cs 
signed at Geneva on December 14th, 1928. . . . 

In general, the British delegation would suggest that the formal art1cles m the ~onven~11~ns 
referred to should follow, so far as possible, the formal articles of the Econonuc Statist1cs 
Convention which, in their opinion, afford the best model. 

As regards the point raised by the German delegatio~, Mr. Fr~nklin did no~ think that any 
State not levying a t~ o~ petrol would, when ~e Convention came. mto .fC!rce, deliberately change 
its fiscal system and mstitute a tax on petrol m order to tax fore1gn VlSltors. He thought that 
this point, therefore, was not as important as had been made out. 
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:M. WALCKENAER (France) supported the German :proposal ~d tho~ght that it would be 
yerv difficult to bring into force an international Convention for uruve;sal signature. H~ thoug_ht 
that each State should retain full power to choose _its syste~ of taxation an~ to change It at will. 
He therefore agreed with M. Wahl in recommendmg that bilateral Conventions were mu~ more 
easily set up than was a multilateral Convention. He thought that the draft Convention at 
present under discussion mig_ht therefore be ~aken ra~er as a !D-odel to be recommended to those 
States wishing to conclude bilateral Conventions on this question. 

· The Cl!AmMAN pointed out that the question raised by the French and <?erman delegati?ns 
was a very delicate one. These delegations had proposed that a model bilateral Convention 
shou)d be set up and not an international Convention. The object of the present _Confer~nce, 
however, was to study the possibility of bringing about. a European agreement wtt~ a smgle 
formula. The League of Nations had taken up the questi?n at the request of ~he t~mnst o~~es, 
and the Committee, by recommending bilateral Conventions, would be working m opposition 
to the aims of the League of Nations and its technical organisations which had made every effort· 
to prepare the way for a European agreement. 

The Chairm.an asked the Committee to pass over this difficulty for the moment and to ~eek 
a general formula for agreement; when this point had been reached, the heads of the van?us 
delegations could judge whether there were occasion to recommend to their Governments access10n 
either to a general Convention or to the conclusion of bilateral Conventions. . 

The Chairman therefore proposed to leave ·the first paragraph of Article I until a later 
discussion. 

Agreed. 

The CHAmMAN asked the Committee to decide whether the Convention should or should not 
exclude vehicles used for the public conveyance of passengers for payment. The draft drawn 
up by the Fiscal Committee excluded these. The Italian delegation had presented an amendment 
"'-ith the object of allowing these vehicles to benefit by the Convention. He asked the Italian 
delegate to speak upon this point. 

:!vi. ZAPPALA· (Italy) proposed that the facilities given to vehicles used by private persons 
should be extended to vehicles used for the public conveyance of passengers for payment, with 
the reservation that rules might be established for concessions made to public services. He 
asked that for the second paragraph of the first article of the draft Convention should be substituted 
the following wording : 

" The present Convention shall not, however, apply to vehicles used for the transport 
of goods." 

The Cl!AmMAN remarked that this proposal was on the same lines as the German proposal. 
M. WAHL (Germany) reminded the Committee of the German Government's reasons for 

"'-ishing to exempt motor omnibuses and motor lorries; this traffic had become so important in 
international relations that it should be encouraged by receiving the benefits of exemption from 
taxation in foreign countries. 

Moreover Article 7 of the Convention on Commercial Transport prescribed the means of 
collecting this tax on commercial vehicles. The methods prescribed would undoubtedly create 
for the Treasury officials enormous difficulties, which would be avoided if motor omnibuses and 
motor lorries were accorded the advantage of the present Convention. 

Colonel PERON (International Association of Recognised Automobile Clubs) remarked that 
there were two kinds of tourists who visited foreign countries : those travelling in private motor
cars and those, less fortunate, who made use of charabancs. The present Convention aimed at 
advancing tourist traffic in the different countries, and the International Association of Recognised 
Automobile Clubs thought that, to obtain this result, exemption must be extended to commercial 
vehicles transporting passengers. He therefore supported the amendment proposed by the 
Italian delegate. 

lL MARCHWINSKI (Poland) observed that the Committee had two separate points before it. 
Some members wished the Convention to be a model bilateral Convention and not an international 
Convention and they wished therefore to limit the scope of the Convention. On the other hand, 
the Italian amendment aimed at enlarging the draft so as to include vehicles used for the public 
conveyance of passengers. 

M. Marchwinski thought that the Italian amendment affected the economic and fiscal liberty 
of States and raised besides the delicate question of rail and road competition. It must be remem
bered that motors ~ere used, not only for t-ourist traffic, but also, and above all, for commercial 
tra.ffic. Foreign pnvate m?tor-cars c?ming .to Poland w~re at present exempted from tax. On 
the other hand, motor-o~mbus prop;tetors m Poland paid a tax, not only on their vehicles, but 
also. on the. profits of. their commercial un~ertakings. It would therefore be difficult to exempt 
f?retgn vehicles of. this cate~ory from taxat10n, since these would then be much more favourably 
situa~d than national ve_hicles. ~- Marchwinski was therefore not in favour of extending the 
provlSlous of the Convention to vehicles used for public conveyance . 

. :M. GmKA (Roumania) supported the Italian amendment in the interests of tourist traffic 
which should be encouraged by facilitating the public conveyance of passengers. ' 

M .. RESIJ?>S (Spain) support;ed the Polish contention for the same reasons as M. Marchwinski. 
In ~pam vehicles used for pubJic con~eyance paid a tax according to the number of passengers 
ca~d as ~ell as a tax P_er kilometnc ton. It was therefore impossible to afford facilities to 
foretgn vehtcles to the detnment of national traffic. 
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Mr. FRANKLIN (Great. Britainl agreed with _the Spanish and ~olish delegates. Great Britain 
coul~ n_ot exempt such vehicles, which were heaYil:y taxed. The Bntish delegation would, however, 
b_e willing to extend the benefits of the .Convention to motors not capable of carrying more than 
stx persons, provided that they were hired by a single person; in such a case a vehicle would be 
assimilated t? a private motor-car.. The British delegation could not sign a Convention extended 
to cover vehicles used for the public conveyance of passengers.-

M. CENTI\'ER (Saar) said that the Saar was ready to exempt private motor-cars from taxation 
but that the case of motor lorries and vehicles for public conveyance was much more doubtful 
because of the harm which this measure might inflict upon the Saar railways. He could not 
therefore accept the amendment proposed by Italy. . 

M. SIMONI (Denmark) remarked that, in the second paragraph of Article I of the Convention 
on Taxation, only vehicles for public conveyance were excluded from the benefits accorded by the 
Convention, whereas Article I of the Convention on Commercial Motor Transport referred to all 
vehicles, including those used for the conveyance of passengers. Since the articles of these two 

· Conventions corresponded, the Danish delegation proposed to delete the word " public " in the 
Convention on Taxation. 

M. HX'usERMANN (Switzerland) agreed with the delegates of Spain, Poland, Great Britafu 
and the Saar. He thought that, if a stipulation exempting charabancs and lorries from taxation 
were inserted in the International Convention, the signatory States would be committed beyond 
recall before any light had been thrown upon the vexed question of competition between road and 
rail. The Swiss delegation therefore thought it more 'prudent to agree with the speakers who 
had recommended the exclusion of the said vehicles. · 

M. DE RUELLE (Belgium) agreed with M. Hausennann. 

The CHAIRMAN stated that six speakers had declared themselves in favour of the draft prepared 
by the Fiscal Committee and that four had asked that it should be supplemented. He asked 
the delegate of the Fiscal Committee to explain the reasons in the mind of those who had drafted 
the text. 

M. SrNNINGHE DAMsT:E (Fiscal Committee) explained that the Fiscal Committee had limited 
the draft which it had put forward for practical reasons only. The Committee thought it necessary 
to encourage international passenger traffic as well as goods traffic. At the same time it fully 
realised that grave problems such as that of the competition between rail and road might arise. 
Nevertheless, it did not think that this reason alone should influence efforts towards the improve
ment of the facilities for international traffic. If commercial motor traffic were useful, nothing, 
not . even rail traffic, could stop its development. Nevertheless, the Fiscal Committee thought 
that there would be many States not yet ready to adopt such a liberal attitude towards this 
subject. This was undoubtedly regrettable, but the point had to be waived if a general agreement 
were to be reached. For these reasons the Fiscal Committee had confined itself to proposing the 
text nuder discussion. The Fiscal Committee, however, would be very glad if the Italian and 

· German amendments were supported by a majority of the Committee. 

M. SouBBOTITCH (Yugoslavia) drew attention to the contradiction between the two suggestions 
made : the draft of the Fiscal Committee limited exemption to private vehicles, while the Italian 
proposal extended it to charabancs also. . 

The Yugoslav delegation could accept the Fiscal Committee's draft, but could go no farther. 
If the Committee wished to adopt a more extensive proposal, he thought that a resolution should 
be drawn up to this effect, but that exemption should not be given to the vehicles in question in 
the text of the Convention itself. 

M. W ALCKENAER (France) stated that he was in agreement generally with the Fiscal 
Committee's draft. 

He would, however, remark that the text of Article I to the Convention on Taxation did not 
entirely agree with that of Article I of the Convention on Commercial Transport, both of which 
referred to vehicles used for the transport of passengers. Actually public conveyance was 
mentioned in the text of the article before the present Committee, while these words did not appear 
in the text of the other Convention. M. Walckenaer thought it necessary to draw attention ~o 
this divergence and to observe that a third category existed between charabancs used for public 
conveyance and the private vehicles previously mentioned-namely, that of vehicles used for 
the private conveyance of passengers for payment. 

The SECRETARY-GENERAL oF THE CoNFERENCE explained that the difference which the 
French delegate had pointed out was intentional. When commercial motor vehicles were defined 
in the Convention on Commercial Transport, taxis and hired cars were included pnrp<?sely, so.that 
there should be no doubt as to the category to which these vehicles belonged from the mtemattonal 
point of view. . 

As regards the Convention on Taxation, the proposed solution was, as the representative of 
the Fiscal Committee had said, an expedient. The Fiscal Committee,. when limiting the scope 
of. its draft had had in mind above all the question of competition between rail and road, and 
that of the use of the road by certain types of vehicle. Consequently, it had excluded these types 
from the benefits of exemption. · 
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The question of deleting the word "public", raised by the French delegate, was conn~cted 
with the Danish proposal. In the actual text of the. origin~ draft, hired c~rs and t~is enJoyed 
exemption. If the word " public " were struck out m Article I, these particular veh1cles would 
no longer be exempt from the tax. 

M. w ALCKENAER (France) thanked the Secretary-General of the. Conference f?r his clear 
explanation. He was, nevertheless, convinced that it would be adv1sable to onut the word 
"public". If this were done, vehicles used for the transport of goods, _as well~ those used for 
conveyance of persons for payment-that was to say, charabancs, tax1s and hired cars-would 
be excluded from the benefits of the Convention, and only private vehicles would be exempt. 
Of course, the scope of the Convention would thus be lessened, but tJ:Us procedure would _make 
agreement and generalisati9n easier, whether for plurilateral convention or for the conclus10n of 
bilateral conventions. 

M. MERKYS (Lithuania) agreed with the Yugoslav delegate, in view of the adverse effects 
which a broader convention might have upon railroad traffic. 

M. MARCHWINSKI (Poland) considered that the distinction drawn between the two Conventions 
(Convention on Commercial Transport and Convention on Taxation) rendered the word "public " 
meaningless. 

M. Rene MAYER (France) stated that the French delegation had alluded to taxis, because 
these were included in the Convention on Commercial Transport as doing public service. ';I'he 
question would arise elsewhere as to whether or not taxis could be included in that Conventl<?n. 
In any case, the French delegation had only wished to point out that, between the two categones 
envisaged-private cars and charabancs-there existed a third category which should be exclud~d 
from the Convention on Taxation, since it had been included in the Convention on .Commercial 
Transport. ' 

M. TAKKEN (Netherlands) concurred in the German proposal. 

M. GEBER (Hungary) would be unable to accept a Convention going beyond what was proposed 
in the Fiscal Committee's text. It might perhaps be possible to make a distinction between 
vehicles conveying passengers in the territory of a country without taking them up and vehicles 
not employed in a regular service. 

The Hungarian delegation proposed that the first paragraph of Article I might be made 
more precise by the addition of the following words : " or in localities situated in its territories ". 

The CIIAmMAN ruled that the Hungarian delegate's observation with regard to the first 
paragraph of Article I would be discussed conjointly with that paragraph which had been 
postponed. 

He proposed to take a vote by roll-call to decide whether the Fiscal Committee's text or 
the Italian amendment should be adopted. 

· M. SOUBBOTITCH (Yugoslavia) pointed out that, under the Transit Organisation's rules of 
procedure, the Italian amendment should be voted first because it was farthest from the text 
proposed. . 

-

The CIIAmMAN proposed that the concluding words, " or for the transport of goods " should 
be held over and that the Committee would vote on the deletion of the words, " for the public 
conveyance of passengers for payment ". 

l\L SOUBBOTITCH (Yugoslavia) wa5 anxious to make it clear that the deletion of these words 
meant that vehicles used for public conveyance would enjoy exemption. 

The CIIAmMAN put this proposal to the vote. 

The proposal was rejected by I4 votes to 5· 

The CIIAmMAN invited the Committee to discuss the question of deleting the word" public". 

The SECRETARY-GENERAL OF THE CONFERENCE observed that in this connection vehicles 
could be classified in two different categories-hired cars and taxis. It would therefore be advan
tageous to have separate votes on taxis and on hired cars. If the Committee decided that hired 
cars were_ not to be exe~pt, there would be some difficulty in proving whether the car belonged 
to the driver_ or whether 1t had been lent him gratis or hired or sold on the hire purchase system . 

. M. Rene MAv;>R (France) did not t~nk it possible to split up the text for the purposes of 
v~tmg;. the quesbon ~efore the Comnuttee was whether Convention on Taxation dealt only 
Wlth pnvate cars, public motor trasport fonning the subject of another Convention. 

The SECRET~Y-GENERAL OF T~ CONFERENCE pointed out that the British delegation had 
proposed an additional clause to Arbc~e I, para~raph 2, which would allow hired cars carrying 
not more than seven persons to be classified as pnvate cars. Two classes of vehicle were therefore 
contemplated, and the Committee might perhaps vote for the deletion of the word " public " 
and hold over for the moment the ques~ion of hired cars. · 

sett' The ~ thoug!;t that th~re were objections to deleting the word "public " and thus 
C mg up ~ regulations. for hired .cars. Althoug~ in the case of motor charabancs the 

ustoms auth0:1t1es could _easily ascerta1n from the reglStration number and other papers the 
ca~ory to whic~ the yehicle b_el~nge~, this would not be so in the case of the other vehicles, 
and tt would be 1mposs1ble to distmgulSh between private cars and hired cars. 
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M. Rene MAYER (France) remarked that the same difficulty occurred in regard to the 
Convention on Commercial Transport. 

The SECRET~Y-GENERAL. OF T~ CONFE_RENCE dissented. The Convention on Taxation 
was concerned w~th an exclusiOn wh1ch was mtended to be restrictive, whereas the object. of 
that on commerc1al transport was to bring certain categories of vehicles within the framework 
of the Convention. 

The CHAIRMAN said that, if the word " public " were deleted, the Customs officers would 
have to satisfy themselves, whenever a car crossed the frontier, whether ot no it was being used 
for conveyance for payment. He asked whether the Danish delegation pressed their amendment. 

M. SIMONI (Denmark) replied in the affirmative. Denmark was anxious to prohibit the entry 
of numbers of foreign taxis conveying passengers to Denmark. 

M. MARCiiWINSKI (Poland) proposed that the question be adjourned, since it was not yet 
clear whether the vehicles under discussion would be included in the Convention on Commercial 
Transport. If, however, it was desired to delete the word "public", it would perhaps be 
possible to adopt the word " payment " with the addition of the adjective " presumed ". 

M. SINNINGHE DAMSTE (Fiscal Committee) urged the Danish delegate to withdraw his 
amendment and proposed that the Fiscal Committee's text should be completed by the addition 
of the words " hired cars ". 

M. SouBBOTITCH (Yugoslavia) said that the question under discussion was whether the 
following categories should be debarred from the Convention: (1) vehicles ~or the public conveyance 
of passengers; (2) cars for hire; (3) taxis. These questions should first be settled in principle, 
and the Committee need not for the moment concern itself with formulas. -

The CHAIRMAN asked whether the Committee wished to adhere to the Fiscal Committee's text. 

The draft submitted by the Fiscaf Committee was adopted, one delegation voting against. 

The Danish delegation having withdrawn their pr-oposal, the CHAIRMAN invited the Committee 
to discuss the German proposal to delete the concluding words in paragraph 2, " or for the transport 
of goods". 

M. WAHL (Germany) said that, in his Government's view, exemption should extend to vehicles 
carrying goods. This form of transport was continually growing internationally. It was exempted 
under the Conventions concluded between Germany and certain other countries and the results 
had been found admirable. 

M. RESINES (Spain) was against this proposal for the reasons which he advanced with regard 
to passenger transport. The Spanish Government considered that the foreign vehicles in this 

, category should be subject to the same conditions as Spanish vehicles. 

Mr. FRANKLIN (Great Britain) observed that the arguments advanced with regard to passenger 
transport applied even more strongly to the transport of goods. Although tourists were a source 
of profit to the country visited, this was not so in the case of the transport of goods which competed 
with the national means of transport, whether by rail or road. Great Britain therefore could not 
agree to exempt such vehicles which paid heavy taxes on British territory. 

The CHAIRMAN put the German proposal to the vote. 

The proposal was rejected by 14 votes to 2. 

Mr. FRANKLIN (Great Britain) asked whether the Drafting Committee could draw up a clause 
under which exemption would be granted to two-wheeled trailers carrying tourists' personal 
luggage. 

The CHAIRMAN proposed that this question should be dealt with in the report which would 
say that such trailers should enjoy the same tre~tment as private cars. 

Mr. FRANKLIN (Great Britain) accepted the Chairman's proposal. 

M. CENTNER (Saar) would like a closer definition of the term, " vehicles used for the public 
conveyance of passengers ". In the Saar territory vehicles with more than eight seats would 
be held to be motor onmibuses, in accordance with a regulation which was shortly to. be put 
into force. If there were no exact definition, it would be difficult to know whether a taXl should 
be placed on the same footing as a vehicle used for the public conveyance of passengers. 

M. SouBBOTITCH (Yugoslavia) thought ~at the definition prop~sed br the Saar ~elega~e 
presented great difficulties. !he p~oposal.nught be taken. as the startmg-pomt for studym~ this 
question, and it would be destrable m particular to deterrnme whether the numb~r of seats m the 

· vehicle or that of the passengers actually transported should be taken as the basiS. 

The CHAIRMAN proposed that the question should be held over. 

Agreed. 
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M. WoHL (International Chamber of Commerce) sai~ he had a?stained ~ro~ commenting 
on the various proposals submitted because, after consultmg the vanous assoc1atlons concerned, 
the International Chamber of Commerce had come to the conclusion that the national systems 
of law were so divergent that it would be difficult to grant e:s:emption even to the vehicles mentioned 
in. Article I. . 

He would suggest, however, the adoption of a recommendation to the effect that e:s:emptwn 
should be e:11.i:ended to all vehicles used for the public conveyance of passengers and for the 
conveyance of goods for payment. This recommendation might be embodied in the Final Act. 

The CHAlRMAN did not think it possible to put this proposal to the vote, because the Committee 
would then be recommending that the State should take measures which would conflict with the 
decisions adopted with regard to Article I. 

M. WoHL (International Chamber of Commerce) pointed out that his recommendation referred 
e:s:clusively to the conclusion of bilateral conventions at some later time. 

The CHAIRMAN thought that this question sh<?uld be discussed co~jointly with Point _I _in the 
Protocol. Point I said that the programme contamed in the Convention represented a mm1mum, 
and consequently there would be nothing to prevent the countries from concluding between them 
bilateral conventions based on more liberal principles. -

ARTICLE 2, PARAGRAPH I. 

. The Cm:rRMAN opened the discussion on Article 2, and drew attention to the four principles 
on which the Committee was asked to come to a decision. 

The Fiscal Committee proposed that e:s:emption from ta:s:ation should be granted for a period 
of ninety days. Some delegations considered this insufficient. . 

The ne:s:t point to determine was whether the ninety days must be consecutive. 
The Commission would have to decide on the method of computing the period of ninety days. 
It would lastly have to determine the regulations which would come into force at the end of 

the period of exemption. 

M. HXuSERMANN (Switzerland) said that his country was prepared in principle to e:s:empt 
all motori<>ts entering and staying in the national territory, provided ·they retained their former 
domicile. Travellers in this category were regarded as being on a temporary visit and as not 
liable to the regulations governing motorists domiciled in tlle country. 

He noted witll pleasure that the present Convention constitutes an advance, but he would 
like tlle provisions to be still wider and more in conformity witll the practice at prPsent followed 
in Switzerland. 

11-L DE RUELLE (Belgium) warmly supported M. Hausermaun and said that Belgium was 
ready to allow motorists to stay in the country for one year without having to pay ta:s:es. 

11-L WAHL (Germany) observed tllat the system recommended in tlle German proposal (Annex I, 
page 152) was similar to tllat in force in Switzerland. 

The Committee therefore had before it two proposals, that by the Fiscal Committee which 
limited tlle total period of visits to one year's duration, and that of Switzerland and Germany 
which limited tlle duration of each visit. · 

The German Government's proposal was based on two considerations. First, the Fiscal 
Committee's system would be mrlavourable to the frontier population. The ninety-day period 
would be too short for them. The German Government held tllat, if an international convention 
were concluded, it must necessarily afford facilities to frontier traffic. Secondly, the Fiscal 

. Committee's system entailed a rigorous supervision and, consequently, the adoption of a fiscal 
card. Under the Swiss and German systeni there was no such supervision, and tlle Customs 
papers provided tlle Administration with all the necessary particulars. 

M. Walll therefore hoped that the Committee would adopt his amendment. 

M. REsiNES (Spain) tllought that the period of ninety days should be a minimum and not a 
maximum. Countries like Spain which had a fiscal system based on reciprocity should have 
the power of granting longer periods to countries which afforded them the same treatment. Spain 
had concluded agreements with a number of countries under which e:s:emption might be unlimited 
or run for ninety days, six months or a year. The Convention, therefore, far from representing 
an advance, was rather a step backward. 

The Cm:rRMAN pointed out that, if the Committee adopted the Fisqal Committee's te:s:t it 
would be fi:s:ing a minimum and not a maximum of ninety days, because Article I of the Protdcol 
laid down tllat longer periods might be agreed to under partial conventions. · 
. . He would urge delegates to communicate their opinion on the Swiss proposal which was 

smri!ar to t~t of the German delegation, the only real difference being that, in the German scheme, 
forelgll vehicles must return t? their home base every fourteen days, whereas under the Swiss 
proposal they could stay for nmety days. 

M. MARCHWINSKI (~o~and) was in _favour of the Fiscal Committee's draft. The Swiss delegate 
had. referred to the dom1cile of motorists. That was a very complicated question in the various 
nat1ona.l systems of law. Under certain systems a person was legally domiciled in the country 
after mnety days' stay. A motorist. ther~fore in this case would be ~omiciled in the country, 
whereas under the proposed convention his motor would not have acqwred a new domicile. 
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The obje<:t of the Convention should be to encourage touring but not commercial transport. 
It must. be pomted out that the German scheme hardly favoured touring at all since the period 
of each visit must not exceed a fortnight. · ' 

M. Marchwinski agreed with the Chairman that the ultimate goal of all the drafts under 
~onsideration was complete exemption. It should be pointed out that, under the Swiss system 
tt was enough for a motorist to stay four or five days each year in his country of origin. Unde; 
the Belgium system, he might even have to stay only one day. If these various proposals were 
accepted, the Committee would therefore be going counter to the object in view. The Polish 
delegation nevertheless would agree to extend to, say 180 days, the period suggested by the 
Fiscal Committee. 

M. SouBBOTITCH (Yugoslavia) was not prepared for the moment to deal with the substance 
of the question, but pointed out that according to one of the arguments advanced by the German 
delegate the system recommended by the Fiscal Committee was based on the idea of the need for 
encouraging frontier traffic. There was, however, nothing in the draft before the Committee to 
confirm this contention. M. Soubbotitch did not consider that traffic in frontier zones could be 
regulated by a general convention. This was a question which should be dealt with in bilateral 
conventions and should therefore be elintinated. 

M. ZAPPALA (Italy) would vote in favour of the text proposed by the Fiscal Committee which 
was in line with Italian law. 

M. SINNINGHE DAMsTE (Fiscal Committee) said there was no need for him to remind members 
that the Fiscal Committee's goal was total exemption. It had, however, adopted a period of 
three months with the object of facilitating an agreement which all States would sign. 

The Fiscal Committee had not concerned itself primarily with frontier traffic. Its main desire 
had been to encourage international touring. The ninety days' exemption might of course be 
beneficial to frontier traffic. In this connection the Fiscal Committee had considered the meaning 
which should be attached to the term " day ". It had come to no decision but had recommended 
that " the States concerned should consider the possibility of uniformly reckoning a day from 
midnight to midnight . . . the day of ·entry, however, not counting in calculating the 
length of stay ". In this. way the Fiscal Committee had thought of encouraging frontier traffic 
subsidiarity. 

The only difference between the Swiss and German proposals was in the duration for which 
exemption would be granted. M. Sinninghe Damste thought that the period proposed by 

· Germany might be vexatious to tourists wishing to stay several weeks. He favoured the 
Swiss proposal in principle, but was not sure that a majority could be obtained for the principle 
of total exemption which was the underlying idea. Perhaps it would be expedient to keep to the 
Fiscal Committee's text on the understanding that countries wishing to grant more liberal terms 
could sign the optional protocol. 

The CHAIRMAN noted that there were three proposals before the Committee : 

First, the Swiss proposal to grant exemption for ninety days, renewable at each entry. 
That was the first proposal on which a vote should be taken, as it was the farthest from the 
text proposed. 

Secondly, the German proposal, sintilar to the Swiss proposal, but fixing the period 
of exemption at fourteen instead of ninety days. . . , . 

. Lastly, the Polish proposal to adhere to the Ftscal Comnuttee s text but to mcrease 
the period to 180 days. 

The foregoing proposals would be discussed in the above order at the next meeting. 

SECOND MEETING 

Held on March 17th, 1931, at 4 p.m. 

Chairman: M. BORDUGE (Chairman of the Fiscal Committee). · 

II. Draft International Convention on the Taxation of Forei~n Motor Vehicles (continued). 

ARTICLE 2, PARAGRAPH I (continued). 

The CHAIRMAN observed that amendments to Article 2 had been submitted by the following 
delegations : Switzerland (see Annex 2, page 153); Germany (see Annex 3. page 153); Poland and 
Spain (see Annex 4, page 1,?4). . . - · . . 

He opened the discussion on the first sentence m the SWlSS amendment, readmg · 
" The exemption laid down in Article r shall be granted in each country for a consecutive 

period of stay of ninety days, as from the date of each entry." 

According to this amendment, the period of ninety days was renewable after each visit of 
the car to its country of origin. Exemption might therefore extend over the whole. year. 
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M. TAKKEN (Netherlands) observed that the Dutch system was particularly liberal to foreign 
cars (see page 178 of the Series of International Regulations). Foreigners were granted total.or 
partial exemption subject to reciprocity. The Dutch delegation, therefore, supported the S":1ss 
amendment and, if the latter were rejected, the German amendment. The Dutch delegatwn 
did not altogether approve the system of ~e fiscal permit, as the in~pectio~s which the ~ove~
ments would haVe to carry out under Art1cle 4 could not be combmed w1th.the regulatwns .m 
force in the Netherlands for the registration of cars. 

M. WALCKENAER (France) drew attention to the malpractices to whic~ the ~wiss amendme~t 
might give rise. The claus~ " a;; fro.m the ~ate of each ent;y "would make 1t poss1b~e for ,a motonst 
to extend the ninety days penod mdefill1tely by returnmg for a few hours to h1s car s country 
of origin. · 

M. STATHA.Tos (Greece) said that under the Greek law foreign cars were e;x:empt from taxation 
for a period which might extend to as long as eight months. The fiscal pernut would, he thought, 
give rise to difficulties. 

M. HXusERMANN (Switzerland) admitted that the malpractices referred to by M. \Yalckenaer 
might occur. It should be observed, however, that, if a tourist stayed more than nme~y d~ys 
in a country, he could be taxed on the same basis as if he were domiciled there. The mam thing 
was that a tourist should not pay a second tax in a country he was visiting, inasmuch as he had 
already paid it in his country of origin. 

l\'L SINNINGHE DAMSTE (Fiscal Committee) pointed out that for motorists living near the 
frontier this privilege would be tantamount to exemption pure and simple. 

M. GBIKA. (Roumania) thought that it would be better not to adopt any clause based on the 
concept of domicile or residence, because a legal definition would have to be found for these terms. 
In his view ninety days' exemption pe1 annum sufficed. He approved the French delegate's 
observation concerning the malpractices for V~?hich the Swiss amendment might open the way. 

M. SouBBOTITCH (Yugoslavia) agreed that any idea of domicile should be discarded and that 
the only factor to be considered should be the domicile of the car itself-that was to say, the place 
where it was registered. The second factor would be merely the time spent in the foreign country. 

Frontier traffic should be governed by special agreements between adjacent countries, and 
should not therefore be dealt with by the present Conference. 

The text in the original draft completely satisfied the Yugoslav delegation, which would vote· 
in favour of it. 

l\L DE RUELLE (BelgiUlll) was also in favour of having an extremely simple system. The 
Swiss proposal satisfied him in this respect. It might be assumed that persons having more than 
one domicile were so rare that there was no need to deal specially with their case. 

The fiscal pennit would, he thought, be bound to complicate cmisiderably the work of Customs 
officers. 

M. WALCKENAER (France) thought it a mistake to link up the question of the liberal treatment 
to be accorded to foreign cars with that of the fiscal pennit. It must, besides, be remembered 
that the concept of domicile and residence was still very vague and that in actual fact quite a 
large number of people had two domiciles. 

The simplest system of all was to have an annual non-replaceable fiscal permit per car, which 
would entitle motorists to ninety days' exemption. The danger of allowing the exemption to 
be renewable each time a car returned to its country of origin was that it would enable certain 
motorists to evade payment of taxation both in the country of origin and in the country they 
were visiting. ' 

The SECRETARY-GENERAL OF THE CONFERENCE explained that the draft Convention did 
not cover particularly frontier traffic, which was still to be dealt with in bilateral conventions. 
The fiscal pennit would considerably simplify the Customs formalities to be performed by a 
motorist each time he entered a foreign country. At present, on entering each country, he received 
a paper which acted as a fiscal pennit. In future, there would be only one paper for all countries. 
This, therefore, would be a simplification similar to that effected by .the adoption of the inter
national driving licence. 

M. WALCKENAER (France), in reply toM. de Ruelle, who observed that legally a person's 
domicile was at the place where he had his principal establishment and that cases of double domicile 
were infr~q_uent •. said that the possession of two _domiciles. was less rare than was thought, because 
the _Adm,_mstratl<;>ns often conceded the possess10n of a s~mple de facto domicile for a specific act. 
Bes1des, m certam cases, ·only the courts could deternune definitely a person's principal esta
blishment, and the position would be unduly complicated if application had to be made to them. 

M. WAHL (Germany) said that, in his delegation's view, the draft Convention was intended 
to encourage, not only touring, but motor traffic as a whole. On this ground it considered the 
~wiss a~e!!dment, or if that were not approved, the German amendment, preferable to the text 
m the ongmal draft. 
~ repl~ to the observations of the Secretary-General of the Conference, it should be observed 

that, .if foreJgn motor-cars were exempt from taxation, there would be no need to have a fiscal 
pernut. That was the case in Germany in regard to cars coming from countries with which 
Germany had an agreement. 
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While accepting the Swiss amendment in principle, the German delegation would vote against 
it, because their Government considered the ninety days' period far too long. 

M. SINNINGHE DAMsTE (Fiscal Committee) thought that the Swiss amendment was in confor
mity with the Optional Protocol under which foreign cars could be given complete exemption 
for a period which might be as long as one year. It would, however, be a mistake to suppose that 
the Swiss amendment would make the fiscal permit superfluous. Under the amendment cars 
staying in a country longer than ninety days might be taxed; hence, they must necessarily be 
accompanied by a paper furnishing proof of the duration of their stay. No such paper would be 
required for countries signing the Optional Protocol, because exemption was based solely on 
reciprocity. The Fiscal Committee's draft appeared, therefore, preferable to the Swiss proposal. 

Colonel PERON (International Association of Recognised Automobile Clubs) said that there 
was no need for the Committee to concern itself with the domicile or residence of the car's owner. 
The only point to be specified was the domicile of the car; that was to say, its place of registration. 
A PIOtorist would not register his car in two different places, because he would then nave to pay 
the tax twice over. The nationality of a car was therefore determined by its registration. 

As to the period of exemption, Colonel Peron might say that the ninety days' exemption 
would be well received by motorists. It represented, in fact, a lengthy tour and amounted to the 
average of the periods granted at present in many countries. 

Mr. FRANKLIN (Great Britain) supported Colonel Peron's statement concerning the domicile 
of a car. He might quote the very common case of an American who, on coming to Europe, 
bought a car which was inevitably held to have the nationality of the European country in which 
it was first. registered. 

As to the period of exemption, Great Britain could not agree to a renewal of the ninety days' 
period. The period at present granted in Great Britain was four months, but the Government 
had given the delegation instructions to vote in favour of ninety days. 

The first sentence in the Swiss amendment was put to the vote and rejected by II votes to J. 

Amendment proposed by the German Delegation.1 

The first sentence in the German amendment proposing a period of fourteen days, to be renewable, 
was put to the vote and rejected by 13 votes to 3. 

Amendment proposed by the Polish Delegation. 

The Polish amendment proposing exemption for 180 days was put to the vote and rejected by 
12 votes to 4· 

Amendment proposed by the Spanish Delegation.' 

M. RESINES (Spain) explained that the purpose of his amendment was to empower the 
countries to vary, by partial agreement in the sense of allowing an extension, the minimum period 
for exemption from taxation laid down in the Convention. · 

The CHAIRMAN noted that all members agreed that States could always conclude bilateral 
conventions for the purpose of granting one another mutual benefits in excess of those specified 
in the Convention. A ·clause to this effect would be most suitably embodied in a new article, as 
suggested by the Yugoslav delegation. 

M. RESINES (Spain) provisionally withdrew his delegation's amendment. 

The CHAIRMAN put the following clause in Article 2 to the vote : 

" For one or more periods of stay totalling not more than ninety days passed in that 
country and expiring exactly one year " 

This clause was adopted by 15 votes to 1. 

The CHAIRMAN opened the discussion on the method of computing the duration of the car's 
stay in a foreign country. . . . 

In the course of the debate which followed, attention was drawn to the followmg pomts 
which might give rise to difficulties : 

Need for preventing the abuse that may result from a clause allowing motorists to enter and 
leave a country each day without ever commencing the period of ninety days' exempti<,m granted 
to them. 

Need for obviating the possibility that a few hours may_ be_ reckoned as t!"o days; e.g., 
. supposing the motorist enters the country very shortly before mrdmght and leaves It very shortly 
after midnight. 

'See Annex 3, page I 53· 
'See Annex 4, page 15f· 

• 



- !34 ~ 

Need for a clear definition of the term " day "; i.e., whether it should be the solar day or a 
twenty-four-hour day calculated from hour to hour. 

The following suggestions were made : 

A day to be calculated from midnight to midnight, not counting the day on which the 
car enters the country (suggestion in the Fiscal Committee's report). . 

A day to be calculated from midnight to midnight, not counting the day on which the 
car leaves the country (suggestion of the Chairman). 

The car's stay to be calculated from hour to hour, the total being divided by 24 to deter
mine the number of days, any stay of less than a half-day being disregarded and any stay 
o. more than a half-day counting as one day (suggestion of- the Yugoslav delegation). 

A day to be calculated from midnight to midnight, the day on which the car leaves not 
being counted when an entire day has elapsed between the date of entry and the date of 
exit. This would amount to granting a rebate of one day's exemption after a stay of not less 
than two days (suggestion of the Secretary-General of the Conference). 

Mention was also made of the following difficulties : 
Computation from hour to hour may involve complications in view of the difference in-the 

official time of two neighbouring countries. . 
Any very hard and fast method of computation may handicap week-end touring abroad. 

M. HXuSERMANN (Switzerland) and M. HAJEK (Czechoslovakia) observed that there were 
strong objections to the method of computation by which a few hours spent in a country after 
midnight would be regarded as equivalent to an entire day. They were strongly in favour of 
a system like that proposed by the Yugoslav delegation, under which any fraction of time less 
than a certain number of hours was regarded as negligible. 

The ClrArRMAN invited the Committee to vote on the principle that the period of stay be 
computed from hour to hour. 

This method was rejected by 8 votes to 3· 

The ClrArRMAN inferred from the vote that the Committee was in favour of computing the day 
from midnight to midnight. 

The ClrArRMAN opened the discussion on the minimum fraction of a day to be regarded as an 
entire day. 

The SECRETARY-GENERAL OF THE CoNFERENCE observed that there were two possible sorts 
of abuse: 

(r) It must not be possible for a few minutes after midnight to be counted as an entire 
day. · _ 

(2) It must not be possible for a motorist, who entered a country at I p.m., spent 
the whole of the ne:x:t day there, and went home at II a.m. on the third day, to be regarded 
as having spent only one day in the country. 

The ClrArRMAN put the following clause to the vote : 
"Any fraction counting as a whole day." 

The Committee decided against this clause by IO votes to 6. 
. . 

The ClrArRMAN I?ut the following amendment to the vote : 

" Any fraction in excess of eight hours counting as a whole day." 
This amendment was adopted by II votes to 2. 

' 
The CHAnurAN put the following clause to the vote : 

" The day of entry not counting in calculating the length of stay." 
The Committee decided against this clause by 8 votes to 3· 

. The CH~AN poin~d out that, in view of the voting, the Committee must necessarily 
dec:tde on .a mmlm~ penod of ~tay in order to prevent motorists being able to pass seven hours 
each day m a foretgU country Without ever paying the ta:x:. 

T~ ~ECRE~ARY-GENERAL OF THE CONFERENCE and Colonel PERON drew attention to the 
compli~atton wh1ch would follow at frontiers where there was intense traffic if the hour of entry 
and e~t had to be recorded. On days when the roads were full, this would lead to traffic blocks 
and dispu~. Customs. officers could not be expected to comply with this complicated method 
of ~alculatmg the duration of a car's stay especially as the date was entered on the papers with 
an mk rubber stamp set for the entire day. 

• M !\'ALCKENAER (France) proposed the following text which would obviate the necessity of 
computmg by hour.; : 

"J\ day will be computed fron: rni~ight to midni~ht, any fraction counting as an entire 
day. Nevertheless, the day of ex1t w1ll not be counted when there is a difference of not 
less than three days between the date of entry and the date of exit." 
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Mr. :r:RANKLIN (Great Braitain) supported this proposal, because in England it was difficult 
to ~eteruune ~he hour whe11; ~ car en_ter~d the conn~. because ~egally such hour was the hour at 
which the ship entered Bntish temtonal waters litnlt. The time required for the unloading of 
the car must also be taken into account. 

The CHA:m.MAN noted that the Committee desired to withdraw the vote taken previously. 

The system of computing by hours was rejected by II votes to 3. 

The text submitted by M. W alckenaer was put to the vote and adopted by I2 votes to 2. 

This text shall be referred to the Drafting Committee for final revision of the word1:ng. 

MODEL FisCAL PERMIT. 

The CHAIRMAN opened the discussion on the last clause in Article 2, paragraph I: 

"As from the date of issue of the fiscal pennit provided for in Article 3." 

Colonel PERON (International Assodation of Recognised Automobile Clubs) said that his 
Association was strongly against the fiscal permit, which would only be an additional complication 
for motorists-who, as it was, had to procure a large number of papers-as well as for Customs 
officers who would have to make the necessary entries. He remarked that the period of exemption 
could be calculated with the -present documents : the international motor-car licence, triptych 
or Customs permit. Several countries which granted tax exemption had not found a fiscal 
permit to be necessary. In Switzerland, for instance, foreign motorists enjoyed three months' 
exemption without any formality. Consequently, and in view of the special measures to be 
adopted for frontier traffic, ·if the passing of frontiers were to be facilitated, it would bead visable 
not to introduce complications in the shape of a fiscal permit which was not a necessity. As 
regards the receipt issued on entry into France, Colonel Peron pointed out that it was against 
taxes paid, and not a document giving a right to exemption. 

M. W ALCKENAER (France) gave the reasons for which the Permanent Committee on Road 
Traffic had considered it indispensable to issue a fiscal pennit which could in no case he renewed. 
It would not be impossible for a motorist who lost his pennit to continue his trip, but he could 
only do so on payment of a tax. There was ground for fearing that the system suggested by 
Colonel Peron would make it possible for a dishonest motorist to try and obtain a further exemption 
from taxation on the pretext that he had lost his fiscal permit. 

The Comm#tee decided by IO votes in favour of the principle of a fiscal permit (last clause in 
Article 2, paragraph I). 

ARTICLE 2 (continued), PARAGRAPH 2. 

The CHAIRMAN opened the discussion on Article 2, paragraph 2, laying down the system to 
be applied after the expiry of the ninety days' exemption. 

Three systems had been proposed : 

(I) That in the original draft; 
(2) That in the Italian amendment (Annex 5, page 154); and 
(3) That in the Swiss and German amendments (Annex 2, page 153), and Annex 3, 

page 153). 

The Italian system was more generous, and the Swiss and German systems less generous 
than that in the original draft. 

M. ZAPPALA (Italy) said that, in regard to the period following the ninety days' exemption, 
his delegation's amendment proposed that the fee or tax would ~e payable at. the rate of one-t":elfth 
of the annual tax for each month spent by the car in the foretgn country m excess of the nmety 
days. The laws of the various countries differed as to the method of calculating the tax due on 
a car registered in the course of the calendar year. Under some laws no rebate was allowed for 
the period preceding registration. A uniform system would accordingly facilitate touring, and 
the Italian delegation proposed that Article 2, paragraph 2, should read as follows: 

" In computing the period following the ninety days' exemption the fee or tax will be 
payabl~for the remainder of the year-at the rate of one-twelfth of the annual tax for 
each month which the car has spent in the foreign country concerned." 

In reply to a question by M. WALCKENAER (France), M. ZAPPALA (Italy) explained that ~he 
year referred to would be the calendar year, that a motorist would in a_ny ~ase have e.xeml?tl~m 
for ninety days, and consequently would only pay the tax upon the exp1rat10n of the time-hmtt. 

M. HANSEZ (International Association o{ Recognised Automobile Clubs), speaking on behalf 
of motorists, was strongly in favour of the Italian amendment. 

Mr. FRANKLIN (Great Britain) was opposed to the Italian sclteme which involved a n~w 
system of taxation after the ninety days had expired. A foreigner had no cans~ for compl~mt 
if he was treated on the same footing as nationals when he spent more than nmety days m a 
country. 



l\I. l\IARCHWINSKI (Poland) also ·was against the Italian proposal, which would necessitate 
serious changes in the Polish fiscal laws. 

1.-I. DE RUELLE (Belgium) pointed out that the Italian amendment was based on the ~arne 
principle as that contained in the original draft under which, on the expiration of the nmety 
days motorists would pay taxes only for the subsequent period of their stay. 

The Italian amendment was a little more liberal and proposed that the tax should be payable_ 
in monthly instead of in quarterly instalments. 

M. SINNINGHE DAMSTE (Fiscal Committee) thought the Italian proposal ~onstitute~ a '?ea~ure 
which completely entered into the idea of the favourable treatment of foreigners which mspi:ed 
the draft. The Dutch system was even more liberal. Under it the tax to be paid by foreign 
motorists was calculated proportionately to the number of days spent in the country <ln the 
expiration of the ninety days. 

The Italian amendment was put to the vote by roll-call and was defeated by 8 vo~es to 7, 3 dele
gations abstaining. 

M. WAHL (Germany) withdrew his amendment. 

M:. HXusERMANN (Switzerland) withdrew his delegation's amendment. 

Article 2, paragraph 2, in the text of the origittal draft, was adopted by I3 votes to I. 

THIRD MEETING 

Held on March r8th, rg3r, at 4 p.m . . 

Chairman: M. BORDUGE (Chairman of the Fiscal Committee). 

ill. Draft International Convention on the Taxation of Foreign Motor Vehicles (continued). 

ARTICLE 3, PARAGRAPH I. 

The CHAIRMAN opened the discussion on Article 3 of. the draft and pointed out that two 
amendments had been submitted, one by the German delegation (Annex 3, page I 53) and the 
other by the Spanish delegation (Annex 6, page I54)-

~[. WAHL (Germany) said that the German delegation withdrew their amendment which 
was no longer necessary in view of the decision taken on the previous day. 

1\-L REsiNES (Spain) explained that the object of his amendment was to enable automobile 
or touring associations appointed by the authority of a country to issue fiscal permits and not 
only the competent authority itself. The Spanish delegation asked that a fiscal permit issued 
by one of those associations on the general responsibility of the State should be accepted by other 
States. 

Colonel PERON (International Association of Recognised Automobile Clubs), speaking on 
behalf of motorists, strongly supported the Spanish amendment. He pointed out that motorists 
obtained all the documents they needed from their automobile clubs· and that it would be an 
advantage if the clubs could also issue the fiscal permit. 

M. STATHATOS (Greece) also supported the Spanish amendment. 

Mr. FRANKLIN (Great Britain) was opposed to the Spanish amendment because the fiscal 
permit differed from the traffic documents provided for in the Convention of rg26 in that it 
~ffected ~xation. There should be some guarantee that several fiscal permits would not be 
~ed dunng th~ same year for the same vehicle, and he considered that it would be dangerous 
if the power to ISsue the permit, which in England was entrusted to the registration authority, 
were extended to automobile clubs and touring associations. 

M. DE RUELLE (Belgium) supported the Spanish amendment and pointed ·out that the 
automob~e clubs and other sitnilar associations had been of great service in issuing documents 
to motorists. Up to the present there had been no carelessness on their part. 

Colonel PERON (International Association of Recognised Automobile Clubs) pointed out 
t~t for many years a~tomobile clubs had delivered other important documents, particularly 
tnptychs and C~UIS Inspection documents, which sometimes represented considerable sums. 
He therefore COIL'>Idered that they could be entrusted with the issue of fiscal permits. He added 
that the Governments would be free to declare these associations competent to do so. 
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Mr: FR~ {Great Britai_n) explained that, though he had not the slightest doubt as 
to the. mt~gr1ty of the auto.mobile clubs, he thoug~t fiscal permits should be issued by one 
aut~onty m each .country m order to prevent the 1ssue of two or three copies for the same 
vehicle. 

M. REsiNEs (Spain) observed that his amendment contained the words " appointed by the 
said authority ", which showed that the Governments could obtain all the guarantees they 
desired and even refuse to declare any association competent. · 

Thus it would be for the authorities of the country to see that the abuses to which Mr. Franklin 
had referred did not arise. 

M. SINNINGHE DAMSTE (Fiscal Committee) recommended the adoption of the Spanish 
amendment and was glad of an opportunity to testify to the satisfactory results of co-operation 
between the public authorities and certain important private associations. He saw no reason 
for fearing that several fiscal pennits would be issued for the same vehicle, even if the admi
nistration which issued permits was not centralised, which would frequently be the case : it 
was stated in the report of the Fiscal Committee (page 9 of the original draft) that fiscal permits 
should only be issued on the production of the registration documents, and the issue of a permit 
would be indicated by the stamping of the said documents. 

Colonel PERON (International Association of Recognised Automobile Clubs) explained that 
control would be facilitated if the production and stamping of the registration certificate were 
required. He thought that a similar system of control could easily be organised in those countries 
in which registration certificates did not exist. He added that the automobile clubs were already 
organised internationally together with the touring-clubs for controlling the issue of triptychs 
and Customs permits. Motorists who had no right to Customs facilities were refused such 
documents by all tourist associations in all countries. 

M. Rene MAYER (France) accepted the Spanish amendment, in view of the fact that it 
contained only one optional provision. He thought, however, that special measures of control 
should be instituted in this case. 

M. MERKYS (Lithuania) also supported the Spanish amendment. 

The following words: " In order to clainl in the territory of any of the High Contracting 
Parties the benefit of exemption, the vehicle must be provided with a fiscal permit issued by the 
competent authority of the country of registration " were adopted. 

The following words : " or by an association appointed by the said authority "-the additional 
words forming the Spanish amendment-were adopted by r6 votes to I. 

The following words : " drawn up on the model given in the Annex to the present Convention '' 
were adopted, subject w the adoption of the model itself. 

MODEr, FISCAl, PERMIT (continued}. 

The CHAIRMAN opened the discussion on the model fiscal permit annexed to the original draft. 

M. TAKKEN (Netherlands) thought it necessary that the fiscal permit should provide for 
the fact that the registration system differed in the various countries. In some the vehicle was 
numbered and the number followed it throughout its existence. In others a number was given 
to the owner, who could pass it on from vehicle to vehicle, which meant that the number cllanged. 
when the vehicle changed hands. Provision should also be made for cases in which the engine 
was changed. 

M. Rene MAYER (France) thought it would be advisable to describe on the first page of the 
permit the engine on which, in France, the taxation of1he vehicle was based. 

He also considered that the particulars contained in the permit should be given in several 
languages. 

M. WAHI, (Germany) supported the second suggestion. 
The Committee agreed that the particulars given in the fiscal permit should be translated 

into several languages. 

M. Rene MAYER (France), during the discussion as to the advisability of recording on ~he 
first page the particulars on which the taxation of the vehicle was based in the va.rious countries, 
thought that there was no objection to giving in the fiscal permit information.which.was already 
given in the motorist's international road permit, and that this would make 1t P?SSlble to carry 
out the taxation formalities more rapidly when the period of exemption of ntnety days was 
exceeded. 

M. HXusERMANN (Switzerland) thought that in view of the differences b;h_veen one c?untry 
and another in the method of levying taxation, it would be preferable to l1m1t the part!.culars 
given in the fiscal pennit to the information necessary to enable the length of the stay m the 
country to be determined. 

Mr. FRANKUN (Great Britain) drew attention to the unsatisfactory translation of the expression 
"marque du chassis", the English for which should be" make". 

M. REsiNEs (Spain) drew attention to the word " detenteur ". He ":oul~ prefer the term 
"possesseur ". In Spain the "detenteur" was a person who held something megularly. 

10 . 



M. Rene l\IAYER (France), during the discussion as to the respectiv~ m~rits of the words 
" proprietaire ", " possesseur " and " detenteur ", pointed out that some l~gtslatlons-for example, 
the French legislation-recognised and taxed only the owner of the vehicle. 

Colonel PERON (International Association of Recognised. Automobile Clubs) put the question 
in the following way : The owner of a vehicle who in France held a grey card, th~t was to say, 
a registration certificate for the vehicle, should alone be entitl~d ~o a fiscal p~nrut. The fi;>cal 
permit should therefore be considered as the document establishing ownership of the vehicle. 
If the owner handed his car to another person, he would at the same time hand him the fiscal 
permit. If this document were to be issued to the possessor ( detenteur) of the car, there would 
be a risk of duplication. He therefore proposed that a single permit should be issued to the 
holder of the registration certificate, subject to the reservation that he could be represented. 

The CHAIRMAN put to the vote the proposal that only the owner should be mentioned in the 
fiscal permit, it being understood that the fiscal permit could be handed over to another person 
for presentation to the Customs authorities at the same time as the vehicle. 

This proposal obtained 8 votes to 8 and was therefore rejected. 

It was then decided that the text of the model fiscal permit should be maintained as far as this 
poi1rt was concerned, subject to the translation of the word " detenteur " into the various languages 
by an appropriate term. 

The CHAIRMAN opened the discussion on the proposal of the Netherlands delegation to 
provide for possible changes of engine in the fiscal permit, in cases .in which the registration sys~em 
of a country required a change in the registration number as the result of a change of engme. 

M. HXUSERMANN (Switzerland) supported the view of M. Mayer (France) that this would 
complicate matters, and pointed out that, out of so,ooo triptychs issued by the Swiss Adminis
tration, there had been only five cases of change of engine. 

M. SINNINGHE DAMSTE (Fiscal Committee) thought that the Netherlands delegation could 
withdraw their amendment in regard to changes of engine, but insisted, on the· contrary, that 
it was necessary to provide for a change in the registration number on the sale of a vehicle. That 
system was employed in several countries, in particular the Netherlands. He asked whether 
the fiscal permit should be changed in such cases. 

Colonel PERON (International Association of Recognised Automobile Clubs) thought it 
essential to change the fiscal permit when the registration number was changed as the result 
of the sale of the vehicle. The registration number was in fact the basis of the fiscal permit 
system, since it served to detennine the nationality of the vehicle. 

Mr. FRAN:K:r.rn (Great Britain) did not see how a fiscal.permit could be changed during the 
year. In his view, it should remain unchanged for a whole year. How could visas be transferred 
from one permit to another? · 

. The N etkerlands proposal fo i~icate. changes in the registration number in the fiscal permit 
wh'ICh, accordtng to cerlatn legtslatton, mtght accompany a change of ownership, was adopted by 
7 votes to 4· 

The CHAIRMAN ?J-Ot~d that the model fiscal permit was adopted with the two following 
amendments : translatton mto several languages and reference to possible changes in the registration 
number. · ·· 

The first paragraph of Article 3 was adopted with the above amendments. 

ARTICLE 3 (continued), PARAGRAPH 2. 

The CHAIRMAN opened the discussion on the second paragraph of Article 3 : 

"f'his. fiscal permit must be presented fo~ endorsement at the frontier Customs offices 
on amvalm, and departure from, each country visited." 

Mr. F~ (Gre!lt Brita~n) _pointed out that in England permits would be endorsed by 
the autho~ au~o!llobile assocrat10ns and not by the Customs offices. He therefore proposed 
the followmg addibon : 

" · · · or the offices of organisations authorised for this purpose by the Government." 

~~G~_D~sT:E (F!scal Committee) pointed out that the question had already been 
(page 9 of ~~e o~i!f dr;~rttee, as would be seen from the following passage of its report 

d " ~rticle 3 says that fis~ permits will.be endorsed at the frontier Customs offices. This 
b:Si~~=~n t~~ :e :fficials ent!USted Wlt~ this duty must necessarily be Customs officials; 

d h oug. a • a;; motorists m~ 1n any case stop at these offices, they should be 
~a::a t 1 ~ ne~es:~~~f havt~ to comply wtth other formalities elsewhere before being allowed 
noted~~ ree Y. In e terntory of the country visited. In this connection the Committee 
r e specral case of Gre~t Britain, where vehicles arrive by sea and 'where motoring 
ICences are ISSued by automobile clubs and touring-clubs in places other than Customs offices. 
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The C_?mmittee thought that: in .this particular. cas7, the practice offered no drawbacks 
and ~ght be expressly authonsed m a clause figunng m the Final Protocol of the Conf 
adopting the Convention. " · erence 

. He was of opinion that a clause relating to Great Britain should be placed in th 
Fmal Protocol. e 

.Mr. L~sT~R _(Irish Free State) ask_ed that, if it were agreed to make such a provision relating 
t? ~reat Bntam, 1t should be proVlded 1n regard to Ireland, where the arrangements were somewhat 
s1milar. 

The CHAIRMAN put the British proposal to the vote. 

By 7 votes to S the Committee objected to the introduction of the provision m the text of 
the Conven£ion. . 

By I2 votes to 2 it decided to insert it in the Protocol. 

Article 3 was adopted with the above amendments. 

ARTICLE 3a. 

The CHAIRMAN pointed out that the Cze_choslovak deleg~tion had proposed an Article 3a 
(see Annexes 7a and 7b, pages IS4 and ISS) the grounds for which were to be found in Annex 7a. 

. M. HXusERMANN (Switzerland), during the discussion, observed that the penalties laid down 
in the Czechoslovak amendment were extremely severe. He pointed out that, when the documents 
of a motor vehicle had not been stamped on departure from a country, the question was 
considered as settled by the payment of a small indemnity, provided the date of departure was 
:proved satisfactorily. .TJ:le same arrangement C_?ul5l be adopted in the c~e of fiscal permits, for 
ln most cases the onuss1on of the Customs VlSa on departure was ace1dental. He recognised 
that it was necessary to lay down penalties in respect of motorists who endeavoured to leave 
the country fraudulently. 

M. DE RUELLE (Belgium) was opposed to the principle of making it obligatory on the signatory 
States to impose penalties. The Convention should give certain rights to the motorist who 
conformed to its provisions. If he did not do so, he would fall under the ordinary jurisdiction 
of the country, which would deal with the matter entirely independently. 

M. SrNNINGHE DAMSTE (Fiscal Committee) was also of opinion that the measures imposed 
in the Czechoslovak amendment were too severe. A fine seemed to him to be sufficient. A 
motorist who had left the country without paying the dues in respect of a stay exceeding ninety 
days could be refused a new period of exemption until he had paid them. 

The CHAIRMAN requested the Committee to come to a decision in regard to the text of 
Article 3a, paragraph I, proposed by the Czechoslovak delegation. 

This text was rejected. 

The CHAIRMAN put to the vote the same paragraph as amended by the Swiss delegation : 

" If a vehicle leaves a country which it has visited without the fiscal permit being 
endorsed on departure, and if the date of departure cannot be established, no further exemption 
from dues in that country may be granted until the permit has been renewed." 

This text was adopted by twelve votes to four. 

It was agreed, at the request of M. DE RUELLE (Belgium), that State signatories would not be 
obliged to impose such a penalty, and that the text should be amended in this sense. At the request 
of M. SouBBOTITCH (Yugoslavia), it was agreed that the text did not in any way prejudge the penalties 
which the legislation of a country might lay down for the above infringement. 

The CHAIRMAN requested the Committee to take a decision in regard to the second paragraph 
of Article 3a proposed by the Czechoslovak delegation : 

" Such vehicle shall pay in the said country the dues in respect of the period which has 
elapsed between the date of the last endorsement on arrival in the country and the date on 
which departure from the said country can be established." 

to which the Swiss delegation proposed to add : 
" when that period exceeds ninety days". 

·Colonel PERON (International Association of Recognised Automobile Clubs) observed that 
two cases would arise : In the first, the motorist left the country before the period of exemption 
of ninety days to which he was entitled had elapsed. If, on leaving the country, he neglected 
to have his pennit endorsed, that proved that he was not interested in further exemption. In 
the second case, he remained in the country longer than ninety days. In that case he would 
be in the same irregular position as the nationals of the country and he would therefore be exposed 
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daily to the risk of being charged with a contravention and con:pelled to pay the tax. He would 
also run the risk of being charged at the Customs house on leavmg the country. In that case the 
common law penalties would be applied automatically and it would not appear necessary to 
make special provisions in the Convention. 

M. WAHL (Germany) suggested that the question be referred to the Sub-Committee on 
Customs formalities and triptychs. 

The second paragraph of Article 3a was put to the vote, and rejected. 

The CliAIRMAN concluded that common law penalties would apply. 

M. SrNNINGHE DAMSTE (Fiscal Committee) agreed with ~- Hausermann (Switzerla?-d) that 
the number of departures without endorsement was rather htgh (1,000 out of 55,000 tnptychs). 
He suggested that penalties should be laid down in a second paragraph to Article 3a, as follows : 

" The exemption for which provision is made in the first paragraph shall not be granted 
for the following year until the dues for the previous year have been paid. 

" In any case the State concerned is authorised to recover the costs by levying an 
administrative tax." 

M. DE RUEI.I.E (Belgium) saw no necessity for including such a proviso in the Convention, 
since the various treasuries were entitled to recover the dues. 

He drew attention to the case of a motorist who changed his vehicle and thereby escaped 
taxation because the exemption was granted to the vehicle and not to the owner. The clubs 
competent to issue fiscal pennits would have in their possession a list of the owners of vehicles, 
but it was doubtful whether they would have in their possession also a list of the vehicles 
in circulation. 

The CHAIRMAN observed that the Convention itself was based on the principle that the vehicle 
would be accompanied by a document which would be specially attached to it. Probably each 
State would keep a list of vehicles for which a pennit had been authorised. The fact that the 
documents relating to #J.e registration of the vehicle would be stamped at the time of the issue 
of the pennit would reduce cases of fraud considerably. Moreover, the Committee had already 
decided that the fiscal pennit was attached to the vehicle and not to the motorist, and, if this 
were altered, the whole Convention would have to be changed. 

The Chairman requested the Committee to decide once again whether the permit should be 
attached to the vehicle alone, and the Committee decided in the affirmative by thirteen votes to two. 

M. SINNINGHE DAMSTE (Fiscal Committee) withdrew his suggestions. 

M. H.AusERMANN (Switzerland) observed that the authorities of the country which the 
motorist had left without an endorsement were not entirely helpless, for,. if the fiscal permit 
were not endorsed on departure, the Customs document would not be endorsed, and the surety 
paid by the motorist would remain in the hands of the Administration as security. 

FOURTH MEETING 

Held on March rgth, 1931, at 4 p.m. 

Chairman : M. BORDUGE (Chairman of the Fiscal Committee). 

IV. Draft International Convention on the Taxation of Foreign Motor Vehicles (continued). 

ARTICLE 7 : APPOINTMENT OF A JOINT SUB-COMMITTEE. 

The-~ announce~ that th~ ~ommittee on Commercial Motor Transport had asked 
that ~cle 7 mtght be. studied by a ]otnt sub-committee consisting of three members of the 
Comtmttee on Commerctal Motor Transport and three members of the Committee on Taxation 
The Commi~ on Comn:ercial Mot.?r Transport had appointed three members belonging to th~ 
French, Spa~h and Polish delegattc;>ns. ~h:e Chairman therefore proposed that the Committee 
should appotnt members of the Belgtan, Bnttsh and German delegations. 

Agreed. 

. Mr. FRANKLIN, M. DE ~UELLE and M. W~HL were appointed members of the Sub-Committee. 
11nth M. SINNINGHE DAMsTE to represent the Fzscal Committee. 

. ARTICLE 4· 

. The Committee adopted the first sentence of Article 4 reading : "The fiscal permit shall be 
valid for one year from the date of issue ". · 

The second sentence, readi~ : :• Should the vehi<;Je pass into the hands of a new proprietor 
or possessor, the necessary modifications shall be made m the permit by the competent authority '' 
was adopted. ' 



-141-

The Committe~ agreed t~at the Drafting Committee should take into account the decisions 
passed at the p~ev10us meetmg ~o the effect that changes in the car's number consequent 
chang~ of propnetor, or even Wlthout change of proprietor in certain circumstances laid don a 
?Y van_ous systems of l~w, and ann~al changes of number prescribed by the law of certain coun~:: 
m part1cular YugoslaVla and LatVla, should be entered in the fiscal pennit. ' 

Th~ Committee adopted the. second paragraph of Ariicle 4, reading: "A new permit may 
not. ~e 1~su~d for the same vehicle, even as a duplicate, before the expiration of the period of 
validity mdicated above." 

In reply to a. quest!-on by M. Sinni~ghe Damste, the CIIAmMAN explained that, when a car 
was s_old to a for~1gner, if t~e latter ~ontinued to reside in the country which had issued the fiscal 
penrut, the pernnt would still be valid. If he crossed the frontier and took up his residence in 
another country, the au~orities of t~e l~tter cou!ltry would issue a new fiscal pennit. . 

In reply to a question by M. Cnsp1els (Belgmm), the CHAIRMAN explained that the issue of 
a new fiscal pennit _would entail the privilege of a further ninety days' exemption for the car. 

M. DE RUELLE (Belgium) pointed out that in certain circumstances it would be most difficult 
to ~certain the identity of the car and its exact nationality. A car which had been sold by a 
Belg1an to a foreigner after the -expiration of the ninety days' time-limit and resold by the second 
owner ~o a Belgian would b~nefit by a further ninety days' exemption. This showed that 
exemption should be gr~nted 1n respect of the o':'ner and not of the car. The essential thing for 
M. de Ruelle was that 1t should be clearly specrfied that the Governments incurred no liability 
from this fact. 

The tHAIRMAN replied that, in the circumstances described, the car would probably have 
to pay Customs duties twice over. It would be impracticable to oblige the authorities of each 
country to keep an exact account of the number of days' exemption which a car might still enjoy 
when it passed the frontier for registration in their country. 

In reply to a question by Mr. Fitzmaurice (Great Britain), the CHAIRMAN explained that 
States would be committing themselves only in regard to cars registered in their territory and 
remaining there. There would be no need for them to concern themselves with what happened 
abroad. 

In order to obviate any doubt, he would ask the Committee to give an opinion on the principle 
that the registration of a foreign car in a new country entitled it to a new fiscal permit, even if 
one had already been issued in consequence of its registration in another country. 

No objection was raised to this opinion, which was approved by the Committee. 

M. HXusERMANN (Switzerland) pointed out that this case might occur without there having 
been a sale, since a motorist was perfectly entitled to register his car in two adjacent countries. 
If he did so, he would have two fiscal permits for the same car. 

The CHAIRMAN replied that a motorist in these circumstances would be entitled to two fiscal 
permits and therefore to two periods of exemption of ninety days, since he would have paid the 
motor-car tax twice over. 

ARTICLE 5· 

The CHAIRMAN opened the discussion on the Hungarian amendment, reading : 

" The High Contracting Parties shall do their utmost to ensure that the exemption 
provided for in Article I is extended to tolls or other similar charges if these are collected 
for the account of a public body." 

M. G:imER (Hungary), while recognising that tolls could not be abolished without. compen
sation to the parties concerned, considered that an effort should be made to remove these hin~rances 
to traffic. If an express clause could not be included in the Convention, the latter nught at 
least contain a recommendation on the subject. 

M. W AJ:IL (Germany) remarked that the article as drafted raised again the principle of r<:ci
procity on which the Convention was founded. All countries would have to undertake to abolish 
tolls, as had been done in Germany, since otherwise there would be no equality. The r~com
mendation contained in the Hungarian amendment would be an encouragment to countnes to 
take action on these lines. 

M. WALCKENAER (France) held that the form of taxation to which tolls belonged could not 
be covered in the present Convention. Certain tolls were collected for the account of local autho
rities and had nothing in common with State taxation. Besides, equality of treatment ID:ust.be 
maintained as far as possible between foreigners and nationals. There was therefore no obJection 
to foreigners paying tolls to which nationals were subject. The amounts in question were moreover 
quite insignificant. The abolition of tolls would deprive certain localities of revenues earmarked 
for the repayment of the costs of building roads or bridges where there was a toll. 

Mr. ToLERTON (Great Britain) said that his Government were doing everything in their po~er 
to abolish tolls which were never collected for the Government account. The purchase-pnce 
of tolls was oft~n extremely heavy. Great Britain could not grant foreigners better treatment 
than that granted to nationals in this respect. 
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M. SINNINGHE DAMSTE (Fiscal Committee) pointed. out that ~he toll rates were in~igni;ficant 
and were therefore not a very heavy burden to motonsts, espeCially as they w~re pa1d Wlt~out 
any formality. He agreed that no discrimination could be made between fore1gn and nat10nal 
motorists. · 

The Hungarian ametuiment was lost by II votes to 3· 

Articles. in the wording in the original draft, was adopted. 

NEW ARTICLE sa. 

The CHAIRMAN opened the discussion on the proposal for a new Article Sa, suggested by the 
Yugoslav delegation and seconded by the Spanish delegation (Annex 8, page IS5)-

The SECRETARY-GENERAL OF THE CoNFERENCE observed that this new article, whic4 had 
been taken from the Conventions drawn up under the auspices of the Transit Organis!Ltion, ":as, 
in those Conventions, intended to ensure equality of treatment between all the contractmg parties. 

Mr. FITZMAURICE (Great Britain) understood that there was nothing to prevent ?ountries 
from concluding bilateral conventions with the object of granting one another benefits 1n excess 
of those laid down in the Convention. It must be quite clear, however, that the advantages 
granted to another State under such agreements need not necessarily be extended to the other 
contracting parties. 

M. SoUBBOTITCH (Yugoslavia) was in agreement with the British delegate. The sole object 
of the Yugoslav amendment was to make two statements. First, that greater facilities granted 
by a State at the time of the entry into force of the Convention were not thereby abolished. 
Secondly, that States were not prevented from granting, even after the entry into force of the 
Convention, facilities in excess of those provided for in the Convention, either through national 
legislation or by means of bilateral agreements. The Yugoslav delegation did not intend to 
state in the amendment that the supplementary facilities granted to one State should necessarily 
be extended to the other States. 

M. Rene MAYER (France) and M. DE RUEI.I.E (Belgium) pointed out that States were always 
entitled to grant facilities in excess of those specified in the Convention, and that the new article 
proposed was consequently superfluous. 

M. SoUBBOTITCH (Yugoslavia) stated that he would not press his amendment, and that he 
was prepared to withdraw it if the Committee shared the opinion expressed by M. Mayer and 

. M. de Ruelle, provided that it was clearly understood that the silence of the Convention on 
this point could not be interpreted in the sense of a most-favoured-nation clause. In the light 
of this explanation he withdrew the Yugoslav amendment. 

M. CRrsPIEr.s (Belgium) hoped that it would be clearly specified that the Convention did not 
affect existing rights with regard to motor traffic as embodied in previous bilateral conventions. 
The agreements between Belgium and the Netherlands would, for instance, hold good. 

V. Draft Optional Protocol. 

ARTrCr.E I. 

The CliAmMAN opened the discussion on Article I of the draft Optional Protocol (original 
draft). The Spanish delegation had submitted an amendment proposing that the period a£ 
exemption might be extended over a number of years under certain conditions. · 

M: SINNINGm:: DAMSTE (Fiscal Committee) considered that this article was superflous, as 
countnes were entirely free to extend the period of exemption to one year at their own discretion. 
The Fiscal Committee, however, had thought that it would be desirable to mention the complete 
exe~ption allowed_ in certain coun~ries such as the Netherlands, Belgium and Luxemburg, because 
the liberal system 1n force there nnght be a good example to other countries. 

Article I in the Additional Protocol was deleted. 

VI. Draft International Convention on the Taxation of Foreign Motor Vehicles (continued). 

ARTICI.E I (continued), PARAGRAPH I. 

The CliAmMAN reminded the Committee that Article I, paragraph I, in the draft had been 
held over. 

?lfr. FRANKUN (Great Britain) observed that the Joint Committee and the Committee on 
Road Traffic had agreed that the taxes mentioned in Article I would not include taxes on fuel 
and tyres. He was anxious for this point to be made quite clear. 

The CHAI;RMAN noted that the Committee unanimously agreed that taxes on fuel and tyres 
would not be Included. 
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QUESTION WHETHER THE TAXATION OF FOREIGN MOTOR VEIDCLES SHOULD BE DEAI.T WITH BY 
PLURILATERAI. OR BILATERAl. CONVENTIONS. 

M. WAHL (Germ~ny) pointed out that the German delegation had made certain comments 
on the dra~ C<?nv_entlon (~ee Annex I, page I52). It had .stated that in its opinion" exemption 
from taxation m International motor-trafli~at any rate m the present state of affairs-should 
not be regulated by a collective agreement but by separate inter-State treaties ". 

The LJ;;GAL ADVISJ!;R OF THE CoNFERENCE said that, according to the practice followed in 
regard to. conventio~ con<:Iuded under the ausp~ces of the League, :fuere wa~ no reason to change 
the wording <?f Article I 1n the ~raft c;onvention. The Conventio!l was mtended to be pluri
lateral, not bilateral.. The question raiSed by the German delegation had therefore very little 
bearing on Article r. 

M. WAHL (Germany) said that he was not proposing an amendment to Article I. The German 
delegation merely wished to know the opinion of the other delegations on the point it had raised. 

M. W ALCKENAER (France) observed that the question of motor-car taxation was extremely 
complicated, with the result that different solutions had been adopted in the various countries. 
It followed that adhesion to a plurilateral convention did not seem to ensure reciprocity as completely 
as a bilateral convention. Bilateral conventions had the further advantage that they were more 
elastic, could be more easily denounced in case of necessity, and co).lld accordingly be more easily 
adapted to the development of motor-car taxation which was now being reconsidered in certain 
countries, particularly in France. 

Although M. Walckenaer hoped that things would tend towards the conclusion of a plurilateral 
convention, he thought that at the present moment bilateral conventions offered the best solution 
for certain States. 

M. DE RUELLE (Belgium) thought it highly desirable that the effort made by the various 
countries represented at the Conference to reach a compromise should lead to a plurilateral 
convention embodying the very small measure of liberalism that could be expected in an inter
national regulation on motor traffic. 

M. HXuSERMANN (Switzerland) agreed. His delegation -attached very great importance to 
the conclusion of a plurllateral convention, because an agreement of that kind would in the end 
become a rule with which even countries that did not sign the Convention would be obliged to 
fall into line. 

M. MARCHWINSKI (Poland) agreed on the urgent need for settling the question of foreign 
motor-traffic in a plurilateral convention. He recognised, however, that bilateral conventions 
were more suitable for dealing with points of detail. 

M. TAKKEN (Netherlands) agreed with M. de Ruelle. 

Mr. FITZMAURICE (Great Britain) expressed the same opinion. 

Article I, paragraph I, in the wording of the original draft was adopted. 

The CHAIRMAN noted that the Committee had complied with its terms of reference and. had 
reached agreement on Articles I-S· The rep<!rt to the plenary Conference would be submttted 
to the Committee at the next meeting. 

VII. Appointment of the Drafting Committee. 

The Committee decided to refer the final drafting .of the articles in t~e draft C~nvention to 
the members of the Committee who had been appotnted to the Drafttng Comnuttee of the 
Conference. 

FIFTH MEETING 

Held on March 23rd, 193I, at 10 a.m. 

Chairman: M. BoRDUGE (Chairman of the Fiscal Committee). 

VIII. Draft International Convention on the Taxati~n of Foreign Motor 
·(continued) : Text proposed by the Drafting Comrruttee.1 

Vehicles 

The CHAIRMAN read the draft Convention as amended ~y the Drafting Com~ttee in 
accordance with the decisions of. ~he Committee, article by article.. He drew attention to the 
amendments to the text of the ongtnal draft and the reasons for making them. 

1 See Annex g, page I 55· 
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ARTICL:E I. 

1\I. ZAPPALA (Italy) emphasised the fact that the draft Convention applied to taxes or charges 
levied on the possession or circulation of motor :vehicles, and conseque~tly cou_ld not be e::ctended 
to countries in which taxes or charges were tmposed on consumption. Hts observation was 
founded-on the principle of reciprocity, which was the basis of the Convent.ion .. The countr!es 
which imposed a tax on consumption ouly would benefit from the Convention tn the countnes 
which imposed ta.-..es on circulation without according reciprocity, since they would not exempt 
foreio-ners from their tax on motor vehicles. The Italian delegation· therefore proposed the 
addition of the following sentence to the first paragraph of Article I : 

" This Convention does not apply to motor vehicles registered in a country which levies 
taxes or charges on the consumption of petrol." 

In connection with the second paragraph of Article I, M. Zappala pointed out that the Italian 
delegation had proposed the deletion of the following wprds from the text in the original draft : 

" The present Convention shall not, however, apply to vehicles used for the public 
conveyance of passengers for payment." 

They considered that all passenger transport services for payment should be considered as 
public transport services. Exemption should consequently be extended to those services, subject 
to the special provisions in regard to application of the conditions of concession to public services. 
The Committee on Commercial Motor Transport had not yet decided whether taxis and vehicles 
for hire should be placed in the category of private motor vehicles or vehicles for public transport, 
and M. Zappala therefore thought it necessary to reserve paragraph z of Article I until its decision 
was known. 

M. BAGG:E (Sweden) said he had been requested by his Government to emphasise that Sweden 
might find it difficult to accept the text of Article I. The legislation in force in Sweden did not 
permit of the granting of exemption to Swedish nationals spending a short time in the country, 
as it was feared they might keep their vehicles there, thus escaping the payment of taxes. 

The CHAIRMAN pointed out that the exemption in question was purely temporary for a period 
of ninety days, and that it could only be granted in the case of a vehicle registered abroad. After 
ninety days, the Swedish Government would regain its freedom in respect of the vehicle in question. 

M. RESINES (Spain) said that he had already put to the Committee a question similar to 
that raised by the Italian amendment. He therefore supported that amendment. 

M. SINNINGHE DAMSTE (Fiscal Committee) pointed out that, if the Italian amendment related 
to all the countries which levied a tax on petrol, it would prevent a large number of countries 
from adhering to the Convention,- because there were very few countries which did not impose 
taxes and charges on petrol, oil and tyres. 

The CHAIRMAN added that the Committee could not hope for perfect reciprocity of treatment 
between States in this matter. Traffic charges were very unequal from country to country. In 
some the tax on consumption was high and that on circulation low, and vice versa. Since the 
problem of the taxation of vehicles was very complex, the present conditions were not immutable, 
and the situation of countries in relation to one another might be greatly altered. Consequently, 
absolute equilibrium in the conditions of exchange could not be expected. 

M. FERRAZ n'ANDRADE (Portugal) pointed out that Portugal levied no tax on circulation 
and confined itself to taxing consumption. Petrol, moreover, did not cost much more in Portugal 
than in other countries. The result of the Italian amendment would be that Portugal would 
be obliged to modify its legislation considerably-a step which his Gouvernment might not be 
prepared to tak~. · 

~- FrTZMAUI?C:E (G:reat B~tain) said that the Italian amendme!lt would amount to penalising 
the liberal countnes which levted no traffic charges on motor vehicles. The somewhat illogical 
result ~ould be that only ~hese States which up to the present had levied traffic charges-sometimes 
very high-on motor vehicles would profit from the Convention. In his view what was essential 
~as not rec!-~rocity in the conditions existing before the Convention came into f~rce, but reciproci~ 
tn the conditions afterwards. Under the Convention there should be absolute equality between 
S~tes, since in all countries foreign motor vehicles would be exempt from traffic charges for 
mnety days. 

M._WA_HL (9'er~ny) pointed out that the German Government shared the view of the Italian 
delegation tn p~nctple, but was aware that it was impossible to put it into practice. Hence the 
German delegation would abstain from voting. 

Mr .. LESTER (Irish_ Free State) said that the Irish Government was of opinion that the 
Conven~10n should not tn any way affect Custotns duties, which would be the result of accepting 
the Italian amendment. 

T_he Italian amendment was rejected by I3 votes_ to I. 

Article I, paragraph I, was adopted. 
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. M. BLANC (F~ance) drew attention to a contradict~on between the Convention on Inter
nat10nal. Comm~rcral Mot~r ~ransport and the Convention on Taxation. Article I of the first 
Convention, wh1ch was st~ 1n course of preparation, had been adopted by the Committee for 
the ~tudy of that Convention .. Under that Convention, vehicles used for passenger transport 
semce.s for payment were cons1dere~ as commercial vehicles. It followed that any individual 
ope~atmg a passenger ~ransport semce f?r pay~ent would be considered as a trader, and his 
ve~cles would be cons1dered as co~mercral vehicles. Under paragraph 2 of Article I the only 
veh~cles excluded fro~ that Convention were those used for the public conveyance of passengers. 
Log1cally, however, 1t would seem that all commercial vehicles should be excluded from the 
Convention on Taxation. If the proposed text were adopted, the French Government would be 
entitled, in virtue of its internal legislation, to withhold the benefits of the Convention on Taxation 
from all commercial vehicles, including taxis and vehicles for hire. 

M. DE ROELLE (Belgi17m). admitted the correc!nness of M. Blanc's arguments, but tllought 
that there would be no obJection to some overlappmg of the two Conventions. The benefits of 
the Convention on Taxation in regard to private vehicles were extended to commercial vehicles 
used for passenger transport, with the exception of vehicles used for the public conveyance of 
passengers. 

The CHAIRMAN reminded the Committee of the decision taken at the first reading during the 
discussion of Article r. The Committee then decided to exclude from the benefits of the 
Convention on Taxation vehicles used for the transport of goods, and vehicles used for the public 
conveyance of passengers With regard to vehicles transporting passengers individually even for 
payment, particularly taxis and vehicles for hire, it had been decided that they should benefit 
from the Convention owing to the difficulties which would arise in determining with certainty 
whether the transport of passengers in a motor vehicle not provided with a taximeter or some 
other similar apparatus had or had not been remunerated. He saw no difficulty in taking a decision 
which the Committee would have to take into account in order to prevent certain vehicles-in 
particular, taxis-from accumulating the advantages reserved on the one hand for commercial 
ve4icles and on the other for private vehicles. 

M. RESINEs (Spain) pointed out that it would be dangerous to connect the two Conventions 
too closely: if, later on, it were desired to amend one, it would be necessary also to amend the 
other. Moreover, there might be two texts which were not signed by the same persons. 

The Italian proposal to reserve the decision on this paragraph was approved by 7 votes to 4· 

ARTICLE 2. 

The CHAIRMAN said that the system for computing taxation referred to in paragraph 2 had 
been adopted in order ~o facilitate so far as possible the work of the Customs officials. 

M. BLANC (France) pointed. out that the Drafting Commit~ee appointed to adj~st Articl~ 7 
of the Convention on Commercral Motor Transport had estabhshed a system of daily taxation 
applicable to a stay of one day only with no exemptions. In the case of !he Convention 
on Taxation the period of exemption was ninety days. Consequently, he cons1dered that the 
taxation imposed for the period in excess of ninety days should be in conformity with the tax 
laws of the country concerned. 

M. DE RUELLE (Belgium) was anxious to avoid any ambiguity. There were certain countries 
which levied an annual tax. He wished to know whether the State could levy the annual tax 
for a stay in exces~ of ninety days or should it levy a tax for three quarters only. 

M. SouBBO'l'I'l'CH (Yugoslavia) observed that the question had been settled at an earlier 
meeting, when it had been .ag~eed that for a period ~n excess o~ nin.ety day~ a country would.be 
free to .treat a foreign motonst 1n accordance Wlth t~e mternalleg1sl<~;tion, subJect. to th~ reservation 
that it could not levy a tax heavier than that which would be leVled on a national m the same 
position. 

M. W ALCKENAER (France) proposed the following addition : 
"on the understandplg that the taxes and charges do not relate to the period of exemption". 

The CHAIRMAN thought that in any case a foreigner who remained more than ninety days 
in a country should be in the same position as a national of that countrr. If the. tax was an a_nnual 
tax the State was entitled to demand a year's taxation from a foreigner, as 1t wo~d do ln the 
cas~ of a national who used his vehicle for three months only. If the tax w_ere leVled q~arterly, 
the period of exemption of ninety days might coincide wit.h <?ne quarter, and m t~at case 1t would 
not count. The stay of ninety days might, however, fall w1thin two quarters, and 1t was ~nderstood 
that a foreigner would be taxed in the same way as a national who purchased a ve~cle at th~ 
end of a quarter It would be difficult in this case for the State to deduct the .nmety days 
exemption from the tax dl!e from the foreigner, for that would place him in a more favourable 
position than that of a national. 

Mr. FRANKLIN (Great Britain) poin~ed out that under the existing British system foreign 
visitors were allowed a period of exemption of four !llonths. If ~h~ stay was prolonged beyond 
that time, taxation was imposed from the day of amval. The Bntish Government was prepared 



to accept a convention which waived this retrospective taxation and accorded to foreign visitors 
the same treatment as would be accorded to a national who used his vehicle from the day on 
which the period of exemption of ninety days expired. 

M:r. Franklin gave as an example the case of a ~oreign visit<;>r ~o Gre~t Britain whose exemp_t~on 
expired on October r4th and who desired to stay 1n Great Bntrun until October 3rst. ~ Bntish 
subject who desired to use a car from Octob~r rsth to ~rst :V.?uld have to pay taxat10n for a 
whole month and under the proposed convention the' fore1gn VlSltor would have to pay the same. 

M. SouBBOTITCH (Yugoslavia) observed that t!"o syste.ms could be considered; e~ther ~State 
would be free at the end of the period of exemption of mnety days to treat a foretgner m any 
way it desired, except that it could ~ot treat him less ~avourably t~an a national in the same 
position, or the text of the Conven~on should ~etermme what attitude States should adopt. 
If the second system were adopted, 1t was essential to know whether a State was or was not 
entitled to levy taxation on a foreigner retroactively for the peri~d of exemption of ninetJ: days, 
that was to say, whether a foreigner would or would not benefit m any way from exemption for 
that period. 

M:. Rene MAYER (France) considered that there was only one system which was consistent 
with the text of Article 2 : to place a foreigner in exactly the ·same position as a national who 
used his velllcle on the ninety-first day. 

Mr. FRANxr.rn (Great Britain) supported this point of view and expressed the opinion that, 
where only an annual tax was levied, the foreign visitor overstaying his period of exemption would 
have to pay the annual tax. By way of example he cited the case of invalid carriages which were 
~ed in Great Britain at 5/- per annum, which could not be divided. 

M. FELDMANS (Latvia) thought it would be preferable, if possible, not to leave countries 
any latitude in applying their internal legislation in such cases. ·In Latvia, for example, the tax 
was rumual and it was payable on January rst for the whole year. No Latvian national would 
dream of buying a vehicle on October rst and paying the charges for the whole year. A foreigner 
would be in the same position. He considered that countries should be encouraged, so far as 
possible, to adopt somewhat less rigid laws and to allow the taxes to be divided. 

The CHAIRMAN observed that the Italian delegation had submitted an amendment in this 
connection which had been rejected. -

M. HXuSERMANN (Switzerland) pointed out that in Switzerland foreigners were entitled to 
exemption, which was renewable, for ninety consecutive days. If a velllcle returned to the 
country after leaving it for a few hours only, a new period of exemption for ninety days started. 
If a motorist exceeded the period of ninety days, he had to pay the tax for his whole stay from 
the day of his arrival. The Swiss system was therefore very liberal, and if a text under which 
Switzerland was obliged to modify its legislation were accepted, the Swiss delegation would be 
obliged to make a reservation. He added that the taxes on motor vehicles were levied by the 
cantons and each canton imposed a different tax, but that all were in agreement in regard to the 
principle of renewable exemption for ninety days. 

M. DE RUELLE (Belgium) stated that the Belgian delegation would not object to the adoption 
of a reservation"by the Swiss delegation, seeing that the Swiss system was more liberal than that 
of the Convention. 

The ~ asked the Swiss delegate to draw up his reservation and to submit his text 
to the various delegations in order to ascertain what would be their attitude at the time of signature. 

l\L SoUBBOTITCH (Yugoslavia) said he had understood there would be no reservations to the 
Convention. The Swiss system was almost as liberal as the Yugoslav system, under which 
foreign motor vehicles were totally exempt. Nevertheless, the retroactivity of taxation was 
based on a principle which was open to criticism, and it was contrary to the solution adopted 
as the result of a vote. 

• 1\:L Rene ~YER (France) stated th~t the Swiss sys~em was better than the system laid down 
m the Convention, but was based on a different conception as to the application of penalties when 
the stay exceeded ninety days. 

Like l\1. Soubbotitch, he had understood that in any case the period of exemption for ninety 
days would apply to foreigners. . 

1\:L MARCHWINSKI (Poland) thought that the adoption of a Swiss reservation wonld alter the 
lega_l position consi~erably. The present system applicable in Switzerland to foreign motor 
vehicles was more hberal than the system laid down in the Convention but the object of the 
Convention was to introduce a uniform system throughout Europe. ' 

. . Mr. LES'I"ER .(~rish F_ree ~tate) thought the Swiss and British laws on this point were very 
snnila_r. _The ~ntlsh l~lSlatlon taxed the foreigner retroactively from the first of the month, 
even. if his penod of mnety days ended on the rsth, .and .in the same way the Swiss legislation 
r~mred the payment of the tax from the day of amval if the traveller exceeded the period of 
mnety days. He saw no object in making a reservation. 

Article 2 was adopted. 
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Adopted. 
ARTICLE 3· 

Adopted. 
ARTICI.E 4· 

ARTICLE 5· 
Adopted with a drafting amendment. 

ARTICLE 6. 
Adopted. 

PROTOCOL ad ARTICLE 3· 

Th~ C~ pointed out that the Protocol had been inserted at Ule request of the British 
delega~10n m or~er to allow for the special organisation in the British ports where the documents 
of foretgn motorists were endorsed at an office other than the Customs office, but situated at the 
port. Those offices had been organised by the automobile clubs in order to avoid the formalities 
to which foreign motorists were subject on landing. 

M. MARCHWINSKI (Poland) feared that it could not be concluded from this Protocol Annex 
by an argument a contrario that other States were obliged to have the documents of entry of 
foreign motorists endorsed by the Customs authorities. At the present time, Poland had not 
yet decided whether they should be endorsed by the police or the Customs authorities, and 
M. Marchwinski would be obliged to ask that the provisions of the Protocol relating to Great 
Britain and Ireland should also apply to Poland. . 

M. CRISPIELS (Belgium) pointed out that the Belgian ports had an organisation which was 
somewhat similar to that of Great Britain. The offices, which gave endorsements, however, were 
not open day and night, and it was probable that in many cases proof of the date of departure would 
have to be established by means of the stamp placed on the documents on arrival in the neigh· 
bouring country. "Moreover, the text of Article 4 seemed to leave countries free in this 
connection. 

Mr. FRANxuN (Great Britain), in reply to a question by the Chairman, stated that he would 
prefer the provision, for which he had aske!f, to be placed either in the Protocol or in the Convention 
itself, and not simply in the report and the Minutes. He explained that the object of the framers 
of the Convention was that the endorsement should be given at the frontier. 

The deletion of the words " Cust6ms offices " in Article 3 would give him satisfaction. 

M. Rene MAYER (France) insisted that Article 3, which ensured the giving of the endorsement 
at the frontier, should be maintained as it stood. 

After a discussion, the Commi~ee decided to extend ~he Protocol ad Anicle 3 to include all the 
contracting States, and to specify that the endorsement should be given at the frontier itself, but that 
it might be given by an au~hority other than the Customs authority. 

IX 

. . 
The Protocol ad Article 3 was adopted unanimously as follows : 

" The High Contracting Parties reserve the right to prescribe that the formalities laid 
down in Article 3 shall be carried out at a frontier office other than the Customs Offices." 

SIXTH MEETING 

Held on March 23rd, 1931, at 4·45 p.m. 

Chairman : M. BoRDUGE (Chairman of the Fiscal Comqilttee). 

Draft International Convention on the Taxation of Foreign Motor Vehicles 
(continued) Text proposed by the Drafting Committee (continued) . 

. ARTICLE 2 (continued). 

The CHAIRMAN summed up the debate which had taken place iJ?- the Committee on 
Commercial Motor Transport and put. to t~e vote the proposal.that ~aXIs should be excluded 
from the exemption for periods totalling nmety days, spectfied m Art1cle r. 

Eleven delegations voted in favour of, and eleven delegations against, this proposal. Under 
the Rules of Procedure, the proposal was defeated. Taxis therefore would continue to have the 
benefit of exemption. 

The CHAIRMAN put to the vote· the proposal that the same exemption should be granted to 
hired cars. 



In reply to M. SouBBOTITCH (Yugoslavia), the CHAIRMAN gave the following definition of a 
taxi: 

" A taxi is a carriage at the disposal of the public which is entitled to use it against 
payment of a fare prescribed in a tariff approved by the public authority." 

He defined a hired car as follows : 
" A hired car is a carriage which the public may hire in accordance with the conditions 

laid down in a private contract." 

The foregoing definitions were approved subfeet to revision of the wording. 

The Committee agreed by 12 votes to !O that exemption should be extended to hired cars. 

The CHAIRMAN pointed out that the two votes which had been taken had been passed by 
very small majorities. In regard to taxis in particular, it was solely because of the Rules of 
Procedure that they had not been excluded from the benefits of exemption. As, however, it 
was desirable that the Convention should be acceptable to the largest possible number of States, 
would it not be possible to find common ground on the following basis : taxis would be excluded 
from, and hired cars would be admitted to, the benefits of exemption ? In this way there would 
be a concession on both sides. 

The Chairman's proposal that exemption should be refused to taxis and granted to hired cars 
was adopted by r8 votes to 4· 

The CHAIRMAN declared that the decisions that had just been taken caused no difficulty 
in regard to taxis. This, however, was not so in the case of hired cars; these were commercial 
vehicles and, in the absence of special provisions to the c.ontrary, they would both enjoy the 
exemption laid down in Article 2 of the Convention on Taxation and, after the expiration of the 
ninety days, would benefit from the application of the day-to-day tariff in Article 7 of the 
Convention on Commercial Motor Transport. In order to obviate this accumulation of benefits 
the Committee on Commercial Motor Transport might stipulate that hired cars in respect of 
which a fiscal permit was issued would not have the advantages of the day-to-day tariff. 

:M:. ZAPPALA (Italy) asked how it could be ascertained that a car was not covered by a :fiscal 
permit. 

The CHAIRMAN thought that the fiscal permit carried with it so many advantages that the 
holder would not hesitate to produce it to the Customs; 

:M:. ZAPPALA (Italy) reminded the Committee that his delegation had been against extending 
the exemption to hired cars. It would be unwise to allow the drivers of hired cars the choice 
between the systems laid down in Article 7 of the Convention on Commercial Motor Transport 
and Article 2 of the Convention on Taxation. 

:M:. SCHoNFELD (Netherlands) did not consider that the accumulation of advantages offered 
by the two Conventions was inadmissible. 

:M:. DE RUELLE (Belgium) pointed out that the taxes payable under Article 7 of the Convention 
on Commercial Motor Transport were equivalent to those levied on national vehicles, but were 
computed by indivisible periods of one day instead of quarterly, half-yearly, etc. 

The CHAIRMAN proposed to take a vote on the right to accumulate in respect of hired cars the 
advantages laid down in the two Conventions. If the Committee decided in favour of such right, 
hired cars would be able, after benefiting from the ninety days' exemption, to claim the application 
of the day-to-day tariff. 

I 

l\I. :MARcHWINsKI (Poland) observed that in that case it would be to the advantage of the 
owners of private motor-cars to declare their cars as hired cars. 

The CHAIRMAN replied that this was by no means certain, because, if they did so, they would 
be liable for the payment of taxes on commercial concerns. 

:M:. CoNTOUMAS (Greece) considered that, nevertheless, hired cars would receive greater 
benefits than private cars. 

The Committee_ decided by 13 votes to 5 against the right to accumulate the advantages granted 
by the two Convent~ons. 

The CHAIRMAN observed that in consequence of the decisions taken at the present meeting : 

_(a) _Taxis. would not enjoy the. ninety days' exemption from taxation or road charges 
spectfied m Article 2 of the Convention on Taxation; 

(b) Hired cars would enjoy such exemption; 
(c) But would not enjoy the benefits of the day-to-day tariff specified in Article 7 

of the Convention on Commercial Motor Transport. 

He remin~d members that under an earlier vote by the Committee vehicles for the conveyance 
of passengers ln large numbers had been ruled out from the purview of the Committee on Taxation. 
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SEVENTH MEETING 

Held on March 24/h, 1931, at 10.30 a.m. 

Chairman : M. BORDUGE (Chairman of the Fiscal Committee). 

X. Draft International Convention on the Taxation of Foreign Motor Vehicles (conti
nued) : Text proposed by the Drafting Committee (continued). 

MODEL FISCAL PERMIT.l 

The CHAIRMAN read the text of the fiscal permit. He drew attention to the amendments 
made by the Drafting Committee as a result of the Committee's decisions. 

At the request of the Belgian delegation, the table for entrance and exit visas had been drawn 
up as follows : 

Entrance or Exit Date 
Total number 

of days 
to be reckoned 

Total number 
of days 

to be reckoned 
since the first 

entrance 

Signature 
of competent official 

or stamp of office 

At the request of the Yugoslav delegation supported by the Belgian, French and Swiss 
delegations, the necessary particulars as to the method of calculating the ~ength of the stay would 
be given in a note at the bottom of the first page for entrance and exit visas. That note which 
would be drawn up in the language of the country of issue, would enable travellers to ch~ck the 
number of days reckoned by the Customs agent. 

The CHAIRMAN asked the Committee to take a d~cision -in regard to the language in which 
the permit should be drawn up. It had to consider three methods of drawing it up : (1) in all the 
European languages; (2) in the language of the country of issue only; (3) in all the languages for 
which the owner of the permit asked at the time of issue. 

M. BLANC (France) observed that a model fiscal permit would be kept in all Customs offices, 
and it would be easy for the agent to compare a permit drawn up in a foreign language with his 
model. 

Mr. FR.Amrr.m (Great Britain) thought that each country of issue should hand the traveller 
a copy of the first page of the fiscal permit drawn up in the language of the country which he 
intended to visit. That provision was only of importance to the Administration of the country, 
and need not be referred to in the Convention. 

The Committee unanimously adopted the Franco-Belgian proposal that the permit should be 
drawn up in the language or languages of the country of issue, and that the cover should bear 
the words " Fiscal Permit ", translated into all the languages of the contracting parties. 

It adopted the German proposal that, as was laid down in previous Conventions, the parti
_culars should be written either in Latin characters or in cursive English. 

The Committee decided that the place in which the name of the country would appear on the 
p_ages reserved for the entrance and exit visas of countries visited should remain blank, in order 
to allow several pages for a country which was visited frequently. 

The Committee decided that the shape of the fiscal permit should be the same. in all count~es, 
that it should be about 13 x 20 em. and that the colour should be the same m all countnes, 
light blue, in principle. The number of pages was fixed at 48. Those pages would be numbered. 
The pages reserved for entrance and exit visas should be sufficient for six entrances and 
exits. 

The Committee decided to place paragraph 2 of Article 2, drawn up in ~he !anguag~ o~ the 
country of issue, at the bottom of the first page reserved for entrance and extt vtsas, to 1nd1cate 
the method of calculating the nuni.ber of days spent in the country. 

It also agreed that States should be free to reproduce the text of the Convention inside the 
cover of the permit. 

M. WAHL. (Germany) pointed out that the German delegation intended to suggest at a plenary 
meeting that the time-limit for the denunciation of the Convention should be reduced from five 
to two years. 

1 See document C.232.M.roo.r93I.VID. 
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XI. Reservation by the Swiss Delegation to be embodied in the Protocol annexed to 
the Convention. 

M. RoTHMUND (Switzerland) read the Swiss reservation ad Article 2 : 

" It is understood that Switzerland may continue to apply the system of ninety conse
cutive days renewable at each entrance, and, should this period be exceeded, to collect the 
tax in accordance with her laws." 

He pointed out that the Swiss system in respect of foreigD; motor vehicles was ~ore libe.ral 
thau that laid down in the Convention. He had no doubt that, m the near future, foretgn tounng 
vehicles would be exempt from taxation in all countries. The Convention repres~nted a st~p 
forward in this direction. The Swiss system marked even greater progress, and SWltzerland did 
not wish to give it up. If the Conference "':'as unable_t? accept the Swiss reservat~on, the ~wiss 
delegation would ask for a ge!leral reservation recogmsmg that reD;eWll;ble exemption. for mnety 
consecutive days was a more liberal system than the system embodied m the Convention, and at 
the same time recognising the system of retroactive taxation in the event of .the extension of the 
system adopted by the Swiss cantons. 

:M:. MARCHWINSKI (Poland) had no objection to the Swiss reservation.' He poin~ed out, 
however, that the liberal Swiss system involved as a counterpart the retroactive taxat10n of a 
motorist who had extended his stay in the country beyond ninety days. . If the Swiss reservation 
were allowed, he hoped it would be stated clearly that, if Switzerland modified the system and 
introduced the system laid down in the Convention, retroactive taxation fQr the period of exemption 
would no longer be allowed. 

He also pointed out that it had been understood that the Convention should not prevent 
countries from concluding bilateral agreements more liberal than the Convention itself, or less 
liberal agreements, with non-contracting parties. 

M. W ALCKENAER (France) asked that it should be stated that the Swiss system did not 
prejudice reciprocity on the part of neighbouring countries. 

:M:. RATSENBERGER (Switzerland) replied that the $wiss delegation accepted the explanations 
given by the Polish and French delegations. 

The CHAIRMAN asked the delegations coricerned to discuss the drafting of the Swiss reservation 
with the Swiss delegation before it was submitted at a plenary meeting of the Conference. 

XII. Report by the Committee .• 1 

The CiiAmM.AN read the draft report, paragraph by paragraph, and drew attention to the 
· formal amendments made by the Drafting Committee. 

:M.. Sou:sBOTlTCH (Yugoslavia) asked, in connection with the passage relating to paragraph 2 
of Article I which excluded certain categories of vehicles from the benefit of exemption, that the 
vehicles intended for public transport to which reference was made should be clearly defined. 
He thought that all vehicles for the public conveyance of passengers should be excluded from the 
benefit of the Convention, whether the transport was or was not for payment. 

The CHAIRMAN explained how difficult it was to differentiate clearly between vehicles intended 
for public conveyance and others, except on the basis that public transport was for payment. 
The advantage of this system was that it avoided the necessity for specifying the number of 
places in a vehicle which should make it a vehicle for public conveyance. He pointed out that 
the text provided for the exclusion from the benefit of the Convention of vehicles for the public 
conveyance of passengers for payment had been adopted at the first and second reading. Did 
the Committee wish to reconsider that vote? ' 

11. G:EBER (Hungary) thought that the distinctive feature of a vehicle intended for public 
conveyance was the fact that the places were hired one by one. In his view a motor-coach for 
which the places were hired en bloc was not a vehicle for public conveyance. 

:M.. W ALCKENAER (France) considered that the essential characteristic ·of public transport 
was that the passengers occupying the seats of a vehicle paid their fares individually. 

The CllAIRMA.N, ill: reJ?lY .to an o~servat~on by M. Hajek (Czechoslovakia) and M. Geber 
(Hungary), stated that tn his Vlew a soe1ety which placed an autocar at the disposal of its members 
free of charge was not operating a public conveyance service. 

·The text relating to paragraph 2 of Ar~icle I was maintained by 8 votes to 6. · 

M. MARCHWINSKI (Poland) asked that it should be explained clearly-preferably in a protocol 
a~nexed to the Conv~ntion-. that Article 2, paragraph 3, was unchanged and that, from the 
mnety-fi~st da:l;", a fo:eJgn vehicle.would be treated as a motor vehicle registered in the country, 
and Pt;t tnto <;trculation on the ntnety-first day. He thought it essential to mention this inter-
pretatwn spee1fically. · 

1 See Annex 10, page 156. 
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The CHAIRMAN pointed out that the adoption of the Swiss reservation might necessitate 
an amendment to this part of the Convention, and in particular to Article 2, paragraph 3· He 

· added that the draft report was an internal document of the Conference and was not final as 
the Conference had not yet discussed the text of the Convention. It was not yet known whefuer 
the Conference would decide to issue a general report on its work. 

In reply toM. Marchwinski (Poland), who asked that the passage in the co=entary in 
regard to the stamping of the applicant's national registration certificate at the time of the issue 
of the fiscal permit (page 9 of the original draft) should be reproduced, tlie CHAIRMAN pointed 
out that the draft report o:iJ.ly referred to the articles discussed in the Co=ittee. The provisions 
adopted implicitly or without. discussion had been excluded, in order to avoid overloading the 
document. He agreed that it would be desirable for the Convention to be accompanied by an 
explanatory document with legal effect. It would be for the plenary Conference to take a decision 
in that connection. The Committee had not, however, been requested to draw up a general 
and final report on a convention which was not yet established, since it had not been discussed 
by the plenary Conference. The Drafting Committee had therefore simply submitted a summary 
of the Minutes, leaving aside everything that had not been discussed by the Committee. When 
Article 2, paragraph 3, was discussed in the plenary Committee, the Polish delegation could draw 
attention to the interpretation given in the original draft if it wished. · 

XIII. Addendum to the Report of the Committee. 

The addendum to the report on the draft protocol annexed to the Convention, which had been 
drawn up at the request of the British and Irish delegations, was approved. 

XIV. Close of the Session. 

The CHAIRMAN declared the session closed. 
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ANNEX 1. 
[Translation.] [Con£. C.R./R.F./I.] · 

OBSERVATIONS BY THE GERMAN GOVERNMENT CONCERNING THE DRAFT 
INTERNATIONAL CONVENTION. 

I. 

Germany entirely approves the fundamental idea of the draft, which aims at promoting 
international motor traffic by facilities in the matter of taxation. It is, however, for the following 
reasons questionable whether a collective agreement can suitably be concluded on this subject. 
Exemption from taxation must be based on reciprocity. Whether this reciprocity is real or only 
formal can only be ascertained by comparing conditions in the various countries. For instance, 
motor traffic from State A to State B may be very intense, but not from B to A; in this case t)le 
tax exemption would be principally to the advantage of State A. Or State A may levy a high 
vehicle tax and no tax or only a small tax on petrol, whereas the opposite may be the case in 
State B; the exemption, which can naturally only refer to the vehicle tax, would be principally 
to the advantage of one State, in this case State B. The same considerations apply to road and 
bridge tolls (see Article 5 of the draft) payable in one country and not in the other (these charges 
are not payable, for instance, in Gern!any). Such considerations are specially important for 
Germany in view of her central position in Europe. 

Germany is therefore of opinion that exemption from taxation in international motor-traffic-at 
any rate in the present state of affairs-should not be regulated by a collective agreement but by separate 
interstate treaties. 

II. 

Germany is, nevertheless, prepared to take part in the discussion of the draft, while reserving 
her final attitude. 

Germany considers that a modification of the draft should be considered in respect of the 
following points : · 

' 
. A. In ac<;or~ance with the draft, the exemp!lon from taxation is granted for a period totalling 

mnety days Within one year from the date of ISSUe of the fiscal permit. This system favours 
vehicles maldng a comparatively long stay at one time in a foreign country and is to the disad
vantage of vehicles going abroad frequently but for short periods. In the agreements concluded 
by Germany with various countries a different system is followed : the period taken as a basis is 
not the total duration of the stay within one year, but the duration of each individual stay in a foreign 
country. . These agreements provide for exemption from taxation for a stay not exceeding fourteen 
days, which can, however, be repeated as frequently as may be desired, and may therefore amount 
to far more than ninety days in one year. 
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. This system is based on the idea that motor traffic should be encouraged particularly in frontier 
districts. . Most of the foreign motor-cars coming to Germany and the German motor-cars going 
abroad have their home garage near the frontier; these motor-cars frequently cross the frontier, 
generally for commercial reasons; but do not remain for a long time outside their own country. 
This is not the so-called " small frontier traffic ", but it is nevertheless a traffic which does not 
extend far into the neighbouring countries. This traffic is generally of greater economic importance 
than passenger traffic over long distances. If the frontier is frequently crossed, the obligation 
to pay taxes is felt to be a special hardship; moreover the persons engaging in this frontier traffic 
are less able to pay the tax. On the other hand, for persons who are so wealthy that they can 
spend several months travelling abroad the obligation to pay motor-car taxes in foreign countries 
is no hardship. 

If the exemption from taxation is restricted to ninety days within one year from the date 
of issue of the fiscal permit, this involves great administrative complications. While it is easy 
to ascertain from Customs papers or the like how long a motor vehicle has remained in a country 
on one visit, special administrative measures are required in order to ascertain how many days a 
vehicle making several stays has spent altogether within a certain period in the foreign country. 
The draft therefore provides for the introduction of a new international certificate (fiscal permit). 
While efforts are made in other respects to reduce the number of certificates carried by motor-cars 
in international traffic, the draft provides for a new certificate. The certificate is only of value 
if no other certificate is issued during its period of validity (see Article 4, paragraph 2, of the 
draft): The report by the Mixed Committee shows that special control measures are required 
to execute this provision of the draft. 

It is therefore proposed to grant exemption from taxation if each stay in a foreign country docs 
not exceed fourteen days in succession. 

B. According to the draft, exemption from taxation does not apply to motor omnibuses 
and motor lorries. Moreover, Article 7 of the Draft Convention on Commercial Vehicles permits 
the levy of a tax on these vehicles; the tax must be similar to that levied on commercial motor 
vehicles registered in the country, but must be on a simple basis which will allow of rapid collection. 
Under the general terms in which this provision is worded there is a possibility of dispute as to 
whether a tax: levied in one State is in accordance with this provision or not. In order to avoid 
such disputes and in view of the importance which motor omnibuses and motor lorries have 
acquired in international traffic, it is proposed to exempt motor omnibuses and motor lorries also 
from taxation and thus to extend the exemption to motor vehicles of all kinds. 

ANNEX 2. 
[Conf. C.R./R.F./4.] 

AMENDMENT PROPOSED BY THE SWISS DELEGATION TO ARTICLE 2, 

PARAGRAPH I. 

Substitute the following text for paragraph I : 

" The exemption laid down in Article I shall be granted in each country f?r a. cons;ct;tive 
period of stay of ninety days as from the date of each entry. Should this tlme-lumt be 
exceeded, the tax may be charged retrospectively for the whole period of stay." 

ANNEX 3. 
[Conf. C.R.JR.F.JS.] 

AMENDMENTS PROPOSED BY THE GERMAN DELEGATION TO ARTICLES 2 

(PARAGRAPH I), 3 AND 4· 

(a) Replace Article 2, paragraph I, by the following text: 

" The exemption laid down in Article I shall be granted in each country for a _conse~tive 
period of stay of fourteen days as from the date of each entrance. Should this penod be 
exceeded, the tax may be c;harged retrospectively for the whole period of stay." 

(b) Delete Articles 3 and+ 
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ANNEX 4. 
[Conf. C.R.JR.F.J7.] 

AMENDMENT PROPOSED BY THE SPANISH DELEGATION TO ARTIC!--E 2. 

The exemption laid down in Article r shall be ~ranted in each country f?~ one or more periods 
of stay totalling not less than ninety days l?assed ~n that ~ountr:y, and expmng exactly one year 
as from the date of issue of the fiscal perrmt proVIded for 1n Arttcle 3· 

In computing, etc. 

ANNEX 5. 
[Conf. C.R./R.F./3-] 

AMENDMENTS PROPOSED BY THE ITALIAN DELEGATION TO ARTICLES r 
AND 2. 

Substitute for paragraph 2 of Article r the following : 

" The present Convention shall not, however, apply to vehicles used for the transport 
of goods." 

Substitute for paragraph 2 of Article 2 the folloWing : 

"For the period following the ninety days of exemption, the charge or tax shall be 
leviable in respect of the rest of the year at the rate of one-twelfth of the yearly charge for 
every month during which the vehicl~ stays in the foreign country." 

ANNEX 6. 
[Conf. C.R.JR.F.Jg.] 

AMENDMENT PROPOSED BY THE SPANISH DELEGATION TO ARTICLE 3· 

Replace Article 3 by the following text : 

" In order to claim in the territory of any of the High Contracting Parties the benefit 
of exemption, the vehicle must be provided with a fiscal permit issued by the competent 
authority of the country of registration or by an association appointed by the said authority, 
and drawn up on the model given in the Annex to the present Convention. 

" This fiscal permit must be presented for endorsement at the frontier Customs offices 
on arrival in, and departure from, each country visited." 

ANNEX 7 (a). 
[Conf. C.R./R.F.Jro.] 

PROPOSAL BY THE CZECHOSLOVAK DELEGATION RELATING 
TO THE INSERTION OF A NEW ARTICLE 3a. 

STATEMENT OF REASONS. 

It happens fairly often that a vehicle leaves a country which it has visited without passing 
throngh the C~ms office; in such ~es it would seem fair to impose penalties, and the Czecho
slovak delegation ventures to subrmt the following two proposals for a new article (Article 3a). 

PROPOSALS. 

. I. .~ a ~ permit contains no mention of the departure of a vehicle from-a country which 
1t ~ VlSlted, 1! ma:r be assumed that such vehicle has travelled in that country until the date 
of 1ts presentation e1ther at the Customs frontier office or the consulate of the country visited, . 
or at the Customs office of the country in which the vehicle is registered. 

!!· If a ve~cle leaves the _co}lntry visited without obtaining the necessary visas, it shall 
forfett t~e exemption granted to 1t 1n respect of the said country for the period between the date 
of the V1Sa for the last entry and the renewal of the new fiscal permit. 
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ANNEX 7 (b). 
[Con£. C.R.jR.F.jio (1).] 

SECOND PROPOSAL BY THE CZECHOSLOVAK DELEGATION 

.. RELATING TO THE INSERTION OF A NEW ARTICLE 3a. 

If a vehicle leaves a country which it has visited without the fiscal permit being end d 
on departure, no further exemption from dues in that country may be granted until the p~rs\ 
has been renewed. . rmi 

Such vehicle shall pay in the said country the dues in respect of the period which has ela s d 
between th: date of the last endorse~ent on arrival in the country and the date on which depaXu~e 
from the said country can be established. 

ANNEX 8. 
[Con£. C.R.{R.F.Js.] 

PROPOSAL BY THE YUGOSLAV DELEGATION 
RELATING TO THE INSERTION OF A NEW ARTICLE sa. 

Insert a new article sa substantially as follows : 

. " The present Co~ventio~ in no way. entails the withdrawal of any exemptions, more 
liberal than those reqmred by 1ts terms, which may have been granted on conditions consistent 
with the principles of the Convention. 

"Nor does it prohibit the granting of such more liberal exemptions hereafter." 

ANNEX 9. 
[Conf. C.R.{10.j 

DRAFT INTERNATIONAL CONVENTION ON THE TAXATION OF FOREIGN 
MOTOR VEHICLES. TEXT ADOPTED BY THE COMMITTEE. 

(List of Heads of States.) 

Being desirous of facilitating international motor traffic; 
Considering that an exemption as wide as possible of foreign motor vehicles from taxation 

is of essential importance for this purpose; . . 
Have appointed as their plenipotentiaries the following : 

(List of Plenipotentiaries.) 

who, having produced their full powers, found in good and due form, have agreed upon the 
following provisions : ' 

Article r. 

When a motor vehicle registered in the territories of one of the High Contracting Parties 
circulates temporarily in the territories of another, it shall, under the conditions laid down in the 
following articles, be exempted from the taxes or charges levied on the circulation or possession 
of motor vehicles in the country visited or in any part of that country. This exemption shall not 
include taxes or charges on consumption. 

The present Convention shall not, however, apply to taxis or to vehicles used for the public 
conveyance of passengers for payment of separate fares, or for the transport of goods. 

For the purposes of the present Convention taxis shall denote any vehicles placed at the 
disposal of the public at fixed rates of hire approved by the competent public authority. 

Article 2. 

·The exemption provided by Article I shall be granted in each country for one or more perio~s 
of stay totalling in all ninety days passed in that country within a period of one year. Th1s 
latter period shall be reck~med fro_m the day t;>f the issue of the fiscal permit provided for in 
Article 3 to the corresponding day m the folloWing year. . . . . 

In calculating the period of exemption, each day shall be re~oned from rmdn1ght to rmdrught, 
every fraction of a day counting as a wh.ole day. The day of e~t shall, however, not be counted 
when the day of entry and the day of eXlt are separated by a penod of more than one day. 

11. 
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In calculating the taxes and charges payable for the part of the stay which is in excess .of 
the period of exemption, treatment shall be accorded not less favourable than-that granted to 

"\-ehicles registered in the country visited. 

Article 3· 

In order to claim in the territories of any of the High Contracting Parties the benefit of the 
exemptions provided in the preceding articles, the ve~cle ~ust be furnished wi~h ~ fiscal_permit 
issued by the competent authority of the country of regtstrabon or by some orgamsat10n destgnated 
for the purpose by that authority. The permit shall be drawn up in the form set out in the Annex 
to the present Convention. 

It shall be presented for endorsement at the frontier Customs offices on arrival in, and 
departure from, each country visited. 

Article 4· 

When a vehicle which has entered a country under cover of a fiscal permit leaves that country, 
without an exit visa having been stamped on the permit and without. it being possible to establish 
the date of exit, that permit may be treated in that country as having no further validity. 

Article 5. 

The fiscal permit shall be valid for one year·from the date of its issue. Should the vehicle 
to which the permit relates pass into the hands of a new proprietor or possessor, or should the 
registration number be changed, the necessary modifications shall be made in the permit by the 
competent authority. 

No new permit may be issued for the same vehicle before the expiration of the period of 
validity indicated above, except in· the event of the vehicle becoming registered. in another 
country. No duplicate copy of the permit may in any event be issued. 

Article 6. 

As regards tolls or other sinillar charges payable on the spot,· the vehicles referred to in the 
first paragraph of Article I shall be treated not less favourably than vehicles registered in the 
country visited. 

(Protocol Articles.) 
Articles 7 and following. 

PROTOCOL ANNEx. 
Ad Article 3. 

The High Contracting Parties reserve the right to require that· the formalities provided for 
in the last paragraph of Article 3 shall be carried out at some office other than a frontier Customs 
office. 

ANNEx TO THE DRAFT INTERNATIONAL CONVENTION ON THE TAXATION 

OF FOREIGN MOTOR VEIDCLES.1 

ANNEX 10. 
[Con£. C.R.rr.] 

REPORT BY THE COMMITTEE. 

The Committee on the Taxation of Foreign Motor Vehicles examined the drafts of a Convention 
and of an Optional Protocol prepared by the Mixed Committee of the Fiscal Committee and of 
the Permanent Committee on Road Traffic. 

I. DRAFT CONVENTION. 

The Committee adopted the main principles laid down in the draft Convention, and notably 
the ~efiuition of the motor v~hicles to which tht; Convention should apply, the period of exemption 
of mnety days, and the creation of a fiscal pernnt attached to the vehicle. 

In Article I an addition was made to the original text with regard to the nature of the taxes 
from which the Convention provides exemption; this text referred only to the taxes levied on the 
circulation or possession of motor-cars. Several delegates asked that it should be made clear 
that certain taxes such as the duties on petrol, oil and tyres; although indirectly imposed on 
circulation, were not included in this definition. Their wishes were met by adding to the first 
paragraph the words: ."This exemption shall not include taxes or charges on consumption". 

Pa~agraph 2 _of Arttcle I, which excludes certain categories of vehicles from the benefit of 
exemptton, was dlSCUSsed at length. Certain delegations considered that the Conventions should 
apply to all motor vehicles without restriction. Others thought that, while vehicles intended for 

• See Annex to document c.:J2.M.IOO.I93I.VIII. 
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transport of ~oods should be excluded, those used for the transport of passengers should benefit 
from exemption. 

Anothe; questi?n discussed was whether taxicabs and hired vehicles should benefit from 
the free penod o~ mnety days. . Eventually the text of the draft was adopted with the addition 
o~ a clause ~aking an ex~mption as regards taxicabs. Exemption therefore does not apply 
e1ther to taxtcabs or to vehicles use~ for t~e public; conveya~ce of passenge;s for payment (motor
buses and motor charabancs), but 1t applies to pnvate tounng-cars and hired vehicles. For the 
puryose of the Convention, taxicabs are regarded. as vehicles placed at the disposal of the public, 
which c;an make use of them on payment of a tariff approved by the competent public authority. 

It 1s understood that the exemption provided for in Article r for touring-cars applies to two
wheel trailers intended for the transport of the personal luggage of passengers. 

A;rticle 2, ~hich refers to the duration t.?f exemption and the method of calculating this 
durat1on, was discussed at length. The duration of the exemption was fixed as proposed in the 
Mixed Committee's draft at ninety days in each year, and these ninety days may be made up of 
one or several stays. 

The calculation of the length of stays presented difficulties. It did not seem possible to 
oblige the Customs authorities to c:;Uculate the number of hours. The principle was therefore 
adopted of days counted from midnight to midnight in accordance with the Mixed Committee's 
proposals, but the majority of the delegates thought that this Committee in proposing that the 
day of entrance should not be counted had shown too great liberality. In these circumstances 
the period of ninety days would never come into force for motorists crossing the frontier and 
returning to their country of origin on the same day. It was therefore decided that the day of 
entrance and the day of d,eparture should each be counted as one day whenever they were not 
separated by ail interval of more than one day. When this latter condition is fulfilled, i.e., 
when the stay is for at least three days, the day of departure is no longer counted. 

· Article 2, paragraph 3, refers to the fiscal treatment to be applied to a foreign vehicle during 
a period in excess of the ninety days' exemption. During the discussion it was stated that, as 
from the ninety-first day, a foreign vehicle would be treated as a motor-car registered in the 
country and having begun to travel on this ninety-first day. 

. Article 3 deals with the fiscal pennit. It provides that this permit may be issued, not only 
by the competent authority of the country of registration, but also, if need be, by a body desig
nated for this purpose by the said authority. Certain modifications of form were introduced 
into the proposed text of the permit. In particular, provision was made for the case of a vehicle 
changing its registration number. 

Article 4 is a new clause allowing countries which a motorist has visited under cover of a 
fiscal permit, and which he has left without having had this permit visaed, to refuse him exemption 
for the remainder of the year during which the permit is valid. rhis clause is, however, optional 
and gives countries latitude for showing leniency to offenders who have acted in good faith. 

Article 5 (former Article 4) stipulates that no duplicate or new permit may be issued for the 
same vehicle during the year of the ptermit's validity. It provides, however, for the case of the 
registration of the vehicle in a new country, whereupon a new permit providing exemption for 
ninety days may be issued. 

Article 6 relating to tolls has not been changed. 
Articles 7-ro of the draft Convention-the formal articles-were not submitted to the 

Committee. 

2. DRAF'l' OPTIONAL PROTOCOL. 

The Committee thought it unnecessary to examine this draft which extended the period of 
exemption to one year, i.e., amounted to granting total and final exemption to foreign motor 

· vehicles.· It considered it inadvisable to introduce such a provision, which the different States 
could agree upon by means of bilat~ral conyentions, ~nto an optional protocol attach~d to the 
Convention on the Taxation of Foretgn Vehicles, part1cularly as such a clause was difficult to 
reconcile with the system of fiscal pennits. 

3· DRAF'l' PROTOCOL ANNEXED TO THE CONVENTION. 

- When the Mixed Committee's draft was prepared, the representative of Great Britain drew 
attention in connection with Article 3 to the special case of his country where veh_icles arrived by 
sea and where it did not appear advisable to have visas placed on fiscal per~ts by Custo~s 
offices only, as this formality conld be .carried out. by automobile clu~s an~ toun!lg clubs which 
also issued motoring licences. The Mtxed Commtttee thought that 111 this part1cul~r ~.the 
practice offered no drawbacks and decided that a clause referring specially to Great Bntam nught 
be inserted in the final protocol of the Conference. · . . . . 

A text to this effect was accordingly drawn up by the Drafting Colllll?ttee for G~eat Bntam 
and the Irish Free State. Certain delegations pointed out that they nught also W1Sh to ~ave 
visas placed on pennits by a frontier office other than a Cus~oms office. It was therefore dect~ed 
that the reservation contained in the annexed protocol nught be made by a}l the contracting 
parties. It is understood that in any case the' visa must be given at the frontier, and not by an 
office situated in the interior of the country. 



4. MINUTES OF THE CUSTOMS COMMITTEE. 

MEETING 

Held on March 2oth, 1931, at 4 p.m. 

Chairman: M. RESINES {Spain). 

Agreement between Customs Authorities in order to facilitate the Procedure in the 
Case of Undischarged or Lost Triptychs. 

The CHAIRMAN read the Committee's terms of reference. He drew attention to. the Swiss 
delegation's draft regulation between Customs authorities (see Annex I, page 163) and asked 
whether the Committee was prepared to consider it. . 

M. CRISPIELS (Belgium) would be glad, first, to know whether the Committee's instructions 
were to prepare a draft Convention, as the Swiss draft regulation would appear _to suggest, or 
simply to pass a resolution to be forwarded to Governments by the League of N atlons. · 

M. SoUBBOTITCH (Yugoslavia) stressed the point raised by M. Crispiels, and pointed out that, 
nnless specially empowered for the purpose, the Customs administrations were not competent 
to conclude agreements as between themselves without the approval of'· their respective 
Governments: The first point, therefore, to be decided was the form that the Committee's work 
should take. 

M. ZAPPALA (Italy) eXplained that in his country when a triptych was lost, or, owing to some 
accidental circumstance, had not been marked with the requisite exit visa, it was sufficient for 
the holder to produce in place of the consular certificate a certificate from the Customs authority 
of the country of registration or of the country where the triptych had been issued. The Italian 
delegation accordingly supported the proposal for an arrangement between Customs authorities 
which would not, however, commit Governments. 

M. GHIKA (Roumania) shared the Belgian delegate's opinion. The Committee's instructions 
were to pass a recommendation and not to make any final arrangements. 

M. HXusERMANN (Switzerland) remarked that his delegation had not contemplated drawing 
up a convention. Its only object had been to provide a basis for discussion with the ultimate 
aim of an understanding between Customs authorities. The proposed regulations were in confor
mity with the principles which were followed in Switzerland, the general application of which 
would make matters easier for motorists. The Swiss delegation attached no importance to the 
form in which the result of the Committee's work was embodied. 

M. CRISPIELS (Belgium) congratulated the Swiss delegation on its draft, which was lucid 
and was plainly intended to assist motorists. 

Nevertheless, he held that the Committee must confine itself to considering a draft resolution 
which might later be forwarded by the League of Nations to the various Governments. The 
latter, being in possession of the reports from their delegates at the present Conference and of 
all the necessary data for forming an opinion, would be in a position to accede to the resolution 
or otherwise. 

M. Crispiels then read a draft resolution which he submitted for consideration (see Annex 2, 
page I64). 

It should be observed that, while the draft resolution was intended to facilitate matters 
for motorists, it did not overlook administrative interests. At present motorists who lost their 
triptych or did not have it discharged in due time were authorised by the Customs authorities 
to produce a consular certificate. The costs for procuring a consular certificate were high, and 
the motorist's place of residence might be very far from the consulate. If the Belgian proposal 
was adopted in the wording submitted, the motorist would be able, in his option, to produce a 
Customs certificate, which he could, in the majority of cases, obtain more easily and at less 
expense. 

M. Crispiels, however, would have to make a reservation on behalf of Belgium. Under the 
Belgian regulations, the attestation could not be forwarded to the administration without further 
formality, but must be stamped with a consular visa. It should be observed in this regard that 
the ~ of a visa was fa~ less high than that of a certificate. Belgium wished to maintain the 
practice of a consular VISa, because there was no fine in Belgium on motorists who had not 
discharged their triptychs in due time, the costs of validation being the only penalty for olnission 
to discharge a triptych. 

. !!. LAFARGUE (Fra~ce) .thoug~t that ~he question before the Comlnittee was not sufficiently 
Important to be embodied In an 1nternat1onal agreement. A draft resolution however would 
not be quite effective. The French Customs administration were prepared to conclude imm~diately 
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with the Customs admini.stratiol?-s o~ other countries an arrangement under which motorists 
woul~ be able to . regul~nse their triptychs. M. Lafargue read a draft agreement which he 
subnutted for consideration (see Annex 3, page 164). 

M. HXUSERMANN (Switzerland). said thfi:t the S~ss Customs administration could not agree 
to the proposal that a Customs certilicate nught be VlSaed by the consular authority. 

It should be observed that the draft and the proposals that had been submitted referred 
only to the disappearance of a triptych. Triptychs, however, were very rarely lost or stolen. 
It was much more c<?mmon for them not _to be _discharged in due _time owin? to an oversight. 
T~ere were two possible ~ases. A motonst onutted to have a triptych which was still valid 
dis~a!ged ?r he. only noticed that he had forgotten to do so when it had eJ..-pired. The Swiss 
a~~ms~ratio!l- viewed the fonner case with less gravity than the second and it therefore made a 
distlnctlon Wl!h regard to the penalties. M. Hausermann could accept a draft resolution or a 
draft convention, but would urge that both should cover triptychs which without being lost 
had not been duly discharged. ' ' 

. M. CRI~PIELS (Belgium), in reply to the French delegate, said that he personally had received 
no 1nstructlons to sign any arrangement between Customs authorities. He did not know whether 
any of his colleagues had powers for this purpose. He was not sure, moreover, whether any 
such arrangement would be valid if concluded without the approval of Governments. 

In answer to the Swiss delegate's remarks, M. Crispiels would point out that the formula 
in the Belgian draft was sufficiently general to be applicable to all cases. As to the penalty for 
negligence, the principle in the Swiss draft was identical to that in the Belgian proposal. 
M. Crispiels was not suggesting that the other administrations should follow the Belgian example; 
they would remain entirely free to continue their present methods of procedure. 

M. LAFARGUE (France) said that the French Customs had never demanded consular validation 
for documents issued by other Customs administrations. The different administrations should 
have sufficient trust in one another not to demand such formalities. 

As M. Crispiels was apparently unwilling to assume responsibility for an arrangement between 
Customs authorities, M. Lafargue would say that the French Customs administration had full 
powers to conclude and sign an arrangement of that kind on the spot. 

M. MErJERS (Netherlands) had not been aware that the Governments represented at the 
Conference had been intending to conclude an arrangement concerning the procedure for dealing 
with triptychs that had not been duly discharged. 

He was, however, authorised to state that the Netherlands was prepared to regard a certi
ficate from a Customs authority belonging to the country in which the triptych had been issued 
as equivalent to a consular certificate. The Dutch Government would accept such a certificate 
without demanding reciprocity and hoped that the other Governments represented at the 
Conference would do likewise. It should, however, be added that the Netherlands levied a fee 
on all triptychs not duly discharged. 

M. CRISPIELS (Belgium) pointed out that for goods in transit unloaded in Belgian ports the 
Belgian Customs authorities delivered certificates the consular validation of which was required 
by the countries of destination. 

Similarly, Belgian consuls were required to validate foreign certificates presented to the 
Belgian Administration for the discharge of triptychs or " carnets de passages en douane ". 

M. Crispiels recalled that the chief object of his draft resolution was to allow motorists to 
replace the consular certificate by a Customs certificate. 

In order, however, to facilitate agreement on this point, he withdrew the second paragraph 
of his proposal. 

M. LAFARGUE (France) pointed out that his draft agreement, which was drawn up in very 
general terms, also gave the motorist the right to choose between th~ consular certificate and the 
Customs certificate. It went even farther, and authorised motonsts to request the Customs 
to convert a provisional certificate into a final one. 

M. GmKA (Roumania) asked whether the Customs authorities accepted all consular certificates. 

Mr. ToLER'tON (Great Britain) said that his Government had no objection to accepting a 
Customs certificate in place of a consular certificate if a triptych had been lost or not duly 
discharged. . . · . . . 

Under Article 2 of the Swiss proposal, however, a tnptych. could be r~gulansed 1n ce~~m 
cases without :its being necessary to present the vehicle for which 1t had been 1ssued. The Bntlsh 
Government could not agree to such a clause, because a certificate could obviously not be issued 
unless the vehicle had been inspected and identified. 

The CHAIRMAN suggested that the Committee should not consider the different articles in 
the Swiss draft but ascertain whether agreement was feasible, and, if so, whether t~e. me~bers 
of the Committee were empowered to conclude an agreement between Customs adnumstrattons. 

M. HXusERMANN (S~tzerland) agreed that the first point ~o be determine.d was whether 
agreement could be reached. The Committee had not as yet deCided what form Its work should 

takeWith re~ard to the British delegate's com.lnents, M. HauserlJ?-ann woul~ point out t~at 
Article 2 referred to the conversion of a provisio!l-al visa into a final VIsa, and this was a formahty 
for which there was no need to produce the vehicle. 
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The Swiss delegation likewise was not empowered to conclude an agreement. It had never . 
been its intention to submit a draft for signature by the members of the Committee and 
M. Hausermann thought that, if agreement were found possible, it would be better to pass a 
recommendation which could later be submitted through the League to the Governments for 
their assent. 

1\I. LAFARGUE (France) explained that in his country a motorist must present his car at the 
French Customs before the expiration of his triptych or produce a consular certificate as proof 
that the car had been re-exported. If the triptych had not been discharged and was marked 
only with a provisional visa, the party concerned must explain the position to the administration 
and his provisional visa was only converted into a final visa if his bona fides were 
established. · 

In reply to 1\:L Ghika's question, M. Lafargue stated that the French Customs accepted a 
consular certificate if the triptych had been lost. 

1\L CRISPIELS (Belgium) said that in his country a motorist could only produce a consul~r 
certificate if authorised to do so by the Customs administration. Was the position the same m 
other countries? 

M. LAFARGUE (France) replied that no such authorisation was required in France. 

1\I. GmKA (Roumania) observed that the French delegate was the only member who had 
replied to his question. He would ask his other colleagues whether a consular attestation was 
sufficient in their countries for the discharge of a triptych. 

M. HXusERMANN · (Switzerland) replied that in Switzerland a consular attestation sufficed, 
provided it was complete, but it must be remembered that such attestations were often defective, 
whereas Customs certificates were invariably in conformity with the administrative rules. 

The CHAIRMAN said that experience in his own country showed that consular attestations 
were sometimes not all that could be desired, because not all the consular authorities were fully 
familiar with the triptych system. 

M. GHIKA (Roumania) pointed out that a consular attestation was invariably given on appli
cation by the automobile clubs which were in a position to supply all the necessary particulars 
for identifying the vehicle. 

:M. CRisPIELS (Belgium) drew att~ntion to a major difference between the French and Swiss 
regulations on the one hand and the Belgian regulations on the other hand. The remarks made 
during the debate showed that in France and Switzerland, if a motorist lost his triptych, he 
had an unconditional right to produce a consular certificate. This was not so in Belgium where 
a consular certificate could not be produced except with the express authorisation of the Customs 
authorities. Belgium therefore could not agree to such a system, which would be tantamount 
to abolishing, in practice at any rate, the obligation to obtain an exit visa. 

M. LAFARGUE (France) repeated that the French Customs administration invariably accepted 
consular certificates as proof of re-exportation, provided they were complete. They were, however, 
entitled to refuse such a certificate in doubtful cases. 

:M. HXusERMANN (Switzerland) thought that the procedure followed in Belgium made matters 
complicated, because the party concerned could only produce the certificate if authorised to do 
so by the Customs adrilinistration. . 

\Vith regard to the making out of consular attestations, the practice followed in the various 
countries differed widely. Such attestations were· sometimes defective from the Customs 
standpoint, because the automobile clubs merely sent the party concerned to the consul without 
giving him the necessary instructions as to the particulars to be included in the certificate. 

lL CRisPIELS (Belgium) observed that the practice in his country was less unfavourable to 
motorists than certain speakers seemed to think. Generally speaking, the Administration 
allowed a motorist who had omitted to discharge his triptych an additional three months after 
the expiry of the triptych. In case of loss he was required to make a declaration to the Adminis
tration which authorised him, if he lived near the frontier, to present his car at a Customs house, 
or, if there were no Customs houses near him, to obtain a consular certificate. M. Crispiels would 
stress once again the fact that a motorist could not produce a certificate on his own initiative 
but must be authorised to do so by the Customs. ' 

M. Crispiels feared that the French delegation's draft in its present wording might le11d to the 
impression that an exit visa was no longer required, and that all the motorist need do was to 
obtain a Customs certificate later in order to discharge his triptych. To this the Belgian Adminis-
tration could not assent. . 

1\I. LAFARGUE (France) agreed that consular certificates were not always adequate, because 
motorists failed·to take the precaution of ascertaining from the Administration the particulars 
to be mentioned in th~ doct;ment. . There were, of course, certain inevitable difficulties; they 
could, however, be obv1ated if motonsts could more often obtain a Customs attestation. 

M. HXusERMANN (Switzerland) observed that there was no thought in the mind of his dele
gation of encouraging malpractices. It was anxious to facilitate the regularisation of discharged 
triptychs, but the measures in question related only to cases where a motorist could give expla-
nations that were found satisfactory. . 
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M. CR!SPIELS ~elgi~) considered that the text he had submitted clearly defined the object 
the Comrrnttee had 1n Vlew. 

The d.ifi~rence between the Belg}an and Swiss systems lay in the fact that in Belgium a 
consular certificate could be produced ouly under certain conditions and with the authorisation 
of the Cus~on;;. whereas ~n Switzerland a motorist was entitled to produce it on his own initiative.· 

M. Cnsp1els was obhged to repeat the question he had put once already. Could a motorist 
.on his own initiative produce a consular certificate in place of the Customs visa? 

M. LAFARGUE (France) replied that a motorist was authorised by the Customs to submit 
a consular certificate which was accepted provided it was in order, but the administration could 
not be forced to accept it. · 

M. HXusERMANN (Switzerland) saw no d.ifierence between the Belgian and the French 
proposals. Both texts satisfied him as they authorised the substitution of a Customs certificate 
for a consular certificate. · 

He did not share M. Crispiels' apprehensions. The substitution of a Customs certificate 
for the consular certificate should not be regarded as forming a system for the discharge of 
triptychs but was merely intended to allow of the settlement of certain individual cases. 

M. CRISPIELS (Belgium) pointed out that his draft solved the case mentioned in the document 
Conf. C.R.r, because it laid down that a Customs certificate could be substituted for the consular 
certificate in all cases where the latter was demanded. He still thought that the French draft 
could be taken to imply that 1;he final exit visa was no longer required, but could be replaced 
generally by a Customs certificate. There was another d.ifierence between the Belgian and the 
French drafts. In the former, the certificate could be issued by any Customs authority, whereas, 
under the French proposal, it could be issued ouly by the Customs authority of the country in 
which the certificate had been issued, or the country where the car was registered. 

The CHAIRMAN observed that, in this latter point, the Belgian proposal went farther than the 
French. The adoption of the latter· draft might cause certain difficulties; supposing, for example, 
a motorist belonging to one country had travelled in a second and went to a third and established 
his domicile there, under the French proposal he would have to obtain discharge of his triptych 
from the Administration in the first country or in the second country and this might be difficult, 
if not impossible. Under the Belgian proposal, on the contrary, he could apply for a certificate 
from the Customs authorities of the third country. 

M. LAFARGUE (France), in order to meet M. Crispiels, agreed to delete from his proposal 
the words " of the country issuing the triptych or the country of registration of the car ". 

M. GHIKA (Roumania) hoped that the Customs experts on the Committee would indicate 
whether their Administrations accepted a consular attestation in all cases. He was referring, 
of course, to attestations obtained from a consul through an automobile club. 

The delegations answered M. Ghika's question as follows: 
Czechoslovakia, France, Germany, Poland, Roumania, Spain, Sweden, Switzerland, accept 

consular attestation unconditionally. Sweden, Switzerland, Czechoslovakia, accept in addition 
all attestations found adequate by the Customs administration acting on its own discretion, e.g., 
certificates from the police, local or other authorities. · 

Belgium, Italy, Netherlands, Yugoslavia, accept consular certificates on certain conditions. 

M. HANSEZ (International Association of Recognised Automobile Clubs) proposed that a 
drafting committee be set up to prepare a text which would be acceptable generally. 

T¥e CHAIRMAN hoped that it would be possible to find agreement in plenary session. 

M. ZAPPALA (Italy) asked that the French text should be completed by the addition of the 
words, " . . . produce, in place of a consular certificate, a Customs certificate . . .". 

The CHAIRMAN pointed out that this amendment would probably alter the whole ~ense of 
the proposal. The Committee's aim was to g~ve motorists a_choice.betwee~ the two ce~.1ficates, 
but not to abolish the consular certificate which was recogmsed, w1th or w1thout conditions, by 
almost all countries: The Chairman thought that the French proposal met this point. 

M. HANSEZ (International Association of Recognised Automobile Clubs), after further 
reflection recommended the Belgian proposal, which in his view was the clearest, because und~r 
it the Cu;toms were entitled to refuse to accept a Customs certificate in cases where they d1d 
not accept a consular certificate. This clause would prevent any malpractices and would safeguard 
the rights of the administration. 

M. LAFARGUE (France) considered that, with the French text, a motorist would i?- all ca~es 
be able to produce a Customs certificate. This was in line with the Committee's des1re to g1ve 
greater facilities to motorists. 

M. CRlSPIELS (Belgium) said that neither the Belgian Administration nor .h~ hi~se!f had 
contemplated the problem in that light. He still believed that the Customs _adm1rustratlon must 
be empowered to refuse the certificate in question and that a C!lstoms certificate cou}d only be 
ubstituted for a consular certificate in cases where the production of a consular certificate ~as 

s ermissible. The Belgian Administration could n?t go farther and :'-cc~pt a proposal wh1ch 
~ould entitle motorists to substitute a Customs certificate for a final eXIt v1sa. 
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M. HANSEZ (International Association of Recognised Automobile Clubs) observed that 
certain Customs administrations, that of the Netherlands for example, inflicted very severe 
penalties on motorists who were co_n~inual!y guil~ of negligence,. or eve~ refused to discharge 
their triptychs at all. Those adnnmstrations wh1ch followed this pract1ce at present should 
retain the right to refuse a Customs certificate as well. 

M. MEIJERS (Netherlands) said tha~ the Dut~ Administration did not refuse to regularise 
a triptych even in cases of repeated negligence, but 1mposed a very severe penalty. 

M. CRISPIELS (Belgium) asked the French delegate whether the French Administration would 
discharge a triptych which had already been regularised four or five times in succession. 

M. LAFARGUE (France) replied that his Administration invariably agreed to regularise· the 
triptych, provided the motorist had not acted in bad faith. 

The CHAIRMAN thought that the discussion "showed that nothing must be done to impair 
the right of the Customs authorities to accept or refuse the certificate; he proposed in consequence 
to put to the vote the Belgian proposal (first paragraph) and then the French proposal in the order 
in which they had been submitted. · 

M. ZAPPALA (Italy) suggested that, in the Belgian draft, the words " may be 'authorised to 
furnish " should be substituted for the words " may, should he prefer this, furnish ". · 

M. CRISPIELS (Belgium) pointed out that, if the Italian . amendment were adopted, the 
Administration would be instructing the party interested as to the certificate to be produced, 
whereas, under the Belgian text, the choice of the document was left to the motorist. 

M. liANSEz (International Association of Recognised Automobile Clubs) was against th~ 
Italian amendment which was not-in the interests of motorists. 

M. ZAPPALA (Italy) withdrew his amendment. 

The CHAIRMAN put the Belgian proposal to the vote. 

The proposal was adopted unanimously. 

M. CRISPIELS (Belgium) asked permission to add, in order to prevent any future misunder
standing, that it was quite clear that the draft resolution voted by the Committee did not in any 
way affect the other rules enforced by the various Customs administrations with regard to the 
procedure for the discharge of triptychs and " carnets de passages en douane ''. 
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ANNEX 1. 

Page 

[Conf. C.R.jC.D.fi.) 

PROPOSAL OF THE SWISS DELEGATION CONCERNING REGULATIONS BETWEEN 
CUSTOMS AUTHORITIES IN ORDER TO FACILITATE THE PROCEDURE IN THE CASE 

OF UNDISCHARGED OR LOST TRIPTYCHS. 

(List of Representatives.) 

B~ing desirous of fa~itating and regulating on international lines the procedure in the case 
of undischarged or lost triptychs, have agreed on the following provisions : 

Article I. 

In principle each crossing of the frontier must be entered in the triptychs. Nevertheless, 
exceptions may be allowed. in certain countries and for certain kinds of traffic (frontier traffic). 

Article 2. 

If the last visa placed on the back of leaf 2 (or II or B) of a triptych indicates re-exportation, 
the document in question may be regularised without it being necessary to present the vehicle 
for which it was made out. 

Article 3· 

Applications for regularisation of this kind must be submitted before the expiry of the 
triptychs. They shall be addressed to the General Customs Directorate or to the appropriate 
Customs office of the country for which the triptychs were made out. 

In these cases, regularisation is effected free of charge in so far as any sums due were paid 
at the time the triptychs were taken over. The cost of postage for the return of leaf 3 (III or C) 
of the triptychs shall be borne by the parties concerned. 

Article 4· 

If the application is submitted after the expiry of the triptychs, the Customs administrations 
may require payment of a sum for late regularisation. . 

Article 5· 

For certains kinds of special traffic and for certain countries in which the affixing of passage 
visas is not compulsory, regularisation of the triptychs shall be conditional on the presentation 
of the car or the production of a re-exportation certificate. 

Article 6. 

Triptychs of which leaves 2 and 3 (orB and C or II and III) have been lost may only be 
regularised after expiration of the triptychs. 

Article 7· 

In these cases, regularisation or verification of the documents in question shall in general 
be conditional on presentation of an official re-exportation certificate to be. dr~wn up after the 
expiry of the lost documents. An office fee may also be charged for regulansatlon. 

Article 8. 

Re-exportation certificates may be given ~y any Customs or poli~e authority and also by 
the consulates of the country for which they are Intended. Customs certificates must be produced 
whenever possible. 

Article 9· 

Re-exportation certificates must give the police (registration) nu~ber, the mark ll;nd numbers 
of the chassis and engine, the number of seats, and the type and weight of the vehicles. They 
must also state whether spare wheels, etc., have been presented. 



Article ro. 

When the Customs administrations are in doubt ~s t? a re-e:'portation cert}ficate or an 
exit visa placed on a triptych, they may require the vehicle tn questlon to be subnutted to them 
before they grant discharge of the Customs documents. 

Article II. 

Triptychs which have expired may be deemed to be regularise~ if, one year after expiry, 
no claim relating to these documents has been made to the guaranteemg club. , . 

This provision shall also apply. to Customs " carnets de passages en douane ', proVlded the 
precise date of expiry has been indicated by the issuing club on the leaves of these documents. 

Article I2. 

The present regulations shall be submitted for signature by .all Governments or Customs 
administrations desirous of applying them. Accession shall be notlfied to the Secretary-General 
of the League of Nations. 

Article I3. 

Any Customs administration may propose such modifications of, or a~ditions to, the present 
:regulations as it may deem appropriate. These p:roposals shall be commumcated by the Secretary
Gene:ral of the League of Nations to all Governments for thei:r consideration. 

Article. r4. 

""The date of the coming into fo:rce of these regulations shall be 

Article rs. 

The p:resent :regulations may be denounced in writing after five years by any of the Customs 
administrations. 

Denunciation shall take effect one yea:r after the date on which it is received by the Secretary
Gene:ral of the League of Nations. 

ANNEX 2. 
EConf. C.R.jC.D.j2.] 

DRAFT RESOLUTION SUBMITTED BY THE BELGIAN DELEGATION. 

The countries agree that henceforth in all cases where they permit the p:roduction of a consular 
certificate fo:r the purpose of verifying a triptych o:r a Customs " carnet de passages en douane ", 
the party conce:rned may, should he prefe:r this, furnish a certificate from the Customs authority 
·of a foreign country setting forth, with all the identity particulars entered in the triptych or 
the " carnet ", that the vehicle is in the country of such Customs authority. 

The option thus allowed to the pa:rty concerned shall not affect the right of the countrY taking 
ove:r the triptych o:r the " carnet" to :require, if necessary by means of a consular visa, the lega
lisation of the Customs certificate or to impose, should need arise, a regularisation fee. 

ANNEX 3. 
[Conf. C.R.jC.D.j3.] 

DRAFT RESOLUTION SUBMITTED BY THE FRENCH DELEGATION. 

Being desirous of facilitating the procedu:re in the case of undischarged or lost triptychs the 
undersigned Customs officials, being empowe:red by thei:r respective Administrations have agreed 
to adopt, subject to recip:rocity, the following provision: ' 

In the case of the loss or the expiration of a triptych, the holder shall be allowed to furnish 
p:r~f of the r:exportation of his car by m~ans ?f a certificate f:rom a Customs office of the country 
tsswng the tnptych. o:r the country of reg1st:ratton of the car, setting forth that the car has been 
presented to the satd office at a date subsequent to the duration of the validity of the triptych. 
This Customs certificate, which shall indicate the cha:racte:ristic features of the car shall take 
the place, fo:r the p:rocedure in the case of the lost o:r expired triptych of a consular identification 
certificate o:r a visa of final exit. ' 

The present provision shall enter into force as from. . • 
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[Distributed to the Council, 
the States Members of the 
League, and the Union of 
Soviet Socialist Republics 

and Turkey.]. · 

Offidal No.: C. 736. M. 341. 193I.VIII. 

· Geneva, October 19th, 1931. 

LEAGUE OF NATIONS 

Communications and Transit Organisation 

CIRCULAR CONCERNING PROGRAMMES OF.-
•• 

IMPORTANT PUBLIC WORKS 

In its efforts to reduce the extent of the unemployment crisis which is crushing the whole 
world, especially Europe, the International Labour Office has devoted special attention to public 
works, national or international, which not only offer technical possibilities and have an economic 
value, but seem likely in their execution to diminish appreciably the number of unemployed. 
Last spring, it made hurried enquiries of the Governments interested as to whether they could 
suggest works of this nature to which there would be none but financial· obstacles. Numerous 
replies were received, and although, owing to the shortness of the time allowed, they were suggestive 
rather than precise and detailed, they showed that beyond doubt something could be done on 
those lines. The .question was laid before the various Committees of the Commission of Enquiry 
for European Union, which received it favourably, and on September 24th, 1931, the Assembly 
of the League adopted the following resolution: 

" The Assembly, 

" Seeing that, among the measures of international solidarity calculated to mitigate 
the effects of the economic depression· and to assist the resumption of activity which would 
benefit the workers of all countries, consideration should be given to the execution of 
important public works jointly undertaken by public or private groups on European or 
extra-European territory; 

"Seeing, further, that the problem has already been approached by the Commission 
of Enquiry for European Union and has been laid before the competent organs of the League 
of Nations; · 

" In. order to expedite the examination of these programmes, to co-ordinate them on 
an international scale, to hasten their putting into effect and to follow their execution: 

· · "Invites the Council of the League of Nations to instruct the Committee of Enquiry 
set up by the Communications and Transit Organisati~m, to which sho.uld be add~d 
representatives of the International I.abour Office and posstbly of the economtc and financtal 
organs of the League, to undertake these various tasks. 

" This Co~ittee will examine the concrete proposals of the various Governments, 
particularly from the point of view of the :utility and productivity of the works proposed. 

"It will report to· the Council of the League of Nations. The Commission of Enquiry 
fo.r European Union will be called on to give its opinion on the proposals relating to Europe." 

The Council, having considered this resolution, asked the Chairman of t~e Advisory a!ld 
Technical Committee for Communications and Transit to request the Commtttee of Enquuy 
on Questions Relating to Public _works and Natiot~al Technical ~quipment, setup by the Transtt 
Committee, to perform the dubes contemplated m the resolution. 

S.d.N. 98o (F.) 795 (A.) 1o/31. Imp. Kunclig. Series of League of Nations Publlcatlons 

VIII. TRANSIT 
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' 
The Committee of Enquiry met for its constituent session at Geneva on October r4th and rsth, 

I93I. 1 , 

If it is to be able to discharge its duties, the Committee must receive from the various 
Governments interested, in the words of the above resolution, concrete proposals which it will 
e.xamine particularly from the point of view of the utility and productivity of the works proposed. 
These proposals should be addressed to the Secretary-General of the League. 

To enable the Committee's object to be attained, the economic circumstances of the present · 
time call for as expeditious a procedure as possible, and accordingly these concrete proposals 
must take the form of schemes which have been sufficiently worked out for the Committee to 
examine them thoroughly as regards the technical and economic equilibrium of the operations 
contemplated and their financial possibility. 

· The detailed schemes-which will be laid before the Committee should afford it an accurate 
idea of the cost of the works proposed by Governments, the number of days' labour. that they 
would require, and the manner in which -employment would be spread over a period of time. 
The Governments were given so little time to reply to the International Labour Office's enquiry 
that they were unable to furnish it with documents containing the necessary details. The Com
mittee realises this, and trusts that the schemes to be submitted to it will be largely based on 
the suggestions given in the annex. It is possible that the same work carried out .by different 
methods may involve the employment of different quantities of labour. In all such cases, the 
different methods in question should be:indicated, together with their respective costs. It would be 
desirable for the latter figures to be supplemented by a statement of the saving in unemployment 
relief, through the re-employment of the labour required, which would enable the Governments 
to pay for the work in question. 

If the documents laid before the Committee are to answer to the foregoing conditions, the 
enquiries must clearly be so far advanced that the Governments concerned can make a selection 
among such schemes as they may have already contemplated, or even enumerated, in answer to 
the International Labour Office's enquiry. Having regard to the economic circumstances of the 
present time, .the Committee feels that it would be desirable for the Governments' choice to be to a 
great extent dictated by an estimate of the productivity of the works which should be related to those 
very econoruic circumstances. In the Committee's view, works entailing the employment of· a 
very large quantity of labour should not be undertaken (except works of local or exceptional 
urgency) unless their execution will help to bring about an improvement in the present economic 
crisis .. The Committee therefore does not think it necessary at present to contemplate schemes 
which would increase the industrial or econoruic equipment of countries where the equipment 
already in existence is not fully utilised or sufficiently productive, and it considers it undesirable 
that fresh capital should be sunk in works which would produce such an effect. On the other hand, 
undertakings of which the success would bring about, not an increase in means of production, but 

• The present composition of the Committee is as follows: 

Dr. F. DORPMULLER, Director General of the German Railways, Chairman. 
Sir John BROOKE, Electricity Commissioner, London, Member of the Permanent Committee on Electric 

Questions of the Communications and Transit Organisation. 
M. C. BoniNI, Chief- Engineer in the Italian Civil Engineering Setvice. 
M. P. G. HoRNELL, Member of the Swedish Academy of Technical Sciences, late Professor at the Royal 

Polytechnic at Stockholm. · 
M. J. B. VAN DER HoUVEN VAN OoRDT, late President of the Netherlands Shipowners' Association. 
M. N. ITo, Deputy Director of the Japanese League of Nations Bureau, Member of the Advisory and Technical 

Committee for Communications and Transit. 
M. Rene MAYER, Honorary Master of Requests to the French Council of State, Member of the Permanent 

Legal Committee of the Communications and Transit Organisation. 
M. M. S. OKECKI, Ministerial Counsellor in the Polish Ministry of Public Works. 

* • * 
M. Silvain ~REYFUs, Vice-President o! the General Cou~cil of Bridges an~ HighwaY:s and of the High Council 

of Public Works of France, Chamn.an of the Advtsory and Techmcal Commtttee for Communications 
and Transit, representing the Committee. 

FOY the International Labour Organisation. 

M. G. DE MrcHELIS, Member of the Governing Body of the International Labour Office representative of 
the Italian Government on this body. ' 

Substitute: His Excellency M. F. SoKAL, Member of the Governing Body of the International Labour Office 
representative of the Polish Government on this body. ' 

M. A. LAMBERT-RIBOT, Member of the Governing Body of the International Labour Office employers' 
representative (French) on this body. ' 

Substitute: M. H. VoGEL, Member of the Governing Body of the International Labour Office employers' 
representative (German) on this body. ' 

?.!. L. JoUHAUX, Member of the Governing Body of the International Labour Office workers' representative 
(French) on this body. ' 

Substitute: M. Ch. SCHijRCH, Member of the Governing Body of the International Labour Office workers' 
representative (Swi.s) on this body. • ' 
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~ better distribution of manufactured goods or foodstuffs, or a fall in production costs or transport 
costs, creating new markets or introducing new buyers, seem proper in the present circumstances 
to be given the foremost place, with the primary object of improving conditions of IifoaJ.n countries 
where unemployment is particularly serious or whose national equipment is at present insuffi.ciently 
developed. . 

The Committee imagines that various Governments may have received from public or private 
bodies, national or international, schemes for public works which they have not yet been able to 
carry out. The Committee would be glad to know of any such schemes which may have reached 
the stage described above, and to have the views of the Governments transmitting them. 

The Committee reserves the right, after receiving the proposals of Governments, to ask them 
for further particulars in writing, and to request them to appoint representatives to furnish the 
Committee with any additional explanations that may be necessary. 
. It is highly desirable that the schemes of public works to be laid before the Committee should 
reach the Secretary-General of the League of Nations as early as·possible, and, in any case, so far 
as concerns schemes of class A in the annex, before December xst of this year, as the Committee 
is to meet very shortly afterwards to examine the first schemes received. 
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·ANNEX.· 

OUTLINE OF iNFORMATION FOR THE FILES RELATING TO .. SCHEMES OF PUBLIC WORKS TO BE . . ' . 
EXECUTED IN THE. HOME OR OTHER TERRITORIES. OF STATES, TO BE SUBMITTED TO THE· 
TECHNICAL COMMITTEE ON QUESTIONS RELATING TO PUBLIC WORKS AND NA'fiONAL 

.• TECHNICAL EQUIPMENT. 

Governments are requested to take into account to a large extent the suggestions given l;>elow: 

(A) For the works to which the Governments proposal relates, are there any schemes 
already adopted and mcluding an estimate of the cost ? . . 

(B) If not, how soon can schemes for these works be completed or established, as the case · 
may be? · 

Is it proposed that the Government itself or a public body shall establish or complet~ the 
schemes? · · . . . 

Can this work be handed over to a future contractor or concessionaire ? · 

What would be the approximate cost of any investigations that might be required for the 
establishment of complete schemes ? 

A complete scheme should, as a rule, contain: 

:r. An explanatory statement. 
2. The general technical plans and designs. . 
3- Estimate and allocation of expenditure which may be met: 

(a) Out of the national budget; 
(b) Out of the budgets of public bodies; 

· (c) By an internal or foreign loan. 

4· Approximate duration of the work; divided into several stages, if necessary. 
5 .. Probable number of man-days to be· worked. 
6. Materials, plant to be set up and equipment to be used; also, if necessary, expenditure 

entailed for housing or board and medical services for the workmen. · · 
J. Cost of maintaining and operating the works. 
8. Anticipated productivity of the works and plan of amortisation. . 
g. Legislative and administrative position as regards the execution of the proposed 

works: Will the work be executed by the Government or by contract ? May a concession 
be granted ? May foreign companies submit tenders ? etc. 

:ro. State or other gnara.Iltees for the service of the 1oans. 

General Indications: 

I. State of unemployment in each of the industries concerned in the proposed works,. and· 
position as regards unemployment relief in those. industries. 

Summary of the social legislation in force in the country ;regarding the regulation of hours 
of work, social insurance, sick funds, etc., in the same industries. · · · 

2. Is it lawful to employ foreign labour and foreign materials or equipment ? If so, is it 
thought that the national labour and equipment available will have to be thus supplemented for 
the purpose of the work, and to what extent ? 

3· General remarks. 

The Chairman of the Committee of Enquiry on 
Questions relating to Public Works and 

National Technical Equipment: 

(Signed) Dr. J. DoRPMttLLER. 

The Representative of the Advisory and 
Technical Committee for 

Communications and Transit: 

.(Signed) Silvain DREYFUS, 
·chairman of the Committee. 
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DRAFT REGULATIONS 
FOR 

TONNAGE MEASUREMENT OF SHIPS 1 

PART I 

ADMINISTRATIVE PROVISIONS. 

Application by the Owner. 

ARTICLE I. 

When a ship requires measurement or re-measurement, the 
owner shall send an application to this effect to the competent 
tonnage measurement authority. 

Such application, when it relates to a ship to be measured for 
the fiTst time, shall be accompanied by the following plans: 

A. Transverse section or sections showing the bottom 
constrp.ction of the ship. 

B. Longitudinal section showing water-ballast spaces, super
structures, transverse bulkheads and hatchways. 

C. General arrangement, including plan of decks, showing 
superstructures and spaces therein and stating their intended 
use. 

When exemption from inclusion in gross tonnage is claimed for 
certain spaces, plans showing details of the conditions upon which 
such exemption is claimed should also be submitted. 

The tonnage measurement authority concerned may in special 
cases request the submission of further plans which it considers 
necessary. 

Measurement under Rule I or Rule II. 

ARTICLE 2. 

Measurement and re-measurement shall be carried out in 
accordance with Rule I (Internal Measurement) or Rule II (External 
Measurement), the details of which are set forth in Parts II to VI 
of the present Regulations. 

The application of Rule II shall be limited to cases where the 
application of Rule I is impracticable - e.g., on acconnt of the 

1 The figures referred to in this document are to be found in a separate pu
blication (see document C. 176 (a). M. 65 (a). 1931. VIII). 
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ship being loaded - and shall depend on a decision of the central 
tonnage measurement authority concerned. Such ship may, 
however, at any subsequent time, be re-measured according to 
Rule I at the request of the owner. 

Formulce of Measurement. 

ARTICLE 3· 

As measuring proceeds, the measurements taken, as well as 
other records which serve to determine the gross and net tonnage 
defined in Part II, Article 7, and which are indicated in Parts III 
to VI, shall be entered on the formulre of measurement of the type 
reproduced in Appendices I a, b, c, d and e. When the measure
ment has been completed, the formulre of measurement, duly 
signed, shall be forwarded to a central tonnage measurement 
authority. 

This central authority, in carrying out the checking, shall for 
this purpose in all cases (except when a ship is measured under 
Rule II) make use of the control curves in conformity with the 
provisions of Part III, Article 44· The said authority shall also, 
if necessary, complete the measurement by means of the control 
curves. 

Tonnage Certificates. 
ARTICLE 4· 

The measurement having been checked and, if necessary, 
completed, the central tonnage measurement authority shall 
arrange for the tonnage certificate to be issued under Rule I or 
Rule. II, as the case may be. 

The _tonnage certificates shall be of the types reproduced in 
Appendices 2 and 3; and shall contain the particulars indicated 
therein. · 

Marking. 
ARTICLE 5. 

?Jle spaces indicated in Articles 6r to 63, 66 to 7r, 76 (d) and 
77, if deducted from _the gross tonnage referred to in Article 7, must 
be duly_marked, ~eir ~roper designation being stated. in each case 
and therr volume m regrster.tons (?r cubic metres) being indicated. 

The net tonnage defined m Article 7 shall be marked in indelible 
characters on the main beam or on the inside of the coaming of 
one of the upper hatchways (by preference hatchway No.2 counted 
from the bow) or, if necessary, in another suitable place. 



PART II 

DETERMINATION AND DEFINITION OF TONNAGE 

Units of Measurement,· Degree of Exactitude,· 
Definition· of Length and Breadth. 

ARTICLE 6. 

In ascertaining the tonnage of a ship, the cubic capacity of all 
spaces shall be calculated in English cubic feet, or in cubic metres. 
If English cubic feet are employed, these shall be converted into 
English register ton,, each of Ioo cubic feet, corresponding to 
2.83 cubic metres. If the English foot is used, it will be divided 
decimally. 

If not otherwise stated in the present Regulations: 

I. Measurements shall be taken. with the exactitude of the 
nearest twentieth part of an English foot, or of the nearest centi
metre. 

II. Calculations shall be carried out with the following degree 
of accuracy: 

(a} When determining: 
The common interval between the transverse sections (see 

Article 2I}: 
If using feet, with three decimals, without taking 

account of the fourth; or, 
If using metres, with four decimals, without taking 

account of the fifth; 

(b) When determining: 
(I} One-third of the common interval between the transverse 

sections (see Article 4I) ; 
(2) One-third of the common interval between the breadths 

in each transverse section (see Article 39); 
(3) The area of transverse sections (see Article 39); 
(4) One-third of the common interval between breadths in 

double-bottom tanks (see Article 45), in 'tween-decks (see 
Article 48) and in superstructures (see Article 53); 

(5) The mean height of a double-bottom tank (seeArticle45); 
(6) The mean height of a 'tween-deck space (see Article 48); 



-8-

(7) The mean breadth of the propelling-machinery space; 
(8) The mean height of the propelling-machinery space: 

If using feet, with two decimals, the second being 
increased by one if th~ third is 5 o~ more; or, . . 

If using metres, Wlth three decrmals, the third bemg 
increased by one if the fourth is 5 or more. 

(c) When determining: 
The under-deck tonnage and the cubic capacity .of all other 

spaces (e.g., double-bottom tanks, 'tween-decks, super
structures, hatchways, exempted or deducted spaces), both 
in register tons and in cubic metres, with two decimals, 
the second being increased by one if the third is 5 or more. 

Before proceeding with measurement, all instruments used 
must be carefully checked. 

Measurements taken in the longitudinal direction are called 
lengths, and measurements taken in the transverse direction are 
called breadths, irrespective of the shape of the measured space.· 

Gross Tonnage and Net Tonnage . . 

ARTICLE 7· 
The tonnage is determined as gross tonnage and as net tonnage. 
The gross tonnage consists of the sum of the following items, 

subject to the exceptions hereinafter mentioned: 

I. The cubic capacity of the space below the tonnage deck 
(under-deck tonnage). 

2. The cubic capaCity of each space between decks above 
the tonnage deck and below the upper-deck. 

3· The cubic capacity of superstructures (whether extending 
from side to side or not). 1 

4· The "excess of hatchways". 

The net tonnage is obtained by applying· to the gross tonnage 
the deductions provided for in the present Regulations with 
regard to: 

(r) Master's and crew spaces (see Articles 6r tp 64); 
. (2) Spaces for navigation and working of the ship (see 

Articles 65 to 7r); 
And, for ships propelled by machinery: 

(3) Propelling machinery spaces (see Articles 74 to 8r). 

1 A superstructure shall be regarded as extending from side to side when 
its sides are flush with those of the ship. 



PART III 

MEASUREMENT AND CALCULATION OF GROSS 

TONNAGE UNDER RULE I.· 

ARTICLE 8. 

The cubic capacity of each of the items of the gross tonnage 
referred to in Article 7 is to be determined by separate measure
ment and calculation, in accordance with the provisions hereafter. 

Tonnage Deck and Upper deck. 

ARTICLE g. 

When measuring decked ships, the tonnage deck must first be 
determined. · 

The tonnage deck is the upper deck in ships with not more than 
two decks, and the second deck from below in ships with more than 
two decks. 

The upper deck is the uppermost complete deck having perma
nent means of closing all openings in weather portions of the deck. 

Continuous Decks. 
ARTICLE IO. 

When determining the tonnage deck and the upper deck, only 
permanent and continuous decks, laid on permanent deck beams, 
are to be considered. Interruptions :in way of engine and boiler 
openings, cofferdams and peak-tanks, are not to be considered as 
breaking the continuity of a deck. 

Hatchways, skylights, companion-ways, trunks, etc., are not 
considered as :interruptions in a deck (see Figures I, 2, 3 and 4). 

A deck below the upper deck shall still be regarded as continuous 
when for a part of its length it is continued at a somewhat higher 
or lower plane (see Figure 3). . 

ARTICLE II. 

When measuring the space below the tonnage deck, the cubic 
capacity of the space, .limited by the lower surface of the tonnage 
deck and the ceiling at the sides and bottom, is sought (:irrespective 
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of beams, piliars, stringers, keelsons an~ other projecting parts). 
If the ceiling is lacking, either at the sides or at the _bottom, a 
surface is presumed to lie, as the case may be, on the mner edge 
of the frames, or on the top of the floors or of the double bottom. 
This space is considered to be empty. 

ARTICLE I2. 

Unless otherwise stated in the present Regulations, the measure
ments are taken to the inner edge of the frames, and to the top of 
thcl floors or the double bottom, deducting from these measure
ments the average thickness of ceiling, if fitted. When the !hic!mess 
of any ceiling is greater than 0.25 ~oot or 0.076 ~etre,_this d~en
sion is to be regarded as the maXImum for which allowance Is to 
be made, except in wooden ships fitted with ordinary continuous 
ceiling. 

Ceiling. 
ARTICLE I3. 

As ceiling is considered permanent lining, which is fitted directly 
on the frames, floors or the double bottom of the ship, and, further
more, ceiling on the bottom, fitted on grounds. In this case the 
bottom ceiling is presumed to be situated on the top of the double 
bottom, or of the floors. 

As ceiling is also considered spar ceiling (of steel or wood), · 
fitted in the usual way, provided the spacing of the battens or 
bars does not exceed I foot or 0.305 metre. If, however, this 
spacing is greater, the measurements are taken to the inner edge 
of the frames. In ships with beam brackets of ordinary size, the 
uppermost spacing, counted from the under side of the deck beam, 
may exceed I foot or 0.305 metre, provided the uppermost batten 
is fitted close up to the beam bracket. Side stringers are counted 
as spar ceiling, when determining the spacing of the battens or 
bars. 

The formulre of measurement shall contain information concern
ing the depths of the frames, the thickness of the side and bottom 
ceiling, the thickness of the grounds below the latter, if necessary, 
and particulars as to whether the measurements are taken to 
th.:: frames, the top of the double bottom or floors where no 
ceiling is fitted. It shall, furthermore, contain the depth of the 
floors, or the height of the double bottom in the middle plane, at 
the intersection of the middle transverse area, or, if the space 
~elow the tonnage deck is measured in parts, at the middle position 
m each part. 

The depths of the frames, the thickness of the side and bottom 
ce_iling, and of the grounds below the latter are to be measured 
With an accuracy of a fortieth of a foot, or the nearest centimetre. 

ARTICLE 14• 
The. cubic capacity of the· space below the tonnage deck is 

ascertamed by means of its length - "the tonnage length " -
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. and the areas of a number of transverse sections. This number 
varies with the length. 

The area of each section· is ascertained by means of its depth 
and five or seven breadths. 

Tonnage Length. 
ARTICLE IS. 

_The tonnage le~gth is ~e distance between two points, of 
wh1ch the foremost 1s the pomt where the under side of the tonnage 
deck, at the stem, meets the inner surface of ceiling or frames, and 
the aftermost is the point where the under side of the tonnage deck 
meets the inner surface of ceiling or frames in the middle plane, 
right aft in the stern. 1 · 

Determination of the Extreme 
Points of the Tonnage Length. 

ARTICLE I6. 

When determining the extreme points of the tonnage length 
according to the principles laid down in Article IS, the following 
indications should be observed: 

I. In the case of ships having a vertical bow (or stem) and a 
vertical stern both below and above the tonnage deck, measure 
horizontally the depth of frames and the thickness of the ceiling 
(if fitted) right forward and right aft, immediately· below the 
tonnage deck. Set off these measurements on the upper side of 
the deck from the shell plating in the direction in which the frames 
have been measured and draw through the points thus obtained 
lines parallel to the shell. The points of intersection of these lines 
fore and aft are the extreme points of the tonnage length (see 
Figures 5 and 6). 

2. In the case of ships having no vertical bow (or stem) or no 
vertical stern at the level of the tonnage deck, the extreme points 
of the tonuage length are, when practicable, to be determined at 
the under side of the tonnage deck. The distance from these 
points to a hatch-coaming, bulkhead, etc., should be measured and 
transferred to the upper side of the tonnage deck as indicated in 
Figure 7· 

Should it not be practicable to determine the extreme points 
of thP tonnage length at the under side of the tonnage deck, and 
should the thickness of this deck be considerable (e.g., a wooden 

1 Should the tonnage deck beam at the extreme points of the tonnage 
length have a camber (in case of a ship with a square bow or stern) 
or rise in a straight line from the sides of the ship towards the. middle plane, 
then the points are situated respectively at one·third of the round of the beam 
or one-half of the rise belo\V the under side of the tonnage deck in the middle 
plane. 
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deck) the rake of the b~w (or stem) or st~r~ in the thickness. of 
the deck is to be taken mto account. Th1s 1s done, ~fter haVI~g 
first proceeded as indicated in paragraph I and as IS shown m 
Figures 5 and 6, by measuring the thickness of the tonnage deck 
and determining by means of a hinged rule i;he angle of the rake 
which the bow (or stem) or the stem forms With the tonnage deck. 
Transfer thereafter this angle on to a plane (e.g., a bulkhead or 
the top of the deck) by drawing the lines a, b, c (see Figure 8), and 
proceed as stated in the explanatory note. . 

It should be borne in mind that the condition for applymg the 
method of setting out the angles on the upper side of the tonnage 
deck is that the stem and the stem have the same angle of rake 
above and immediately below the tonnage deck. If, for insta~ce, 
the angle of rake at or immediately below the tonnage deck 1s a 
different one, then this last angle must be used. 

3· Should a ship as referred to in paragraph z have a square 
bow or stern, it will be necessary to make a correction for camber 
where such exists. This should be done by increasing the thickness 
of the deck in Figure 8 by one-third of the round of beam at the 
extreme point of the tonnage length. 

Rounrl of Beam. 
ARTICLE IJ. 

If the round of beam must be known when determining the 
extreme points of the tonnage length fore or aft, such round of 
beam is ascertained by stretching a line athwartship, from side to 
side at the foremost or aftermost point of the tonnage length, at 
'an equal height above the deck on both sides of the ship. The 
distance from the line to the deck at the sides minus the distance 
from the line to the deck at the middle plane is the camber desired 
(see Figure g). . 

Interruption in the Tonnage Deck. 

ARTICLE 18. 

~f the tonnage deck is interrupted, within the meaning of 
Article 9, paragraph z, for a portion of its length (see Figure ro), 
tonnage length should be measured on an imaginary line in con
tinuation of the original deck. 

In the case shown in Figure ro it may be advisable to transfer 
the extreme points of the tonnage length to the top of the super
s~ructures and to me.asure the length over the latter. As the 
distance from the under side of the deck which covers the super
structure to the line of continuation is equal to the height of the 
superst~;ucture, the ~xtre~e points of tht> tonnage length are found 
~y settmg down th1s height. It is necessary, of course, to take 
mto account the frames, the ceiling (if fitted) and the camber 
where such exists. ' 
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Measurement of the Tonnage Length. 

ARTICLE 19. 

If, as is generally the case, it is impossible to measure the total 
tonnage length direct between its extreme points, having determined 
these and marked them on the tonnage deck, the foremost and 
aftermost parts of the length from the extreme points to a bulk
head, hatch-coaming, etc., as found practicable, should be measured. 

In ships with a normal sheer, the remainder of the length shall 
~e measured by means of a tape laid on the tonnage deck, or by a 
lme stretched as tightly as possible from forward to aft. This 
length is to be measured between the bulkheads, hatch-coamings, 
etc., to which the foremost and aftermost parts of the length are 
measured. The tape is laid, or the line is stretched, dear of all 
obstacles, parallel to the middle plane of the ship, on or above 
the tonnage deck or its continuation line. In case a stretched 
line is used (which must always be done if the sheer is excessive) 
the line wili be stretched horizontally fore and aft. The length 
of the line is measured by means of measuring rods or tape. The 
tonnage length is obtained by adding the length of the foremost 
part, that of the part measured either by the tape or on the line, 
and that of the aftermost part. 

Determination of the Middle Transverse Section. 

ARTICLE 20. 

The tonnage length having been ascertained, the position of 
the middle transverse section must be determined. This is done 
by measuring half of the tonnage length forward· from the after
most point, or aft from the foremost point of the length, in the same 
way as explained in Article 19. The middle point of the length is 
marked on the line or on the deck, and its distance from a bulkhead, 
hatch-coaming, etc., is determined. The work is then checked by 
measuring the second half of the length from the middle point in 
the same way. If the end of half of the length coincides with the 
extreme point of the bnnage length, this length has been accuratelr . 
measured and the position of the middle transverse section cor 
rectly ma-rked off. If the two point<> do not coincide, it is necessar} 
to re-measure the tonnage length. 

As an alternative method, the positions of the various trans
verse sections, as indicated in Articles 21 and 22, may be determined 
by setting off. upon the deck the comrn_o~ interval froi_D each extreme 
poiPt of the tonnage length, the pos~t10n o~ t~e rrud~e J;ransverse 
section being found where such sections comcrde anudships. 
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Transverse Sections. 
ARTICLE 2I. 

The tonnage length is divided into a number of equal parts, 
as given in the following table: 

Number 
Tonnage length of parts 

so feet = IS.24 metres, or less . . . . . . 4 
Above so feet = IS.24 metres, but not more than 

I20 feet = 36.sS metres . 6 
Above 120 feet = 36.sS metres, but not more than 

ISO feet = 54.S6 metres . S 
Above ISo feet = 54.S6 metres, but not more than 

225 feet = 6S.5S metres IO 
Above 225 feet = 6S.sS metres. . . . . . . . . . . . I2 

The common interval between the sections is ascertained by 
dividing the ton~age length by the divisor thu_s dete~n~~· 

Vertical sectlOns are taken through the pomts of diVIsion, and 
through the extreme points of the tonnage length, at right angles 
to the middle plane of the ship. They are numbered I, 2, 3, etc., 
in such a mannt>r that No. I is the section at the foremost. and the 
last number is the section at the· aftermost point of the tonnage 
length. 

ARTICLE 22. 

The position of the middle transverse section, determined on 
the tonnage deck, is now transferred into the bold perpendicularly 
to the keel line of the ship, by ruing the distance from a bulkhead, 
hatch-coaming, etc., as measured in accordance with Article 20. 

By setting out forward and aft from the position of the middle 
section, as determined in the hold, the common interval between 
the various sections, the positions of the other sections are deter
mined and marked off on the bottom ceiling, the tunnel, the 
keelson or whatever may be found suitable. The. common interval 
is set out parallel to the keel line, and in the middle plane of the 
ship, or parallel to it. The correctness of the positions of the 
various transverse secLions is to be verified by measuring distances 
to bulkheads, hatcb-coaming, etc., and checking such distances on 
top of the tonnage deck. 

When it is not possible to measure a transverse section at its 
· correct po3ition, it should be measured as close thereto as possible. 1 

It should be very accurately ascertained how far forward or aft 
of t~e correct position the section is being measured, and full 
particulars as to this should. if necessary, be given in the formulre of 
measurement. 

. 
1 It may ev:en be advisable to measure two subsidiary transverse sections 

s1tuated respectively forward and aft of the correct position (see Article 44)c 
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In ships propelled by machinery, th~ distance from the machi
nery bulkhead to the correct position of the nearest section should 
be ascertained, both as regards the foremost and aftermost bulk
heads, and stated on the formulre of measurement. 

ARTICLE 23. 

Before commencing the measurement of the transverse sections 
it is necessary, at the positions where these sections are to be 
measured, to examine, if the surface to which the tonnage depths 
are to be taken, whether the top of ordinary floors (transverse or 
longitudinal), the tank top, or the top of bottom ceiling in a wooden 
ship, is horizontal athwartship or rises or falls from the middle 
plane to the wings.l 

ARTICLE 24. 

For the purpose of determining the tonnage depths, the round 
of beam, to be ascertained in conformity with the provisions of 
Article 17 and as is shown in Figure g, should be measured for 
every transverse section. 

Definition of Tonnage Depth. 

ARTICLE 25. 
The tonnage depth of a transverse section is the distance from 

the under side of the tonnage deck to the top of the main floors or 
the top of the ordinary double bottom; as defined in Article 26, 
minus the· thickness of the bottom ceiling and one-third of the 
round of beam, this depth being, if necessary, corrected as indicated 
in Article 28 in the case of a non-horizontal top of floor or double 
bottom.• 

If a transverse section is situated at a place where the deck is 
interrupted the depth is the distance from the line of continuation 
of the tonnage deck to the top of the floor or the double bottom, 
with the deductions and correction mentioned above. 

Main Floors and Top of Double Bottom. 

ARTICLE 26. 
In determining the main floors of the ship or the top of ordinary 

double bottom, as referred to in Article 25, the indications given 
below shall be followed: 

1 For this purpose a line is stretched across the bottom at an equal height at 
each side. The difference between the height of the line above the bottom at 
the middle plane and its height above the bottom at the sides is the fall or rise 
of the bottom. 

• Should the tonnage deck beams rise in a straight line from the sides 
towards the middle plane, the correction for the rise of beam will be one
half in•tead of one-third of the spring of the beam. Such spring is determined 
and applied in the same manner as indicated in Articles 24, 25, 30 and 43 for 
the round of beam. 
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(a) With regard to the part of the ship situated between the 
collision bulkhead and the after peak bulkhead: 

r. The bottom construction with solid transverse floors on 
every frame, either with a single or a double bottom, is to be 
considered as a standard construction, and, whenever such floors 
are fitted, they shall be regarded as the main floors (see Figures II 
and 12). 

2. If a double bottom is fitted, the measurement of the tonnage 
depth to the tank top is conditional on the double bottom being 
constructed in conformity with regulations for strength and safety. 

3· If a double-bottom tank equivalent to the standard of 
paragraph 2 is constructed with longitudinal girders, of a ~epth 
not exceeding what is strictly necessary for access, on top of ordinary 
transvers~ floors, the tonnage depth is to be taken to the tank top 
(see Figure 13). 

4· If the bottom construction consists of solid floors of ordinary 
depth two or more frame spaces apart, and skeleton floors of same 
depth on the intermediate frames, such floors constitute the main 
floors (see Figures 14, 15, 16 and 1J). 

5· If the bottom construction consists of solid floors of ex
cessive depth two or more frame spaces apart and skeleton floors 
of same depth on the intermediate frames, the tonnage depth must 
be measured to the upper edge of the shell frame (see Figures 18 
and 19). 

6. If the bottom construction consists of floors of different 
depth, .it must be determined whethPr the higher or the lower 
floors should be considered as the main floors. As a general 
indication, it should be noted that the lower floors are to be con
sidered· as the main floors: (a) when the higher floors are more 
than two frame spaces apart, and (b) in all cases where the higher 
floors are of excessive depth (see Figures 20 and zr). 

7· In the case of a bottom construction with longitudinal 
framing of a uniform depth, the upper edge of the longitudinals 
should be considered as the top of main floors (see Figure 22). 

8. Should the longitudinal system consist of elements of dif
ferent depth, the same provisions as given in paragraph 6 will 
apply (see Figures 23 and 24). 

9· Mixed constructions of transverse and longitudinal framing 
are to. be compared with the various systems referred to in the 
preceding paragraphs for the purpose of determining the main 
floors. 

ro. Wit~in the meaning of paragraphs 5, 6, 8 and 9 of the 
present arhcle, a depth shall be deemed "excessive" when it is 
more. than twenty-five per cent in excess of the normal depth 
proVIded for by the regulations for strength and safety of ships. x 

1 Extreme cases will be dealt with on their merits. 
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II. The thickness of a ceiling, referred to in Article 25, i!' still 
to be deducted, even if such ceiling is laid on a double bottom or 
on floors, to which the tonnage depth, according to the above 
indications, is not to be measured. 

(b) With regard to the parts of the ship situated forward of the 
collision bulkhead and aft of the after peak bulkhead: 

I. If the floors are equal in height or lower than the floors or 
double bottom immediately contiguous to the collision bulkhead or 
after peak bulkhead, as the case may be, such floors constitute the 
main· floors (see Figure 25). 

2. If the floors are higher than the floors or double bottom 
immediately contiguous to the collision bulkhead or the after peak 
bulkhead, as the case may be, the tonnage depth must be measured 
to an imaginary line drawn parallel to the keel at a level corres
ponding to the height of such floors or double bottom (see Figures 26 
and 27). 

Measurement of Tonnage Depth. 

ARTICLE 27. 

The tonnage depth is to be measured at or close to the middle 
plane, by means of rods placed perpendicularly to the keel line of 
the ship, at right angles to a straight line between the extreme 
points of the deck beam, and in the plane of the transverse section. 
The depth is to be measured from the top of floor or the top of 
double bottom, and the thickness of ceiling is to be ascertained. 
The projecting parts of side keelsons or other projecting con
structions for strengthening are not to be regarded as ceiling. 

In the case of wooden ships, the depth is measured from the 
top of the ceiling, provided such ceiling is fitted directly on top 
Qf floor (see Figures 28 and 29). 

In steel ships, the depth may also be measured from the top 
. of ceiling; but when the under side of the ceiling is at any distance 

from the top of the floors or from the double bottom- e.g., in 
the case of grounds - such distance is to be added to the measured 
depth (see Figure 30). 

Corrections to Measured Depth. 

ARTICLE 28. 
I. In ships with a double bottom where the line of tank-top 

in way of a transverse section falls from the middle plane to the 
wings, the depth measured at centre is to be increased by one"half 
of the fall if the line is straight, and by one-third if it forms a convex 
curve (see Figure 3I). 

2. In ships with a double bottom, where the line of tank-top 
in way of a transverse section rises from the middle plane to the 
wings, the depth measured at centre is to be decreased by one-half 

2 
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of the rise if the line is straight, and by one-third if it forms a concave 
curve (see Figure 32). 

3· In ships with a single bottom, w:here the top line of ;fioo\ 
(or of ceiling in the case of wooden ships) falls _from th.e rmddle 
plane to the wings, the depth measured at centre IS to be mcreased 
by one-half of the fall, if the line is straight (see Figure. 33), .a~d 
by one-third if it forms a convex curve, or by two-thrrds If It 
forms a concave curve. 

4· In ships with a single bottom, wh~re the top line ?f floor (or 
of ceiling in the case of wooden ships) nses from the rmddle plane 
to the wings, the depth measured at centre is to be decreased by 
one-half of the rise, if the line is straight, and by one-third if it 
forms a concave curve (see Figure 34). 

In the case where the line of inside framing forms with the top 
line of floors an easy continuous curve, no deduction from the 
depth on account of rise of floor shall be made (see Figure 35). 

ARTICLE 29. 

I. Should there be any recesses or projections in the double 
bottom or in the ordinary floors not extending from side to side 
of the ship, the depth of the transverse section is to be measured 
from the line of continuation of the tank-top or top of floor (see 
Figures 36 and 37). The recess or projection is to be measured 
separately and its cubic capacity respectively included in or 
excluded from the under-deck tonnage, provided in the latter case 
that the projection forms an integral part of the bottom construc
tion of the ship. 

2. Should a bottom ceiling exist under the hatchways only, no 
deduction for thickness of ceilin~ is to be made when ascertaining 
the tonnage depths of the various transverse sections in way of a 
hatcllway. Such ceiling should, however, be measured separately 
and its cubic capacity excluded from the under-deck tonnage 
(see Figure 38). 

ARTICLE 30. 

When a transverse section is situated in way of a deck operiing 
(e.g. hatchway, engine casiilg, etc.): 

(r) The depth may be taken: at the side coaming, adding 
thereto the round of the beam due to the breadth of the opening; 

or, alternatively: · 

(2) The depth at the side of the ship may be determined. 
addmg thereto the total round of beam (see Figure 39). This 
round of beam is determined as the average of the rounds of 
beam at the end-coamings of the opening. 
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After having measured the depth indicated above, the tonnage 
depth of the transverse section is to be determined by applying 
the provisions of Article 25. 

ARTICLE 31. 

Should there be any interruption in the tonnage deck, as 
.indicated in Article r8, the depth of a transverse section situated 
in way of such an interruption is to be measured to the under side 
of the deck which continues the tonnage deck at a higher or lower 
leveL Such depth shall be reduced or increased, as the case may 
be, by the distance from the line of continuation of the tonnage 
deck to the under side of the deck mentioned above (see Figure 40). 

If there exists below the tonnage deck a recessed portion entirely . 
open to the sea, and therefore not liable to inclusion in the gross· 
tonnage (e.g.,. the slipway in a whaling ship), such portion should 
be calculated separately and its cubic capacity excluded from the 
under-deck tonnage. 

Nmnber of Breadths. 

ARTICLE 32. 

The tonnage depth of every transverse section is to be divided 
into: 

(a) Four equal parts, if the tonnage depth at the middle 
of the tonnage length does not .exceed r6 feet or 4.88 metres; 

(b) Six equal p2rts, if the tonnage depth at the middle of 
tonnage length exceeds r6 feet or 4.88 metres. 

ARTICLE 33· 

When the tonnage depth has been ascertained, the common. 
interval between the breadths is determined by dividing the: depth 
by the divisor indicated in Article 32. The common interval is 
cakulated when using feet with three decimals, without taking 
account of the fourth decimal, and when using metres, with four 
decimals, without taking account of the fifth decimal. The 
points of division are now set off on one of the measuring rods, 
starting with the lowest point of division and setting off the com
mon intervals from this point. When marking off the lowest 
point of division, care must be taken that this point is situated at 
the correct level above the actual lowest point of the tonnage 
depth. 1 

1 In the case of a ship with a horizontal tank-top athwartship and a ceiling 
fitted on grounds, the measuring rod should be placed on top of the ceiling. 
The lowest point of division is now ascertained by setting off the common 
interval minus the height of grounds. 
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Measurements of Breadths. 

ARTICLE 34· 

The breadths of each transverse section are numbered from 
the top downwards, the upper breadth, at the level of the upper 
extreme point of the tonnage depth, being No. I, the lowest breadth 
No. 5 or No. 7, as the case may be. 

The breadths are measured perpendicularly to the middle 
plane through the points of division and the extreme points of the 
tonnage depth from ceiling to ceiling, i~ fitted, and, if n?~· b~tween 
the inner edges of the frames. The thickness of the ceiling IS also 
ascertained. The projecting parts of stringers, shelves, or other 
projecting constructions for strengthening are not to be regarded 
as ceiling (see Figures 4I and 42). 

When spar ceiling in steel ships is not fitted directly against 
the edge of the frames, it is advisable to measure to the frames, 
and from the breadth thus obtained deduct the thickness of the 
ceiling measured horizontally. 

Should there be no frame at the place where a breadth is to 
be taken, such breadth shall be measured to the shell, and the 
horizontal depth of the nearest frame deducted therefrom at each 
side. 

If it is impossible to measure a breadth at its proper level, it 
should be measured as close thereto as possible. It should be very 
accurately ascertained how far above or below the proper level 
the breadth is being measured, and, if necessary, full particulars 
as to this should be given in the formulre of measurement. 

When measuring the upper and lowest breadth, the provisions 
of Articles 37 and 38 are to be observed. 

Frames of Different Depths. 

ARTICLE 35· 
In shios with frames of different depths (see Figures 43 and 44), 

fue breadths are taken to the shallower frames when the deeper 
frames are fitted more than two frame spaces apart. Should fuer-e 
be a ceiling, its iliickness is to be deducted from fue breadths thus 
ascertained, or ilie breadilis are to be measured from ceiling to 
ceiling, as indicated in Article 34· 

The above rule does not apply to ships with longitudinal frames 
of depths decreasing upwards towards the tonnage deck (see 
Figur~ 45). In such a cas_e the provisions of the fourth paragraph 
of Article 34 are to be applied. Should there, however be a ceiling 
its thickness is to be deducted. ' • 

ARTICLE 36. 

In th€! case of shii:s with side .bulg~s incorporated in the hold 
of the ship - as, for mstance, ships With corrugated sides - the 
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breadths are to be measured to an assumed line of framing (see 
Figure 46). If a ceiling is :fitted, its thickness is to be deducted from 
the breadths thus ascertained. 

Upper Breadth. 

ARTICLE 37· 

The upper breadth, situated at the level of the upper extreme 
point of the tonnage d!'pth, must be measured immediately below 
the tonnage deck. Should it not be practicable to measure tht 
breadth below the deck, the measurement may also be taken on 
top of the deck; but in this case it should be ascertained whether 
the depth of frames below and above the deck is the same and 
whether the sides of the ship at the level of the deck are vertical. 
Should the depth of frames above the deck be different from that 
below the deck, the measured breadth shall be corrected as indicated 
in Figure 47· Should there be either tumble-home. or flaring sides, 
the measured breadth shall be corrected as indicated in Figure 48. 

Lowest Breadth. 

ARTICLE 38. 

The lowest breadth situated at the level of the lowest extreme 
point of the tonnage depth must be measured on top of floors, or 
ceiling if :fitted, or on the tank-top, as the case may be, in accordance 
with the following rules: 

I. In ships with a double bottom the top of which is horizontal 
or falls or rises from the middle plane to the wings, the breadth 
is to be measured from ceiling to ceiling :fitted on the knees con
necting the double bottom with the frames (see Figure 49). 

Should there be no ceiling on the said knees, the breadth is 
measured between the points of intersection of the knees with the 
tank-top (see Figures 50, 5I, 52 and 53). If, however, the upper 
edge of the knees, or of the ceiling thereon, continues in line with 
the tank-top (see Figure 54), the breadth is to be measl•red to the 
inner edge of frames, or of the ceiling thereon if fitted. This last 
method shall also be used when, in the case of a tank-top extending 
to the sides of the ship, the knees are not fitted on every frame 
(see Figure 55). 

2. In ships with a single bottom where the top line of floors 
is horizontal or falls or rises from the middle plane to the wings, 
the breadth is to be measured between the same points as indicated 
in paragraph I (see Figures 56 and 57). 

Should there, however, exist no knees as described in para
graph I, the breadth is to be measured between those points in 
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the ·wings where the top line of floors, or of the ceiling thereon, 
starts to rise towards the sides of the ship (see Figures 58, 59 and 
6o). 

In case the line of inside framing, or ceiling if fitted, forms an 
easy continuous curve with the top line of floors, no correction for 
depth has been made, according to Article 28. The breadth will, 
in such a case, be nil or relatively small (see Figures 6r and 62). 
In the case of a wooden ship, the breadth should, in general, be 
equal to the breadth of the keelson (see Figure 63). 

Area of Transverse Sections. 

ARTICLE 39· 

The areas of transverse sections are calculated by applying 
Simpson's Rule. Therefore the area of a transverse section is 
ascertained as follows: 

(a) When five breadths are taken, they are to be multiplied: 
Breadths Nos. I and 5 by I; 
Breadths Nos. 2 and 4 by 4; 
Breadth No 3 by 2. 

(b) When seven breadthsare taken, the yare to be multiplied: 
Brt>adths Nos. I and 7 by I; 
Breadths Nos. 2, 4 and 6 by 4; 
Breadths Nos. 3 and 5 by 2. 

The sum of the products thus obtained is multiplied. by one
third of the common interval between the breadths, and this last 
product is the area of the section. 

ARTICLE 40. 

When it is not possible to measure a section at its correct 
position, it is measured as near to it as possible. The area of the 
correct section shall be determined by using the diagram of control 
curves indicated in Article 44· 

Cubic Capacity of the Space below the Tonnage Deck. 

ARTICLE 4I. 

Having calculated the area of each transverse section the 
cubic capacity of the space below the tonnage deck is ascert~ined 
as follows: 

The areas of the first and last transverse sections are multiplied 
by I. . · 

The areas of even-numbered transverse sections are multiplied 
by 4· 

The areas of odd-numbered transverse sections (other than 
first and last) are multiplied by 2. 
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The sum ~f these products is to be multiplied by one-thira of 
the common mterval between the transverse sections. This last 
product gives the cubic capacity of the space below the tonnage 
deck in cubic feet or in cubic metres. The under-deck tonnage in 
register tons is obtained by dividing the number of cubic feet by 
roo or by dividing the number of cubic metres by 2.83. 

After having calculated the cubic capacity of the space below 
the tonnage deck, the cubic capacity of the spaces referred to in 
Article 29 or Article 3I, paragraph 2, will .be added thereto or 
deducted therefrom, as the case may be, and the remainder will 
constitute the under-deck tonnage of the ship. 

Breaks in the Double Bottom or abrupt Change in the Depth of Floors. 

ARTICLE 42. 

Should there be a break or breaks in the double bottom, the 
space below the tonnage deck is to be measured in parts. Each 
part is to be measured as if it were a separate ship of a tonnage 
length equal to the length of the part; and, therefore, the length 
of each part should be divided as stated in Article 2I, with the 
exception that, if the length is not more than 30 feet or 9.14 metres, 
it is only divided into two. 

Within the meaning of this article, the word "break " shall 
apply to cases (a) where there is an abrupt change in the depth 
of the double bottom, and (b) where at the end of a partial double 
bottom the adjoining floors are of a depth different from that of 
the double bottom. The latter provision shall not apply to floors 
in peaks if such floors are deeper than the adjoining part ot the 
double bottom (see Figures 64, 65, 66 and 67). 

At the ends and at the points of division of each portion, 
transverse sections are measured, the tonnage depth measured at 
the middle of the tonnage length of the ship being the factor which 
determines if the other tonnage depths are to be divided into 
four or six equal parts, in accordance with Article 32. 

The area of each transverse section and the cubic capacity of 
each part of the space below the tonnage deck are to be calculated 
in accordance with the rules given in Articles 39, 40 and 41, and 
the sum· of the different parts will constitute the under-deck tonnage 
of the ship. 

The procedure set forth in the first paragraph of the present 
artiCle shall, subject to the provision of the last sentence of the 
second paragraph, also apply in the case of an abrupt change in the 
depth of floors in a ship with single bottom. 

ARTICLE 43· 
In ships with a deck below the tonnage deck, the measuring 

of the transverse sections must be executed partly below and 
partly above the lowest deck. This is done in the following way: 

The positions of the transverse sections are marked on the 
owest deck, after which the distance from the top of this deck to 
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the under side of the tonnage deck at the middle plane at each 
transverse section is measured, and the thickness of the lowest 
deck is ascertained. 

The positions of the transverse sections are then determined 
below the lowest deck and the depths from the under side of the 
lowest deck are measured. The sum of the depth taken in the 
lower hold the thickness of the lowest deck and the depth taken 
in the upper hold, after applying the necessary corr~ctions (s~e 
Article 25), constitutes the total tonnage_ depth. _This depJ;h_ 1s 
divided in the usual way in order to ascertam the pomts of d1V1s1on 
at which the breadths are taken. 

The breadths are then measured in the lower hold, after which 
the breadths above the lowest deck should be taken. The positions 
of the latter breadths are determined by first marking off the 
correct position of the upper breadth. 

Control Curves. 
ARTICLE 44· 

The dimensions measured on board shall be checked by means 
of a diagram of control curves made, for instance, as indicated 
below (see Figure 68). 

This diagram shall in any case show such details as are necessary 
for calculating the under-deck tonnage. 

I. The tonnage length shall be set off, drawn to scale, on 
a horizontal line AB. The points of division of this length num
bered from fore to aft shall be marked. At each point of 
division a line at right angles shall be drawn on which, on a 
suitable scale, there shall be set off the tonnage depth of the cor~ 
responding transverse section. The uppermost points of those 
depths are then connected by a curved line formed· by a bat-· 
ten. The curved line cd thus obtained is approximately equi
valent to the sheer of the deck, if the top of double bottom or top 
line of ordinary floors is horizontal in the longitudinal direction. 
Should this curved line be regular and continuous, the various 
tonnage depths may be regarded as being accurate. 

The points of division of each depth shall be set off on each 
of the lines perpendicular to AB, on which the depths have been 
marked off. Horizontal lines shall be drawn through the points 
of division and on these lines half the breadths measured at the 
corresponding points of division shall be set off on the adopted scale. 

If the measurements have been taken accurately, the extreme 
:poin~s <?f the half-breadths ~be connected by a regular curve; 
if this 1s not the case, the megularities of the curve will show 
irregularities in the measurements. 

2. (a) !n cases where the _lowest points of the tonnage depths 
of the vanous transverse sechons are situated on a straight line or 
on a regular continuous curve, longitudinal curves of breadths of 
the same number will be drawn in the following way: starting 
from the base xy, distances equal to the half-breadths of the trans-
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vers~ sections are set off on vertical lines corresponding to those 
sections. -

If it is possible to connect the points corresponding to the 
breadths of the same numbers by lines forming regular curves, the 
accuracy of the measurements will be guaranteed. 

(b) In cases where the lowest points of the tonnage depths of 
the various transverse sections _are situated on a broken line, 
longitudinal curves situated in horizontal planes (water-lines) are 
drawn in the following way: a certain number of horizontal planes 
at an equal distance from each other (e.g., seven numbered from 
I to VII) shall be taken parallel to the line AB. 

To avoid confusion with the breadths of the transverse sections, 
these planes are only shown in the example (Figure 68) in the 
foremost and aftermost portions. 

Each horizontal section thus determined meets the transverse 
sections at points which can. easily be found. For half-sections 
3 and 7 they intersect respectively at points b, i, j, k, I, m and n, 
and h', i', j', k', 1', m' and n'. The next step is to determine the 
d• t h • • h' I 'I I 'I I I r • IS ance g, 1g, ]g .... ng, g, 1 g, J g . . . . . n g - 1.e., 
the respective distances between each of the points h, i, j . . . . . 
n, and h', i', j' . . . . . n' and the middle lines of sections 3 
and 7· These distances shall be set off in a horizontal plane starting. 
from a base xy parallel to AB, on lines at right angles to this base, 
corresponding to the various transverse sections; h, i, j, k, I, m 
and n, and h', i', j', k', 1', m' and n', which are the extreme points 
of the distance set off, are thus obtained. 

The same shall be done in the case of the other sections. 
By joining the corresponding points h, i, j . . . . . n and 

h', i', j'. . . . . n', the curves representing the horizontal sec
tions I, II, III . . . . . VII are obtained. If the measurement is 
accurate, the curves will be regular. 

3· On the vertical lines drawn at the points of division of the 
length, distances in proportion to the area of the sections should 
be set off to scale. The fact that the curve formed by the extreme 
points of these distances is regular will give an indication that the 
areas have been accurately measured and calculated. Errors will 
be shown by corresponding irregularities in the line of the curve. 

4· The diagram of control curves not only provides an indispen
sable method of checking measurements and calculation; it also 
makes it possible, if necessary, to reconstitute a transverse section, 
the measurement of which has been prevented by material obstac!Ps. 

In such cases, at the time of measurement, it is advisable to 
take two subsidiary transverse sections situated respectively for
ward and aft of the inaccessible section and as near as possible to 
it (see Article 22). These two subsidiary sections, together with the 
regular sections which it has been possible to determine, assist 
in the finding of the curves of the breadths of the same number, 
or the curves of the horizontal sections, as the case may be. 
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On the vertical line passing through the point of di'?sion of 
the non-measured transverse section shall be taken the drstances 
between the horizontal line representing the middle plane of the 
ship and the intersections of the vertical line with the curves (see 
lower part of Figure 68). · 

Such procedure may be followed both in the cases me~tioned 
under 2 (a) and under 2 (b) of ~is article, and will make .1t easy 
to establish the transverse sect10n. If the method of usmg the 
curves of the breadths of the same number has been followed, the 
distances obtained will correspond to one-half of the re81 breadths 
of the section. 

Cubic Capacity of Double-Bottom Tanks. 

ARTICLE 4S· 
The cubic capacity of each double-bottom tank, which must be 

known when determining the maximum allowance for water
ballast spaces (see Article 70), is ascertained as indicated below: 

If the length of the tank does not exceed so feet or IS.2S metres, 
three. breadths and three heights are taken, but if it exceeds so feet 
or rs.24 metres, the number of breadths and heights to be taken 
will be :five. 

The length of each tank is measured between the floors at the 
ends of the tank. At the points of division of the length and at 
its ends the heights are then measured at a distance of .;me-quarter 
of the tank-top breadth from the middle plane.. The breadth is . 
measured at each section where a height has been taken, at the 
middle of the height. If a tank is of an irregular shape, it must be 
measured in parts. 

All measurements shall be taken to the shell, the margin plates, 
and the under side of the tank-top, regardless of stiffeners, or shell 
and side frames (see Figures 69, 70, 71 and 72}. 

The cubic capacity of each tank is determined in the following 
way: 

The sum of the two end breadths plus four times the middle 
breadth in the case of three breadths, or the sum of the two end 
breadths plus four times the even breadths, plus twice the middle 
breadth in the case of :five breadths, is multiplied by one-third of 
the common interval between the breadths. The area so obtained 
is multiplied by the mean height (i.e., the arithmetic mean of the 
various heights measured), and 9S per cent of this last product 
gives the cubic capacity of the tank in cubic feet or in cubic metres. 
The capacity in register tons is obtained by dividing the number of 
cubic feet by roo or by dividing the number of cubic metres by 2.83. 

The cubic capacity in register tons or in cubic metres of each 
double-bottom tank or each separate compartment of the double
bottom should be noted on the tonnage certificate. 

The cubic capacity of any space in a double bottom not available 
for the carriage of water ballast, stores, fuel oil or cargo is not to 
be included in the cubic capacity of the double-bottom tanks. 
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'Tween-Deck Spaces. 

ARTICLE 46. 

The spaces situated between the tonnage deck and the upper 
deck, and which are hereinafter designated as 'tween-deck spaces, 
shall be measured and included in the gross tonnage. Each 'tween
deck space is measured between two successive decks. 

ARTICLE 47· 

The provisions of Articles II, I2 and I3 shall apply mutatis 
mutandis to the ~easurement of 'tween-deck spaces. 

Methods for the Measurement of 'Tween-deck Spaces. 

ARTICLE 48. 

The measurement of a 'tween-deck space shall be carried out 
according to one of the methods indicated hereafter. 

Method I. - (a) The length of the space is measured in two 
parts. Length I is taken in the middle plane, at the middle of the 
height fore and aft, from the ceiling or the frames, as the case may 
be, at the stem, to the foreside of the stern post. Length 2 is 
taken in the middle plane, at the middle of the height, from the 
foreside of the stern post to the inner edge of the stern frame, or 
of the ceiling thereon (see Figure 73). 

(b) Length I shall be divided into a number of equal parts in 
conformity with the provisions of Article 2I, and length 2 shall be 
divided into four equal parts. At the extreme points of both 
lengths and at their various points of division the inside breadths 
are then measured at the middle of the height, and in conformity 
with the pro\Tisions of Articles 34, 35 and 36. In most cases the 
breadth at the stem and the breadth at the after extreme point of 
length 2 will be equal to nil. 

(c) The height shall be measured in the middle plane at each 
point of division. Should there, however, exist a difference in the 
round of beam of the two decks between which the space is to be 
measured, the height shall be measured at one-fourth of the cor
responding breadth. The heights shall be me~sured from the upper 
side of the lower deck (or from the upper s1de of the permanent 
deck covering, such as deck-planking, concrete, rubber, etc., 
thereon) to the under side of the deck overhead. Should there 
exist a panelling or similar covering at the und~rside of this_deck, 
the.heights shall be taken through such panellmg or covenng. 
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Method 2. - (a) The whol_e leng0 1 of the sp~ce in the middle 
plane, at the middle of the height, will ~e ~scertamed between the 
same points at the stem and stem as mdicated under Method I. 

(b) The who!~ len~th shall be _d~vided into. a number of equal 
parts in conformity With the proVISion_s ?f Ar_hcle 2I, and the last 
two common intervals shall each be diVIded mto two equal parts. 
The breadth shall then be measured at the extreme point forward 
of the whole length, at its points of division, and also at the points of 
division of the last two common intervals. Each breadth is to be 
measured at the middle of the height and in conformity with the 
provisions of Articles 34, 35 and 36. 

(c) The height shall be measured at each point of division of 
the whole length. In ascertaining such heights, the prescriptions 
given under Method I (c) shall apply. 

Method 3 (Special Cases). - (a) In square-sterned ships,. where 
the aftermost breadth can be measured at the extreme pomt aft 
of the whole length of the 'tween:-deck space, and in ships with a 
'tween deck space the after part of which has a shape similar to 
that of its fore part (see Figure 74), no special measurement of the 
after part is required. In the latter case the breadth at the extreme 
point aft of the whole length will be nil or almost nil. 

(b) Once the whole length has been measured and divided, as 
indicated in Article 2I, the breadths shall be measured at each 
point of division and also at the extreme points of the whole length. 
Such breadths shall be measured at the middle of the height and in 
conformity with the provisions of Articles 34, 35 and 36. 

(c) The heights shall· be measured at each point of division of 
the whole length. In ascertaining such heights, the prescriptions 
given under Method I (c) shall apply. 

Cubic Capacity of a 'Tween-deck Space. 

ARTICLE 49· 

The cubic capacity of a 'tween-deck space is determined as 
follows: 

I. In case Method I, mentioned in Article 48, has been used, 
th~ breadths of the fore part of the space are numbered, No. I 
bemg at the stem, and thl' last number at the fore side of the stern 
post. The first and last-numbered breadths are then multiplied 
by one·, the other odd-numbered breadths by two, and the even-

, 
1 Once the tonna.ge le~gth has been ascertained, the whole length of the 

tween·d•ck space wtll easily be found by adding to or deducting from the 
tonnage length, as the case may be, the length of the horizontal distance 
measured in the middle plane, between the extreme points of the tonnage length 
and the pomts at the stem and .tern, mentioned above (see Figure 73). 
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numbered breadths by four. The sum of these products shall be 
multiplied by one-third of the common interval between the 
breadths, after which the areas thus obtained are multiplied by the 
mean height (i.e. - the arithmetic mean of the heights measured 
at. each point of division of length I, not taking into account the 
he1ghts at the fore and aft extreme points of this length). This 
last product gives the cubic capacity of the fore part of the space 
in cubic feet or in cubic metres. The provisions of Article 4I shall 
apply with regard to the conversion into register tons. 

The breadths of the after part of the space are then numbered, 
No. I being the breadth at the fore side of the stern post and 
No. 5 the breadth at the after extreme point of length 2. The 
sum of the first and last breadths, plus four times the second and 
fourth breadths, and plus twice the middle breadth shall be multi
plied by one third of the common interval between the breadths. 
The area thus obtained shall then be multiplied by the mean height, 
as defined above, and this last product gives the cubic capacity of . 
the after part of the 'tween-deck space in cubic feet or in cubic 
metres. 

The sum of the cubic capacity of the fore and after part consti
tutes the cubic capacity of the whole 'tween-deck space. 

2. In case Method 2, mentioned in Article 48, has been used, the 
breadths of the whole space shall be numbered from fore to aft, 
No. I being the breadth at the stem. The cubic capacity of the 
whole 'tween-deck space is ascertained as indicated in the first 
explanatory note to Figure 75· 

As an alternative method, it is also possible to calculate the 
aftermost breadth by determining the area extending aft of the 
penultimate point of division of the whole length by means of a 
planimetre as shown in Figure 75· Once the correct aftermost 
breadth has thus been determined, the cubic capacity of the whole 
'tween-deck space is ascertained as indicated in the second 
explanatory note to Figure 75· 

3· In case Method 3, mentioned in Article 48, has been used, the 
breadths shall be numbered in the usual way from fore to aft. 
The cubic capacity of the whole space is then ascertained by_ apply
ing the provisions given in paragraph I of the present article for 
the determination of the cubic capacity of the fore part of a 'tween
deck space. 

Superstructures. 

ARTICLE 50. 

The spaces of a permanent character situated on or above the 
upper deck, and which are hereinafter designated as superstructures, 
shall be measured and, subject to the conditions laid down in 
Article 5I and to the exceptions provided for in Article 58, shall 
be included in the gross tonnage. 
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ARTICLE 5I. 

Subject to the exceptions provided for in Article 57, any dosed 
superstructure (e.g., forecastle, poop, bridg~, deck-houses, e~c.) 
available for cargo or stores or for the bertbmg or accommodation 
of passengers or crew shall be included in th~ [SfOSs tonn~ge. 

Spaces which, in accordance wifu the proVlslons of Article 58, 
are deemed to be open spaces, if available, fitted and used for 
the berthing or accommodation of. passengers or cre;v, sh?-ll "~;>e 
included in the gross tonnage. W1fu regard to fue mcluswn m 
the gross tonnage of spaces partially used for crew or passengers, 
see Figure 76. 

If fue enclosures (coverings, bulkheads, etc.) of a superstructure 
are constructed in such a way 1 fuat doubt may arise whefuer such 
superstructure should be considered to be of a permanent character, 
a sketch of fue superstructure, wifu detailed description of its 
construction, shall be attaclled to the formula! of measurement. 

ARTICLE 52. 

The provisions of Articles II, I2 and I3 shall apply mutatis 
mutandis to the measurement of superstructures. 

Measurement of Superstructures. 

ARTICLE 53· 

The measurement of superstructures shall be carried out tier 
by tier in fue following manner: 

I. The inside lengfus and breadtlis shall be taken to fue inner 
edges of fue frames, or of the normally spaced stiffeners of the 
bulkheads, or to fue linings if fitted, and the heights from the upper 
side of fue lower deck (or from the upper side of the permanent 
deck covering, such as deck-planking, concrete, rubber, etc., 
fuereon) to fue under side of the deck. Should there exist any 
panelling or sinillar covering at the under side of this deck, the 
heights shall be taken furough such panelling or covering. 

Should fuere be some doubt as to whefuer fue spacing between 
fue bulkhead stiffeners is to be considered as normal, the depfu of 
such stiffeners and fue spacing shall be indicated on fue formulre 
of measurement, togeilier wifu a detailed description as to how 
the measurements have been taken. 

If different iliicknesses of deck covering exist in parts of a 
superstructure, ilie excess in fuickness is neglected if ilie surface 
of ~e dec~ covered by a layer of greater iliickness is small in com
panson Wlili the whole surface. In oilier cases, an average fuick
ness of deck covering is taken. 

1 e.g., by jamming or wedging. 
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2. The provisions of Article 48 relating to 'tween-deck spaces 
shall apply to the measurement of a poop or break extending right 
aft to the stern, subject to the special conditions mentioned here-
after: · . 

Length in the case of application of Method r, or the whole 
length in case of application of Methods 2, or 3, shall be divided 
into a number of equal parts in conformity v.ith the following 
table: 

Length 

so feet = r5.24 metres, 
Above 50 feet = I5.24 metres, 

or less . . . . . . . . 
but not more than 

Number 
of parts 

2 

225 feet = 68.58 metres . . 4 
6 Above 225 feet = 68.58 metres. . . . . . . . . . . . . 

If length I, or the whole length, has been divided into two 
equal parts only, the heights shall be measured also at the extreme 
points of thesP. lengths. 

3· The length of other supersttuctures (e.g., forecastle, bridge, 
etc.) shall also be divided into a number of equal patts in con
iormity with the above t.able. The length of a forecastle is to be 
measured from the same point at the stem as indicated in Article 48, 
Method I, for the measurement of 'tween-deck spaces. 

The breadths shall be measured at each point of division and 
at the extreme points of the length in conformity with the relevant 
provisions of Article 48 and of paragraph I of the present article. 

If the length has been divided into two equal parts only, the 
heights shall be measured also at the extreme points of the length, 
and, for the remainder, the relevant provisions of Article 48 and 
of paragraph I of the present Article shall apply. 

4· IIl the case of a superstmcture not extending from side to 
side (e.g., deck-houses, etc.), the bulkheads of which form exactly 
or approximately a rectangle, it will be sufficient to measure one 
breadth at the middle of the length. . 

In such a case the way in which the height shall be measured 
will depend upon the situation of the superstructure a!ld on the 
difference in round of beam of the decks overhead and underneath 
(see Figure 77). 

5· If a superstructure is irregular in shape, it shall be measured 
in parts. 

Cubic Capacity of a S~tperstructure. 

ARTICLE 54· 

The cubic capacity ot a superstructure is determined as follows: 
I. The breadths having been numbered from fore to aft, the 

provisions of Article 49 relating to the detexmination of the cubic 
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capacity of 'tween-deck spa.ces shall apply for the purpose of 
ascertaining the cubic capacrty of a superstructure. Should the 
length, however, have only been divided into two e~ual parts, the 
sum of the two end breadths, plus four times the rruddle breadth, 
shall be multiplied by one-third of the common interval between 
the breadths. The area so obtained is multiplied by the mean 
height (i.e., in this case the arithmetic mean of the three measured 
heights) and this last product gives the cubic capacity of the super
structure in cubic feet or in cubic metres. 

2. In the case of the superstructures referred to in Article 53, 
paragraph 4, the length is multiplied by the breadth, and the area 
thus obtained is multiplied by the arithmetic mean of the measured 
heights. This last product gives the cubic capacity of the super
structure in cubic feet or in cubic metres. 

Hatchways. 

ARTICLE 55· 

The· cubic cap'lcity of a hatchway is obtained by multiplying 
the inside length by the mean inside breadth, and the product by 
the mean height (i.e., the arithmetic mean of the heights measured 
.from the under side of the deck to the under side of the hatch coven:;). 

If the aggregate cubic capacity of the hatchways exceeds 
one-half per cent of the portion of the gross tonnage consisting of 
the under-deck tonnage, the 'tween-deck spaces, the non-exempted 
superstructures and such light and air spaces for the machinery 
space as may be included, the excess shall be incorporated in the 
gross tonnage. 

ARTICLE 56. 

The aggregate cubic capacity of the hatchways shall consist 
of the sum of the cubic capacity of all hatchways leading to spaces 
which are included in the gross tonnage. Therefore a hatchway 
leading to .an exempted space, as defined in Articles 57 and 58, 
shall not be reckoned in this aggregate. The cubic <'.apacity of a 
hatchway, however, situated within an open space but leading to 
a space included in the gross tonnage, shall form part of the said 
aggregate cubic capacity. 

Hatchways leading to spaces which are not included in the 
gross tonnage shall nevertheless be measured, and their dimensions 
be stated on the formulre of measurement. 

The portion of a closed-in trunk (e.g., coal-shoot) situated 
within the boundaries of a superstructure shall be treated as a 
closed superstructure and therefore included in the gross tonnage 
(see Figure 78), except where the said trunk leads to an exempted 
space (see Figure 79). 
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Closed Superstructures exempted 
from Inclttsion in Gross Tonnage. 

ARTICLE 57· 
The following spaces situated on or above the upper deck shall 

not be included in the gross tonnage, provided that they are solely 
appropriated to, adapted and used entirely for the purposes men
tioned: 

r. Spaces which may be regarded as forming part of the pro
pelling machinery space, or as serving for the admission of light 
and air thereto. The provisions of Article 74 shall apply with 
regard to the treatment of such spaces. 

2. Spaces fitted with any sort of machinery, not forming part 
of the propelling machinery. Within the meaning of the present 
Article the following shall be regarded as machinery: anchor gear, 
chain locker, steering gear, pumps, refrigerating apparatus and 
distilling· plant, lifts, laundry machinery, boilers and machinery 
for the preparation of whale oil, ·fish oil or guano, dynamos, storage 
batteries, fire-extinguishing apparatus, etc. The same provision 
shaU apply with regard to such donkey boilers which, in accordance 
with Articles 78 and 79, are not to be regarded as forming part of the 
propelling machinery. 

3· The space for sheltering the man or men at the wheel (wheel
house). If a space is used partly as a wheel-house and partly as 
a chart-room, the portion of it that is used as a wheel-house shall 
be exempted from inclusion in gross tonnage. 

4· Spaces serving as galleys or bakeries fitted with ranges or 
ovens, without regard to the category of persons which these spaces 
serve. 

s. Spaces such as skylights, domes and trunks; affording ven
tilation and light to spaces thereunder. None of the space below 
the roof or covering of a superstructure shall, however, be exempted 
from inclusion in the gross tonnage, except when there is an opening 
left in the floor of the superstructure under the skylight, dome or 
trunk to give ventilation and light to spaces below such floor (see 
Figures 8o and 8r). 

6. Spaces such as companions and booby-hatches serving as a 
protection for companion-ways, stairways or ladderways leading 
to spaces below. Should a companion-way not bulkheaded o~ be 
situated within a space used for other purposes, such as a smokmg
room, only the portion of the space directly above the companion
way shall be exempted. Companion-ways (stairways or ladder-

• ways) directly situated below companions or booby-hatches shall 
also be exempted from ·inclusion in gross tonnage (see Figures 
82, 83, 84, 85 and 86). 

7· Spaces occupied by water-closets, privies and urinals for 
officers, crew and passengers. No exemption shall, however, be 

3 
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granted for such spll:ces for the use of which a special charge is 
levied from passengers, nor shall such spaces be exempted from 
inclusion in gross tonnage when they form part of passengers' 
suites. 

In cases where water-closets and urinals are combined with 
a lavatory in the same place, the space occupied by the lavatory 
shall not be exempted, unless its size is small as compared with the 
space occupied by the water-closets and urinals (see Figure 87). 

The exemption of the spaces referred to in items 2 to 6 shall 
depend on the condition that such spaces. are no larger than required 
for their purpose. 

All the spaces enumerated in the present article shall be mea
sured and entered on the formulre of measurement under a separate 
heading. The measurements shall be taken externally, except where 
such space has part of the shell or of a bulkhead in common with a 
superstructure of which it forms part, in which event· the length 
and breadth should be measured to the same surface, as in the case 
of the superstructure (see Figures 88 and 8g). For the rest, the 
relevant provisions of Articles 53 and 54 shall apply as regards the 
measurements and the calculation of the cubic capacity. 

If such spaces are situated within a superstructure, it will in 
general be most practical to measur~ first the whole superstructure 
and then separately the said spaces which are not to be included 
in the gross tonnage (see Figure 84). The cubic capacity of the 
saiq spaces shall be subtracted from the cubic capacity of the 
whole superstructure, and the remainder shall be included in the 
gross tonnage. 

In cases in which, in conformity with the prescriptions of the 
present article, it has been. found necessary to reduce the space 
to be exempted, on account of such space being unreasonably 
large or available for other purposes than those mentioned under 2 
to 6 inclusive, 't]le· exemption will be limited to the space strictly 
necessary for the purpose - for instance, in the case of machinery 
it will be limited to the space strictly occupied by such machinery 

· and necessary for its working. As a general rule, however, the 
full height of the space may be taken into account. Should the 
exemption have been limited, the limited measurements, as well 
as the measurements of the whole space, shall be stated on the 
. formulre of measurement. 

Open Spaces exempted from 
Inclusion in Gross Tonnage. 

, ARTICLE 58. 

As a~ exception to tJ;t~ general ru~e laid down in Article so, 
but SUbjeCt to the condlhons of Art1cle SI, the space situated 
between the upper deck and the she1ter deck - commonly called 
"shelter-deck space " - and other superstructures shall be 
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exempted from inclusion in gross tonnage when they are deemed 
to be open spaces, in conformity with the following provisions: 

I. A space shall be considered" open " for the purpose of tonnage 
measurement if a bulkhead or covering consists of expanded metal 
or similar grating or of planks with intervals from each other of 
more than 0.25 foot or 0.076 metre, in the case of a bulkhead, or 
than o.o8 foot or 0.025 metre, in the case of a covering. 

II. (a) Openings in Decks or Coverings. - r. A space shall be 
considered to be open for the purpose of tonnage measurement 
when there is an opening in the centre of the deck or covering above 
such space. The length of this opening shall not be less than 4 feet, 
or r.2r9 metre, and. the breadth shall be at least equal to that of 
the nearest cargo hatch oh the same deck or covering, but in no case 
should the clear surface of the opening be less than 64 square feet, 
or 5 946 square metres. 

, 2. If exemption from inclusion in gross tonnage is claimed for 
a shelter-deck space of part of it, the distance between the aft side 
(after coaming) of the deck opening and the aft side of the stern post 
shall not be less than one-twentieth of the identification length 
of the ship when the opening is situated aft; or the distance between 
the fore side (fore coaming) of the deck opening and the fore side 
of the stem shall not be less than one-fifth of this length if the 
opening is situated forward. 

3. If coamings are fitted, their mean height above the deck 
or covering shall not exceed r foot, or 0.305 metre. Guard-rails, 
stanchions or sockets around the opening shall be fitted in such 
a way as to prevent any battening down of the opening; if coamings 
exist, the stanchions or sockets shall be riveted to the upper edge 
of the coamings. Only portable wooden covers are allowed, and it is 
permissible to hold such covers in place by lashings beneath of 
cordage (not steel wires) of hemp or similar material (see Figure go). 

4· Tonnage openings in the deck shall not be enclosed within 
a superstructure, open or otherwise (see Figure 9r). 

(b) Openings in the Sides of the Ship or in the Side Bulkheads of 
a Superstructure. - r. A space shall be considered to be open for 
the purpose of tonnage measurement when there are one or more 
openings on both sides in the shell or in the side bulkhead of a 
superstructure. When there is only one opening at each side, its 
length shall not be less than 20 feet, or 6.096 metres, and its height 
shall not be less than 3 feet, or 0.9r4 metr~. When there is more 
than one opening in each side, the length of each opening shall not 
be less than ro feet, or 3.048 metres, and the height shall not he 
less than 3 feet, or o.gr4 metre, and, moreover, in such a case, 
the area of the side openings on each side shall not be less than 
go square feet, or 8.36r square metres (see Figures 92 and 93). 



2. Should there be a well between closed thwartship bulk
heads, the openings in the shell or in the side bulkheads shall have 
a length of 20 feet, or 6.096 metres, if possible, and in no case less 
than three-fourths of the average length between the thwartship 
bulkheads, and the area of the opening on each side shall be at least 
6o square feet, or 5·574 square metres. 

3. All side openings shall be in corresponding positions on both 
sides of the ship or of the superstructure; they shall not be fitted 
with any means of closing whatsoever. The only means allowed for 
closing side openings are shifting boards, fitted in channel-bars 
riveted to the shell or to the side bulkheads. Neither the shell or 
bulkheads at the openings, nor the channel-bars, nor the frames 
crossing the openings are to be provided with holes, hinges, eye
bolts, cleats or any other means which may serve in permanently 
closing or battening down the openings. 

4· Side openings shall not be enclosed by bulkheads or other
wise. 

(c) Openings in Thwartship Bulkheads. -· r. A space shall be 
considered to be open, for the purpose of tonnage measurement: 

(t) When there are, in one of the end bulkheads, two tonnage 
openings, one on each side of the middle plane. If coarnings art 
fitted, their minimum height shall not exceed 2 feet, or o.6ro 
metre. The height of opening shall in no case be less than 4 feet, 
or I.2I9 metre, and the breadth shall be at least 3 feet, or 
0.9!4 metre; 

(it) When there is, on one of the end bulkheads, one single 
tonnage opening of at least 5 feet or I.524 metre in height and 
4 feet or r.2r9 metre in breadth, provided that the opening is 
situated as near as is practicable to the middle plane of the space 
concerned or of the ship if the space extends from side to side 
(see Figures 94, 95 and 96). . 

2. The openings may only be closed either by shifting-boards 
fitted in channel-bars, the latter being riveted to the bulkheads 
or by loose plates held in place by hook bolts or by bolts on loose 
strongbacks, the bolts not passing through the bulkhead. The 
b~lkheads or _the channel-bars at the openings must not be provided 
W1th ~oles, hrnges, eye-bolts, cleats or any other means which may 
serve rn permanently closing or battening down the openings. 

3· If t~e space is subdivided by bulkheads, such bulkheads shall 
have openrngs of the same dimensions as indicated hereabove but . ' no coarmngs are allowed to any tonnage opening in an intermediate 
bulkhead 1 (see Figure 97). 

1 Thwartship bulkheads delimiting a space situated immediately under
nea~h a deck-opening or between two side·openings shall not be considered 
as mtermedJa~e b~lkheads but as end bulkheads, and therefore coamings to 
tonnage openmgs m such bulkheads are allowed (see Figure 90). 



-37-

4· 'Where exemption of any superstructure depends on the 
existence of a tonnage opening or openings in the boundary bulk
head, there shall not exist in this bulkhead any other means of 
access to the exempted space (see Figure 98}. 

5· Spaces which are entirely open from deck to deck with no 
means of closing shall be exempted, provided the breadth of such 
spaces is at least 3 feet, or 0.9I4 metre (see Figure 99}. 

(d) General Provisions. - I. All tonnage openings on account 
of which exemption from inclusion in gross tonnage is claimed shall 
be so situated as to be open to weather and sea. 

2. The dimensions of tonnage openings indicated above serve 
to determine the clear minimum area of an opening; therefore, 
the minimum length shall exist over the total minimum breadth 
(see Figure roo} or the minimum height over the total minimum 
length (see Figures 92 and 93). 

3. In ascertaining the dimensions of tonnage openings, the 
projection or bars, stanchions, sockets or similar fittings shall be 
taken .into account as reducing the clear area of such openings. 
In the case of side openings, however, shell flanges of frame angles 
may encroach on the free surface of the openings (see Figures 92 
and 93). 

ARTICLE 59· 

Open superstructures and open shelter-deck spaces, as defined 
in Article 58, shall always be measured and entered on the formulre 
of measurement with an exact description indicating the dimen
sions of the openings. The measurement shall be carried out in 
accordance with the provisions of Article 48 1 or 53, as the case 
may be. 

The calculai;ion will be carried out as indicated in Articles 49 
and 54· 

Should there be superstructures wit.hin an open space (see 
Figure go} liable to inclusion in gross tonnage, or hatchways, or 
spaces as referred to in Article 57, or spaces that may be regarded 
as forming part of the propelling machinery space (casings, etc.), 
all such spaces shall be measured separately and entered on the 
formulre of measurement. Eacb of these spaces shall be treated, 
with regard to its inclusion or non-inclusion in gross tonnage, as 
indicated in the relevant articles. 

The dimensions and the cubic capacity of each open space, as 
defined in Article 58, shall be stated on the tonnage certificate 

1 In general, a shelter-deck space wiJI not be open from stem to stern. In 
most cases there will be a closed bulkhead forward and a closed bulkhead aft 
(see Figure go); therefore, the provisions of Article 48 will only be applicable 
in very ra:re cases. 



under a special heading. From this cubic capacity shall be sub
tracted the cubic capacity of such spaces situated within .the op~n 
space as are indicated in the preceding paragraph, and the dif
ference constitutes the net cubic capacity of the open spaces con
cerned. In cases where there is an important difference between 
the internal and external dimensions of a closed space situated 
within an open space (e.g., an insulated provision room), the 
external dimensions shall be used in applying the above rule. 

The following example, which refers to Figure 101, indicates in 
what manner the cubic capacity of the open part of a shelter-deck 
space is to be entered on the tonnage certificate: 

Open Part of a Shelter-deck Space. 

Total cubic capacity: 
H = 8ft. (2-44m.); L =360ft. {109.8 m.); 

34 ft. (ro.36 m.) 
48 ft. · (14.63 m.) I 
56 ft. (17.07 m.) ~-

B = 56 ft. {17.07 m.) - 1,497.60 tons {4,238.21 m•) 
56 ft. (17.07 m.) 

\ 53 ft. (r6.IS m.) 
so ft. {IS-24m.) 

Less superstructure (n), 
hatchways (o) and engine casing rso tons 

Net cubic capacity . • . . • . • . 1,347.6o tons (3,8IJ-7I m•). 

Open Well. 

H = · 8ft. (2.44 m.); L = 6ft. (1.83 m.); 

{ 
so ft. {IS.24 m.) } · 

B = 49-S ft. (rs.o9 m.) = 23.76 tons 
49 ft. (14.93 m.) 

Shelter for Deck Passengers. 

ARTICLE 60. 

Notwithstanding the provisions of the first paragraph of Article 
sr, closed superstructures exclusively used for the shelter without 
extra charge, of deck pa~senge~s in_ ships employed on short voyages 
may be exempted frommclus10n m the gross tonnage on decision 
of the central tonnage measurement authority conce~ed.1 

1 It is to be noted that the following conditions should be fulfilled: There 
shall be a separate space for female passengers and the crew should have no access 
to a she~ter for _deck passengers except in cases of emergency. The spaces shall 
be provtded wtth water-cl<_>s_ets,. but no other accommodation than for seating 
~hall be fitted, and no prOVlSlOn 1s to be made for serving meals or refreshments 
m such spaces. 
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The application for exemption shall be accompanied by a scale
drawing, showing the space or spaces and indicating the water
closets and other accommodations (if any). On the drawing shall 
also be indicated the possible connections (doors, staircases, etc.) 
between the said space or spaces and other parts of the ship. 

The measurement and calculation shall be carried out as 
indicated in Articles 53 and 54, and the cubic capacity (excluding 
water-closets, which have already been exempted in accordance 
with Article 57) shall be stated under a special heading in the 
tonnage certificate. 



PART IV. 

MEASUREMENT AND CALCULATION OF DEDUCTIONS 

UNDER RULE I. 

Master's Spaces. 
ARTICLE 6I. 

Any space appropriated to anti used exclusively for the accom
modation of the master shall be deducted from the gross tonnage, 
to the extent of what is considered as reasonable. 

The deductible maste1's spaces must conform with the national 
regulations as to the accommodation· of master and crew, and, 
before deduction will be granted for such spaces, they must be 
certified as for the exclusive use of the master. 

The deductible master's spaces may include a sleeping-room, 
with a living-room adjacent' thereto and a bathroom. In case 
the master's quarters are not adjacent to the wheel-house or 

·chartroom, a master's watchroom, if existing adjacent to the wheel
;house or chartroom, may also be included in the deductible spaces. 

Cr,ew Spaces. 
ARTICLE 62. 

. Any space occupied by the crew and appropriated excl"JSively 
to their use shall be deducted from the gmss tonnage. 

The expression "crew" shall include every person (except 
master and pilots) employed or engaged in any capacity on board 
the ship during her intended voyage. In a pilot-ship, only the pilots 
required for the ordinary navigation of the pilot-ship may be 
regarded as members of the crew. · 

The rnle given in the second paragraph of Article 6r shall also 
apply to the deductible crew spaces. 

The deductible crew spaces may consist of sleeping-rooms, 
mess-rooms, bathrooms, washing-places, wardrobe, drying-rooms, 
smoke-rooms, recreation-rooms, libraries, hospitals, etc. 

The chief engineer's and chief officer's office or living-room 
adjacent 1 to their sleeping-room may be deducted provided no 
berth' is fitted therein. Offices for other officers, pursers and 
stewards shall not be deducted, nor the doctor's consulting-room 
on a passenger-ship. 

1 The expression "adjacent, is meant to apply also to rooms separated by a 
passage-way. 



Combined Master's and Crew Spac;:s 
and Passage-ways. 

ARTICLE 63. 

Pantries, galleys, bakeries, spaces occupied by drinking-water 
filtration or distilling plant, and water-closets, privies and urinals 
for the exclusive use of the master and crew shall be deducted, if 
sucll spaces have not been exempted from the gross tonnage, in 
accordance with the provisions of Article 57· On a cargo ship, 
where no hospital exists, a dispensary-room may be deducted. 

Passage-ways and stairways exclusively serving as access to 
master's and crew spaces, whether such spaces are deducted or 
exempted, shall be deducted. This also applies when such passage
ways and stairways at the same time serve as access to other 
deducted or exempted spaces (including propelling-machinery 
spaces) (see Figure ro2). Passage-ways and stairways leading to 
master's or crew spaces, but constituting at the same time the only 
access to other non-deductible spaces, are not to be deducted (see 
Figure ro3). 

Spaces properly constructen, strictly necessary and exclusively 
used f0r the storage of liquid and solid provisions for the master 
and crew, shaJI also be deducted. The deduction thus allowed 
shall, however, not exceed fifteen per cent of the other deductible 
master's and crew spaces. 

Food-lockers may be deducted without any restriction in ships 
where the master and crew provide their own food, but no deduc
tion for a provision-room shall be made in such cases. 

ARTICLE 64. 
Spare rooms shall not be deducted. The existence, however, 

of one spare room for the use, e.g., of a pilot or extra offic~r will 
not be considered as rendedng the ship a passenger-ship, on con
dition that the said spare room is fitted with not more than two 
berths, including sofa-berths. 

In passenger-ships having no dining-saloon, smoke-room, 
pantry, galley, bakery, drinking water filtration or distilling plant, 
bathroom, washing-place, water-closet, privy or urinal intended 
for the exclusive use of passengers, the deduction for the correspond
ing master's or crew spaces shall be cancelled. In the case, however, 
of ships carrying unberthed passengers, such as pilgrims, and not 
having any accommodation for berthing passengers, this rule sha)l 
not apply, except in respect of water-closets, privies or urinals. 

Within the meaning of the present 'lrlicle, the expression 
"passenger-ship "shall include any ship carrying paying passengers, 
or any ship (even if not carrying passengers) having more than one 
spare room. 

ARTICLE 65. 
The spaces referred to in Articles 66 to 7I inclusive shalls 

within the meaning of the present Regulations, be deemed "space, 



-42-

for navigation and for working of the ship", indicated in Artic~e 7 
under No. 2, and shall be deducted from the gross to_nnage subJect 
to the conditions laid down in those articles, and provided that they 
have not been exempted according to the provisions ~f Artic;Ie 57· 

The spaces for navigation and for working of the ship consist of: 
(a) Navigation spaces (except donkey-boilers and main 

pumps) (Article 66). . · 
(b) Spaces for donkey-boilers and for main pumps 

(Article 67). 
(c) Spaces for pumping installations in ships carrying liquid 

c.argo in bulk (Article 68). 
(d). Spaces for boatswain's stores (Article 6g). 
(e) Sail-room spaces (Article 70). 
(f) Water-ballast spaces (Article 7r). 

Spaces for Navigation 
(except Donkey-Boilers and Mai1t Pumps). 

ARTICLE 66. 
Spaces used exclusively for the navigation of the ship shall be 

deducted from the gross tonnage to the extent of what is considered 
reasonable. 

The deductible navigation spaces will generally include rooms 
for keeping and using cllarts and instruments of navigation, wire
less telegraphy and telephony spacPs, 1 rooms for keeping naviga
tion lamps, flags, rockets, etc., spaces for subm:uine signalling and 
sounding apparatus, ro01ns for automatic-steering compasses, 
gyro-stabilisers or siinilar apparatus and spaces for the helm, 
steering-gear, capstan and anchor gear with chain lockers. 

In ships where part of the wheel-house is used as a chartroom, 
3uch part (which is not exempted) shall be deducted. 

In cases where the helm, steering-gear, capstan, anchor-gear 
or similar appliances are situated in rooms larger than is necessary 
for the purpose, the actual space occupied by each of these ap· 

. pliances shall be deducted; and, in addition, an allowance will be 
made on every side of the apparatus for the space necessary for 

·its working (in general, not more than 2 feet or o.6ro metre on all 
sides). The total height to be allowed should, as a rule, not 
exceed that of an ordinary 'tween-deck space. 

Donkey-Boilers and Main Pumps. 

ARTICLE 67. 

Subject to the provisions of Article 79 relating to the treatment 
of d_on~ey-bo.iler spaces whicli may be regarded as part of the pro
p~lmg-~achinery spac~, the spa~ actually occupied by donkey
boilers, If connected With the mam pumps of the ship, shall be 

1 But not the waiting-room for passengers. 
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deducted even if the donkey-boilers may be used at the same time 
for working the cargo winches or for similar purposes. 

If the donkey-boilers are not connected with the main pumps, 
but serve exclusively for the working of the capstan, anchor-gear, 
steering-gear or similar appliances for navigation purposes, the 
space occupied may be regarded as navigation space, and therefore 
shall be deducted as such. 

Spaces occupied by and necessary for the working of bilge 
pumps and for exclusive access to same shall be deducted. The 
same provision shall apply to pumps for water ballast if available 
for pumping out the ship. 

If a donkey-boiler, a bilge pump or a water-ballast pump, 
fulfilling the above conditions, is situated within the boundaries 
of the propelling-machinery space and is not to be regarded as 
part of the propelling machinery, only the spaces strictly occupied 
by the said appliances shall be deducted and stated on the formulre 
of measurement undP.r Spaces for Navigation and Working of the 
Ship 

Pumping Installations in Ships 
carrying Liquid Cargo in Bulk. 

ARTICLE 68. 

In ships carrying liquid cargo in bulk, deduction shall be made 
for spaces o<;cupied by and strictly necessary for access to and 
for working pumps serving as cargo pumps, provided such pumps 
are at the same time available for pumping out the ship. 

The deductible pump-room space shall be ·determined a<; 
follows: · 

The space occupied by and necessary for working of a pump 
shall have a height equal to that of the pump, or of 7 feet, or 
2.135 metres, whichever is the larger, and a :horizontal area con
sisting of the floor space occupied, with sufficient space around for 
effident working. 

The space necessary for access shall have a height extending 
from the top of the space hereabove-mentioned to the upper deck 
and a horizontal area having one dimension equal to the breadth 
of the ladder and the other of 3 feet or 0.914 metre, but not ex
ceeding 6 square feet or 0.557 square metre. 

The total allowance for pump-rooms shall not exceed the 
figures indicated in the table hereafter: 

Deduction not to exceed: 
Gross tonnage Percentage of 

gross tonnage 

Over 3,000 T. (8.490 m•). . . . . 0.9 
Over 1,500 T. (4,245 m•) up to and 

including 3,000 T. (8,490 m•) ·. . . 1.2 
Over 500 T. (1,415 m•) up to and 

including 1,500 T. (4,245 m•) . 2 
soo T. (1,415 m•) or less . . . . . . 4 

Tons or cubic 
metres, total 

6o T. (169.80 m•) 

27 T. ( 76:41 m•) 

18 T. (50.94 m•) 
10 T. (28.30 m•) 
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Boatswain's Stores. 
ARTICLE 6g. 

Subject to the restrictions stated bel?w, any space ~x~lusively 
appropriated to and used for the keepmg of boatswam s stores 
shall be deductPd from the gross tonnage. 

The expression "boatswain's stores" sha:IJ. include _all stor~s 
necessary for working and upkeep of the shrp an~ ~hrclr are ~n 
charge of the boatswain. In general, the ~oatswam s stores will 
contain wires, hawsers, cordage, tar, pamt, blocks, shackles, 
awnings, tarpaulins, tackles, brooms, swabs, buckets, etc. . 

The allowance for boatswain's store shall be limited ·accordmg 
to the following scale: 

Deduction not to exceed: 
Gro•s tonnage Percentage of Tons or cubic 

gross tonnage metres. total 

Over 20,000 T. (56,6oo m•) . . . . 
Over ro,ooo T. (28,300 m•) up to and 

including 2o,ooo 1. (56,6oom•) .. 
Over 2,ooo T. (5,66o m•) up to and 

including ro,ooo T. (28,300 m•) . . 
Over r,ooo T. (2,830 m•) up to and 

including 2,ooo T (5,66o m•) . . . 
Over soo T. (I.4I5 m•) up to and in

cluding r,ooo T. (2,830 m•) . . . 
Over rso T. (424.50 m•) up to and in

cluding sooT. (I,4IS m•) .... _ . 
rso T. (424 .so m•) or less . . . . . 

1/, I25 T. (3I8.r.8 m•) 

•J. roo T. (283.00 m•) 

I 75 T. (2r2.25 m•) 

IY, 20 T. (s6.6o m•) 

2 IS T. (42.45 m•) 

27'2 IO T. (28.30 m•) 
3 T. (8.49 m•) 

If in ships having a gross tonnage not exceeding ISO register 
tons, or 424.so cubic metres, boatswain's stores are kept in a space 
not solely appropriated for such purpose, the deduction for boat
swain's stores according to the above scale shall still be granted. 

In fishing and hunting ships having a gross tonnage exceeding 
rso register tons or 424.so cubic metres, where there is no separate 
boatswain's store-room, a -suitable deduction not exceeding 3 tons, 
or 8.49 cubic metres, shall be made for the boatswain's stores 
-carried in the room for fishing and catching gear. 

Sail-rooms. 
ARTICLE JO. 

In ships propelled by sails, the space exclusivelv appropriated 
to and used for the storage of sails shall be deducted from the 
gross tonnage in accordance with the following provisions: 

I. In the case of ships wholly propelled by sails, this deduction 
shall not exceed four per. cent of the gross tonnage. 

2. In the case of ships having both sails and engines as means 
of propulsion and whose propelling machinery space, upon which 
the propelling-power allowance is to be based, does not exceed 
I3 per cent of the gross tonnage in screw ships and 20 per cent in 
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paddle-ship$, the space strictly necessary for and exclusively and 
actu--tUy used for the storage of sails shall be allowed as a deduction 
up to a maximum of two per cent of the gross tonnage. 

3· If the sail-room and boatswain's store are combined the 
~ail-room space shall. first be deducted up to tlie limits indi~ated 
In the preceding paragraphs, and a deduction for boatswain's 
store shall then be made in respect of the remaining space in 
accordance· with the scale given in Article 68. 

Water-ballast Spaces. 

ARTICLE JI. 

Water-ballast spaces include water-ballast tanks in the double 
bottom and all water-ballast spaces outside the double bottom, 
wherever situated (e.g. forward and after peak-tanks, deep-tanks 
and coffer-dams), when the said spaces comply with th<> regulations 
indicated below. 

On an application in writing from the owner, and subject to 
the limitations indicated hereafter, spaces not exempted which 
are appropriated to and e.xclusively used for water ballast shall 
be deducted from the gross tonnage, provided that they fulfil the 
following conditions: 

• (a) That they are properly constructed and tested as ballast 
tanks; 

(b) That they are solely adapte.i for· water ballast; 
(c) That their only means of entrance shall be ordinary

size manholes. 

Ad (a). -. The expression "properly constructed and tested as 
ballast tanks" indicates that the tanks must be able to stand the 
pressure under a head of water. The filling of the openings in 
the tank-top around the frames at the sides with cement is not 
permissible. 

Ad (b). - The means for filling and emptying water-ballast 
tanks (e.g., pumps, pipes, etc.) must be of a permanent and satis
factory character and independent of the installations for water 
for feed or domestic purposes, oil fuel or cargo. Pumping installa
tions must be of a suitable type and dimensions for dealing effi
ciently with the water ballast; suction and delivery pipes shall, in 
general, not be less than 27'2 inches, or 64 mm., inside diameter. 
Hand pumps, portable pumps, or hose connections are not to be 
regarded as permanent and satisfactory means for filling and 
emptying. In all ships not exceeding 200 tons, or 566 cubic metres 
gross, and in ships over zoo tons or 566 cubic metres, J:ta ving sails 
as principal means of propulsion, hand pumps, constitutmg the only 
means for filling or emptying water-ballast sp~ces, will not be 
objected to,· provided that th"' installation is of a permanent 
character. 



Ad (c). -The manholes shall be oval or circular; their dimen
sions shall not exceed 2 feet, or o.6ro metre, by r.5 feet, 01· 
0.457 metre, ·or r.85 feet, or 0.564 metre, in diameter, respectively. 

Coffer-dams shall be considered as water-ballast spaces, pro
vided that they fulfil the foregoing conditions. 

Double bottom tanks connected with the ballast-pumping 
system, or available for water for motor cooling, boiler feeding, 
or domestic purposes or for carrying oil fuel or cargo, shall be 
considered as water-ballast spaces when determining the allowance 
for same. 

For the purpose of calculating the cubic capacity of the de
ductible water-ballast spaces, it should be noted that the total cubic 
capacity of water-ballast spaces which are exempted or deducted 
(including whole or partial double bottom, peak-tanks, deep-tanks, 
coffer-dams and all other types of bona fide water-ballast tanks) 

·shall not exceed the percentages of gross tonnage indicated in the 
graph opposite. In case the cubic capacity of exempted water
ballast spaces in the double bottom equals or exceeds the allowance 
provided for in the said table, no deduction for water-ballast spaces 
may be granted. A part of a tank may be allowed as a deduction 
provided that the whole tank is fitted, constructed and tested for 
carrying water b!J.llast. 

ARTICLE 72. 

No deduction shall be allowed in respect of any of the spaces 
. dealt with in Part IV of the present Regulations which have not 
first been included in the gross tonnage (see Figures I04 and I05 
indicating the method of measurement of the breadth and depth 
of a fore peak-tank). 

ARTICLE 73· 

The measurement and the calculation of the cubic capacity of 
the spaces dPalt with in Articles 6r to 64 inclusive and 66 to 70 
inclusive shall be carried out as indicated in Articles 53 and 54· 
Consequently, the height~ are to be measured to the under side of 
the deck overhead through panellmg or similar sheathing, if any. 
The horizontal measurements shall be taken between the partitions 
and linings, if any, or to the inner edges of the frames and of the 
normally spaced bulkhead stiffeners. Each space is to be measured 
separately, and the formulre of measurement should indicate the 
purpose for which the space is intended. If only parts of a space 
have been deducted, the dimensions of the whole space, along with 
those of the space deducted, shall be shown in the formulre of 
measurement (see Figure ro6). 

The measurement of peak-tanks and other water-ballast spaces 
extending from side to side of the ship, and situated outside the 
d_ouble bottom and below the tonnage deck or its line of continua
tion, shall be carried out in conformity with the rules for the 
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Graph indicating the Maximum Allowance for Water Ballast 
as Percentage of Gross Tonnage. 

(The spaces available for water ballast which are to be taken• into account 
include the double-bottom compartments.) 
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measurement of the space below the tonnage deck. The length shall 
be measured at the top of the tank (see Figures ro4 and ro5). 
Transversesections shall be measured in the usual way at the middle 
of the length and at its extreme points, but only five breadths are 
to be taken in each section. If a water-ballast space is situated 
partly below and partly above the tonnage deck or its line of 
continuation (e.g., a peak-tank aft extending right up to the under 
side of a raised quarter deck), the part situated below the tonnage 
deck or its line of continuation shall be measured as indicated above 
and the remaining part shall be measured as ~ superstructure 

For all tanks extending from side to side of the ship, the distance 
from the end bulkhead or bulkheads to the correct position of the 
nearest transverse section of the space below the tonnage deck is 
to be ascertained and stated in the formulre of measurement. 

The measurement of water-ballast spaces not extending from 
side to side of the ship and situated below the tonnage deck and 
outside the double bottom shall be carried out as follows: Fi1st 
measure the length of the tank; this length shall be divided as 
indicated in Article 2I, but, in case this length does not exceed 
30 feet, or g.r4 metres, it shall only be divided into two equal parts, 
Transverse sections are then measured at the extreme points of 
the length and at its points of division. When the spaces refetred 
to in the present paragraph are of relatively small height, they 
may also be measured as provided in Article 53, it they are bounded 
by approximately straight planes. I± a tank is irregular in shape, 
it shall be measured in parts. 

Water-ballast spaces situated above the tonnage deck or its 
line of continuation shall be measured as indicated in Article 53· 

The cubic capacity ot each water-ballast space shall be ascer
tained by applying the relevant provisions given in the present 
regulations for the determination of the cubic capacity of the space 
below the tonnage deck and of superstructures. 

Deduction for Propelling-machinery Space. 

ARTICLE 74· 

. In t~e case of any ship propelled by machinery for which space 
1s reqmred, an allowance shall be made for propelling-power in 
accordance with the provisions of Article 75, and the amount so 
allowed shall be deducted from the ship's gross tonnage. 

WithiJ?- the mea~ng of the present Regulati?ns shall be regarded 
as propellmg-mac~ery space the space occupied by and necessary 
for ~~e proper ;vorking of the main propelling-machinery and the 
auxih_ary machmery nec~ssary for the proper working of the main 
machmery, as spe<:lfied m Articles 78 and 79, with or without, as 
the case may be, hght and air spaces referred to in Article 77· 



-49-

No space shall be included in the cubic capacity of the propelling
machmery space serving for the determination of the propelling
power allowance unless it has first been included in the ship's 
gross tonnage. 1 

All propelling-machinery spaces shall be measured and their 
cubic capacity be ascertained in accordance with the provisions 
of Articles So, 8r and 82. 

Determination of Propelling-power Allowance. 

f\RTICLE 75· 

The allowance for propelling-power shall be determined as 
follows: 

r. Screw Ships. - If the cubic capacity of the propelling
machinery space, ascertained in accordance with the p~ovisions 
of Aiticles 77 to 82, is above I3 per cent and tmder 20 per cent 
of the gross tonnage, the deduction shall bt> 32 per cent of the 
gross tonnage. 

If the cubic capacity of the propelling-machinery space is 
r3 per cent or less, or 20 per cent or more of the gross tonnage, 
the deduction shall be the cubic capacity of the space increased 
by 75 per cent. 

2. Paddle Ships. - If the cubic capacity of the propelling
machinery space, ascertained in accordance with the provisions 
of Articles 77 to 82, is above 20 per cent and under 30 per cent 
of the gross tonnage, the deduction shall be 37 per cent of the 
gross tonnage. . 

If the cubic capacity of the propelling-machinery space is 
20 per cent or less, or 30 per cent or more of the gross tonnage, 
the deduction shall be the cubic capacity of the space increased 
by so per cent. 

3- Except for ships exclusively employed as tugs • and ships 
constructed and intended exclusively for ice breaking, the propelling
power allowance shall in no case ~xceed 55 per cent of that portion 
of the ship's tonnage which remains after subtracting from the 
gross tonnage aU deductions other than that for propelling
machinery. 

1 Note. - See Figure 107, indicating the method of measurement of the 
height of a shaft-tunnel when the tonnage depths in way of same are measured 
to the top of the ceiling supposed to be situated directly on the top of the double 
bottom. 

• Note. - Salvage tug• and fire-floats shall not be considered as tugs. A 
ship shall, however, not cease to be regarded as a tug because of the fact that 
she is equipped with a. fire-pump or extinguisher. 

4 
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Items of Propelling-machinery Space. 

ARTICLE 76. 

The propelling-machinery space may include the following 
items: 

(a) Spaces below the top of the main space; 
(b) Shaft-tunnels or trunks in screw ships, and escape trunks; 
(c) Spaces between the top of the main space and the upper 

deck; 
(d) Spaces on or above the upper deck· designated as light 

and air spaces. . 
Ad (a), (b) and (c). -These items includ!' all spaces situated 

below the upper deck, which may be regarded as propelling
machinery spaces in accordance with the provisions of Articles 78 
and 79· 

The expression "the top of the main space" indicates the 
underside of the first deck above the machinery space. If, however, 
the machinery space extends Tight up to the underside of a break 
or a raised quarter-deck, the portion of the space situated within 
these superstructures· shall be dealt witb under item (d) (seP 
Figs. 98 and 99). · 

Ad (d). - This item includes light and air casings framed in 
for the admission of light and air to the boiler- and engine-room. 
It also includes all other spaces, framed in for machinery which, 
in accordance with the provisions of Articles 78 and 79, may 
be regarded as propelling-machinery. 1 

The inclusion in the propelling-machinery space of spaces 
under item (d) shall be subject to the conditions laid down in 
Article 77· 

Light and Air Spaces. 
ARTICLE 77· 

Spaces or parts of spaces referred to under item (d) of Article 76, 
designated as light and air spaces, shall, on an application by the 
owner, be added to the ship's gross tonnage and to the propelling
machinery space on which the allowance for propelling-power is 
to be based, provided that they are: 

(a) reasonable in extent; 
(b) safe and seaworthy; 
(c) so constructed, that they cannot be used for any purpose 

other than the admission of light and air to the 
machinery space or for such machinery, appliances or 
apparatus as may be regarded as forming part of the 
propelling-machinery, in conformity with the provisions 
of Articles 78 and 79· · 

-------- . 
1 Note. - e.g., a portion of an escape trunk, situated on or above the upper 

~eck, shall be dealt _with unde:this !tern (see Fig. uo). The portion of a funnel 
s1tuated above the llght and alT casmg shall not be dealt with under this item. 
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The formulre of measurement should indicate whether the 
spaces in question fulfil the conditions mentioned above. 

Particulars as to the Spaces which may be 
regarded as Propelling-machinery Spaces. 

ARTICLE 78. 
A. The following spaces shall be regarded as propelling-

machine-ry spaces: 

(r) Spaces for the main boilers; 
(2) Spaces for the main machinery; 
(3) · Spaces for auxiliary machinery necessary for the working 

. of boilers or main machinery; 
(4) ·shaft-tunnels or trunks and escape trunks; 
{5) Engineers' stores and workshops up to a maximum of three

quarters of one per cent of gross tonnage, if situated 
within the boundaries of the machinery space below the 
upper deck. 

(6) Spaces for the followingmachinery, appliances or apparatus: 
(a) Settling apparatus in oil-burning ships (not including 

motor ships with internal combustion machinery), 
if situated within the boundaries of the machinery 
space, in the casings above, or directly adjacent to 

_such space or casings.' 
(b) Dynamos, switchboards and control-panels, with the 

exception of those indicated under B.4 .h. of the 
present article. 

(c) Silencers (including silencers in funnels). 
(d) Hot-wells, if situated within the boundaries of the 

machinery space below th!l upper deck. 
(e) Ash-ejectors. 
(f) Apparatus for forced-draft to boilers; 
(g) Oil-refiners and oil-coolers for f~eel oil and lubricating 

oil. · 
(h) Feed-water heating apparatus and other .>imilar plant 

necessary for the working of the main machinery. 
(i) Evaporators solely for boiler feed-water. 
(j) Pumps for lubricating oil. 
(k) Ventilating plant situated in and necessary for the 

ventillj.tion of the machinery space. 
{I) Storage batteries, used solely in connection with the 

propelling-machinery. 
(m) Steam and electric compressors and air-reservoirs used 

in connection with the propelling-machinery. 
l No part of such s~tti.ing apparatus which constitutes bunker space should 

be regarded as propelling-machinery space. 
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(n) Fuel-oil pumps, used solely fo~ fuel-oil purpos_es if 
situated within the boundanes of the machinery 
space, in the casiD:gs above, or directly adjacent to 
such space or casmgs. 

B. The following spaces shall not be regarded as propelling· 
machinery spaces: 

(r) Fuel spaces. 
(2) Feed-water spaces. 
(3) Tanks for lubricating oit. . . 
(4) Spaces occupied by the followmg machmery, appliances 

or apparatus: 
Ia) Aztxiliary condenser plant not used in connection 
· with propelling-machinery; 
(b) Fire-extinguishing plant; 
(c) Refrigerating machinery; 
(d) Machinery for ventilation and for heating of crew's and 

p:~.ssengers' quarters; 
(e) Sanitary pumps; 
(f) Bilge pumps; 
(g) Ballast pumps; 
(h) Dynamos; switchboards and control-panels, exclusively 

used for lighting or navigating purposes, cargo 
work, etc., quite independent from the ship's 
propelling-machinery ; 

(i) Donkey-boilers other than lhose referred to in Article 79· 

Donkey-boiler Space. 
ARTICLE 79· 

Donkey-boilers whiCh, to the satisfaction of the Central Tonnage 
Measurement Authority concerned, are necessary for and are used 
in connection with the main propelling-machinery or auxiliary 
machinery considered as part of same, shall be regarded as forming 
part of the propelling-machinery. 

If situated below the upper deck, within or outside the bound
aries of the machinery space, the space occupied by and necessary 
f~ the working of such donkey-boilers shall be included in the· 
propelling-machinery space. If situated above the upper deck 
the space occupied by and necessary for the working of such 
donkey-boilers shall be regarded as light and air space referred 
to in Article 77· 
Measurement of Propelling-
machinery Spaces. 

ARTICLE 80. 

The measurement of propelli.D.g-machinery spaces shall be 
carried out as follows: 

(r) Spaces be?ow the top of the main space, referred to in 
Article 76 under Item (a), are measured by ascertaining: 

(i) tlie length; 
@ three, five or, exceptionnally, seven depths; 

(m) three, five or, exceptionnally, seven breadths; 
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The length of the space between its end bulkheads is measured; 
this length is then divided into two, four or six equal parts, according 
to whether three, five or seven depths are to be measured. 

!he depth is measurPd in the middle plane from the top of thP 
mam space to the top of the double bottom (or top of the ordinarv 
floors or top of ceiling, as the case may be) at the extreme points 
of the length and at its points of division. Each depth is to be 
corrected on account of the round of beam, as indicated in Article 25, 
and if necessary on account of the rise or fall of double bottom or 
floors, as indicated in Article 28. 

At the middle of each depth, the breadth is then measured 
between the side bulkheads (or between the inner edges of the 
frames at the ship's sides or the ceiling thereon, as the case may be). 

The length of a space and its situation will serve as guidance 
with regard to the number of depths and breadths to be taken. 
A large engine-room situated aft and extending. from side to sid~ 
of the ship will require the measurement of five or seven depths. 
and five or seven breadths. If situated admidships, however, three 
depths and three breadths will, as a rule, be sufficient. 

When there exist in the machinery space a break or breaks in 
the double bottom or, in the case of a ship with single bottom, an 
abrupt change in the depth of floors, or when the side bulkheads of 
the machinery space have a curved or broken outline (e.g., side 
bulkheads of fuel spaces) or in general when the machinery space is 
irregular in shape, it shall be measured in parts, each part being deali. 
with as prescribed for the measurement of the whole space. In 
case the part of which the cubic capacity is to be ascertained 
is a rectangular parallelepipedon, the measurement of one depth 
and one breadth will be sufficient. 

All the measured depths and breadths shall be entered on tht 
formulre of measurement with an indication as to whether they 
have been taken to top of double bottom or to top of ordinary 
floors, to inner edge of frames or to ceiling. 

When carrying out measurement of spaces below the top of 
the main space, due regard must be given to existing recesses or 
projections in double bottom or floors as mentioned in paragraph (r) 
of Article 29. 

Figures III to n8 inclusive show details of measurement of 
propelling-machinery spaces. 

(2) Spaces referred to Jn Article 76 under Items (b), (c) and (d) 
are measured as regards length, height and breadth as indicated 
under section (r) of the present article. In most cases, however, 
the measurement of one height and one breadth will be sufficient 
unless the space concerned extends from side to side of the ship 
(e.g., a shaft recess), in which case three or five breadths should 
be measured. · 

Spaces situated above the top of the main space shall be mea
sured tier by tier. Each space is measured Sl'parately and the 
measurements are taken between their partitions without regard 
to stiffeners. 
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(3) When ascertaining the cubic capacity of the spaces dealt 
with in the present article, it should be noted that spaces not to 
be regarded as propelling-machinery spaces should not be included. 
With a view to attaining this object it will, in most cases, be found 
practical to measure separately by their extreme outside dimensions 
the spaces occupied by such machinery, appliances and apparatus 
as are not to be regarded as propelling-machinery and then subtract 
their cubic capacity from the cubic capacity of the whole space 
(see Figures no and rr8). 

If ·such machinery, appliances, apparatus, etc., are bulkheaded 
off, the cubic capacity of the space bulkheaded off is ascertained. 

The measurements of spaces occupied by machinery, appliances, 
apparatus, etc., not to bE' regarded as propelling-machinery whether 
bulkheaded off or not, shall be entered on the formulre of measure
ment. 

If, in conformity with the provisions of Article 8r, it has been 
necessary to apply restrictions to the measurements of the 
propelling-machinery space, the restricted measurements as well 
as the full measurements of the space shall be entered on the 
formulre of measurement, 

Restrictions of Propelling-machinery Spaces. 

ARTICLE Sr. 
(a) Length of the space below the top of the main space. -

(I) If, in carrying out the measurement of the propelling-machinery 
space, it is found that the length of such space exceeds what is 
necessary for the proper working of the main propelling-machinery 
and for the auxiliary machinery necessary for the main machinery, 
such length shall be. restricted, subject to the provisions of para
graph (4). 

(2) In the case of steamships, the following special prescriptions 
shall be observed: 

(i) If the fire-grates are in a fore-and-aft direction, the 
length equal to that of the fire-grates increased by about I foot 
or 0.305 metres shall be allowed in front of the fire-grates for 
the stoking or working of the fires but no additional length is 
required when the boilers are placed with the fire-grates 
athwartships. 

(ii) In the case of ships propelled by reciprocating engines, 
the point to which the after boundary of the length of the 
machinery space is to be measured should be no further aft 
of the after cylinder or its valve-casing than is necessary for 
safe working, but in no case without special instructions should 
the actual point of measurement be more than 4 feet or r.zrg 
metres aft of such cylinder or valve-casing, 

(3) In the case of turbine ships, the restrictions laid doV\'Il in 
paragraph (2) of section (a) of the present article shall apply to 
the measurement of boiler spaces. 
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(4). The restrictions referred to in paragraphs (r), (2) and (3} 
of sectiC~n (a) oi_the !>resent artic~e shall on]y apply in cases where 
the cub1c capacity ot the propelling-machinery spaces upon which 
the propelling-power allowance is based is twenty per cent or more 
of the gross tonnage in the case of screw ships, or thirty per cent 
or more of the gross tonnage in the case of paddle ships, but what
ever be the .;;ize of the machinery space these restrictions shall in 
no case be applied to fishing and hunting ships, tugs as defined 
in Article 75, ships constructed and intended exclusivetv for ice-
breaking, or yachts. • 

(5) If a departure from either of the above rules as to length 
appears to be necessary owing to the high power of the engines 
or any peculiarity in the arrangement of the machinery, the Central 
Tonnage Measurement authority concerned, to which ill necessary 
particulars and plans should be forwarded, will have to decide as 
to the length to be used for the purpose of calculating the cubic 
capacity. 

(b) Shaft trunks in steamships, escape t1"unks. - (r) Thrust
block space. When the thrust-block is not situatl"d within an 
ordinary thrust-block recess and when, according to the present 
article, a limitation has to be applied to the length of the main 
machinery space, the thrust-block being situated within the main 
space outside the restricted part, the height of such thrust-block 
space to be allowed for shall in no case exceed what is considered 
necessary for the purpose of overhauling (see Figure ng). 

(2) When there is no built tunnel: 
(a) In the case of single-screw ships, the space allowed as 

a tunnel shall be of ordinary dimensions suitable for the ship; 
if the after machinery bulkhead is recessed, the height of the 
space allowed for shall not exceed, above the shaft, what is 
necessary for working and overhauling (see Figures ng and 120). 

(b) In the case of ships with two or more screws, the same 
provisions shall, in general, apply, but when there exists a 
large space or recess open from side to side immediately aft 
of the main space, the space included in the propelling-machinery 
space shall not be larger than would have been necessary in 
the case of ordinary-sized shaft tunnels for each shaft line 
(see Figure I2I.) 

(3) In ships with two or more screws and built shaft-tunnels, 
the recessed part immediately forward of the stern tubes shall 
not be larger than is reasonable for the purpose of overhauling of 
shafting, due account being taken of the general situation of that 
part of the ship (see Figure 122). 

(4) Escape trunks shall be regarded as part of the propelling
machinery space, provided that they are not larger than is necessary 
for the purpose of access to and escape from the tunnel. 
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All doubtful cases shall be submitted, together with the necesR
ary particulars, to the Central Tonnage Measurement authority 
concerned, for their decision. 

(c) Spaces on or above the upper deck. - For the purpose ?f 
determining whether these spaces are "reasonnable in extent ", It 
should be noted that: 

(r) In the case of spaces situated outside the boundaries of 
the propelling-machinery space or the casin~s above sa:n~· and 
fitted with machinery which in accordance _with the proVIsion~ of 
Articles 78 and 79 may be regarded as part of .the propelling- . 
machinery, such spaces are not to be larger than IS necessary for 
the proper working of the smd macliinery. 

(2) In the case of spaces serving for the admission of light 
and air to the propelling-machinery space: 

(i) Their total length should not exceed the length of the 
machinery space underneath (see Figure I23), and if any 
portion is plated over, the length of the plated part should be 
deducted from the full length; 

(ii) The breadth to be allowed should not exceed half of 
the extreme tonnage breadth, the restriction as to the breadth 
shall, however, not apply to the portion of a break or a raised 
quarter-deck referred to in Article 76 (see Figures ro8 and ro9). 

Calculation of the Cubic Capacity of 
Propelling-machinery Spaces. 

ARTICLE 82. 

When the propelling-machinery spaces have been measured 
as indicated in Article So and the restrictions referred to in Article 8I 
have, if necessary, been applied, the cubi~·capacity of the propelling
macliinery spaces is ascertained as follows: 

The cubic capacity of each space (or eacli part of a space, as 
the case may be) is calculated separately by first multiplying its 
length by its breadth. The area thus obtained is then multiplied 
by the depth (height) and this last product constitutes the cubic 
capacity of the space (or of the part of the space, as the case may 
be) in cubic feet or in cubic metres. 

· If more than one breadth has been measured, a mean of the 
breadths shall be used in the calculation; the same provision shall 
apply with regard to the depths (heights). 

ARTICLE 83. 
Tbe following two examples relating to two screw ships contain 

more detailed indications as to the application of the. provisions 
concerning the deduction for propelling-machinery spaces. 

The attached scheme of calculation indicates how to determine 
the portion of light and air spaces necessary for obtaining a 
propelling-power allowance of thirty-two per cent of gross tonnage. 



A. The owner requests no spau on or abJve B. The rnontr fl!qlltJsts as mftcll space as c. TluJ OUJNr requests t"e necessa;y r.uhie 

Example 1. Uze upper deeh Jo be ;,eluded in tM gross Possible on or abore lite upper deck /o be capacity of space$ on l')f abow the upper 
added to lhe acttud machinety space a'ld drck to be inclttdeJ in till gross to11nuge aml tommgr aiUI added to lite acJual macM11ery ir~chrdeJ in Jt.e gross tonnage, !he laUn addt4 lo jhe att11at machinny spau in 

Cubic capacity of actual machinery spnet. not excuding 16oo.oo tons (~s~B.oo m~). order to obtain the 32 pu Cl!'lll rulu\·~io11. 

spaco = r6o tons (452.80 m 3). 
32.89 tons (q3.09 m3) o1 the ~pace on or .so.28 tons (142,29 mS) of the space on Total cubic capacity of space on 

The cubic capactty of the actii'U mac::hi- above the upper declt is added to the actual or above the upper- deck is included in the 
or above the upper deck (light 

nery soace docs not exceed 1::1 per cent of machinery space and included in the gross gross tonnQAe and added to the actu;~.l 
and air casings, etc.) = 65 tons the gross tonnage. Consequently, the tonnnge, 16o.oc + 31.89 -= 19::3.89 tons machinery ~pace. J6o,oo + !)0,28 = 
(t83.95 m'). deduction for propf'Uing machinery space (452.80 + 93.o8 = 545,88 m3) does not 2:r0,28 tong (452.80 + 142.29 .... 595·09 m*). 

Aggregate cubic capacity of will be J6o X 1.75 = 280 tons (4;2.80 X 1,75= exceed 13 per cent of the gross tonnage. 13 per cent,o! the gross tonnage""' :uo.~s tons 

792o40 m3). Consequently, tbe ded1.1ction Jor propelling· (595.0I m:i), Con!.equently tho deduction 
hatchways= 25 tons(70·75m3). machinery space wiU be 192.8Q 'l( 1,75 - for propeUing·machinery spaco will \)e 

337·5 tons (54;.88 X r.75 :z. 955.29 m3). ~2 per cent of the gross tonnage, 

Under-declc tonnage . r3;o.oo tons (3820.50 m 3) 1350.00 tons (3820.52 m•) 1350.00 tom; (3820.50 m") 
-----

Space above the tonnage deck 2oo.oo tons (566.oo m3) 200.00 tons (;66.oo m') 200.00 tons (566.oo m•) . 
Space on or above the upper deck 

(light and air casings, etc.) 32.89 tons (93.o8 m3) 50.28 tons (142.29 m3) 

Excoss of hatchways 17.25 tons (4!\,82 m3) 17.09 tons (48.36 m•) 17.00 tons (48.11 m•) 

Gross tonnage 1567.24 ton!t (4435.32 m•) !599.98 tons (4527.94 m3) 1618.28 tons (4576.go m 0) 

-

Deductions other than deduction 
for propelling-machinery space 120.00 tons \339.60 m3) 120.00 tons (339.60 m•) 120.00 tons (339.60 m 3) 

Remainder '447·25 tons (4095·72 m3) !479-98 ton!:t (41!\8.34 m3) 1497·28 tons (4237.30 m3) 

Deduction for propelling-rna-
chinery space 280.00 tons (792.40 m 3) 337.56 tons (955.29 m 3) 517.53 tons (146~ .60m 3) 

--
Net tonnage 1167.25 tons (3303.32 m') 1142 42 tons (3233.05 m 3) 979·75 tons (2772.70 m3) 

-- -------------- -----



Example 2. A. The ownn requests no spau on or al>ottt 
the 11pj>tr deck to be incltukd in the gross 

Cubic capacity of actual ma- tonnage and added lo the aetrud macllinery 

chinery 360 tons 
space. 

space -
(ror8.8o m3). I 

Total cubic capacity of space I The cubic capacity of the actual on or above the upper deck . 
(light and air casings, etc.) 

machh1ery space is above 13 per cent and 
- under 20 per c.ent of the gross tonnage. 

105 tons (297. IS m 3). ConSE>quently, the deduction for propelling-

Aggregate cubic capacity of machinery spare will be 32 per cent of the 

hatchways= 30 tons (84.90 m 8). 
gross tonMge. 

Under-deck tonnage . I6JO.OO ton& (4612.90 m•) 

Space above the tonnage deck 280.00 tons . (792.40 m•) 

Space on or above the upper deck 
. (light and air casings1 etc.) 

Excess of hatchways 20.45 tons 1,';7·87 m 8) 

'Gross tonnage 1930·45 tons (.5463.17 m 3) 

Deductions other than deduction 
for propellin;;-machinery space rgo.oo tons (537·70 m•) 

Remainder 1740·45 tons (4925.4 7 m 3) 

Deduction for propelling-rna-
chinery space. . . 617-74 tons (1748.20 m 8) 

Net tonnage .II22.II tons (3177 m 3) 

B. T~ Oflflln 'requests as much spau as 
Possibl~ on or abovtl the upper decA to 
be adtkd to llu aclual machinery sPau and 
includt-4 in tlu gross tonnage, the IaUer 
flol exceeding 2000.00 tons (S6Go.oo m'). 

6g.88 tons (187.76 mS} of the space on or 
above the upper deck js added to the actual 
machinery spo.ce and included in the gross 
tonna~J,e. 36o.oo + fi9.88 ""' 429.88 tons 
(1018.8o + 197-76 = 1216.~6 m3} is more 
than 20 per cent of the gross tonnage. 
Consequently, the detluction for propelling· 
machinery space will be 429.88 + 752.29 tons 
(X216.s6 x 1.75 = 2128.g8 m8). 

J6Jo.oo tons (4612.90 m•) 

28o.oo tons (792.40 m 3) 

69.88 tons (197.76 m 3) 

20.l0 tons (56.88 m 3) 

1999.98 tons (5659.94 m 3) 

xgo.oo tons (537-70 m 3) 

1809.98 tons (5122.24 m 3) 

752.29 tons (2128.g8 m•) 

I057.69 tons (2993.26 m 3) I 

c. Th4 ...,.., .,eqiU'sLf. .~ .. toW cnbie 
capacily of space em or above the uppn 
deck to 1M inclutkd in tM gro.~tS Umnag11 
an4 added fo "'e actual machinery space. 

105 tons {29·7.1.5 m3} is included in the 
gross tonnage acd added to I be actual 
madUnerv space. 36<1.00 + 105.00 -
465.00 tons (1018.8o + 297.15 ... 1315.95 mS) 
is more than 20 per cent of the ftrOSS tonnage. 
Consequently, the deduction for propelliug-
machinery space will be 46s.oox 1.75 = 
813.75 tons (I3IS.~;s x 1.75 - 230~.91ms). 

1630.00 tons (4612.90 m8) 

280.00 tons (792.40 m 0) 

ros.oo tons (297.15 m3) 

19-92 tons (56.37 m 3) 

2034·92 tons (5758.82 m8) 

xgo.oo tons (537·7o m8) 

1844.92 tons (522LI2 m3) 

813.75 tons (2302.91 m 3) . • 
I03I.X7 tons (2918.21 mB) 

U1 
00 
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Scheme of Calculation . 

. Gross tonnage exclusive of light and * space and 
hatchways . . . . . . . • . . . . . . . . . . 

· Excess of hatchways (based on the above gross tonnage) 

Gross tonnage, inclusive of excess of hatchways and 
exclusive of light and air space . . . . . . 

13 % of 1,567 ~ons . . . . . . . • 203.7I 
Machinery space below upper deck . r6o.oo 

Difference . . . . . . • . . . 
14.95% of difference. . . . . . 

Difference plus 14.95% of itself 

43-7I 
6.53 

50.24 

Gross tonnage inclusive of light and air space and 

1,sso.oo 
17.25 

50.24 

exclusive of hatchways . . . . . . . . . . . . I,617 -49 
Additional exemption for hatchways; account of light 

and air spaces = % % of 50.24 . . . . . . . . 0.25 

1,617.24 

Gross registered tonnage: 13% of 1,617.24 tons = 210.24 tons . 

• 



PART V. 

MEASUREMENT AND CALCULATION OF TONNAGE 
UNDER RULE II. 

Measurement of the Space below the 
the Uppermost Deck. 

ARTICLE 84. 
When, according to the second paragraph of Article 2, Rule II 

is to be applied, the measurement of the space below the uppermost 
deck I shall be carried out by ascertaining in the following manner 
the ship's length, the extreme outside breadth and the girth: 

(r) The length is .measured on the uppermost deck from the 
aft side of the stem to the aft side of the sternpost. Should no 
sternpost exist or should the sternpost not extend right up to the 
uppermost deck, the length shall be taken to the fore side of the 
rudder-stock, the latter being, if necessary, imagined to extend 
right up to the uppermost deck (see Fig. I24). 

(2) The extreme outside breadth is determined by measuring 
the greatest breadth of the uppermost deck to the outside of the 
ship's sides, where the upperside of the deck is marked off. The 
tumble-home, if any, is then measured by means of a lead or 
otherwise. The sum of the breadth and the tumble-home at both 
sides constitutes the extreme outside breadth (see Fig .. I25). 
Rubbing-pieces should not be included in this breadth. 

In cases where it is possible to determine the extreme outside 
breadth by inside measurement (e.g., in the machinery space of 
a steel ship) the greatest breadth to the inside of the plating is 
measured and to this breadth is added the thickness of the plating 
at both sides. ~ 

(3) The girth should preferably be measured by means of 
a curb chain passed round the ship outboard at the place where 
the extreme breadth has been measured (see Figs. I26 and I27). 
The chain must be hauled tight perpendiculally to the keel line, 
and the upper side of the uppermost deck shall be marked on it. 
The girth is then found when measuring on the chain the distance 
between the points marked off on the chain. 

Calculation of the Cubic Capacity 
of the ·Space below the · 
Uppermost Deck. 

ARTICLE 85. 
The cubic capacity of the space below the uppermost deck is 

calculated by adding together half the girth and half the extreme 

1 Nole. - When applying Rule IT. all 'tween-deck spaces and open shelter
deck spaces will be included in the space below the uppermost deck. Other 
open superstructures, however, must be dealt with in accordance with the 
provisions of Article 58. 
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ou~side br~ad.th. The sum thus obtained is squared, the result 
bemg m~tlphed by the length. This product is then multiplied, 
when usmg feet, by the factor o.oor7 in the case of wooden or 
co~posite ships and o.oor8 in the case of steel ships, and, when 
usmg metres, by the factors 0.17 and o.r8 respectively. This last 
product shall be deemed to be the cubic capacity of the space below 
the uppermost deck in register tons or in cubic metres. 

ARTICLE 86. 
When applying Rule II no measurement of double bottom 

tanks shall be carried out. 

Superstructures, etc. 
ARTICLE 87. 

Spaces on or above the uppermost deck (forecastles, breaks, 
deck-houses, hatchways, etc.) shall be dealt with in accordance 
with the relevant provisions of Part III. 

]l!easurement and Calculation of Cubic 
Capacity of Superstructures. 

ARTICLE 88. 
The measurement of all superstructures and hatchways on or 

above. the uppermost deck shall be carried out by ascertaining 
their mean breadth, mean length and mean height, if practicable in 
accordance with the provisions contained in Part III. In no case, 
however, more than one breadth shall be used. When it is im
practicable to ascertain internal measurements, external measure
ments shall be taken. 

The cubic capacity of such spaces is ascertained by multiplying 
the length by the breadth, and the product of the area thus obtained, 
by the height. This last product shall be deemed to be the cubic 
capacity in cubic feet or in cubic metres. 

Measurement and Calculation of 
the Deductible Spaces. 

ARTICLE 8g. 
The deductible spaces referred to in Article 7 shall be measured 

and their cubic capacity ascertained in accordance with the pro
visions of Article 88. All deductions shall be subject to the limita
tions and restrictions imposed by Part IV and when it is impossible 
for any space to calculate such limitations and restrictions (e.g., in 
case of water-ballast spaces) no deduction shall be allowed for the 
space concerned. 



PART VI. 

IDENTIFICATION DIMENSIONS. 

Identification Dimensions 
when applying Rule I. 

ARTICLE go. 

(r) The identification length 1 is the length from the fore side 
of the uppermost end of the stem (for wooden ships see Figure 128) 
to the aft side of the uppermost end of the stempost. _ 

Should no stempost exist, the length is taken to the point of 
intersection of the foreside of the rudder-stock (or its line of con
tinuation) with the uppermost deck. 

(2) The identification breadth is the extreme outside breadth 
which is ascertained in the same manner as indicated under 
Article 84 for the breadth under Rule II (see ;Figure 125). 

Rubbing-pieces should not be included in this breadth. 
(3) The identification depth is the vertical distance measured 

in the middle plane at half the identification length between the 
underside of the tonnage deck and the upper side of the outer 
plating or planking in the ship's bottom (see Figure 12g). 

Identification Dimensions 
when applying Rule II. 

ARTICLE gr. 

The identification dimensions for ships measured under Rule II 
shall be the length, the breadth and girth determined in accordance 
with the terms of Article 84. 

1 Note. - When the tonnage length has been ascertained, the identification 
length will easily be found by adding to or deducting from the tonnage length, 
as the case may be, the length of the horizop.tal distances measured in the middle 
plane between the extreme points of the tonnage length and the points men
tiOned above (see Figure 124). 
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,zo 6,550 z,zS ,zo 6,8oo 2,27 ,zo 7,oso 
,25 6,562 2,Ig ,25 6,812 2,27 ,25 J,062 
,30 6,575 2,Ig ,30 6,825 2,28 ,30 7,075 
.35 -6.s87 2,20 .3S 6,837 2,28 .3S 7,087 
,40 6,600 2,20 ,40 6,850 2,28 ,40 J,IOO 
,4S 6,612 2,20 ,4S 6,862 2,2g ,4S 7,II2 
,so 6,62S 2,21 ,so 6,87S 2,2g ,so 7,12S 
,SS 6,637 2,21 ,SS 6,887 2,30 ,SS 7,137 
,6o 6,650 z,zz ,6o 6,goo 2,30 ~6o ?.Iso 
,6s 6.662 2,22 ,6s 6,gr2 2,30 ,6s 7,162 
,70 6,67S 2,23 ,70 6,g2S 2,31 ,70 J,I7S 
,7S 6,687 2,23 .7S 6,g37 2,31 .7S 7,187 
,So 6,700 2,23 ,So 6,950 2,32 ,So 7 .. zoo 
,8S 6.712 2,24 ,8s 6.962 2,32 ,8s 7,212 
,go 6,72s 2,24 ,go 6,g7s 2,33 ,go 7,22S 
,g.; 6, 737 2,2S ,gs 6,g87 2,33 ,gs 7.237 

30,oo /7.soo 2,so 30,2S 7,s62 2,s2 30,so 7,62s 
,os 7.512 2,50 ,30 7.575 2,S3 .ss 7.637 
,IO 7,525 2,51 ,35 7,587 2,53 ,6o 7>650 
,15 7,537 2,51 ,40 7,6oo 2,53 ,65 7,662 
,2o 7.550 2,52 .45 7,6r2 2,54 ,7o 7,675 

Table I A (continued) 

2,33 
2,34 
2 ·34 
2,35 
2 ·35 
2,35 
2,36 
2,36 
2,37 
2,37 
2,38 
2,38 
2,38 
2,39 
2,3g 
2,40 
2,40 
2,40 
2,41 
2,41 

2·54 
•.ss 
2 ·5S 
2,S5 
2,S6 

29,oo 7,250 
,05 7,262 
,10 7.27S 
,IS 7,287 
,20 7.300 
,zs 7.312 
,30 J,325 
.3S 7.337 
,40 7.3SO 

.• 4S 7.362 
.so 7.375 
.55 7.387 
,6o ?AOO 
,65 7.412 
,JO 7,425 
.7S 7·437 
,So ·7.4SO 
,ss 7·462 
,go· 7.475 
,gs 7.487 

30.7s 7,687 
,80 7,700 
,Bs J,JI2 
,go . 7,725 
,gs 7·737 

2,42 
2,42 
2,43 
2,43 
2,43 
2,44 
2,44 
2,4S 
2,45 
2,45 
2,46 

2,46 
2,47. 
2,47 
2,48 
2,48 
2,48 
2,49 
2,49 
z,so 

z,s6 
2,57 
2,S7 
2,58 
2,S8 



Tableau I B 
JNDIQUANT EN PIEDS L'INTER
VALLE COMMUN ET LE TIERS DE 
L'INTERVALLE COMMUN ENTRE LES 
LARGEURS POUR DIFFERENTES 

Table I B 
INDICATING IN FEET COMMON 
INTERVALS AND ONE-THIRD OF 
COMMON!NTERVALSBETWEENTRE 
BREADTHS CORRESPONDING TO 

«HAUTEURS DE TONNAGE». DIFFERENT TONNAGE DEPTHS. 

La «hauteur de tonnage» au mi
lieu de la longueur de tonnage 

excUe I6 pieds. 

The tonnage depth at the middle 
of tbe tonnage length exceeds 

I6 feet. 

14,oo 2,333 o, 78 
,os 2,341 o, 78 
,10 2,350 0,78 
,15 2,358 O, 79 
,20 2,366 o, 79 
,25 2,37S 0,79 
,so 2,3!>3 o, 79 
.3S 2,391 o,So 
,40 2,400 o,So 
,45 2,408 o,So 
,50 1 2,416 o,Br 
.55 2,.f2S o,Sx 
,60 2,433 o,Sx 
,65 2,441 o,Sr 
,70 2,450 o,82 
.7S 2,4s8 o,82 
,So 2,466 o,82 
,ss 2,475 o,83 

-" ,go 2,483 o,83 
,95 2,491 o,83 

tS,ao 
,as 
,ro 
,rs 
,20 
~'25 
,30 
.35 
,40 
.4S 
.so 
.ss 
,qo 
,6s 
,70 
.75 
,So 
,85 
,go 
.95 

3,000 

3,008 
3,016 
3,a2S 
3.033 
3,041 
3,050 
3.as8 
3,066 
3.a7S 
3,083 
3.091 
3,100 
3,1a8 
3,116 
3,125 
3.133 
3.141 
3.150 
3.158 

r,oo 
1,00 
I,OI 

1,01 

I,OI 

I,OI 
1,02 

1,02 

1,02 

1,03 
1,03 
1,03 
1,03 
1,04 
1,04 
1,04 
1,04 
1,05 
r,os 
I,05 

15,oc l•.soo 
,as •.soB 
,ro 2,516 
.xs •.525 
,20 2,533 
,25 2,541 
,30 2,550 
.35 2,558 
,40 2,S66 
.4S 2,57S 
.so 2,583 
.55 2,591 
,6o 2 6oo 
,65 2,6o8 
,70 2,616 
.75 2,625 
,So 2,633 
,85 2,641 

,go z,6so 
,95 2,6:;8 

19,oa 
,os 
,10 
,IS 
,20 
,'25 
,30 
.3S 
,40 
.45 
.so 
.55 
,6a 
,65 
,70 
.75 
,So 
,8s 
,go 
.95 

3,166 
3,I7S 
3,183 
3,191 
3,200 
3,208 
3,216 
3,225 
3,233 
3,241 
3,250 
3,258 
3,266 
3,27S 
3,283 
3,291 
3.300 
3.308 
3.316 
3.32S 

o,83 
a,84 
0,84 
0,84 
0,84 
o,Bs 
o,85 
o,8s 
0,86 
o,86 
a,86 
o,86 
o,87 
o,87 
o,87 
o,S8 
o,88 
o,88 
o,8S 
o,89 

16,oo 
,os 
,10 
,IS 
,20 
,25 
,30 
.:! '). 
·40 
.4S 
.so 
.55 
,6o 
,65 
,70 
.75 
,So 
,8s 
,90 
,9.5 

1,06 20,oo 
r,o6 ;os 
1,06 ,10 

r,o6 ,15 
1,07 ,20 
I,Oj ~25 

1,07 ~30 

1,08 ,35 
r,o8 ,40 
1,08 .45 
1,08 .so 
1,09 .55 
r.o9 .6o 
1,09 ,65 
1,09 ,70 

~:~~ I :~~ 
I,IO ,85 
I,II ,90 

I,JI ,95 

2,666 
2,675 
2,683 
2,691 
2.700 
2,708 
2,716 
2,725 
2,733 
2,741 
2,750 
2,758 
2,766 
2,775 
2,783 
2,791 
2,8oo 
2,8o8 
2,816 
2,825 

3.333 
3.341 
3.350 
3.358 
3.366 
3.375 
3.383 
3.391 
3,400 
3,4oR 
3,416 
3.425 
3.433 
3,441 
3.450 
3.458 
3.466 
3·475 
3.483 
3,491 

o,89 
o,89 
o,89 
0,90 
o,go 
o,go 
0,91 
0,91 
0,91 
0,91 
0,92 
0,92 

0,92 
0,93 
0,93 
0,93 
0,93 
0,94 
0,94 
0,94 

J,ll 

I, II 
1,12 
1,12 
1,12 

1,13 
J,l3 
T,!3 
1,13 
T,l4 
1,14 
1,14 
1,14 
I,.lj 

1,15 
1,15 
I, 16 
I,J6 
1,16 
1,16 

17,oa 2,833 0,94 
,as 2,841 o,95 
.ro 2,850 o,gs 
, 15 2,858 a.9.i 
,2o. 2,866 o,g6 
,25 2,875 0,96 
,30 2, 883 0,96 
.35 2,~91 0,96 
·40 2,900 0,97 
,45 2,908 0,97 
.so 2,916 0,97 
.55 2,925 0,98 
,6o 2,933 o,g8 
,6s 2,941 o,g8 
, 70 2,950 o,g8 
• 75 2,958 0,99 
,So 2,966 0,99 
,85 2,975 0,99 
,go 2,983 a,99 
.95 2,991 1,00 

21,oo 
,os 
,10 
,15 
,20 
,25 
.30 
.35 
,40 
.45 
,so 
.55 
,60 
,65 
,70 
.75 
,So 
.ss 
,9a 
,95 

s.soo 1,17 
3,5o8 1,17 
3,516 1,17 
3.525 1,18 
3,533 1,18 
3.541 1,18 
3.550 1,18 
3,558 . I, I<) 

3,566) 1,19 
3,575 · 1,19 
3.583 1,19 
3.591 1,20 
3,600 1,20 
3,6o8 1,20 
3,616 1,21 
3,625 1,21 
3.633 1,21 
3.641 1,21 
3.6so x,.z2 
3.6;8 1,22 



Tableau I B (suite) 

.so 3.750 

.55 3·758 
,Go 3,766 
.65 3.775 
,70 3,783 
·75 3.791 
,So 3,800 
,85 3,8o8 
,go 3,816 
.95 3,825 

26,oo 

I
. ,05 

,10 
,Ij 
,20 
,25 

.30 

.35 

.40 
o45 
.so 
.55 
,60 
,65 
,JO 
o75 
,So 
,s5 
,go 
.95 

4·333 1,44 
4·341 1,45 
4·350 1,45 
4.35S '·45 
4.366 1,46 
4·373 1,46 
4.383 1,46 
4.3g1 1,46 
4·400 1,47 
1.408 J,-f7 
4.416 1,47 
-1.425 1,48 
4.433 1,48 
4·44' 1,48 
4.450 q8 
4·458 1,4g 
4-466 1,49 
4·475 1,4'1 
4.4s3 . 1,49 
4.491 1,50 

27,oo 
,05 
,ro 
,15 
,20 
,25 
,30 
.35 
·40 
.45 
.so 
.55 
,60 
,6.5 
,70 
.75 
So 

,85 
,go 
.9.5 

4.500 
4.5o8 
.tJ-516 
4.525 
4.533 
4.541 
4·550 
4.558 
4,566 
4·575 
4.583 
4.591 
4,6oo 
4,6oS 
4,6r6 
4,625 
4.633 
4.641 
4,65o 
4,658 
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Table I B (continued) 

I,jO 
I,jO 
I,jl 
r,5r 
J,jl 

1,51 
1,52 
1,52 
1,52 

1,53 
'·53 
'·53 
'·53 
1,54 
'·54 
'·54 
'·54 
1,55 
r,55 
'·55 

4,000 1,33 
4,oo8 1,34 
4,016 1.34 
4,025 1,H 
4·0331'·!4 
4·041 1,35 
4·050 1'·35 
4,os8 1.35 
4,o6611,36 
4·075 1.36 
4,083 1,36 
4,0g1 1,36 
4,100 1,37 

4,108 1,37 
4,II6 <,37 
4·125 l,3S 
4-'33 1,38 
4·'41 1,38 
4·'50 1,3S 
4· 15S 1,3<) 

28,oo 4,666 
,05 4·675 
,10 4,6S3 
,15 4,691 
,20 4·700 
,25 4·70S 
,30. 4·716 
.35 4•7•5 
·40 4·733 
·45 4·741 
,so 4-750 
.55 4·758 
,60 4·766 
,65 4·775 
,70 4,783 
.75 4·7g1 
,So 4,8oo 
,85 4,SoS 
,go 4,816 
,1)5 4,825 

1,56 
r,s6 
1,56 
1,56 
1,57 
1,57 
1,57 
1,58 
1,58 
r,5s 
1,58 
1,59 
I,5g 
1,.')9 
I,5Q 
1,6o 
r,6o 
r,6o 
r,6r 
r,6r 

25,oo 
,o.; 
,to 
,15 
,20 
,25 
,30 
.35 
,40 
.45 
.so 
.55. 
,6o 
,65 
,70 
.75 
,So 
,85 
,90 
,95 

29,oo 
,05 
,10 
,15 
,20 
,25 
,30 
.35 
,40 
.45 
,so 
.55 
,Go 
,65 
,70 
.75 
,So 
,85 
,90 
.95 

4,166 
4·'75 
4,183 
4.191 
4,200 
4,208 
4,216 
4,225 
4·•33 
4·241 
4.250 
4,25S 
4,266 
4·275 
4,283 
--f,291 
4.300 
4.308 
4·316 
4.325 

4·S33 
4·84t 
4,S5o 
4.858 
4 • .'!66 
4·S75 
4.883 
4,8gr 
4.goo 
4,gos· 
4,g16 
4.9•.5 
4.g33 
4.941 
4.950 
4.g58 
4.g66 
4.g75 
4,gS3 
4.Q91 

1,3g 
1,39 
I,3g 
1,40 
1,40 
1,40 

1,41 
1,41 
1,41 
1,41 
1,42 

1,421 
1,42 I 

'·4311 
'·43 

'·431 1,43 
'·4-~ 
'·44 
'·H 
1,61 
1,6{ 
1,62 

1,62 
1,62 

1,63 
1,63 
1,63 
1,63 
1,64 
1,64 
1,64 
1,64 
1,6.; 
1,65 
1,65 
1,66 
1,66 
r,66 
1,66 
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Tableau I B ( st,it~ )- Table I B ( contim1ed) 
~=~ .!!""' ec~ !!§Jl· II .t:o-.9 II o<> II - o:S a s-o ~s;;, Q CEo; ~ • lJ, • "' !l, • "' 

c 6'0 II ~ c i cE$ c ce~ ~s· • ,;; 0 c" 
;3 ..§ • :S "' c 'E. 

c coe • c c- • c ~0" c § • =0" c § "' c ,g 
"' a eli c g. f.c c fr ll".c • at.,C c c 

"' c "" fr Jl • Jl Jl Q Jl "' "' 0 •c "' • ·= Jl "' • 8 ·= 5 ot C I • "' II o,;::-.3:; • "' II -· "' II 8::-; • "' • 0 
1!, o •• Q "' 0;.- ~' 

"' " • u • "' II 0 • • "' II "' 1), " ~ ~ • 0 I~ I~~ " • ~ c 
~1:8 ~ • c ·r~ ~ • ~ 

c 
~1:8 ~ ~ I ll c • § c c 2 § 7J .li c c c ~ .§l, 2 ~ Jl 

~~-;:$ 
.'l c ~ ~ ~ ~ !l .2 

! -;: .E 
~ {!. .:l • {!. • ~~ .. • ~fca • {!. tl!:-; • -~ ~::J> • ... :ll ... 0 I • • :<: . - :<: ;:."!.. ;;'! ~iii; -· -::~;. :<: I "' -. ... ~ .s: ~ tl .s. .. -::. .. -- c"" . - -~~~~ ~ ·- bl)<:.o ~ 

~~.s ~~.9 ·"- I - ---::--$! := =-- .s .s 

I I ' 30,oo 5.000 1 1.67 31,oo 5,166 1,72 32,oo 15;333 I,jB 33,oo s.soo 1,81 I 
,os 5,oo8 1,67 ,05 5.175 1,73 •05 5.341 1,78 ,05 s.so8 r,s.., 
,IO 5,016 1,67 ,IO 5,I83 I,73 ,IO 5.350 1,78 • IO 5.516 I 1,84 
,15 5,025 1,68 ,15 5,191 1,73 ,15 5.358 1,79 ·'5 5·525[ 1,84 
,20 5·033 1,68 ,20 s.zoo 1,73 ,20 5.366 1,]9 ,2o 5.533 r,S4 
,25 5·041 !,68 ,25 s,zo8 1,74 ,25 5.375 1,79 ,25 5.541 : r.ss 
.30 5.050 1,68 ,30 j,2I6 J,74 .so 5.383 1,79 ,30 s.s5o I 1,Rs 
.35 s.o5S 1,6') .35 5,225 1,74 .35 5.391 1,8o .35 5.558 1,85 
·40 s,o66 r,69 ,40 5;233 1,74 ,40 5,400 1,8o .40 s.s66 1,86 
.45 5·075 r,6g ·45 5.241 1,75 .45 5,408 I,So .45 5·575 1,86 
.so s.o83 1,69 .so 5.250 1,75 .so 5.416 1,81 ,so 5.583 1,86 
.55 5,091 1,70 .55 s.zsB 1,?5 .55 5.425 r,Sr .ss 5.591 1,86 
,60 s.roo I,JO ,60 5,:266 1,76 ,6o 5.433 I,8J .60 s,6oo r,87 
,65 5,108 1,70 ,65 5,!!75 1,76 ,65 5.441 1,81 ,65 s,6o8 r,87 
•70 5,n6 [,JI ,70 5,283 I,76 ·10 5.450 1,8:2: ,70 s.6r6 1,87 
·75 5,125 1,71 ·15 5,291 J,76 ·75 5·45s 1,82 .75 5,625 r,SS 
,so 5·'33 !,71 ,So 5,300 1,77 ,So 5.466 1,8'2 ,So ;,633 1,88 

,85,5·'41 1,71 ,85,5.308 1,77 ,85 5.475 1,83 ,8515.641 r,88 

I 
,go s.rso 1,72 ,go 5,316 1,77 ,go 5.483 1,83 ,go s,6so r,88 
,95 s.rs8 1,·72 .95 5,325 1,7S .95 5.491 1,83 .9.< s.6ss 1,89 

I 
37,oo .,6, 166 l34,oo 5.666 1,8g,35,oo s.833 1,94 36,oo 6,000 2,00 2,06 

• ,os s.675 r,89 ,os s.S4r 1,95 ,05 6,oo8 2,00 ,as 6,175 2,06 ' I ,10 5,683 1,89 ,10 s.B5o 1,95 ,IO 6,or6 2,01 ,IO 6,183 2,06. 

I 
,15 s,6g1 1,90 ,15 s.sss 1,95 ,15 6,025 2,01 ,15 6,191 2,06 
,20 5,7oo 1,90 ,20 5,s66 1,96 ,20 6,033 z;o1 ,20 6,200 2,07 
,25 s.7os 1,90 ,25 s.B75 1,96 ,25 6,041 2,01 ,25 6,208 2,07 

I 
,30 s.716 1,91 ,30 5.ss3 1,96 ,30 6,oso 2,02 .30 6,216 2,07 

.35 5,725 1,91 .35 5,891 r,g6 .35 6,os8 2,02 .35 6,2'25 2,08 

·40 5.733 1,91 ,40 s.goo 1,97 ,40 6,o66 2,02 ·40 6,233 2,08 

·45 5.741 I,<)I, .45 s.gos 1,97 .45 6,075 '2,03 ·45 6,2.p 2,08 

.so 5.750 1,92 .so s.gr6 1,97 .so 6,083 2,C3 .so .6.250 2,08 

.55 5.758 1,92 .55 5,925 1,98 .55 6,091 2,03 .55 6,~58 2,09 
,60 5.766 1,92 ,6o 5.933 1,98 ,6o 6,100 2,03 ,60 6,266 2,09 

,6s 5.775 1,g3 ,65 5.941 r,g8 ,65 6,ro8 2,04 ,65 6,275 2,09 

·70 5,783 1,93 ,70 5.950 1,98 ,70 6,116 2,04 ,70 6,283 2,09 

·75 5.791 !,93 .75 5.g5S 1,99 .75 6,125 2,04 .75 6,291 2,10 

,So .;,Sao 1,93 ,So 5.966 1,99 ,So 6,133 2,0!:J. ,So 6,300 2,10 

,85 s,8o81 1,94 .ss 5.975 1,99 ,85 6,141 2,05 .ss 6,308,2,10 
,90 5,816 r,94 ,go 5.983 1,99 ,go 6,150 2,05 ,go 6,316 2,II 
.95 s,S25 1,94 ,gs 5.991 2,00 .95 6,rs8 2,05 .95 6,325 2,11 
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Tableau I B (suite) 

I 

38,oo i 6,333 2,II 39,oo 6,soo 2,I7 
,o_;I6.34I 2,II ,as 6,so8 2,I7 
,xo 6,350 2.12 ,ro 6,516 2.17 
.rsj6.3s8 2,I2 ,Is 6,525 2,I8 
,20 6,)66 2,12 ,20 6,533 2,18 
,25 6,375 2,I3 ,2s 6.s.p 2,I8 
,30 6,3S3 2,I3 ,30 6.550 2,IS 
.35 6,39I 2,I3 .35 6.ssS 2,I9 
,4o 6,4oo 2,I3 ,4o 6.s66 2,I9 
·45 6,40S 2,I4 .45 6,S7S 2,I9 
.so 6,4I5 2,I4 .so 6.s83 2,I9 
.ss 6,425 2,J4 .55 6.591 2,20 
,6o 6,433 2,14 ,6o 6,6oo 2,20 
,65 6,441 2,IS ,65 6,6oS 2,20 
,70 6,450 2,15 ,JO 6,616 2,21 
·75 6,458 2,IS ·75 6,625 2,2I 
,So 6,466 2,16 ,So 6,633 2,21 
,Ss 6,4 ?S 2,161 ,85 6,64 I 2,2! 
,go 6,483 2,16 ,go 6,650 2/Z2 
.95 6,491 • '2,16 .95 6,6j8 2,22 

42,oo 7,000 2,33 43,oo ,7,166 2,39 
,as 7,oos 2,34 ,as 7,I7S 2,39 
,10 7,016 . 2,34 ,10 J,I8J 2,39 
,15 J,02j 2,34 ,15 J,I91 2,40 
,20 7.033 2,J4 ,20 7,200 2,40 
,25 7,041 2,35 ,25 7,208 2,40 
,JO 7,050 :2,35 ,30 7,216 2i41 
.35 7.oss 2,35 .35 7,225 2,41 
·40 ],066 2,36 ·40 ],233 2,41 
.45 ],0]5 2,36 ·45 ],241 2,4I 
.so 7,083 2,J6 .so 7,250 2,42 
.55 ],091 2,36 .ss ],2SS 2,42 
,6o ],too 2,37 ,6o 7,266 2,42 
,65 7,Io8 2,37 ,65 7,275 2,43 
,]0 ],II6 2,3] ,]0 ],283 2,43 
,]5 ],125 2,38 .75 ],291 2,43 
,So 7,133 2,3S ,So ],300 2,43 
.ss 7,I41 2,3s .ss 7.3as, •• 44 
.90 ],ISO 2,38 ,90 ],316 2,44 
,95 7,158 2,39 .9S ],32S 2,44 

40,oo 
,05 
,ro 
,IS 
,20 

,25 
,30 
.'35 
,40 
.45 
,so 
.ss 
,60 
,65 
,]0 
,]5 
,8o 
.ss 
,go 
.95 

44,oo 
,os. 
,IO 

,IS 
,20 
,25 
,30 
·35 
·40 
·45 
.so 
.ss 
,60 
,6~ 
,]0 
.]5 
,So 
.s5 
,go 
.95 

6,666 
6,6]5 
6,683 
6,6gi 
6,700 
6,]0S 
6,716 
6,]25 
6.733 
6,]41 
6,]50 
6,]sS 
6,]66 
6,]]5 
6,]S3 
6,]9I 
6,8oo 
6,8oS 
6,8Io 
6,825 

].333 
7·341 
1·350 
].358 
7·366 
].375 
],383 
].391 
7·400 
],408 
7·4I6 
],425 
].433 
7·441 
].450 
7·458 
].466 
7·475 
].483 
].491 

Table I B (continued) 

2,22 41,oo 
2,23 ,os 
2,23 ,10 

2,23 ,15 
2,23 ,20 

;!,24 ,25 
2,24 ,30 
2,24 .35 
2,24 ,40 
2,25 .45 
2,25 ,so 
2,25 .ss 
2,26 ,60 
2,26 ,65 
2,26 ,70 
2,26 .75 
2,27 ,So 
2,27 ,85 
2,27 ,90 
2,28 ,95 

2,44 45,oo 
2,45 ,05 
2,45 ,10 
2,45 ,r5 
2,46 ,20 
2,46 ,25 
2,46 ,30 
2,46 .35 
2,47 ,40 
2,47 .45 
2,47 .so 
2,48 .55 
2,48 ,60 
2,48 ,65 
2,48 ,70 
2,49 .75 
2,49 ,So 
2,49 .ss 
2,49 ,go 
2,50 ,95 

6,1!33 2,28 
6,84I 2,28 
6,Bso 2,28 
6,858 2,29 
6,S66 2,29 
6,8]5 2,29 
6,883 2,29 
6,8gx 2,30 
6,goo 2,30 
6,go8 2,30 
6,916 2,3I 
6,925 2,31 
6,933 2,3! 
6.94I 2,31 
6,950 2,32 
6,958 2,32 
6,g66 2,32 
6,97512,33 
6,983 2,33 
6,99! 2,33 

],500 2,50 
7.soB 2,so 
7,516 2,5! 
],525 2,5I 
7.533 2,5! 
7.541 2,5 r 
7.550 2,52 
1.ss8 2,52 
],566 2,52 
7.575 2,53 
],583 2,53 
7.591 2,53 
],6oo 2,53 
],6oS !2,54 
],6I6 !2,54 
7,625 2,54 
],633 2,54 
],64I 2,55 
],6so 2,55 
],658 2,55 
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Tableau II A 
INDIQUANT EN METRES L'INTER
V ALI.E COMMUN ET I.E TIERS DE 
:L'INTERV ALLE COMMUN ENTRE I.ES 
I.ARGEURS POUR DIFFERENTES 

<<HAUTEURS DE TONNAGE>>. 

La «hauteur de tonnage" au mi
lieu de la longueur de tonnage 

n: ~xcede pas 4 m. go. · 

o.so o.rzso o.o42 
0.51 o.1275 o.o43 
0.52 0.1300 0.043 
o.53 o.1325 o.o44 
0.54 0.1350 0.045 
o.ss 0.1375 0.046 
o.s6 o.14oo o.o47 
0.57 o.1425 o.o48 
o.sB o.145o o.o48 
0.59 0.1475 0.049 
o.6o o.rsoo o.oso 
o.61 0.1525 o.051 
0.62 0.1550 0.052 
o.6J o.1575 o.o53 
o.64 o.16oo 0.053 
o.6s 0.1625 0.054 
o.66 o.165o o.o55 
o.67 o.1675 o.o56 
0.68 o. 1700 0.057 
0.69 0.1725 0.058 

I.JO 0.325010.108 
1.31 9.3275 0.109 
1.32 O.JJOO O.IIO 

1.33 0.3325 O.II1 
1.34 0.3350 0. II2 
1.35 0.3375 O.II3 
1.36 0.3400 O.IIJ 
1.37 0.3425 O.II4 
1.38 0.3450 o.IIj 
1.39 0.3475 O.IIt 
1.40 0.3500 o.II7 
1.41 0.3525 o.IIS 
1.42 0.3550 o.II8 
1.43 0.3575 O.II9 
1.44 O.J6oo 0.120 
1.45 0.3625 0.121 
1.46 o.365o o.122 
1.47 0.3675 0.123 
!.48 0.3700 0.123 
!.49 0.3725 0.124 

o.7o 0.1750 o.os8 
0.71 0.1775 0.059 
0.72 o.r8oo o.o6o 
0.73 0.1825 o.o61 
0.74 o.185o o.o62 
0-75 0.1875 0.063 
0.76 0.1900 o.o63 
o.77 o.1925 o.o64 
o.78 0.1950 o.o65 
0.79 0.1975 o.o66 
o.8o o.zooo o.o67 
o.8r o.2025 o.o68 
o.82 o.zoso o.o68 
o.83 0.2075 o.o69 
o.84 o.zroo o.o7o 
0.85 0.2125 O.O]I 
o.86 o.2150 0.072 
o.87 0.217510.073 
9.88 0.2200 0.0]3 
o.Sg 0.2225 o.o74 

1.50 0.3750 0.125 
1.51 0.3775 0.126 
1.52 o.38oo o.127 
1.53 0.3825 0.128 
'·54 o.385o o.128 
1.55 0.3875 0.129 
L56 0.3900 0.130 
1.57 0.3925 0.1J1 
1.58 o.3950 o.r32 
L59 0.3975 0.133 
1.60 0.4000 0.133 
1.61 0.4025 0.134 
1.62 0.4050 O.IJ5 
1.63 0.4075 0.136 
1.64 0.4100 0.137 
I.6j o.4I2j O.IJ8 
1.66 0.4150 0.138 
1.67 0.4175 0.139 
I .68 0.4200 O.I.fO 
I.69 0.4225 0.141 

Table II A 
INDICATING IN METRES COMMON 
INTERVALS AND ONE-THIRD OF 
COMMON INTERVALS BETWEEN 
THE BREADTHS CORRESPONDING 
TO DIFFERENT TONNAGE DEPTHS. 

The tonnage depth and the 
middle of the tonnage length does 

not exceed 4.90 metres. 

o.go o.zzso o.o75 
0.91 0.2275 0.076 
0.92 0.2300 0.077 
0.93 0.2325 0.078 
0.94 0.2350 0.078 
0.95 0.2375 0.079 
0.96 o.z4oo o.o8o 
0.97 0.2425 o.o81 
0.98 0.2450 o.o82 
0.99 0.2475 0.083 
I.OO 0.2500 0.083 
1.01 0.2525 0.084 
r.oz o.zsso o.o8s 
1.03 0.2575 o.o86 
1·.04 0.2600 0 087 
1.05 0.2625 o.o88 
x.o6 0.2650 o.o88 
1.07 0.2675 0.089 
1.08 0.2700 o.ogo 
1.09 0.2725 o.ogr 

1.70 0.425019·142 
I.7I 0.4275 0.143 
1.72 0.4300 0.143 
1.73 0.4325 0.144 
1.74 0.4350 O.I45 
1.75 0.4375 o.x.j6 
I.76 0.4400 0-147 
1.77 0.4425 0.148 
1.78 0.1450 0.148 
·1.79 0.4475 0.149 
1.8o o.45oo o.150 
r.81 0.4525 o.151 
r.82 0.4550 o.152 
I.83 0-4575 0.153 
I.84 0.46oo 0.153 
r.85 o.4625 o.154 
x.86 o.465o o.155 
r.87 o.4675 o.r56 
r.88 0.4700 0.157 
1.89 0.4725 0.158 

1.10 0,2750 0.092 
I.Il 0,2775 0.093 
I.I'l 0.2800 0.093 

I.IJ 0.2825 0.094 
1.14 o.285o o.o95 
I.I5 0.2875 0.096 
1.16 o.2goo 0.097 
I. 17 0.2925 o.o98 
1.18 0.2950 o.o98 
1.19 0.2975 0.099 
1.20 0.3000 0,100 
1.21 0.3025 O.IOI 
1.22 0,3050 0.102 

1.23 0.3075 0.103 
1.24 0.3100 0 IOJ 
1.25 0.3125 0.104 
I .26 0.3150 0.105 

1.27 ,0.3175 o.1o6 
1.28 0.3200 0.170 
1.29 0.3225 0.108 

1.90 0.4750 o.158 
x.gr 0.4775 0.159 
1.92 o.48oo o.16o 
1.93 0.4825 0.161 
!.94 0.4850 0.162 
1.95 0.4875 0.163 
1.96 0.490C 0.163 
'·97 0.4925 0.164 
1.98 0.4950 0.165 
1.99 0.4975 0.166 
2.00 o.sooo 0.167 
2.01 0.5025 0.168 
2.02 0.5050 0.168 
2.03 0.5075 0.169 
2.04 0.5100 0.170 

2.05 0.5125 0.171 
z.o6 o.srso o.172 
?..07 0.5175 0.173 
2.08 0.5200 0.173 
2.09 0.5225 0.174 
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1

: 2 .10 'o.525o o.175 2.30 jo.5750 0.1921 2.50 o.62501 o.2o81 
2.ll 0.5275 0.176 2.31 0.5775 0.193 2.51 0.6275 0.209 
2.12 o.sJoo o.177 2.32 o.sSoo o.193 2.52 o.6Joo/ o.2ro 

! 2.13 0.5325 0.178 2.33 0.5825 0.194 2.53 9.6325 0.211 
2.14 o.535o o.178 2.34 o.585o o.195 2.54 o.6350 o.212 
2.15 0.5375 0.179 2•35 0.5875 0.196 2.55 0.6375 0.213 
z.r6 0.5400 o.r8c 2.36 o.sgoo 0.197 2.56 o.64oo 0.213 
2.17 0.5425 9.181 2.37 0.5925 0.198 2.57 0.6425 0.2J4 

1 2.18 0.5450 0.182 2.38 0.5950 0.198 2.58 o.6450 0.215 
2.19 0.5475 0.183 2.39 0.5975 0.199 2.59 0.6475 0.216 

j 2.20 o.ssoo o.r83 2.40 o.6ooo o.zoo 2.6o o.6soo 0.217 

I 2.21 0.5525 o.184 2.41 o.6o25 o.zor 2.61 o.6525 o.zr8 
, 2.22 o.ssso o.185 2.42 o.6oso o.2o2 2.62 o.6550 0.218 
I 2.23 0.5575 0.186 2.43 0.6075 0.203 2.63 0.6575 0.219 
i 2.24 0.5600 0.187 2.44 o.61ool 0.203 2.64 o.66oo o.22c 
j 2.25 0.5625 o.r88 2.45 o.6125 0.204 2.65 0.6625 0.221 

1 
2.26 o.565o o.188 2.46 o.6rso o.2o5 2.66 o.665o o.222 
2.2710.5675 0.1891 2.47 0.617510.206 2.67 0.66751· 0.223 
2.28 0.5700 0.190 2.48 0.6200 0.207 2.68 0.6700 0.223 
2.29 0.5725 0.191 2-49 0.6225 0.208 2.6() 0.6725 0.'224 

2.90 o.725ol o.242 3.1o o.7750 o.2581 3.30 o.825o o.2751 
2.91 0.7275 0.243 3.II 0.7775 0.259 3.31 0.8275 0.276 
2.92 0.7300 0.243 3.12 O.J80o 0.260 3-32 0.8300 0.277 
2.93 0.7325 0.244 3.13 0.782510.261 3·33 0.8325 0.278 
2.94 0.7350 0.245 3.14 0.7850 0.262 3·34 o.8350 0.278 
2.95 0.7375 0.246 3·15 0.787510.263 3·35 0.8375 0.279 
2.96 0.7400 0.247 3.~6 0.7900 0.263 3.36 o.84oo o.28c 
2.97 0.7425 0.248 3·•7 0.7925 0.264 3·37 0.8425 0.281 
2.98 0.7450 0.248 3.18 0.795010.265 3·38 0.8450 0.282 
2.99 0.7475 0.249 3·19 0.7975 0.266 3·39 0.8475 0.283 
3.00 0.7500 o.25o 3.20 o.8ooo 0.267 3.40 o.85oo 0.283 
3-01 0-7525 0.251 3-21 0.8025 0.268 3-41 0.8525 0.284 
3.02 o.755o o.252 3.22 o.8o5o o.26l 3.42 o.8550 o.285 
3·03 0.7575 0.253 3·23 0.8075 0.26g 3·43 0.8575 0.286 
3.04 o.76oo~ 0.253 3.24 o.81oo o.27c 3·44 o.86oo 0.287 
3.05 0.7625 o.254 3.25 o.812510.271 3·45 o.8625 0.288 
3.o6 o.765 o.255 3.26 o.8150 o.272 3.46 o.86so o.288 
3·071 0.76751 0.2Sf 3.27 0.817510.273 3·47 0.867510.289 
3.08 0.7700 o.257 3.28 o.82oo 0.273 3.48 9.87oo o.29c 
3·09 0.7725 0.2j8 3·29 0.8225 0.274 3·49 0.8725.0.291 

2.70 0.6750 0.225 
2.71 0.6775 0.226 
2.72 o.68oo 0.227/ 
2.73 0.6825 0.228 
2.74 o.685o o.228 
2.75 0.6875 0.229 
2.76 o.6goo 0.230 
2.77 0.6925 0.2311 
2.78 o.6950 o.232l 
2.79 0.6975 0.233 
2.80 O.JOOO 0.233 
2.81 0.7025 0.234 
2.82 0.7050 0.235 
2.83 0.7075 0.236 
2.84 0.7100 0.2371 
2.85 0.71250.2381 
2.86 0.7150 0.238 

2.871 0.717~.- 0.239! 
.z.88 0.7200 0.240' 
2.89 0.722=; 0.241 

3·50 0.875010.292 
3.51 o.8775 0.293 
3.52 o.88oo 0.293 
3·53 o.8825 0.294 
3·54 o.885o 0.295 
3·55 0.8875 0.2g6 
3.56 o.89oo 0.297 
3·57 o.8g25 0.298 
3.58 o.8950 o.298 
3·59 0.8975 0.299 
3.6o 0.9000 0.300 
3.61 0.9025 0.301 
3.62 0.9050 0.302 
3·63 0.9075 0.303 
3.64 0.9100 0.303 
3.65 0.9125 0.304 
3.66 0.9150 0.305 
3·67 o.9175 o.3o6 
3.68 o.gzoo 0.307 
3·69 0.9225 0.308 
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3.70 O.Q250 0.308 
3·71 0.9275 0.309 
3.72 0.9300 0.310 
3·73 0.9325 0.3II 
3·74 0.935? 0.312 
3·75 0.9375 0.313 
3.76 0.9400 0.313 
3· 77 0.9425 0.314 
3.78 0.9450 0.315 
3·79 0.9475 0.316 
3.8o 0.9500 0.317 
3.81 0.9525 0.318 
3.82 0.9550 0.318 

I 3.83 0.9575 0.319 

I 

3.84 o.g6oo 0.320 
3.85 0.9625 0.321 
3.86 o.965o o.322 

I 3.87 0.9675 0.323 

I 3.88 0.9700 0.323 
3·89 0.9725 0.324 

4.50 1.125010.375. 
4·51 1.1275 0.376 
4·52 1.1300 0.377 
4·53 1.1325 0.378 
4·54 1.1350 0.378 
4·55 1.1375 0.379 
4.56 1.1400 o.38o 
4·57 1.1425 0.381 
4.58 1.1450 0.382 
4·59 1.1475 0.383 
4.60 1.1500 0.383 
4.61 1.1525 0.384 
4.62 1.155o o.385 
4.63 1.1575 0.386 
4.64 I.I6oo 0.387 
4·65 I.I625 0.388 
4.66 1.1650 0.388 
4.671 1.1675 0.389 
4.68 1.1700 0.390 
4·69 I. 1725 0.391 

3.90 0.9750 0.325 
3.91 0.9775 0.32t 
3.92 0.9Soo 0.327 
3·93 o.g825 o.328 
3.94 o.985o. 0.328 
3·95 0.9875 0.329 
3.96 0.9900 0.330 
3·97 0.9925 0.331 
3.98 0.995010.332 
3·99 0.9975 0.333 
4.00 1.0000 0.333 

4.01 1.0025 0-334 
4.02 1.0050 0.335 
4.03 1.0075 0.336 
4.04 I .0100

1 

0.337 
4.05 1.0125 0.338 
4.06 1.0150 0.338 
4.07 1.017510.339 
4.08 1.0200 0.340 
4-09 1.0225 0.341 

4.70 1.1750 0.3921 
4.71 1.1775 0.393 
4.72 1.18oo 0.393 
4·73 I.I82j 0.394 
4·74 1.1850 0.395 
4·75 1.1875 0.396 
4.76 1.1900 0.397 
4·77 1.1925 0.398 
4.78 1.1950 0.398 
4·79 1.1975 0.399 
4.So 1.:2ooo 0.400 
4.81 1.2025 0.401 

4.82 1.2050 0.402 

4·83 1.2075 0.403 
4·84 1.2100 0.403 
4·85 1.2125 0.404 
4.86 1.2150 0.405 
4·87 1.2175 0.40( 
4.88 1.2200 0.407 
4-89 1.2225 0.408 

Table II A (continued) 

4.10 I 1.0250,0.342 
4.II 1.0275 0.343 
4-12 1.0300 0-343 
4·13 1.0325 0.344 
4·14 1.0350 0.345 
4.15 1.0375 0.346 
4.16 1.0400 0,347 
.4-17 1.0425 0-34~ 
4.18 1.0450 0.34E 
4-19 1.0475 0-34~ 
4.20 l.OjOO 0.35c 

4-21 1.0525 0-351 
4.22 r.osso o.352 
4.23 1.0575 0.35: 
4.24 I.o6oo 0.353 
4·25 1.0625 0.354 
4.26 r.o65o 0.355 
4·27 1.0675 0.3561 
4.28 1.0700 0.35i 
4.29 1.o72.; o.35o 

4.90 1.22501 o.4oE 
4-91 1.22 75 0.40~ 
4-92 I .2300 0,4IC 

4·93 1.2325 0.4II 
4·94 1.2350 0.412 
4·95 1.2375 0.413 
4·96 1.2400 0.413 
4·97 1.2425 0.4f4 
4·98 1.2450 0.415 
4·99 1.2475 0.416 
s.oo t.zsoo 0.417 
j.OI I .2525 0.418 
.;.o2 1.2550 0.418 
5·03 1.2575 0.419 
5·04 1.2600 0.420 
5·05 1.2625 0.421 
.;.o6 r.265o 0.422 
5·07 1.2675 0.423 
.;.o8 1.2700 0.423 
s.oq 1.2725 0.424 

4·30 I 1.07501 0.3.;8 
4·3' . 1.0775 0·359 
4.321 1.0800 0.360 
4·33 1.0825 0.361 
4·34 I.oSso o.362 
4·35 1.0875 0.363 
4.36 I.ogoo 0.363 
4·37 1.0925 0.364 
4.38 1.0950 0.365 
4·39 1.0975 0.366 
4.40 1.1000 0.367 
4·41 1.1025 0.368 
4·4:2 , I.10j0 0.368 
4·43 1.1075 0.369 
4·44 l.IIOO 0.370 
4·45 I.II25 0.371 
4.46 I.II50 0.370 
4·47 J.II751 0.373 
4·48 1.1200 0.373 
4·49 1.1225 0.374 

5.10 1.2750 0.425 
5 II 1.2775 0.426 
5.12 r.z8oo 0.427 
5·'3 1.2825 0.428 
5·!4 1.2850 0.428 
5-15 1.2875 0.429 
5.16 1.2900 o.43o 
5·'i 1.2925 0.431 
5.18 1.2950 0.432 
5·19 1.2975 0.433 
5.20 1.3000 0.433 
5.21 1.3025 0.434 
5.22 1.3050 0.435 
5·23 1.3075 0.436 
5.24 1.3100 0.437 
5.25 1.3125 0.438 
5.26 1.3150 0.438 
5·27 T.31751 0.439 
s:z8 1.3200 0.440 
_5.29 1.3225 0·4411 
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5·30 1.3250 0.442 5-50 1-375° 0-458 5-70 1.4250 0.475 5-90 1.4750 0.492 

5-31 1.3275 0-443 5-51 1.3775 0-459 5-71 1.4275 0.476 5-91 1.4775 0.493 

5-32 1.3300 0-443 5-5• 1.3800 0.460 5-72 1-4300 0.477 5-92 1.4800 0.493 

5-33 1-3325 0.444 5·53 1.3825 0.46! 5·73 1-4325 0'478 5-93 1.4825 0.494 

5-34 1-3350 0.445 5·54 1.3850 0.462 5-74 1.4350 0.478 5·94 1.4850 0.495 

5·35 1.3375 0.446 5-55 1.3875 0.463 5·75 1.4375 0-479 5-95 1.4875 0.496 

5·36 '·3400 0.447 5-56 1-3900 0.463 5-76 1.4400 0.480 5·96 1.4900 0.497 

5·37 1.3425 0.448 5-57 1.3925 0.464 5·77 1.4425 0.48! 5·97 1.4925 0.498 

5-38 1-345° 0.448 5.58 1.395° 0.465 5-78 1.4450 0.482 5-98 1.4950 0.498 

5-39 1.3475 0.449 5-59 1.3975 0.466 5·79 1.4475 0.483 5-99 1.4975 0.499 
5·40 1-3500 0.450 5·6o 1.4000 0.467 5.8o 1.4500 0.483 6.00 r.5ooo o.soo 
5-41 1.3525 0.451 5.61 1.4025 0.46! 5.81 1.4525 0.484 6.01 1.5025 o.sor 

5·42 1.3550 0.452 5.62 1.4050 0.46! 5.82 1-4550 0.485 6.02 1.5050 0.502 

5-43 1.3575 0.453 5-63 1.4075 0.469 5·83 1.4575 0.486 6.03 1.5075 0.503 
5-44 1.3600 0.453 5-64 !.4100 0.470 5·84 1.4000 0.487 6.04 r.sxoo 0.503 
5-45 1.3625 0.454 5.65 1.4125 0.471 5.85 1.4625 0.488 6.o5 I.SI25 0.504 
5-46 r.365o 0.455 5.66 1.4150 0.472 s.86 1.4650 0.488 6.06 r.s15o 0.505 
5-47 1.3675 0.45( 5-67 !.4175 0.473 5-87 !.4675 0.489 6.07 1.5175 o.5o6 
5·48 1.3700 0.45" 5.68 1.4200 0-473 5.88 1.4700 0-490 6.o8 1.5200 0.507 

I 
5-49 1.3725 0.458 5-69 1.4225 0.474 5-89 !.47~5 0-491 6.og 1.5225 o.5o8 

6.!0 t.52501 o.5o! 6.30 1.575ol'o.525 6.50 1.6250 0-542 6.70 !.6750 o.558 

I 6.II 1.5275 0.509 6.31 1.5775 0.526 6.51 r.6275 0-543 6.71 1.6775 0.559 
6.12 1.5300 o.51c 6.32 r.58oo 0.527 6.52 1.6300 0-543 6.72 r.68oo o.56o 
6.I3 1.5325 o.su 6.33 1.5825 0.528 6.53 I.6325 0-544 6.73 1.6825 0.561 
6.14 !.5350 0.512 6.34 I. 58 5o 0.528 6.54 I.6350 0-545 6.74 1.6850 0.562 
6.15 1.5375 0.513 6.35 r.5875 0.529 6.55 1.6375 0-546 6.75 r.6875 0.563 
6.16 1.5400 0.513 6.36 1.5900 0.53C 6.56 1.6400 0-547 6.76 1.6900 o.563 
6.!7 1.5425 0.514 6.37 1.5925 0.531 6.57 !.6425 0-548 6.77 1.6925 0.564 
6.18 1.5450 0.515 6.38 1-5950 0.532 6.58 1.6450 o-548 6.78 !.6950 o.565 
6.19 1.5475 o.51t 6.39 1-5975 0.533 6.59 !.6475 0-549 6-79 1.6975 o.566 
6.20 1-5500 0.517 6.40 I.6ooo 0.533 6.6o 1.6500 0-550 6.80 1.7000 0.567 
6.21 1.5525 0.518 6.41 1.6025 0.534 6.61 1.6525 0-551 6.81 1.7025 o.568 
6.22 1.5550 o.518 6.42 r.6oso 0.535 6.62 r.6sso 0-552 6,82 1.7050 o.s68 
6.23 1.5575 0.519 6.43 !.6075 o.536. 6.63 !.6575 0-553 6.83 1.7075 0.569 
6.24 1•56oo o.52< 6.44 1.6roo 0.537 6.64 r.66oo 0-553 6.8f 1.7100 0.570 
6.25 1.5625 0.521 6.45 1.6125 o.538 6.65 r.6625 0-554 6.8s 1.7125 o:571 
6.26 !.5650 0.522 6.46 1.6150 0.538 6.66 r.66so 0-555 6.86 1.7150 0.572 
6.27 1.5675 0.52 6.47 1.6175 0-53! 6.67 1.6675 o.556 6.87 I.7I75 0.573 
6.28 1-5700 0.52 6.48 1.6200 0.540 6.68 !.6700 0.557 6.88 1.7200 0.573 
6.29 1.57251 0.524 6.49 I.6225 0.541 6.6g r:6725 o.ss8 6.8g 1.7225 0·574 



Tableau II A (suite) 

6.90 1.7250 0.575 7.10 
6.91 1.7275 o.576 7.rr 
6.92 1.7300 0.577 7-12 
6.93 1.7325 o.578 7.13 
6.94 r.735o o.578 7.14 
6.95 1.7375 0.579 7.15 
6.96 I-74oo o.j8o 7.16 
6.97 1.7425 o.58I 7.17 
6.98 1.7450 0.582 7.18 
6.99 '·7475 o.583 7.19 
7.00 1.7500 0.583 7.20 
7.01 1.7525 0.584 7.21 
7.02 1.7550 0.585 7.22 
7.03 1.7575 o.586 7.23 
7.04 1.76oo 0.587 7.24 
7.05 1.7625 0.588 7.25 
7.o6 r.765o o.588 7.26 
7.07 1.7675 o.5891 7.27 
7.o8 r.noo o.590 7.28 
7.09 1.7725 o.59I 7.29 

7·70 I.9250 0.642 7-90 
7·7I 1.9275 0.643 7-91 
7-72 1.9300 0.643 7-92 
7·73 1.9325 0.644 7-93 
7·74 I-9350 0.645 7-94 
7·75 1.9375 0.646 7-95 
7·76 1.9400 0.647 7-96 
7·77 1.9425 0.648 7·97 
7·78 1.9450 0.648 7-98 
7·79 1.9475 0.649 7-99 
7.80 1.9500 o.65o 8.oo 
7.81 1.9525 o.65I 8.oi 
7.82 I.955o o.6sz B.oz 
7.83 r 9575 o.653 8.03 
7.84 1.96oo o.653 8.04 
7.85 1.9625 o.654 8.05 
7.86 r.965o 9.655 8.o6 
7.87 1.9675 o.656 8.o7 
7.88 1.9700 o.657 8.o8 
7.89 1.9725 o.658 8.og 

-75-

I-7750 o.592 
I-7775 0.593 
I .78oo 0.593 
I.7825 0.594 
I.78so 0.595 
I.7875 o.596 
I-7900 0.597 
I.7925 o.598 
I.7950 o.s98 
1.7975 0.599 
I .8ooo o.6oo 
1.8025 o.6or 
r.Soso o.6o2 
I.8075 0.603 
I.8xoo 0.603 
I.8I25 o.6o4 
I.8Iso o.6o5 
I.8I75 0.606 
I .8200 0.607 
I.8225 o.6o8 

I.9750 o.6581 
I.9775 o.6s9 
I .98oo o.66o 
I.9825 o.66I 
I.985o o.662 
I.9875 o.663 
I .9900 o.663 
I.9925 o.664 
I.9950 o.665 
I-9975 0.666 
2.0000 0.667 
2.0025 0.668 
2.ooso o.668 
2.0075 o.669 
2.oroo o.67o 
2.0125 o.67I 
2.0150 o.672 
2.0175 0.673 
2.0200 0.673 
2.0225 0.674 

Table II A (continued) 

7.30 I .8250 o.6o8 7 .so 
7.31 1.8275 o.6o9 7-SI 
7.32 r.83oo o.6Io 7.52 
7-33 1.8325 o.61I 7-53 
7-34 1.8350 o.6I2 7-54 
7-35 1.8375 o.6q 7·55 
7-36 1.8400 0.613 7·56 
7·37 1.8425 o.6q 7·57 
7.38 I.8450 o.6I5 7.58 
7-39 1.8475 o.616 7-59 
7.40 1.8500 o.6I7 7.6o 
7.4I r.8525 o.6r8 7.6I 
7.42 I.8550 o.6r8 7.62 
7-43 1.8575 o.6I9 7.63 
7·44 r.86oo o.62o 7.64 
7·45 1.8625 0.62I 7.65 
7-46 r.865o o.622 7.66 
7·47 1.8675 0.623 7·67 
7.48 1.8700 0.623 7.68 
7-49 I.8725 0.624 7-69 

x.875ol o.6zs 
I.8775 o.626 
r.88oo 0.627 
r.8825 o.628 
r.885o o.628 
r.8875 o.629 
I .8900 o.63o 
1.8925 o.63II 
1.8950 o.632 
1.8975 o.6331 
1.9000 o.633 
I .9025 o.634 
1.9050 o.635 
1.9075 0.636 
I.9Ioo o.637 
I.9I25 o.638 
1.9I5o o.638 
I.9175 o.639 
I.g200 0.640 
1.9225 0.641 

8.ro 2.0250 o.675 
8.rr 2.0275 o.676 
8.I2 2.0300 0.677 
8.I3 2.0325 0.678 
8.14 2.0350 0.678 
8.15 2.0375 o.67< 
8.r6 2.0400 o.68o 
8.I7 2.0425 o.68r 
8.r8 2.0450 o.682 
8.19 2.0475 o.683 
8.20 2.0j00 0.683 
8.21 2.0j25 0.684 
8.22 z.o55o o.685 
8.23 2.0575 0.686 
8.24 2.0600 0.687 
8.25 2.0625 o.688 
8.26 2.o6so o.688 
8.27 2.0675 o.689 
8.28 2.0700 o.69o 
8.29 2.0725 o.6g1 

8.30 2.0750 o.692 
8.3I 2.0775 0.693 
8.32 2.o8oo 0.693 
8.33 2.0825 0.694 
8.34 2.o85o o.695 
8.35 2.0875 o.696 
8.36 2.ogoo o.697 
8.37 2.0925 o.698 
8.38 2.0950 o.6g8 
8.39 12.0975 o.699 
8.40 12.1000 o. 700 
8.4I 2.I025 0.701 
8.42 2.1050 0.702 
8.43 2. I075 o. 703 
8.44 2.ll00 0.703 
8.45 2.ll25 0.704 
8.46 2.II50 0.705 
8.47 2.1175 0.706 
8.48 2.!200 0.707 
8.49 2.1225 0.708 



Tableau II A (suite) 

B.so :z.125o a. 7oS 
8.51 2.1275 0.709 
8.j2 2.1300 0.7IC 
s:53 2.1325 o.7u 

I 8.54 2.1350 o.712 

1 
s.ss 2.1375 o. 713 
8.j6 2.1400 0.713 
8.57 2.1425 0.714 
8.58 2.1450 0.715 
s.59 2.1475 o.716 
8.60 2.1500 0.717 
8.61 2.1j2j 0.718 

8.62 2;.1550 0.718 

8.63 2. I 575 0. 719 
8.64 2.r6oo o. 720 
8.6j :2.1625 0.721 
8.66 2.1650 0.722 
8.67 2.1675 0.72.1 
8.68 2.1700 0.723 
8.69 2.1725 0.724 
8.70 2.1750 0.725 
8.71 2.1775 0.726 
8.72 2.r8oo 9.727 
8.73 2.1825 0.728 
8.74 2.1850 0.728 
8.75 2.1875 0.729 

Table II A ( continzeed) 

8.76 2.1900 0.730 
8.77 2.1925 0.731 
8.78 2.1950 0.732 
8.79 2.1975 0.733 
8.80 2.2000 0.733 
8.81 2.2025 0.734 
8.82 z.:zoso o.735 
8.83 2.2075 0·736 
8.84 2.2100 0.737 
8.85 2.2125 o.738 
8.86 2.2150 0.738 
8.87 2.2175 0.739 
8.88 2.2200 0.74' 

8.89 2.2225 0.741 
S.go 2.2250 0.742 
8.91 2.2275 0.743 
8.92 2.2300 0.743 
8.93 2.2325 0.744 

.8.94 2.2350 0.745 
8.95 2.2375 o.746 
8.g6 2.2400 0.747 
8.97 2.2425 0.748 
8.g8 2.2450 0.748 
8.99 2.2475 0.749 
g.oo 2.2500 o.750f 

I 



-77-

Tableau II B 
INDJQUANT EN METRES L'INTER
VALLE COMMUN ET LE TIERS DE 
L'INTERV ALLE COMMUN ENTRE LES 
LARGEURS POUR DIFFERENTES 

Table II B 
INDICATING IN METRES COMMON 
INTERVALS AND ONE-THIRD OF 
COMMONINTERV ALS BETWEEN THE 
BREADTHS CORRESPONDING TO 

«HAUTEURS DE TONNAGE» 

La «hauteur de tonnage». au mi
lieu de la longeur de tonnage 

excede 4 m. go. 

DIFFERENT TONNAGE DEPTHS. 

The tonnage depth at the middle 
of the tonnage length exceeds 

4.90 metres. 

4.00 

I 
4.01 
4-02 

4·0J 
4·04 
4·05 
4.06 
4·07 
4.08 
4·09 
4.10 
4·II 
4-12 

4·13 
4·14 
4·15 
4.16 
4·17 
4.18 
4·19 

il 
1-: 
I;-

0.66661 0.22? 
0.6683 0.223 
0.670010.223 
o.67r6 0.224 
0.6733 0.2:2 f 
0.67501 0.2~5 
o.6766 0.226 
0.6783 0.226 
o.68oo 0.227 
o.68r6 0.227 
o.6833 o.22t 
o.68so o.22E 
0.6866 0.229 
0.6883 0.229 
o.6goo o.23c 
o.6gr6 0.231 
0.6933 0.231 
o..6gso o.2321 
o.6966 o.232 
o.6983 0.233 

4.80 o.8ooa\ 0.267 
4.81 o.8or6 0.267 
4.82 0.8<>33 0.26< 
4.R3 o.Bos< o.26l: 
4.84 o.8o66 0.26~ 
4.85 o.8o83 0.269 
4.86 o.Rtoo 0.270 
4.87 o.Su6 o.271 
4.88 o.8133 0.271 
4.89 o.8r5o 9.272 
4.90 o.8166 0.272 
4.91 o.8183 0.273 
4.92 o.Szoo 0.273 
4·93 o.8216 0.27~ 
4·94 o.8Z33 0.274 
4·95 o.825o o.275 
4·96 o.8266 o.27t 
4·971 0.8283 0.276 
4.98 0.8JOO 0.277 
4-Cl9 o.83r6 0.277 

4.20 \o.~ooo 0.2331 4.40 o.733310.244 
4-21 0.7016 0.234 4·41 0.7350 0.245 
4.22 0.7033 o.234 4.42 0.7366 0.246 
4·23 0.7050 0.235 4·43 "·7383 0.241 
4-24 0.]066 0.2J6 4-44 
4.25 0.7083 o.>>f 4··~5 
4.26 0.7100 0.237 4·46 
4·27 0.7II6 0.237 4·47 
4.28 0.7133 o.23i 4.48 
4.29 0.7150 0.2J1 4·49 
4.30 0. 7166 0.239 4.50 
4·31 0.7183 0.23\ 4-51 
4-32 0.7200 0.240 4-52 
4-33 0.7216 0.241 4-53 
4·34 0.7233 0.241 4·54 
4-35 o. 725° 0.242 4·55 
4-36 0. 7266 0.242 4·56 
4-37 0.7283 0.243 4·57 
4-38 0.7300 0.243 4·58 
4-39 0.7316 0.244 4·59 

5.00 \o.8333 0.278 
5.01 0.8350 0.278 
s.oz 0.8366 0.2]9 
5.03 o.8383 o.279 
5·04 0.8100 0.280 
5.05 o.84r6 o.281 
s.o6 0.8433 0.281 
5.07 o.R4_;ol 0.28" 
5.08 0.8466. 0.082 
5-09 0.848310.283 
5.10 o.85oo 0.283 
5.rr o.8516 o.284 
5.12 0.8533 0.284 
5.r3 o.855ol1 

o.28.; 
5· 14 o.Bs66 o.286 
5.r5 o 8583 o.286 
5.I6 o.8600i 0.287 
5·'7 o.86r61o.287 
5.18 o.8633 o.28R 
5.19 o.86so o.-28~ 

5-20 

5-21 
j.22 

5-23 
5-24 
5·25 
5.26 
5·27 
5-28 
5-29 
5·30 
5·31 
5·32 
5-33 
5·34 
5-35 
·5-36 
5·37 
5·38 
5·3<l 

0-7400 0.247 
0.7416 0.247 
0.7433 0.248 
0.7450 0.248 
0-7466 0.'249 
0-7483 0.249 
0.750< 0.250 
0-7516 0.251 
0.7533 0.251 
o.756o o.252 
0-7566 0.252 
0-7583 0.253 
0.7600 0.253 
0.7616 0.254 
0.7633 9-254 
0.7650 0.255 

o.86661 0.289 
o.8683 o.289 
o.87oo o.2go 
o.871( 0.291 
0,8733 0.291 
o.875o o.292 
,,8761 0.202 
o.87S' 0.29 
o.88oo 0.293 
o.88r6 0.294 
o.8833 0.294 
o.B85o o.295 
o.8866 o.2q6 
o.8883 0.296 
o.89oo 0.297 
o.8916 0.297 
o.8933 o.2g8 
o.8950 o.2q8 
o.Sq66 0.299 
o.8983 o.:2(}<) 

4.60 
4.61 
4.62 
4·63 
·f.1>4 
4·65 
4-66 
4·67 
4.68 
4-69 
4·70 
4·7' 
4·72 
4·73 
4-74 
4·75 
4·76 
4-77 
4·78 
4-79 

I 
0.7666 0.256 
0.7683 0.256 
0-7700 0.257 
c.7716 0.257 
o. 77 33 0.258 
0.7750 0.2.18 
o. 7766 0.259 
0.7783 0.259 
0.7800 0.260 

0.7816 0.261 
o. 7833 0.261 
0.7850 0.262 
o. 7866 0.262 
0. 7883 0.263 
o. 7900 0. 263 
0.791610.264 
0.7933 0.264 
0-795010.265 
o. 7966 0.266 
o. 7Q83 0.266 

.).40 1 0.9000 0.300 
5-41 0.9016 O.JOI 
5·42 0.9033 O.JOI 
5-43 o.go5o o.302 
5·44 o.go66 0.302 
5·45 0.9083 0.303 
5.~6 o.groo 0.303 
5·47 o.gu6 0.304 
5.4$ 0,9133 0.304 
5-49 0.9150 o.305 
5.50 o.9r?6 0.306 
5.51 0.9183 0.306 
5.52 0.9200 0.307 

5-53 0.9216 0.307 
5-54 0.9233 0.308 
5·55 0.9250~ 0.308 
5·56 0.926 O.JO<) 
5·57 0.9283 0.309 
5-58 0.0300 0.310 
5-S'l 0.931 0.3H 
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Tableau II B (suite) Table II B (continued) 
QC~ !:8:5 ::q~};l ~-· 

~ .. /f,9 
b~,9 e 

~ -§- ~ b •,9 
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0 • "' ~ 8" • 1:. "' 1: 8""-<11 ~ 

~ "' 1: 0 • "' 1: 8" .., .., 
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:I: ;::: ..s .. :I: ;::: .s tt :I: ;::: :I: ;::: .s~ 
-~- ~~.5 -~- :;!!. .9 :;:--._.s ::;--_,$ 

s.6o 0.9333 O.JII 5·8o I 0.9666 0.322 6.00 I.OOOO 0-333 6.20. 1.0333 0.344 

5.6r 0.9350 0.312 5.8r 0.9683 0.323 6.01 1.0016 0-334 6.21 1.0350 0.345 

I 5.62 0.9366 0-312 5.82 0.9700 0.323 6.02 1.0033 0-334 6.22 1.0366 0.346 

5·63 0.9383 0.313 5.B3 o.g7r6 0.324 6.03 1.0050 0-335 6.23 1.0383 0.346 

5·64 0.9400 0-313 5·84 0.9733 0.324 6.04 I.oo66 0-336 6.24 1.0400 0.347 
5·65 0.9416 0.314 5.85 0.9750 0.325 6.o5 1.0083 0-336 6.25 1,0416 0.347 
5.66 0.9433 0.314 5 .86 0.9J66 0.326 6.o6 1,0100 0-337 6.26 I.0433 0.348 
5-67 0.9450 0.315 5·87 0.9783 9-326 6.07 I.OJI6 0-337 6.27 !.0450 0-348 
5.68 0-9466 0.316 5.ss 0.98oo 0.327 6.o8 I.OI33 0-33< 6.28 I.0466 0-349 
5-69 0-9483 0.316 5·89 o.98t6 0.327 . 6.09 1.0150 0-33~ 6.29 1.04~3 0.349 
5-70 0-9500 0.317 5-90 0.9833 0.328 6.10 r.or66 0-33~ 6.30 r.o5oo 0-350 
5-71 0.9516 0.317 5-91 0.98~~ 0.328 6.II 1.0183 0-339 6.31 r.o5r6 0.35I 
5-72 0.9533 0.3I8 5-92 0.986 0.329 6.12 1.0200 0-340 6.32 I.0533 0.35I 
5·73 0.9550 0.3I8 5-93 0.9883 0.329 6.13 I.02I6 0-341 6.33 1.0550 0-352 
5·74 0-9566 0.3I9 5-94 0.9900 0.330 6.14 1.0233 0-341 6.34 I.o566 0.352 
5·75 0-9583 0.319 5-95 0.9916 0.331 6.15 1.0250 9-342 6.35 r.o583 0.353 
5·76 o.96oo 0.320 5·96 0.9933 0.331 6.J6 1.0266 0-342 6.36 r.o6oo 0.353 
5-7? 0.9616 O.J21 5-97 0.9950 0.332 6.I7 I.0283 0.343 6.37 r.o6r6 0.354 
5·78 0.9633 0.32I 5-98 0.9966 0.332 6.I8 1.03001 0-343 6.38 I.0633 0-354 
5·79 o.965o O.J22 5-99 0.9983 0.333 6.19 I .03 r6 0.344 6.39 r.o6so 0.355 

6-40 I .06661 0.356 6.6o 1.1000 0.367 6.80 I .13331 0.378 7.00 I.I666 0.389 
6.4I I.o683 0.356 6.6I r.ror6 0.3~l 6.8r I.I350 0-378 7-0I I.r683 0.389 
6.42 1.0700 0.357 6.62 1.1033 0.36 6.82 1.1366 0-379 7-02 1.1700 0.390 
6.43 1.0716 0.357 6.63 1.1050 0.368 6.83 I.I383 0-379 7·03 I.17I6 0.391 
6.44 1.0733 0.350 6.64 r.ro66 0.369 6.84 1.1400 0.380 7·04 !.1733 0.39I 
6-45 1.0750 0.358 6.65 I.I083 0.369 6.85 I.I4I6 0.381 7-05 !.1750 0.392 
6.16 1.0766 0.359 6.66 1.1100 0.370 6.86 i.J433 0.381 7.06 !.1766 0.3921 
6.47 I.0783 0.359 6.67 I.III6 0.371 6.87 '·'450 0.382 7·07 1.1783 0.393 
6.48 I.o8oo 0.36c 6.68 I.II33 0.371 6.88 1.1466 0.382 7.08 1.1800 0.393 
6.49 1.0816 0.361 6.69 1.1150 0.372 6.89 I.I483 0.383 7·09 r.r8r6 0.394 
6.50 I.0833 0.361 6.70 I:u66 0.372 6.90 1.1500 0.383 7-IO 1.1833 0.394 
6.5I I.o85o 0.362 6.7I x.u8~ 0.373 6.91 r :rsr6 0.384 J.Il r.185c 0.395 
6.52 1.0866 0.362 6.72 1.1200 0 ·373 6.gz 1.1533 0.384 .7.12 1.1866 0.396 
6.53 1.0883 0.363 6.73 I.IZJ6 0.374 6.93 I.IjjO 0.385 7·13 r.r883 0.396 
6.54 1.ogoo 0.363 6-74 1.1233 0.374 6.94 r.r566 0.386 7·14 1.1900 0.397 
6.55 1.ogr6 0.364 6-75 1.1250 0.375. 6.95 I.1j83 0.386 7-15 1.1916 0.397 
6.56 1.0933 0.364 6.76 I.1266 0.376 6.96 1.1600 0.387 7.16 !.1933 0.398 
6.57 1~0950 0.365 6.77 1.128~ 0.371 6.97 I.I6r6 0.387 7·I7 I.I950 0.398 
6.58 1.og66 0.366 6.78 I.I300 0.377 6.98 I.I633 0.388 7.18 1.1966 0-399 
6.59 1.0983 0.366 6.79 1.131 0-377 6.99 !.16501 o.388 7-I9 1.1983 0.399 
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Tableau II B (suite) Table II B ( crmtinued) 

• 
il'"' a -0 g. - "' • • 
"' il' 
~ = • = 
- 0 

~ '"' ~ 

7.20 I .2000 0.400 
J.2I I.20I6 0.401 

7.22 1·.2033 0.401 
7.23 1.2050 0.402 
7.24 1.2066 0.402 
7-25 1.2083 0.403 
7.26 1.2100 0.403 
7-27 I.2II6 0.404 
7-28 1.2133 0.404 
7-29 1.2150 0.405 
7-30 1.2166 0.406 
7-31 1.2183 0.406 
7-32 1.2200 0.407 
7·33 1.:!216 0.407 
7·34 1.2233 0.408 
7 ·35 I .2250 0.408 
7·36 1.2266 0.409 
7·37 1.2283 0.409 
7.38 1.2300 0.410 
7-39 1.2316 0.4II 

S.oo 1.3333 0.444 
8.01 1.3350 0-445 
8.02 1.3366 0.446 

I 
8.03 !.3383 0.446 

I 

8.04 1.3400 0-44 7 
8.o5 '·34'6 o.447 
8.o6 1.3433 0.448 
8.07 1.3450 0-448 
8.o8 1.3466 0.449 
8.09 1.3483 0.449 
8.10 1.3500 0-450 
8.II 1.3516 0.451 
8.12 1.3533 0.451 
8.13 1.3550 0-452 
8.14 1.3566 0-452 
8.15 1.3583 o.453 
8.16 1.3600 0-453 
8.171 1.3616 0-454 
8.18 1.3633 0-554 
8.19 1.3650 0.455 

7-40 I 1.233) 0.4II 
7-41 1.2350 0.412 
7·42 1.2366 0.412 
7·43 1.2383 0.413 
7·44 1.2400 0-413 
7·45 I.2416 0.414 
7·46 1.2433 0.414 
7·47 1.2450 0.415 
7·48 1.2466 0.416 
7·49 1.2483 0.4_16 
7·50 1.2500 0.4I7 
7·51 1.2516 0.4I7 
7·5• 1.2533 0.418 
7·53 1.2550 0.418 
7·54 1.2566 0.419 
7·55 1.258310.419 
7·56 1.2600 0.420 
7·57 1.261610.421 
7·58 !.2633 0.421 
7·59 1.2650 0.422 

. 8.20 1.3666 0-456 
8.21 1.3683 0-456 
8.22 1.3700 0-457 
8.23 1.37I6 0.457 
8.24 I-3733 0-458 
8.25 1.3750 o.4s8 
8.26 I.3766 0.459 
8.27 I-3783 0-459 
8.28 I.380o 0.460 
8.29 1.38I6 0.461 
8.30 1.3833 0.46I 
8.3I r.385o 0.462 
8.32 1.3866 0.462 
8.33 1.3883 0.463 
8.34 1.3900 0.463 
8.35 I.39I6 0.464 
8.36 1.3933 0.464 
8.37 1-3950 0.465 
8.38 I.3g66 0.46t 
8.39 1.3983 0.466 

7.60 I .2666 0.4221 
7.6I I.2683 0.423 
7.62 I.2700 0-423 
7.63 1.27I6·0.424 
7·64 1.2733 0.424 
7·65 1.2750 0.425 
7.66 I .2 766 0.426 
7·67 1.2783 0.426 
7.68 r.28oo 0.427 
7.69 I.28I6 0.427 
7·70 1.2833 O.<f2~ 
7·7' 1.2850 0.428 
7·72 1.2866 0.429 
7·73 1.2883 0.429 
7·74 1.2900 0.430 
7·75 I.29I6 o.43I 
7·76 1.2933 0-43I 
7. 771 I .2950 0.432 
7·78 1.2966 0·432 
7·79 1.2983 0.433 

8.40 1.40001 0.467 
8.41 1.4016 0.467 
8.42 1.4033 0.468 
8.43 1.4050 0.468 
8.44 1.4066 0.469 
!l-45 1.4083 0.469 
8.46 1.4100 0.470 
8.47 !.4II6 0.471 
8.48 1.4133 0.471 
8.49 1.4150 0.472 
8.50 1.4166 o.472 
8.5r L4I83 o.473 
8.52 1.4200 0.473 
8.53 1.4216 0.474 
8.54 1.4233 0.474 
8.55 I.425o 0.475 
8.56 1.4266 0.4 76 
8.571 1.4283 0.476 
8.5s 1.43oo o.477 
8.59 1.4316 0.477 

7.8o 1.3000 0.433 
7.81 1.3016 0.434 
7.82 1.3033 0.434 
7·83 1.3050 0-435 
7·84 I.3066 0.436 
7·85 1.3083 0.436 
7·86 !.3100 0.437 
7.87 I.3II6 0.437 
7.88 !.3133 0.438 
7.89 !.3150 0.438 
7.90 1.3166 0.439 
7-91 !.3183 0.439 
7-92 !.3200 0.440 
7-93 !.3216 0.441 
7-94 1.3233 0.441 
7-95 !.3250 0.442 
7.96 I.J266 0.442 
7-97 !.3283 0-443 
7·98 !.3300 0.443 
7·99 1.3316 0.444 

8.60 !.4333 0.478 
8.61 I.f350 0.478 
8.62 1.4366 0.4 79 
8.63 1.4383 0.479 
8.64 1.4400 0.480 
8.65 r.4416 o.48r 
8.66 !.4433 0.48! 
8.67 I .4450 0.482 . 
8.68 1.4466 0.482 
8.69 I-4483 0.483 
8.70 1-4500 0.483 
8.71 1.4516 0.484 
8.72 1.4533 0.484 
8.73 1.4550 0.485 
8.74 I.4566 o.486 
8.75 '·4583 0.486 
8. 76 1.4600 0.487 
8. 771 1.46!6 0.487 
8. 78 1.4633 0.488 
8.79 1.465< 0.488 
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Tableau II B (suite) Table II B (continued) 
• c. oc• 

If r··· Q>="' 
~ s~ • ~E~ ,!:lo.;:! • "o-" • 

;: ~ ~~ • " 5e.:C • ., • .. §', ~ 

" • 
~ ·~g .. c :S "Sf i'f c :S ... ~ • c • c • :S c .. c c " c ! c g. ·s· c 

~ il-1§8.ll • • g. ='8~ 
c 2- 3 ~ "~ § 3 il "' c c g. 3 "' § •• 3 "' "' e • c 3 

"' I-ll -o e .. = 3 "' • "' • "' • • • ~8 • s-· ~ 
"' • s->~ • "' s->8 • " 0• • • "' "" 0 "" " • 

"' a ~ "' 1!, • ~,! "' " I ~ 
• 0 > "' .. 

~ 
• ~~~ • " c ~~~ • ~ • " • = ~ I .c " • c 

" " M " . c ... • • • • • • 3 • ~ .Q " 
c " . "' • • -; 3 . "' c s • c 

r~ 2 f: <II: • s -; 3 
~p -; ~ ~ ·- ~ " t"<il ;; ~ "§ • • ;C. "" g • . ;C. ••• " ;C. 

d .. _,, .. -E!> • -o~ .. 
:I: .s ~t :I: - """ :I: -~~- :I: .... ~ .s "~ ;;'! ··- :.'! ·-;. ::.C.3 ~~ ~1!.5 ::--J:.E >E.S ::--_.5 

8.80 I.4666 0.489 g.oo l.jOOO 0,500 g.zo I.53331 0.5II 9-40 1.5666 O.j22 

8.81 !.4683 0.489 9.01 1.5016 O.jOI 9.21 1.5350 O.jl2 9-41 1.5683 0.523 
8.82 1.4700 0.490 g.oz 1.5033 O.jOI 9.22 !.5366 O.ji2 9-42 1.5700 0.523 

8.83 1-4716 0.4g1 9-03 I. 50 5o O.j02 9-23 1.5383 0.513 9-43 1.5716 0.524 
8.84 1-4733 0.4g1 9-04 1.5066 O.j02 9-24 !.5400 0.513 9-44 !.5733 0.524 
8.85 1.4750 0.492 9-05 1.5083 0.503 9-25 1.5416 o.5I4 9-45 !.5750 0.535 
8.86 !.4766 0.492 9.06 I.jiOO O.jOJ 9.26 '-5433 0.514 9-46 '-5766 0.526 
8.87 !.4783 0.493 9-07 1.5II6 0.504 9-27 !.5450 0.515 9-47 !.5783 o.536 
8.88 1.4800 0.493 9.08 !.5133 0.504 9.28 !.5466 0.516 9-48 1.58oo 0.527 
8.8g 1.4816 0.494 9.09 1.5150 O.jOj 9-29 !.5483 o.516 9-49 1.5816 0.527 
8.90 1.4833 0.494 g.ro 1.5166 0.506 9-30 !.5500 O.jl/ 9.50 1.5833 0.528 
8.91 I.485o 0.495 9-II !.5183 o.5o6 9-31 1.5516 0.517 9-51 I. 58 5o 0.528 
8.g2 !.4866 0.496 9.12 I.j:?OO 0.507 9-32 1.5533 -0.518 9-52 1.5866 0.529 
8.93 1.4883 0.496 g.13 I.j2I6 0.507 9-33 1.5550 0.518 9-53 1.5883 0.52g 
8.94 1.4900 0.49' 9-14 1.5233 o.so8 g.34 i 1.5566 0.519 9-54 1.5900 0.530 
8.g5 1.4916 0.497 9-15 l.j2j0 O.j08 9-35 . !.5583 0.519 9-55 1.5916 0.531 
8.96 '-4933 0.498 9.16 I.j266 O.j09 9.36 ' r.56oo O.j20 9.56 1.5933 0.531 

8.971 !.4950 0.4981 9-17 I.j283 0.509 g.37 1.5616 O.j21 9-57 I".5g50 O.jJ2 

8.98 !.4966 0.499 9.18 !.5300 O.jiO 9-38 1.5633 O.j2I g.58 1.5966 0-532 
8.99 . I.4g83 0.499 9-19 1.5316 0.5!1 g.3g I.j6jO 0,522 g.sg 1.5983 0-533 

9.6o r.6ooo 0.533 9.8o 1.63331 0-544 JO.OO !.66661 0.55t I0.2C 1.7000 0.567 
9.61 1.0016 0.534 9.81 1.63501 0.545 10.01 r.66R3 0.556 10.21 !.7016 0.567 
g.62 r.6033 0.534 g.82 1.636610.546 10.02 1.6700 0.557 10.22 !.7033 0.568 
g.63 x.6o5o 0.535 g.83 1.6383' 0.546 10.03 r.6716 o.557 10.23 !.7050 0.568 
g.64 I.6o66 o.53i g.84 r.64odi 0.54 7 10.04 !.6733 0.558 10.24 I.]066 0.569 
9-65 r.6o83 0.53( g.S5 !.64161 0.547 10.05 I.6]50 0.558 10.25 I.]083 0.569 
g.66 1.6100 0.53 g.86 !.6433 0.548 rq.o6 !.6766 0.559 10.26 1.7100 0.570 
9-67 r.6II6 0.537 9-87 1.64501 0.548 10.07 I.6]83 0.55\ 10.27 1.7II6 0-571 
g.68 !.6133 0.531 g.88 !.64661 0.54g ro.o8 1.68oo o.56o 10.28 !.7133 0-571 
9-69 1.6150 o.53s 9-89 I.6483 0.549 ro.og r.68r6 o.561 10.29 1.7150 0.5]2 
g.70 !.6166 0.539 g.9o r.6sooj o.sso 10.10 1.6833 o.56r 10.30 1.7166 0.572 
9-71 r.6r83 0.53' g.91 1.6516

1 
o.551 IO.II r.685o 0.562 10.31 !.7183 0.573 

g. 72 I 1.6200 0.54< g.92 I.6533i 0.551 10.12 r.6866 0.562 10.32 1.7200 0.573 
9-73j r.62r6, 0.541 9-93 r.6550 o.552 10.13 r.688J 0.563 10.33 I.f216 0.574 

,.,. I LM,r,.. g.94 !.65661 0.552 10.14 r.6goo o.563 10.34 !.7233 0-574 
g.751 !.625 0.542 9-95 !.6583 0.553 10.15 r.6g16 0.56, 10.35 !.7250 0-575 
g. 76 !.6266 0.542 g.g6 r.66oo o.553 10.16 r.6g33 0.564 10.36 !.7266 0.576 

9-77, !.6283 0.5431 9-g7 r.661~ o.554 10.17 r.6g;o o.565 10.37 1.7283 0.576 

I 
g.78 !.6300 0.543 9.g8 r.6633 0-554 10.18 r.6g66 o.566 10.38 !.7300 0-577 
9-79 1.631 0.544 9.9g r.665 0-555 10.19 1.6983 0.566 10.39 !.7316 0-577 
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Tableau II B (suite) Table II B ( contim1e:l) 

10.40 1.7333 o.578 1o.6o 1.7666 0.589 10.80 r.Sooo o.6oo n.oo 1.8333 o.6u 
10.41 1.7350 0.578 10.61 1.7683 0.589 10.81 z.8o16 o.6o1 11.01 1.8350 o.612 
10.42 1.7366 0.579 10.62 r.noo 0.590 10.82 1.8033 o.6o1 11.02 1.8366 o.612 
10.43 1.7383 o.579 10.63 1.7716 o.591 10.83 r.8o5o o.6o2 11.03 L8383 o.613 
10.44 1.7400 o.58o 10.64 1.7733 0.591 10.84 r.8o66 o.6o2 11.04 r.84oo o.613 
10.45 1.7416 6.581 10.65 1.7750 o.592 10.85 r.8o83 o.6o3 11.05 1.8416 o.614 
10.46 1.7433 0.581 10.66 1.7766 0.592 10.86 r.81oo o.6o3 II .o6 1.8433 o.6q 
10.47 1.7450 0.582 10.67 1.7783 0.593 10.87 r.8n6 o.6o4 11.07 r.845o o.615 
10.48 1.7466 0.582 10.68 r.78oo 0.593 10.88 1.8133 o.6o4 rr.o8 1.8466 o.616 
10.49 1.7483 0.583 10.69 1.7816 0.594 10.89 r.8150 o.6o5 11.09 r.8483 o.616 
10.50 1.7500 0.583 10.70 1.7833 0.594 to.go r.8166 o.6oo n.1o r.85oo o.617 
10.51 1.7516 o.584 10.71 1.7850 o.595 10.91 r.8183 o.6o6 1r.rr r.8516 o.617 
10.52 1.7533 0.584 10.72 1.7866 0.596 10.92 r.82oo o.6o7 11.12 r.8533 o.618 
10.53 1.7550 o.585 10.73 1.7883 o.596 10.93 r.8216 o.6o7 rr.13 1.8550 o.618l 
10.54 1.7566 0.586 10.74 1.7900 o.597 10.94 1.8233 o.6oR rr.14 1.8566 o.6191 
10.55 1.7583 0.586 10.75 1.7916 0.597 10.95 r.8250 o.6o8 11.15 L8583 o.619 
10.56 1.76oo o.587 ro.76 1.7933 0.598 10.96 r.8266 o.6o9 11.16 r.86oo o.62o 
10.57 1.7616 o.587 10.77 1.7950 0.598 10.97 r.8283 o.6og 11.17 r.8616 o.6211 
10.58 1.7633 0.588 10.78 1.7966 0.599 10.98 r.83oo o.61o n.18 r.8633 o.621 
10.59 1.7650 0.588 10.79 1.7983 0.509 10.99 1.8316 o.6rr rr.19 r.865o o.622 

11.20 1.8666 o.622 11.40 r.gooo o.633 11.60 1.9333 o.644 rr.8o z.g666 o.656 
11.21 1.8683 0.623 11.41 1.9016 0.634 II.61 1.9350 0.645 II.81 1.9683 0 656 
11.22 1.8700 0.623 11.42 1.9033 0.634 11.62 1.9366 0.046 II.82 1.9700 0.657 
11.23 1.8716 o.624 11.43 1.9050 o.635 11.63 1.9383 o.646 rr.83 1.9716 o.657 
11.24 1.8733 o.624 11.44 r.go66 o.636 rr.64 1.9400 o.647 rr.84 1.9733 o.658 
u.25 r.875o o.625 11.45 r.go83 o.636 11.65 1.9416 o.647 u.85 1.9750 o.658 
11.26 1.8766 0.626 II.46 1.9100 o.637 rr.66 1.9433 o.648 rr.86 1.9766 o.659 
11.27 1.8783 o.626 11.47 1.91I6 o.637 11.67 1.9450 o.648 11.87 1.9783 o.659 
rr.28 1.88oo 0.627 11.48 1.9133 o.638 11.68 1.9466 o.649 II.88 r.g8oo o.66o 
u.29 1.8816 o.627 11.49 1.9150 o.638 11.69 1.9483 o.649 rr.8g 1.9816 o.661 
rr.3o 1.8833 o.628 II.5o 1.9166 o.639 11.70 1.9500 o.6so 11.90 1.9833 o.661 
11.31 r.SSso o.628 11.51 1.9183 o.639 11.71 1.9516 o.651 11.91 1.985~ o.662 
11.32 r.8866 o.629 II.52 1.9200 o.64o 11.72 1.9533 o.651 11.92 1.9866 o.662 
11.33 1.8883 0.629 11.53 1.9216 0.641 11.73 1.9550 0.652 II.93 1.9883 0.663 
rr.34 r.89oo o.63o II-54 1.9233 o.6,fl 11.74 1.9566 o.652 11.94 1.9900 o.663 
11.35 1.8916 o.631 11.55 1.9250 o.642 11.75 1.9583 o.653 11.95 1.9916 o.664 
u.36 r.8933 o.631 rr.56 r.gz66 o.642 11.76 r.g6oo o.653 1r.96 1.9933 o.664 
II.37 1.8950 o.632 II-57 1.9283 o.643 rr.n r.g6r6 o.654 11.97 1.9950 o.665 
u.38 1.8966 o.632 n.58 1.9300 o.643 11.78 1.9633 o.654 u.gS 1.9966 o.6661 
11.39 r.8g83 o.633 n.sg 1.9316 o.644 n.79 r.g6so o.655 11.99 1.9983 o.666 



Tableau II B (suite) 

12.00 

12.01 
12.02 

12.03 
12.04 
12.05 
12.06 

12.07 

12.08 
IZ.og 
12.10 

I2.II 

12.12 

12.13 
12.14 
12.15 
12.16 

I2.I7 
12.18 
12.19 

2.0000 0.667 
2.0016 0.667 
2.0033 0.668 
2.0050 0.668 
2.0066 o.669 
2.oo83 o.669 
2.0100 0.670 
2.0116 0.671 

2.0133 o.671 
2.0150 0.672 
2.0166 0.672 
2.0183 0.673 
2.0200 0.673 
2.0216 0.674 
2.0233 0.67 
2.0250 0.675 
2.0266 0.676 
2.0283 0.676 
2.0300 9-677 
2.0316 0.677 

12.20 
12.21 
12.22 
12.23 
12.24 
12.25 
12.26 

12.27 
12.28 
12.29 
12.30 
12.31 
12.32 

12.33 
12.34 
12.35 
12.36 
12.37 
12.38 
12.39 
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Table II B (continued) 

2.0333 o.6781 12.40 2.0666 o.689 12.60 
2.0350 0.678 12.41 2.0683 0.689 12.61 
2.0366 o.679 12.42 2.0700 o.69o 12.62 
2.0383 o.679 12.43 2.0716 o.691 12.63 
2.0400 0.580 12.44 2.0733 o.691 12.64 
2.0416 o.681 12.45 2.0750 0.692 12.65 
2.0433 o.68r 12.46 2.0766 0.692 12.66 
2.0450 0.682 12.47 2.0783 0.693 12.67 
2.0466 0.582 12.48 2.o8oo o.693 12.68 
2.0483 0.683 12.49 2.0816 0.694 12.69 
2.0500 o.683 12.50 2.0833 o.694 12.70 
2.0516 o.684 12.51 2.0850 o.695 12.71 
2.0533 o.684 12.52 2.0866 o.696 12.72 
2.0550 o.685 12.53 2.0883 o.696 12.73 
2.0566 o.686 12.54 2.o9oo o.697 12.74 
2.0583 o.686 12.55 2.0916 o.697 12.75 
2.o6oo o.687 12.56 2.0933 o.698 12.76 
2.0616 o.687 12.57 2.0950 o.6g8 12.77 
2.0633 o.688 12.58 2.0966 0.699 12.78 
2.0650 o.688 12.59 2.0983 o.699 12.79 

. 

2.1000 0.700 
2.1016 o. 701 

2.1033 0.701 
2.1050 0.702,. 
2.1o66 0.702 
2.1083 0.703 
2.1100 0.703 
2.1II6 0.704 
2.II33 0.704 
2.1150 o.-705 
2.II66 0.706 
2.II83 0.706 
2.1200 0.707 
2.1216 0.707 
2.1233 0.708 
2.1250 0.708 
2.1266 0.709 
2.1283 0.709 
2.1300 0.710 
2.13r6 0.7II 

12.80 2.1333 0. 7II 13.00 2.1666 0. 722 13.20 2.2000 0. 733 13.40 2.2333 0. 744 
12.81 2.1350 0.712 13.01 2.1683 0.723 13.21 2.2016 0.734 13.41 2.2350 0.745 
12.82 2.1366 0.712 13.02 2.1700 0.723 13.22 2.2033 0.734 13.42 2.2366 0.746 
12:83 2.1383 0.713 13.03 2.1716 0.724 13.23 2.2050 0.735 13.43 2.2383 0.746 
12.84 2.1400 0.713 13.04 2.1733 0.724 13.24 2.2066 0.736 13-44 2.2400 0-747 
12.85 2.1416 0.714 13.05 2.1750 0.725 13.25 2.2083 0.736 13-45 2.2416 0-747 
12.86 2.1433 0.714 13.06 2.1766 0.726 13.26 2.2100 0.737 13.46 2.2433 0.748 
12.87 2.1450 0.715 13.07 2.1783 o.p6 13.27 2.2u6 0.73 13.47 2.2450 o.748 
12.88 2.1466 0.716 13.08 2.1800 0.727 13.28 2.2133 0.738 13.48 2.2466 0.749 
12.89 2.1483 0.716 13.09 2.1816 0.727 13.29 2.2150 0.738 13.49 2.2483 0.749 
12.go 2.1500 0.717 13.10 2.1833 0.728 13.30 2.2166 0.73~ 13.50 2.2500 0.750 
12.91 2.1516 0.717 13.II 2.1850 0.728 13.31 2.2183 0.739 13.51 2.2516 0.751 
12.92 2.1533 0.718 13.12 2.1866 0.729 13-32 2.2200 0-740 13-52 2.2533 0-751 
12.93 2.1550 0.718 13.13 2.1883 0.729 13-33 2.2216 0-741 13-53 2.2550 0-752 
12.94 2.1.566 0.719 13.14 2.1900 0.730 13.34 2.2233 0.741 13.54 2.2566 0.752 
12.95 2.1583 0.719 13.15 2.1916 0.731 13.35 2.2250 0.742 13.55 2.2583 0.753 
12.96 2.16oo 0.720 13.16 2.1933 0.731 13.36 2.2266 0.742 13.56 2.2600 0.753 
12.97 2.1616 0.721 13.17 2.1950 0.732 13-37 2.2283 0-743 • 3-57 2.2616 0-754 
12.98 2.1633 0.721 13.18 2.1966 0.732 13.38 2.2300 0.743 13.58 2.2633 0.754 
12.99 2.1650 0.722 13.19 2.1983 0.733 13.39 2.2316 0.744 13.59 2.2650 0.755 
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. Tableau U B (suite) Table II B (continued) 

I 
. ". I I ... • •• 

\" 'l:s5 :. "o-" ~ !:::o..C: • "o.C 
-~-• 5 " • ~ f ~ ~ i1 • " 5§-g ~ ~ 5 S-o "' • i =oe If If • :S • .c ~ • ~:S at(d@ j g. gu.c " • ,;; = eo "8" 

" • eo 2 8 ~ 5 Q. .s c.> 81J,C " 2 c;l .... "' a 2 " " • e • = ~ ~ c;l ~~t " • 6~5 .... ~ ~~.~ ~ e-!c • ~. ., • ... 
" 0" • • ., • " 1J, 8" • cP Q) "0 ~ o .. s 

"' lf 
~ 

• . ~ " lfw)fo~ "' " • :!l~ "tt tlC ~ ~ :.t 
" 

.,_ 
~ ~ .§ 7J ~ ~ •• 2 <a!O: " • • ~~ ~c:: -1~ 2 0 • ] • • c:l - 0 ,.C: 0 • ~ .c gE~5'i,.:;:~ 

~~- ~ I a - e ·- • ;; ;; ~ • ~ ;; ~ H" .... o 1 :::1 - ~en-
-:!'- • Col loo Cll • -:!'- :::~ ro CIS • ~d • .c ~ :::;-- .... g ~ • ,Q "I.e--· li: --~ :Jl .e ~li ~ ....:. .. .5 ~t -:!'- .e" ~ .!3 bD.,S li: -:!'-~J].S " ·~ ""- .. ~-~~~ :;- .s ::--,g.S 

I 

13.60 2.2666 0.756 13.80 2.3000 0.767 14.00 •·3333 o.778 14.20 2.366610.789 
13.61 2.2683 0.756 13.81 2.3016 0.767 14.01 2.JJ50 0.778 14.21 2.3683 0.789 
13.62 2.2700 0.757 13.82 2.3033 0.768 14.02 2.3366 0.779 14-22 2.370010.790 

I 13.63 2.2716 0.757 13.83 2.J050 0.768 14.03 2.J383 0.779 14.23 2.3716 0.791 
13.64 2.2733 0.758 13.84 2.3066 0.769 14.04 2.3400 0.780 14.24 2.3733 0.791 
13.65 2.2750 0.758 13.85 2.3083 0.769 q.os 2.3416 0.781 14.25 2.3750 0.792 
13.66 2.2766 0.759 13.86 2.3100 o.77o 14.06 2.3433 0.781 }4.26 2.J766 0.792 
13.67 2.2783 0.759 13.87 2.JII6 0.771 14.07 2.3450 0.782 14-27 2.J7831 0.793 
13.68 2.z8oo 0.76o 13.88 2.3133 0.771 14.08 2.J466 0.782 14.28 2.38oo 0.793 
13.69 2.2816 0.761 13.89 2.3150 0.772 14.09 2.J483 0.783 14.29 2.381610.794 
13.70 2.2833 0.761 13.90 2.3166 0.772 14.10 2.3500 0.783 14-30 2.3833 0.794 
13-71 2.2850 0.762 13.91 2.3183 0.773 14.11 2-3516 0.784 14-31 2.385010.795 
13.72 2.2866 0.762 13.92 2.3200 0.773 14.12 2.3533 0.784 14-32 2.38661 0. 796 
'3·73 2.2883 0.763 13.93 2.3216 0.774 14.13 2.3550 0.785 14-33 2.J8831 o. 796 
13-74 z.zgoo 0.763 13-94 2.3233 0.774 14-14 2.3566 0.786 '4·34 2.J900 o. 797 
13.75 2.2916 0.764 13.95 2.3250 0.775 14.15 2.3583 0.786 14·35 2.3916 0.797 
13·76 2.2933 0.764 13.96 2.3266 0.776 14.16 2.3600 0.787 14-36 2.3933 0.798 
13.77 2.2950 0.7651 13.97 2.J283 0.716 14.17 2.3616 0.787 14·37 2.3950 0.798 
13·78 2.2966 0.766 13-98 2.3300 0.777 14.18 2.3633 0.788 14-38 2.J966 0.799 
13-79 2.2983 0.766 13.99 2.3316 0.777 14.19 2.3650 0.788 14·39 2.3983 0.799 

14·40 2.4000 o.8oo 14.60 2.4333 o.8rr 14.80 2.4666 o.Szz rs.oo z.sooo o.8331 
'4·4' 2.4016 0.801 . 14.61 2.4350 o.812 14.81 2.4683 o.823 15.01 2.5016 o.834 
14-42 2.4033 0.801 14.62 2-4366 o.812 14.82 2.4700 0.823 lj.02 2.5033 o.834 
14-43 2.4050 0.802 14.63 2.4383 0.813 14.83 2.4716 0.824 15.03 2.5050 0.835 
14·44 2.4066 0.802 14.64 2.4400 0.813 14.84 2.4733 0.824 15.04 2.5o66 o.836 
14·45 2.4083 0.803 14.65 2.4416 9.814 14.85 2-4750 o.825 15.05 2.5083 o.836 
14·46 2.4100 0.803 14.66 2.4433 o.8q 14.86 2-4766 o.826 15.06 2.5100 o.837 
14-47 2.4II6 0.804 14.67 2.4450 o.8r 5 14.87 •·4783 0.826 15.07 2.5n6 0.837 
14·48 2.4133 0.804 14.68 2.4466 o.816 14.88 2.4800 0.827 15.08 2.5133 o.1!3R 
14-49 2.4150 o.8o5 14.69 2.4483 o.816 14.89 2.4816 o.827 15.09 2.5150 0.838 
14-50 2.4166 o.8o6 14-70 2.4500 0.817 14·90 2.4833 0.828 15.10 2.5166 0.839 
14.51 2.4183 o.Bo6 14·71 2.4516 o.817 '4·9' 2.4850 o.828 15.11 2.518310.839 
14-52 2.4200 0.807 !4-72 2.4533 o.818 14·92 2.4866 o.829 15.12 2.5200! 0.840 

14-53 2.4216 o.8o7 14-73 2.4550 o.8r8 14.93 2.4883 0.82~ 15.13 2.5216 o.841 
14-54 2.4233 o.8o8 14-74 2.4566 o.81g 14-94 2-4900 o.83o 15.14 2.5233 0.841 

14-55 2.4250 o.8o8 14-75 2.4583 o.819 '4-95 •·4916 0.831 I5.I5 2.5250 0.842 

14·56 2.4266 o.8o9 14-76 2.4600 o.82o 14-96 2.4933 o.83r 15.16 2.5266 0.542 

14-57 2.4283 o.8o9 14-77 2.4616 o.821 14-97 •·4950 o.8321 15.17 2.5283 0.8431 
'4·58 •·4300 0.810 14-78 2.4633 0.821 14-98 2.4g66 o.832 15.18 2.5300 0.843 

14·59 2.4316 0.8II 14-79 2.4650 0.822 14-99 2.4983 o.833 15.19 2.5316 0.844 



Tableau II 8 (suite) Table II 8 (continued) 

IS-20 2-5333 0.844 15-40 2.5666 o.8s6 rs.6o 2.6ooo 0.867 rs.So 
15.21 2.5350 0.845 15-41 2.5683 0.856 15.61 2.6016 0.867 15.81 
15.22 2.5366 0.846 15.42 2.5700 0.557 15.62 2.6033 0.868 15.82 
15.23 2.5383 o.846 I5-43 2.5716 o.857 rs.63 2.6oso o.868 15.83 
15.24 2.5400 o.847 rS-44 2.5733 o.8s8 15.64 2.6o66 o.86g 15.84 
15.25 2.5416 o.847 15-45 2.575< o.8sB 15.65 2.6083 o.869 15.85 
15.26 2.5433 0.848 15.46 2.5766 0.859 15.66 2.6100 o.87c 15.86 
15.27 2.5450 0.848 15-47 2.5783 0.859 15.67 2.6It6 0.871 15.87 
15-28 2-5466 0.849 IS-48 2.s8oo o.86o rs.68 2.6133 o.87I Ij.88 
Ij.29 2.5483 0.84< I5-49 2.58I6 o.86I 15.69 2.6150 0.872 I5.89 
I5.3o 2.5500 o.8sc 15.50 2.5833 o.86I IS-70 2.6I66 o.872 I5.9o 
I5-3I 2.55I6 o.85I IS-5' 2.5850 o.862 15.71 2.6183 o.873 I5-9I 
15.32 •-5533 o.85I I5-52 2.5866 o.862 IS-72 2.62oo o.873 15.92 
I5-33 2-5550 0.852 IS-53 2.s883 0.863 15-73 2.62I6 0.874 IS-93 
I5-34 2.55Gf 0.852 IS-54 2.5900 0.863 IS-74 2.6233 0.874 IS-94 
15-35 2-5583 o.8s3 IS-55 2-S9I6 0.864 15-75 2.6250 0.875 IS-95 
15.36 2.56oo 0.853 IS-56 2.5933 0.864 15.76 2.6266 o.8]t 15.96 
15-37 2.56I6 o.8s4 15-57 2-5950 o.86s 15-7712.6283 0.876 15-97 
IS-38 2.5633 o.8s4 IS-58 2-5966 0.866 IS-78 2.6300 o.8n Is-98 
IS-39 2.5650 o.855 IS-59 2.5983 o.866 15.79 2.63I6 0.877 15.99 

2.6333 0.878 
2.6350 0.878 
2.6366 0.879 
2.6383 o.879 
2.6400 o.88o 
2.6416 o.88I 
2.6433 o.88I 
2.6450 0.882 
1.6466 0.883 
2.6483 0.883 
2.6soo o.884 
2.65I6 o.884 
2.6533 o.885 
2.6550 o.88s 
2.6566 o.886 
i.6583 o.886 
2.6600 0.887 
2.66I61 o.887 
2.6633 0.888 
2.66so o.888 



-85-

Tableau III A 
DE CONVERSION DE TONNEAUX DE 

JAUGE EN METRES CUBES 

M~tres cubes 
Cubic metres 

Tonneaux • • ll ~ 

'fens ~ 

·• a ~] .• 8 .!!lS 
.ll• .S;~ .g;~ oo 
"" 00 88 88 "" "" """' 

I 2 8 3 0 
2 5 6 6 0 
3 8 4 9 0 
4 II 3 2 0 
5 14 I 5 0 
6 r6 9 8 0 
7 19 8 I _o 
8 22 6 4 0 
9 25 4 7 0 

IO 28 3 0 0 

II 31 I 3 0 
I2 33 9 6 0 
I3 36 7 9 0 
I4 39 6 2 0 
rs 42 4 5 0 
I6 45 2 8 0 
I7 48 I I 0 
IS so 9 4 0 
I9 53 7 7 0 
20 56 6 0 0 

2I 59 4 3 0 
22 62 2 6 0 
23 6s 0 9 0 
24 67 9 2 0 
25 70 7 5 0 
26 73 5 8 0 
27 76 4 I 0 
28 79 2 4 0 
29 82 0 7 0 
30 84 9 0 0 

3I 87 7 3 0 
32 go 5 6 0 
33 93 3 9 0 
34 g6 2 2 0 
35 -99 0 5 0 
36 IOI 8 8 0 

37 I04 7 I 0 
38 107 5 4 0 

39 IIO 3 7 0 
40 II3 2 0 0 

4I u6 0 3 0 
42 uS 8 6 0 
43 I21 6 9 0 
44 I24 5 2 0 
45 I27 3 5 0 
46 IJO I 8 0 

47 I33 0 I 0 
48 135 8 4 0 
49 I38 6 7 0 
so 14I 5 0 0 

Table Ill A 
FOR CONVERTING REGISTER TONS 

INTO CUBIC METRES 

Metres cubes 
Cubic metres 
-------

Tonneaux ~ • .$ Tons 
.!e ~ 

.!!t e 
"'8 :a! .£-:: 
-ll• -2 ..... 

H "0 00 ~~ "" 
51 144 3 3 0 
5"' I47 I 6 0 
53 I49 9 9 0 
54 I 52 8 2 0 
55 I 55 6 5 0 
s6 I 58 4 8 0 
57 r6I 3 I 0 
ss I64 I 4 0 
59 I66 9 7 0 
6o I69 8 0 0 

6t I72 6 3 0 
62 I75 4 6 0 
63 I78 2 9 0 
64 I8I I 2 0 
6s I83 9 5 0 
66 I86 7 8 0 
67 I89 6 I 0 
68 I92 4 4 0 
69 195 2 7 0 
70 I98 I 0 0 

71 200 9 3 0 
72 203 7 6 0 I 73 206 5 9 0 
74 209 4 2 0 
75 212 2 5 0 I 
76 215 0 8 0 
77 2I7 9 I 0 
78 220 7 4 0 
79 223 5 7 0 
So 226 4 0 0 

8r 229 2 3 0 
82 232 0 6 0 
83 234 8 9 0 
84 637 7 " 0 
85 240 5 5 0 
86 243 3 8 0 
87 246 2 I 0 
88 249 0 4 0 
Sg 25I 8 7 0 
go 254 7 0 0 

9I 257 5 3 0 
92 260 3 6 0 

93 263 I 9 0 
94 z66 0 2 0 
95 268 8 5 0 
96 27I 6 8 0 

97 274 5 1 0 

98 277 3 4 0 
99 280 I 7 0 

IOO 283 0 0 0 
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Tableau III B 
DE CONVERSION DE TONNEAUX 

DE JAUGE EN METRES CUBES 

I 

Tonneaux lll\tres cubes 
Tons Cubic metres 

0.01 . • 0.0283 
0.02 o.o566 
0.03 0.0849 
0.04 O.II32 

o.os 0.1415 
o.o6 0.1698 
0.07 0.1981 
0.08 0.2264 
0.09 0.2547' 

I o.ro 0,2830 

I O.II 0.3II3 
0.12 0-3396 

I 
0.13 0.3679 
0.14 0.3962 
0.15 0.4215 
0.16 0-4528 
0.17 0.48II 
0.18 0.5094 
0.19 0.5377 
0.20 o.566o 

0.21 0.5943 
0.22 0.6226 
0.23 o.65o9 
0.24 0.6792 
0.25 0.7075 
0.26 0.7358 
0.27 0.7641 
0.28 0-7924 
0.29 0.8207 
0.30 0.8490 

0.31 0.8773 
0.32 0.9056 
0.33 0.9339 
0.34 0.9622 
0.35' 0.9905 
0.36 1.0188 
0.37 . 1.0471 
0.38 1.0754 
0.39 1.1037 
0.40 1.1320 

0.41 1.1603 
0.42 1.1886 
0.43 1.2169 
0,44 . 1.2452 
0-45 1.2735 
0.46 1.3018 
0.47 1-3301 
0.48 1.3584 
0.49 1.3867 
0.50 1.4150 

Tl\ble Ill B 
FOR CONVERTING REGISTER TONS 

INTO CUBIC METRES 

Tonneaux M~tres cubes 
Tons Cubic metres 

0.51 1-4433 
0.52 1-4716 
0.53 1-4999 
0.54 1.5282 
o.ss '·5565 
o.56 1.5848 
0.57 1.6131 
0.58 1.6414 
0.59 1.6697 
0.60 1.6980 

o.61 1.7263 
o.62 1.7546 
0.63 1.7829 
0.64 1.8II2 
o.65 1.8395 
0.66 r.8678 
0.67 1.8g61 
0.68 1.9244 
o.69 1.9527 
0.70 1.9810 

0.71 2.0093 
0.72 2.0376 
0.73 2.0659 
9-74 ;<.0942 
0.75 2.1225 
0.76 2.1508 . 
0.77 2.1791 
0.78 2.2074 
0-79 2.2357 
o.8o 2.2640 

I o.81 2.2923 
o.82 2.3206 
0.83 2-3489 
o.84 2-3772 
o.85 2.4055 
o.86 2-4338 
o.87 2.4621 
0.88 2-4904 
o.89 2.5187 
0.90 2-5470 

0.91 2-5753 
0.92 2.6036 
0.93 2.6319 
0-94 2.6602 
o.95 2.6885 
0.96 2.7168 
0.97 2-7451 
0.98 2-7734 
0-99 2.8017 
r.oo 2,8300 
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Tableau IV A 
DE CONVERSION DE METRES CUBES 

EN TONNEAUX DE JAUGE 

I 
Tonneacx 

Tons 
M~tres 
cubes 

~ ~ ~ID .~ ~ .m 
Cubic ·~~ :§~ ·-.!I 

·68 ]~ .e-.... s~ 
metres s· oo n -· gg ~0 00 2§ oo 

~- oo q o .. 
toiH e~ ----

I 0 3 5 3 3 5 68g 
2 0 7 0 6 7 I 378 
3 I 0 6 0 0 7 067 
4 I 4 I 3 4 2 756 
5 I 7 6 6 7 8 445 
6 2 I 2 0 I 4 I34 
7 2 4 7 3 4 9 823 
8 2 8 2 6 8 5 512 
9 3 I 8 0 2 I 201 

IO 3 5 3 3 5 6 8go 

II 3 8 8 6 9 2 579 
12 4 2 4 0 2 8 268 
13 4 s 9 3 6 3 957 
I4 4 9 4 6 9 9 646 
I5 s 3 0 0 3 5 335 
I6 5 6 5 3 7 I 024 
I7 6 0 0 7 0 6 713 
r8 6 3 6 0 4 2 402 
19 6 7 I 3 7 8 091 
20 7 0 6 7 I 3 780 

21 7 4 2 0 4 9 469 
22 7 7 7 3 8 5 !58 
23 8 I 2 7 2 0 847 
24 8 4 8 0 5 6 536 
25 8 8 3 3 9 2 225 
26 9 I 8 7. 2 7 914 
'27 9 5 4 0 6 3 603 
28 9 8 9 3 9 9 292 
29 IO 2 4 7 3 4 g8r 
30 ro 6 0 0 7 0 670 

31 IO 9 s 4 0 6 359 
32 II 3 0 7 4 2 048 
33 II 6 6 0 7 7 737 
34 !2 0 I 4 I 3 426 
35 12 3 6 7 4 9 ns 
36 12 7 2 0 8 4 8o4 
37 13 0 7 4 2 0 493 
38 13 4 2 7 5 6 !82 
39 I3 7 8 0 9 I 871 
40 14 I 3 4 2 7 s6o 

41 I4 4 8 7' 6 3 249 
42 14 8 4 0 9 8 938 
43 IS I 9 4 3 4 627 
44 IS s 4 7 7 0 316 
45 IS 9 0 I 0 6 005 
46 r6 z 5 4 4 I 694 
47 15 6 0 7 7 7 383 
48 r6 9 6 I I 3 072 

49 17 3 I 4 4 8 761 
50 17 6 6 7 8 4 450 
-· 

Table IV A 
FOR CONVERTING CUBIC METRES 

INTO REGISTER TONS 

T<mneaux 
Tons 

M~t:res 
cubes 

.~j 
~ -~ -~ 

Cubic ~ ·1!~ :2~ :g~ ""8 :§] metres 0• - B s. - H .o oo §~ H "" gg 
"" "" 

51 r8 0 2 I 2 0 139 
52 r8 3 7 4 5 5 828 
53 I8 7 2 7 9 I 5I7 
54 19 0 8 I 2 7 206 
55 I9 4 3 4 6 2 895 
56 19 7 8 7 9 8 584 
57 20 I 4 I 3 4 273 
s8 20 4 9 4 6 9 g62 
59 20 8 4 8 0 5 651 
6o 2I 2 o· I 4 I 340 

6I 2I 5 5 4 7 7 029 
62 21 9 0 8 I 2 7I8 
63 22 2 6 I 4 8 407 
64 22 6 I 4 8 4 og6 
6s 22 9 6 8 I 9 785 
66 23 3 2 I 5 s 474 
67 23 6 7 4 9 I !63 
68 24 0 2 8 2 6 852 
6g 24 3 8 I 6 2 541 
70 24 7 3 4 9 8 230 

71 25 0 8 8 3 3 919 
72 25 4 4 I 6 9 6o8 
73 25 7 9 5 0 s 297 
74 26 I 4 8 4 0 g86 
75 26 5 0 I 7 6 675 
76 26 8 5 5 I 2 364 
77 27 2 0 8 4 8 053 
78 27 5 6 I 8 3 742 
79 27 9 I s I 9 431 
So 28 2 6 8 5 5 120 

8I 28 6 2 I 9 0 Bog 
82 28 9 7 s 2 6 498 
83 29 3 2 8 6 2 187 
84 29 6 8 I 9 7 876 
85 30 0 3 ·5 3 3 56s 
86 30 3 8 8 6 9 254 
87 30 7 4 2 0 4 943 
88 3I 0 9 5 4 0 632 
Sg 31 4 4 8 7 6 32I 
90 3I 8 0 2 I 2 oro 

91 32 I s s 4 7 699 
92 32 5 0 8 8 3 388 
93 32 8 6 " I 9 077 
94 33 2 r s 5 4 766 
95 33 5 6 8 9 0 455 
g6 33 9 2 z z 6 I44 
97 34 2 7 s 6 I 823 
98 34 6 2 8 9 7 522 
99 34 9 8 2 3 3 2Il 

roo 35 3 3 5 6 8 goo 
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• Tableau IV B 
DE CONVERSION DE METRES CUBES 

EN TONNEAUX DE JAUGE 

)16tres cubes Tonneaux 
Cubic metres Tons 

0.01 0.0035 
0.02 0.0071 

0.03 0.0106 

0.04 0.0141 

. o.os 0.0177 
o.o6 0.0212 

0.07 0.0217 
o.ol! . 0.0283 
o.og 00318 
O.IO 0.0353 

O.II 0.0389 
0.12 0.0424 
0.13 0.0459 
0.14 0.0495 
0.15 0.0530 

0.16 o.o565 
0.17 o.o6or 
0.18 o.o636 
0.19 0.0671 
0.20 0.0707 

0.21 0.0742 
0.22. 0.0777 
0.23 o.o813· 
0.24 o.o848 
0.25 o.o883 
0.26 0.0919 
0.27 0.0954 
0.28 o.o989 
0.29 0.1025 

0.30 I o.Jo6o 

0.31 0.1095 

0 32 0,1131 

0.33 O.II66 
0.34 0,1201 

o.35 0.1237 
0.36 0.1272 

0.37 0.1307 
0.38 0.1343 
0.39 0.1378 

I 0.40 0.1413 

0.41 0.1449 
0.42 0.1484 
0.43 0.1519 
0.44 O.I555 
0.45 0.1590 
0.46 0.1625 
0.47 o.r66r 
0.48 O.I6g6 
0.49 0.1731 
o.so I 0.1767 

Table IV B 
FOR CONVERTING CUBIC METRES 

INTO REGISTER TONS 

M~~cubes Tonneaux 

Cubic metres Tons 

0.51 0.1802 

0.52 0.1837 
0.53 · o.r873 
0.54 o.r9o8 
0.55 0.1943 
o.56 o.I979 
0._57 0.2014 
o.58 0.2049 
0.59 o.2o8.; 
o.6o 0.2120 

o.61 0.2155 
o.62 0,2191 

0.63 0.2226 

0.64 0,2261 . 

o.65 0.2297 
0.66. 0,2332 

0.67 0.2367 
0.68 0.2403 
o.69 0.2438 
0.70 0.2473 

0.71 o.zsog 
0.72 0.2544 
0.73 0.2580 
0.74 o.2615 
0.75 0.2650 
0.76 0.2686 
0.77 0.2721 
0.78 0,2756 
0-79 0.2792 
o.8o 0.2827 

o.8r 0,28fl2 
0.82 0.2898 
0.83 0.2933 
o.84 0.2968 
o.85 0.3004 
0.86 0.3039 
o.87 0.3074 
o.88 0.3110 
o.89 0.3145 
o.go I 0.3180 

0.91 0.3216 
0.92 0.3251 
0.93 0.3286 
0.94 0.3322 
0.95 
0.96 

0.3357 
0.3392 

0.97 0.3428 
0.98 0.3463 
o.gg 
1.00 I 

0.3498 
0.3534 



- Bg-

Tableauv A 
DE CONVERSION DE PIEDS EN 

METRES. 

Me-
Pieds Metres 

Feet 
I fois, I IO f~is I once IO times 

1 0 3 0479 
2 0 6 0959 
3 0 9 1438 
4 I 2 I9I8 
5 I 5 2397 
6 ' 8 2877 
7 2 I 3356 
8 2 4 3S36 
9 2 7 43I5 

IO 3 0 4794 

II 3 

I 
3 5274 

I2 3 6 5753 
I3 3 9 6233 
14 4 2 67I2 
I5 4 5 7I92 
r6 4 8 . 767I 
I7 5 I 8I5I 
r8 5 4 S630 
rg 5 7 9IIO 
20 6 0 95S9 

21 6 4 oo68 
22 6 7 0548 
23 7 0 I027 
24 7• 3 1507 
25 7 6 Ig86 
26 7 9 2466 
27 8 2 2945 
28 8 5 342.5 
29 s s 3904 
30 9 I 43S3 

31 9 4 4863 
32 9 7 5342 
33 IO 0 s8zz 
34 IO 3 6301 
35 IO 6 678I 
36 10 9 7260 
37 II 2 7740 
38 II 5 82I9 
39 II s S699 
40 12 I 9178 

4I 12 4 9657 
s 42 12 OI37 

43 13 I o6I6 

44 I3 4 rog6 

45 I3 7 1575 
46 14 0 2055 
47 I4 3 2534 
48 I4 6 30I4 

3493 49 I4 9 
so 15 2 3972 

• 

TableV A 
FOR CONVERTING FEET INTO 

METRES. 

M~ties 

Pieds Metres 

Feet 
I fois I IO f~is I 
once IO times 

51 15 5 4452. 
52 I5 8 . 493I 
53 I6 I 54 II 
54 I6 4 58 go 
55 I6 7 6370 
56 I7 0 6849 
57 I7 3 7329 
5S I7 6 7SoS 
59 I7 9 S287 
6o 18 2 S767 

6I IS 5 9246 
62 IS s 9726 
63 19 2 0205 

64 Ig 5 o685 
6; . Ig 8 II64 
66 20 I 1644 
67 20 4 2123 
6S 20 7 2603 
6g 2I 0 3082 
70 2I 3 3561 

71 2I 6 4041 
72 21 9 4520 
73 22 2 sooo 
74 22 5 5479 
75 22 8 5959 
76 23 I 6438 
77 23 4 691S 
7S 23 7 7397 
79 24 0 7S76 
So 24 3 8356 

81 24 6 S835 
82 24 9 9315 
83 25 2 9794 
84 25 6 0274 
85 25 9 0753 
86 26 2 1233 
87 26 5 1712 
88 26 s 2192 
8g 27 I 2671 
go 27 4 3150 

9I 27 7 3630 
92 28 0 4109 
93 28 3 4589 

28 6 so68 94 
95 28 9 5548 
g6 29 2 6027 
97 29 5 6507 
98 29 8 6986 
99 30 I 7465 

IOO 30 4 7945 
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TableauV B 
DE CO:ti!VERSION DE VINGTIEMES 

DE PmD EN METRES. 

. 
Pied 

Foot 

o.os 
O.,IO 

0.15 
0.20 

0.25 
0.30 
'b.35 
0.40 
0.45 
o.so 
"·55 
o.6o 
o.6s 
0.70 
0.75 
o.8o 
o.8s 
o.go 
0.95 
1.00 

I 

TableV B 
FOR CONVERTiNG TWENTIETHS OF 

'FEET INTO METRES •. 

M~tres 

Metres 

0.0152 

0.0305 
0.0457 
o .. o6ro 
o.o762 
0.0914 
0.1067 
0.1219 

0.1372 
0.1524 
0.1676 
<>.1829 
o.198r 
0.213} 
0.2286 
0.2438 
0.2591 
0 ·2743 
0.2896 
0.3048 



Tableau VI A 
.DE CONVERSION DE METRES EN 

PIEDS 

Pieds 
Mi~tres Feet 
Metres I fois I IO f~is I once IO times 

I 3 2 8090 
2 6 5 6t8o 
3 9 8 4270 
4 13 I 2360 
5 16 4 0450 
6 19 6 8540 
7 22 9 6629 
8 26 2 4719 
9 29 5 2809 

IO 32 8 o899 

II 36 0 89R9 
I2 39 3 7079 
13 42 6 5I69 
14 45 9 3259 
15 49 2 I349 
I6 52 4 9439 
17 55 7 7529 
IS 59 0 56I9 
I9 62 3 3708 
20 65 6 I]98 

21 68 8 9888 
22 72 I 7978 
23 75 4 6o68 
24 78 7 4I58 
25 82 0 2248 
26 85 3 0338 
27 88 5 8428 
28 91 8 65I8 
29 95 I 4608 
30 98 4 2698 

31 IOI 7 0788 
32 104 9 8877 
33 ro8 2 6967 
34 III 5 5057 
35 II4 8 3147 
36 rr8 I 1237 
37 I2I 3 9327 
38 121- 6 7417 
39 I27 9 5.507 
40 131 2 3597 

41 134 5 r687 
42 137 7 9777 
43 141 0 7867 
44 144 3 5957 
45 147 6 4046 
46 ISO 9 2136 
47 154 2 0226 

48 I 57 4 8316 
49 r6o 7 6406 
so 164 0 4496 

--~· 
~ -~-·· 
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Table VI A 
FOR CONVERTING METRES INTO 

FEET 

Pieds 

M~tres Feet 
Metres I fois I IOf~ I once IO times 

51 167 3 2586 
52 170 6 0676 
53 173 8 8766 
54 • 177 I 6856 
55 t8o 4 4946 
56 183 7 3036 
57 187 0 1125 
58 190 2 9215 
59 I93 5 7305 
6o 196 8 5395 

6I 200 I 3485 
62 203 4 I575 
63 206 6 9665 
64 209 9 7755 
65 213 ~ 5845 
66 2I6 5 3935 
67 2I9 8 2025 
68 223 I 0115 
6g 226 3 8205 
]0 229 6 6294 

.7I 232 9 4334 
72 236 2 2474 
73 239 5 0564 
74 242 7 8654 
75 246 0 6744 
76 249 3 4834 
77 252 6 2924 
78 255 9 1014 

79 259 I 9I04 
So 262 4 7I94 

8J z6s 7 5284 
82 269 0 3373 
83 272 3 1463 
84 275 5 ·9553 
85 278 8 7643 
86 282 I 5733 
87 285 4 3823 
88 288 7 1913 
8g 292 0 0003 
go 295 2 8093 

91 298 5 6183 
92 301 8 4273 
93 305 I 2363 
94 308 4 0453 
95 . 3II 6 8542 
96 314 9 6632 
97 318 2 472'2 
g8 321 5 2812 

99 324 8 0902 
roo 328 0 8992 
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Tableau VI B 
DE CONVERSION DE CENTIEMES 

DE METRES EN PIEDS 

Metres Pieds 

Metres Feet 

0.01 0.0328 
0.02 o.o656 
0.03 0.0984 
0.04 O.I3I2 
0.05 o:r64o 
o.o6 . 0.1969 
0.07 0.2297 
o.o8 0.2625 
0.09 0.2953 
O.IO 0.3281 

O.II 0.3609 
O.IZ 0.3937 
0.13 0.426.5 
0.11 0.4593 
0.15 0.4921 
0.!6 0.5249 
0.17 o.5578 
o.r8 0.5906 
0.19 0.6234 
0.20 o.6562 

o.zr o.689o 
0.2Z 0.]218 
0.23 0.7546 
0.24 0.7874 
0.25 0.8202 

0.26 0.8530 

I 0.27 o.88s8 
0.28 o.9r87 
0.2g 0.9515 
0.30 0.9843 

I 
0.31 I.0171 

0.32 1.0499 
0-33 1.0827 
0-34 1.1155 
0-35 !.1483 
0.36 I.I8II 

0-37 !.2139 
0.38 1.2467 
0-39 1.2796 
040 1.3124 

I 
0.4T 1.3452 
0.42 !.3780 
0.43 1.4108 
O.H 1.4436 
0-45 1.4764 
0.46 1.5092 
0.47 1-5420 
0.48 I.574R 
0.49 I.6o76 
0.50 1.6404 

Table VI 8 
FOR CONVERTING HUNDREDTHS 

OF METRES INTO FEET 

MC:tres Pieds 

Metres Feet 

0.51 1.6733 
0-52 1.706r 
0-53 !.7389 
0-54 I.7717 
0-55 1.8045 
o.:j6 1.8373 
0-57 1.8]01 
o.58 !.9029 
0-59 !.9357 
o.6o 1.9685 

o.61 2.0013 
. o.62 2.034'2 
o.63 2.06]0 . 

o.64 2.0998 
o.65 2.1326 
o.66 2.1654 
o.67 2.1982 
o.68 2.2;uo 
o.69 2.2638 
o.7o 2.2g66 

0.]1 2.3294 
0.72 2.3622 
0-73 2-3951 
0-74 2.4279 
0-75 2.46o7 
0.76 2.4935 
o.n 2.5263 
0.]8 2-5591 
0.]9 2·5919 
o.8o 2.6247 

o.8r 2.6575 
o.82 2.6903 
o.83 2.7231 
o.84 2.7560 
o.8s 2.]888 
o.S6 2.8216 
o.87 2.8544 
o.SS 2.8872 
o.89 2.9200 
o.go 2.9j2il 

0.91 2.9856 
0.92 3.018.1 
0-93 3-0512 
0-94 3.0840 
0-95 3.1169 
o.g6 3-1497 
0.9] 3.1825 
o.g8 3.2153 
o.gg 3-2481 
I.OO 3.280<) 
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EXEMPLES. 

EXEMPLE DEL' APPLICATION DU 
TABLEAU III DE CONVERSION 
DE TONNEAUX DE JAUGE EN 

METRES CUBES. 

On doit convertir 36,503.85 
tonneaux de jauge en metres 

cubes: 

Du Tableau} III A 
From Table ,, )) IliA 

)) )) IIIA 
)) )) IIIB 

EXEMPLE DEL' APPLICATION DU 
TABLEAU IV DE CONVERSION DE 
METRES CUBES EN TONNEAUX 

DE JAUGE. 

On doit convertir 89,738.92 
metres cubes en tonneaux de 

jauge: 

Du Tableau} IV A 
From Table 

, " IVA 
, , IVA 
,, , IVB 

EXEMPLE DEL' .A,PPLICATION DU 
TABLEAU V DE CONVERSION 

DE PIEDS EN METRES. 

On doit convertir 428,I5 pieds 
en metres: 

Du Tableau} V A 
From Table 

, , VA 
, , VB 

EXAMPLES. 

EXAMPLE FOR APPLICATION 
OF TABLE !II FOR CONVERTING 
REGISTER TONS INTO CUBIC 

METRES. 

One has to convert 36,503.85 
register tons into cubic 

metres: 

T.J.-R.T. M.• 

36.ooo - IOI,88o.ooo 

500 - I,4I5.000 
3 - 8.490 
o.85 - 2.{06 

36,503.85 - !03,305.896 
ru I03,305.go 

EXAMPLE FOR APPLICATION OF 
TABLE IV FOR CONVERTING 
CUBIC METRES INTO REGISTER 

TONS. 

One has to convert 89,738.92 
cubic metres into register 

tons: 

M.• T.J.-;-R.T. 

89,000 - 3I,448.763 

730 - 257·95I 
6 - 2.827 
0.92 - 0.325 

89,738.92 - 3!,709.866 
"' 3!,709.87 

EXAMPLE FOR APPLICATION OF 
TABLE V FOR CONVERTING FEET 

INTO METRES. 

One has to convert 428.I5 
feet into metres: 

Pieds-Feet Metres 

420 - I28.0I3 

8 - 2.438 
o.I5 - 0.046 

428.I5 - !30·497 
'\J !30-50 
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EXEMPLE DE L'APPLICATION DU 
TABLEAU VI DE CONVERSION 

DE METRES EN PIEDS. 

On do it convertir I45,67 metres 
en pieds: 

Du Tableau 1 VI A 
From Table j • 

n " VIA. 
" " VIB. 

EXAMPLE FOR APPLICATION 
OF TABLE VI FOR CONVERTING 

METRES INTO FEET. 

One has to convert I45.67 
metres into feet: 

Metres Pieds-Feet 

!40 459·326 

5 - !6.404 
o.67 - 2.r98 

!45·67 477·928 
rv 477·95 



[Distributed to the Council and 
the Members C?f the L~ague.]. 

Official No. : C. 719. M. 324.1931. VIII. 

Geneva, October 30th, ·1931. 

LEAGUE OF NATIONS 

ORGANISATION FOR COMMUNICATIONS AND TitJSJ,!_ 

SUPPLEMENTARY REPORT OF THE TECHNICAL 
COMMITTEE OF MARITIME TONNAGE MEASUREMENT. 

The Technical Committee on Maritime Tonnage Measurement, on October 23rd, 1928 
submitted its report on the differences in the existing rules for tonnaae measurement 
and in the application thereof, and on the establishment of a uniform m:thod of tonnage 
measurement. 

The Permanent Committee for Ports ana Maritime Navigation, at its fourth session 
held in London in February 1929, . requested the Chairman of the Technical Committee 
to nominate a small drafting committee to draw up: 

(a) Instructions to surveyors giving effect to the recommendations embodied 
in the . Technical Committee's report ; 

{b) Uniform type of tonnage papers referred to in the same report; 

(c) ProVisions for transitory measures. 

The Drafting Committee thus appointed was composed of: M. VAN DRmL (Chairman), 
Captain L . .AALL, Mr. F. W. BICKLE, M. G. BRETON, assisted by M. J. F. RICHARD. 

The Drafting Committee held four sessions (October 1929, February 1930, May 1930, 
January 1931) and submitted its proposals to the Technical Committee at a session which 
the latter held in Folkestone, July and .August 1931. 

In presenting the various texts and documents as adopted at this session,. the Technical 
Committee desires to furnish the following explanations : 

{a) DRAFT REGULATIONS. (See document C.176.M.65.1931.VIll.) 

The Instructions to Surveyors are embodied in the draft Regulations, in the drafting 
of which the. Technical Committee based itself on the recommendations of the previous 
report and on the decisions taken by the Permanent Committee for Ports and Maritime · 
Navigation at its fourth session. In a few instances, however, the Technical Committee 
found it necessary, with a view to overcoming certain difficulties with which it met in 
the course of its wo:r;k, to depart from its previous report and to propose somewhat different 
solutions. Thes.e instances are explained in detail in the present report. 

I. Application of Rule II (see .Article 2, draft Regulations). 

The draft Regulations provide that the applicatiGn of Rule II shall. be limited to 
cases where the application of Rule I is impracticable, and shall, moreover, depend on 
the decision of the central tonnage measurement authority concerned. .At the· request 
of one of its members, the Comihi.ttee agreed to make it clear that, in the case of ships 
engaged in coastwise traffic only, the ~entral ton~age measurement. author~ty :wo_ul_d be 
entitled to issue a general rule under whiCh such ships would not reqmre spemal mdiv1dual 
a.uthorisation for obtaining measurement under Rule II. / 

.· 
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. . . " U er Deck " (see .Article 9, draft. Regulations). 
II. Defmtlton of PP . definition concerning the upper deck. The 

The previous report ~~id not contai~ ~:yt the definition of " tonnage deck " w~mld. 
Technical Committee realised, ho,~evet' ta at the same time defined in the Regulatwns. 

· · · · if th " upper deck were no I t t' I Load line lack prec!Slon . e . . d 'th the stipulations of the n erna wna · 
The definition gtven IS m full accor WI 

Convention. . e ro osed that a different definition .be adopte?-
One of the members of the. Comm~tte / btainin"" a more correct expresswn of their 

in the case of smaller s~ips, with.: ~~~ewth~t oa clear ~nd strict rule guaranteeing uniform 
actual size. The Comnuttee, consi e g sential with regard to this matter, could not 
application throughout the w~rld ;a: ve~; t~serefore adopted as it stood, with a reservation 
agree to the proposal made. T ear IC e w 
on behalf of. the said member. 

III Abrupt Change in the Depth of Floors (see .Article 42, draft Regulations). 
. · h h t' f a break in the double-bottom, and 

The previo~s report dealt Wl~ t .e ques;~~bfe-bottom the space below the tonnage 
provided that, m the cas~ of at bie~~ I~ the t did not conta~ any indication as to the case 
deck should be hmeasu.re~~n ~:Ip' t~ of f~;:I;ofn a ship with a single bottom, and, accord.ing 
of an abrupt c ange m e d i arts in such a case. The Techmcal 
to pres.ent practice, ship~ doh n~t.:ee~ t~at~e~!~~~r~al ~!a inaccurate not to deal with this 
Com~tt~e, however, fe t t a ~thwa b ak in the double-bottom, and therefore completed 
questwn m the same way as Wl a re . ff t 
the corresponding article in the draft Regulations to thiS e ec · 

IV. Calculation of the Cubic Capacity of' Tween-deck Spaces (see .Article 49, draft Regulations). 

The Technical Cominittee wishes to point out that it did not reproduce i~ the dr~ft 
Regulations the method with regard to the calculation of the approximate cubic capacity 
of the after part of a 'tween-deck, suggested by one of its members, and formulated on 
page 13 of its previous report (see document C .. l38.M.31.-192.8.VIII) (2/s a. X ~" X b1•), 
the author of the proposal having offered to Withdraw It, smce the applicatwn of thiS 
method did not give quite satisfactory results. 

V. Open Spaces : Scuppers and Freeing Ports. 

In view of the decisions of the Load-line Conference, the Technical Comlnittee decided 
to omit any reference to scuppers and freeing ports in the draft ~~gulations. It has therefore 
not reproduced the provisions of the preVIous report contaimng such reference. 

VI. Open Spaces: Openings in Athwartship Bulkheads (see .Article 58, draft Regulations). 

1. Single middle opening and single opening on one side of the middle plane. -.The 
Technical Cominittee was of opinion that it was rather unsatisfactory to allow for a smgle 
opening instead of two openings, one on either side of the middle plane, the dimensions 
of this single opening being the same as those of each of the two side openings. It therefore 
decided to require that such single opening should be at least five feet in height and four 
feet in breadth. It prescribed at the same time that the opening should be situated as near 
as practicable to the Iniddle plane of the space concerned, or of the ship if the space extends 
from side to side. 

2. Closing appliances to tonnage openings. - The previous report only allowed for 
the use of weather-boards fitted in channel bars. The Technical Committee, after careful 
examination, came to the conclusion that the corresponding provision in the draft 
Regulations should be completed in order to provide also for the use of loose plates. 

3. Other means of access than tonnage openings to open spaces.- With regard to 
the p~ovision contained in the previous report to the effect that tonnage openings should 
constitute the only means of access to spaces for which exemption is claimed on account 
of such tonnage openings, the Technical Cominittee wishes to point out that it experienced 
great difficulties with regard to the question of additional means of access to open spaces, 
and ~~erefore felt it .necessary to depart from the wording of the report and to adopt the 
provisiOn now con tamed in paragraph (c) 4 of .Article 58 of the draft Regulations. 

VII. Allowance for Provision-room Space (see .Article 63, draft Regulations). 

_ .In ~onformity with the decision of the Permanent Committee for Ports and Maritime 
;a~·tg~tt?n, the Technical Commit~ee drew up a stipulation providing for the deduction 
~f spaces prop£lrly constructed, strictly necessary and exclusively used for the storage of 
liqmd and solid provisions for the master and crew. 'fhe Permanent Committee decided 
that tl.1e deductiOn thus allowed should not exceed a certain percentage of the other 
rlerluctiiJle master's and crew spaces this percentage to be fixed by th "' h · I Committee. ' e .._ ec mea 
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The Technical Committee carefully examined the tables attached to the present 
re~ort (see A~n.ex I, ~ables A, Band C) showing the provision-room space in 60 Netherlands 
ships! . 40 British ships and 205 Japanese ships. The Committee noticed that such 
proVISIOn-roo~ space wa~, on th_e whole, ~omewhat larger in the case of the latter, owing 
to the necessity of carrymg a different kind of food for the crew. The other deductible 
master's and crew spaces being in this instance generally somewhat smaller than in the case of 
the Netherlands and British ships, the result was that the provision-room space as percentage 
of master's and crew spaces, showed a noticeable difference. Such diffei~ence did not 
however, exist with regard to provision-room space as percentaoe of gross tonnao-e. ' 

The Drafting Committee had suggested an allowance of b12% per cent. bOn the 
othe~ han~, one of the me~bers of the Committee proposed that, in view of the preceding 
consideratiOn~, the deductiOn to be allowed for under this item should be at least 20 per 
cent ; but this proposal was not agreed to by the Committee, which finally decided to 
adopt the figure of 15 per cent. 

VIII. Boatswain's Stm·e Space (see Article 69, draft Regulations). 

At the request of one of its members, the Technical Committee re-examined the 
question of the allowance for boatswain's stores. It took note of the fact that, in the larger 
German. ships of recent construction, the boatswain's store space exceeded considerably 
the maximum allowance proposed in the Committee's previous report. The Committee 
recognised that it was not altogether satisfactory to allow the same deduction in the case 
of a ship of 7,500 tons (or 21,225 cubic metres) and 50,000 tons (or 141,500 cubic metres). 
It therefore adopted an addition to the previous scale. According to the new scale, there 
will be the same maximum allowance of 125 tons (or 318.18 cubic metres) for all ships, 
the gross tonnage of which is 25,000 tons (or 70,750 cubic metres) or more. 

IX. Water-ballast Allowance. (see Article 71, draft Regulations). 

One of the members of the Committee expressed the opinion that, after careful study, 
he ha~ arrived at the conclusion that the water-ballast allowance provided for in the 
previous report was rather too small in the case of smaller ships. He thought it preferable 
to adopt a sliding scale for gross tonnage carrying from 1,000 to 15,000 register tons, the 
allowance being a :fqed percentage below 1,000 tons and over 15,000, instead of the table 
of categories of gross tonnage with abrupt changes in the percentage allowance at the limit 
of each category, as foreseen in the table in the Committee's previous report. 

One of the members of the Committee declared that he was opposed to the principle 
of a limitation of the deduction for water-ballast spaces. He did not, however, desire 
to press this point at the present moment, reserving the right for his Government to raise 
the question at a later stage. The Committee thereupon adopted the scale reproduced 
in Article 71 of the draft Regulations. 

X. Donkey-boiler capable of being considered as Part of the Propelling Machinery (see 
Article 79, draft Regulations). 

The Technical Committee noticed that its previous report (see document C.138.M.31. 
1928.VIII) contained two contradictory provisions with regard to donkey-boilers capable 
of being considered as part of the propelling machinery. On page 23 it is stated that: 

"A donkey-boiler for starting purposes may be regarded as part of propelling 
machinery· if several such donkey-boilers exist, and if they serve at the same time 
for general' purposes, one donkey-boiler may be regarded as part of the propelling 
machinery " ; 

whereas on page 26 it is stated that : 

" 1. If the donkey-boiler is situated within the boundaries of the machinery 
space or the casings above it, and if it is used in connection ~th the main machinery 
for propelling the vessel, the space forms part of the actual engme-room, and therefore 
should not be the. subject of a separate allowance. 

. " 2. If the donkey-boiler is situated outside the boundarie~ of the machinery 
space, it can only be included in the latter for. to~age purposes if co_nnected to the 
main machinery, and, in the case of a steamship, if of the same working pressure as 
the main boilers of the vessel." 

The Technical Committee therefore felt it necessary to depart from the report in respect 
of this question and decided to adopt the text contained in Article 79 of the draft 
Regulations. 
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XI. Limitation of Ligltt and .Air Spaces (see .Article 81, draft Regulations) . 

.Article 81, paragraph (e), of the draft Regulation~ contains. indications as to w~;tat 
· to be considered as reasonable in extent with l'egard to ligh~ and ~r spaces .. No exceptiOn 
~as been provided for in this respect for fishing all;d huntmg. ships, tugs, lC~-~reakers <!r 

ht .After reconsiderino- the matter, the Technical Committee was of optmon that 1t 
~~~ u~justifiable to ~llow light and air spaces in these categories of ships to be unreasonable 
in extent. 

(b) UNIFORM TYPE OF TONNAGE PAPERS. (See Documents in cover-pocket.) 

In conformity with the instructions received, the Technical Committee unanimously 
approved uniform types of International Tonnage Certificates according to Rule I and 
Rule II. . 

The Technical Committee also prepared draft uniform formulre of measurement. 
In presenting these draft uniform formulre of measurement, t~e Committee wishe.s to. state 
that in its opinion, such papers might serve as a useful gmdance for the applicat~on of 
the International Regulations. The Committee does not thereby express a unammous 
opinion as to the detailed arrangement nor as to the use internationally of those formulre, 
but desires that these should merely be considered as a basis of discussion. 

The International Tonnage Certificate and one of the formulre of measurement contain 
the indication of the date of launching. The Technical Committee first intended to include 
in the tonnage papers the indication of the yea1· of build, but it was found that this expression 
was not interpreted in the same way in different countries. Some of the members of the 
Committee were of opinion that the year of build was the year in which the ship had been 
launched or the following year, according to whether the launching took place in the first 
or the second half of the year ; other members maintained that the date of delivery from 
the wharf to the shipping company really indicated the moment at which the ship became 
an: instrument of transport and part of the mercantile marine, and therefore thought that 
the year of build should be the year of delivery. The Committee recognised· that both 
methods had their advantages and disadvantages. It was, however, thought essential 
to furnish in the International Tonnage Certificate an indication which could easily be 
interpreted in the same way in the various countries, and therefore the Committee readily 
adopted the proposal made by one of its members to furnish the indication of the date of 
launching instead of that of the year of build. 

(e) DRAFT PROVISIONS FOR TRANSITORY MEASURES (see .Annex III.) 

In the draft Transitory Provisions which it prepared, the Technical Committee only 
?ndeavoured to make provision for the situation of ships existing at the date of the coming 
m~o !orce of the Interna:tional Regulations. It considered that should be regarded as 
eXIstmg at such date ships the keel of which had been laid before the coming into 
force of those Regulations. . 

With regard to existing ships already measured according to the so-called English 
system of tonnage measm:ement, the Co~ttee laid down that such ships need not be 
:emeasured, and that theu tonnage certificates would continue to be valid where that 
1s at present the case. With regard to existing ·ships previously measured according to 
another system of to~nage measurement, the Committee provided that such ships should 
be remeasured accordi?g t? the International Regulations within a period of five years from 
the date of the .commg mto force of those Regulations . 

.As .the Co.mnuttee's terms of reference did not contain any provision to this effect, the 
Comnnttee did not deal with other questions, such as the date of the coming into force 
of the I~ternati~nal Regulations, the legal consequences of the coming into force of such 
RegulatiOns, theu effec~ <!~ existing agreements between Governments regarding tonnage 
~easy.re.ment, the possibility and the procedure of denunciation of the International 
e~ ~~1ons, t_he p~ocedure for ~ubsequent modification of those Regulations, the 

poss~bili~y of mcluding or excluding certain colonies or oversea territories from the 
~pplicat1.on of the I~ternational Regulations, the categories of ships to ·which the 
t~:~atiOna:lerla~wns s~ould apply, and the principle of the mutual recognition of 
Commi~ c~r c~ ?8 18Sued m conformity with the International Regulations. In the 
interest t~e ~ op~on, an agreement should be concluded between the Governments 
bein c~ ' m or er to settle. these various points. In the event of such an agreement 
draffed cnoculludded, fthlle Cbo~nuttee thought that the Transitory Provisions which it had 
. use u y e mcorporated therein . 

.August 7th, 1931. 

(Signed) J. ROMEIN, 
Secretary. 

(Signed) .A. VAN DRmL, 
Chairman. 

(Signed) L . .AALL, 
F. W. BICKLE, 
G. BRETON, 
N. NILLSON, 
F. ROBINOW 
Y. SAITO, ' 
C. SKENTELBERY. 
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Annex I. 

In 60 Netherlands ships, 
In 40 British ships, 
In 205 Japanese ships, 

Table A. 

Table .A. 
Table B. 
Table C. 

PROVISION-ROOM SPACE IN 60 NETHERLANDS SHIPS. 

Tonnage, R. T. Provision-room 

Master's and 
space as Provision-room 

Tonnage T. d. J. percentage or 
No. crew s~ces, master's and svoce as 

R .. Provision-room crew spaces percentage of 
space, R. T. gross tonnage 

Num6- Type 
ro 

E!paees :pour Cambuse en Cambuse en le capitame Cambuse T. d. pourcentage d'ordre 
Gross Net et !'equipage des espaces pourcentage 

Brut 
T. d. pour le du tonnage 

Net capita.ine et brut 
l'Cquipage 

I 2 3 4 5 6 7 8 

I I0,905.54 6,729.00 Passenger 548.37 64.02 11.67 0.59 
2 8,854.10 5,404.17 steamer 434.59 6.56 1.51 0.07 
3 7,803.22 4,800. 70 (Vapeur 356.22 13.56 3.81 0.17 
4 7,667.25 4,634. 70 11. passagcrs) 505.61 81.60 16.14 1.06 
5 7,031.43 4,497.66 

" 
236.33 63.36 26.81 0.89 

6 7,054.57 4,461.60 
" 

288.19 74.00 25.68 1.04 
7 7,023.92 4,430.78 

" 
250.16 60.59 24.22 0.86 

8 5,540.76 3,336.39 
" 

276.83 50.40 18.21 0.91 
9 5,103.95 3, 738.46 

" 
205.58 60.00 29.18 1.18 

10 4,441.09 2,748.08 
" 

220.66 53.36 24.18 1.20 
11 3,799.99 2,163.29 

" 
334.08 34.60 10.38 0.85 

12 2,652.40 1,618.76 " 
144.31 45.51 3I.M 1.71 

13 2,301.94 1,426.96 
" 

86.68 11.20 12.92 0.48 
14 1,798.97 1,010.89 " 

145.81 15.64 10.73 0.84 
15 1,268.46 665.56 " 

107.94 8.25 7.64 0.65 
16 919.58 448.55 

" 
69.90 2.00 2.86 0.22 

17 8,373.23 5,167.06 Cargo steamer 339.07 67.20 19.82 0.80 
1'8 6,860.51 4,229.50 . Cargo 11. vapeur 338.30 46.02 13.60 0.67 
19 5,435.52 3,155.65 " 

208.99 45.40 21.72 0.87 
20 5,424.54 3,322.29 " 

230.33 53.59 23.28 0.99 
21 5,272.67 3,227;20 " 

226.94 26.52 11.68 0.50 
22 5,251.40 3,205.62 " 

. 207.46 46.49 22.41 0.88 
23 4,760.24 2,930.30 " 

152.03 43.81 28.82 0.92 
24 4,696.59 2,786.01 " 

263.74 24.77 9.39 0.53 
25 3,684.01 2,208. 75 " 

189.55 40.02 21.11 1.09 
26 3,610.67 2,178.95 " 

178.96 61.91 34.59 1.70 
27 3,552.44 2,170.62 " 

140.28 24.95 17.78 0.70 
28 3,160.10 1,875.99 " 

179.87 36.21 20·.13 1.14 
29 3,150. 71 1,940.05 " 

133.67 15.69 ll.74 0.50 
30 3,099.49 1,849.25" " 

163.44 ll.48 7.02 0.37 
31 2,863.54 1,733.89 " 

131.14 17.23 13.14 0.60 
32 2,539.45 1,510.20 " 

129.37 18.03 13.94 0.71 
33 2,331.65 1,359.41 " 

145.56 26.90 18.48 1.16 
34 2,249.26 1,201.59 " 105.18 15.72 14.95 0.70 
35 2,158.01 1,226.37 " 

125.06 8.12 6.49 0.38 
36 2,114.37 1,260.68 " 

105.96 21.96 20.72 1.04 
37 2,067.93 1,258.99 " 

86.76 14.98 17.27 0.72 
38 2,063.95 1,200.22 " 

114.18 9.84 8.62 0.48 
39 2,046.65 1,081.04 " 

125.41 42.48 33.87 2.08 
40 2,0ll.35 1,186.90 " 

118.92 21.72 18.26 1.08 
41 2,007.06 1,141. 71 " 

146.33 13.21 9.03 0.66 
42 1,944.74 I,114.5I " 

131.53 8.64 6.57 0.44 
43 1,940.60 1,088.75 " 

137.90 15.86 11.50 0.82 
44 1,504.03 715.69 " 

69.32 6.64 9.58 0.44 
45 1,463.77 786.1l " 

137.05 20.68 I5.09 1.42 
46 1,455.4I 838.40 " 

95.42 23.54 24.67 1.62 
47 I,323.66 690.63 " 

69.89 9.59 13.72 0.72 
48 1,162.29 675.88 " 

61.46 4.36 7.09 0.37 
49 832.82 387.00 " 

51.79 6.35 12.26 0.76 
50 512,37 281.92 " 

35.69 5.93 16.62 1.16 
51 469.79 241.55 " 

51.15 6.67 13.04 1.42 

52 359.48 48.93 Tug 69.46 8.67 12.48 2.40 
53 290.44 13.93 remorqueur 35.1)4 13.19 37.01 4.55 

54 8,298.58 4, 704.22 :Motor-ship 404.32 84.78 20.97. 1.02 
55 7,408.33 4,236.54 Navire a moteur 349.02 48.38 13.80 0.65 
56 4,401.51 2,515.18 " 

222.59 52.30 23.50 1.20 
57 958.10 413.90 " 

78.89 8.77 11.12 0.91 
58 345.49 202.97 " 

41.35 1.53 3.70 0.44 
59 289.44 210.69 " 

18.03 8.47 46.98 2.92 
:Motor-trawler 

60 101.06 44.60 Chalutier 20.97 0.45 2.15 0.45 
11. moteur 

Average for 60 ships l 16.39 I 0.96 
Moyenne pour 60 navire• 

Number 
of crew 

Nombre de 
!"equipage 

9 

194 
82 

113 
204 

64 
74 
73 
56 
50 
46 
68 
41 
28 
68 
55 
20 
62 
49 
36 
36 
43 
45 
37 
36 
39 
37 
31 
39 
34 
33 
32 
59 
25 
18 
21 
26 
23 
27 
37 
25 
35 
27 
26 
20 
24 
24 
21 
19 
19 
14 
12 
15 
15 
44 
71 
34 
35 
10 
8 

H 
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Table B. 

PROVISION-ROOM SPACE IN 40 BRITISH SHIPS. 

Provision-room 
space as Provision 

Tonnage, R. T. percentage of room space 
Tonnage T. d. J. Mastel"'s and master's and as percentage 

crew spaces, crew spaces of 
No. R.T. Provision-room gross tonnage 

Type space, R. T. Cambuse en 
Num~ro Espaces pour CambuseT.d.J. pourcentage Cambuse en 
d'ordro le capitaine des espaces pourcentage 

Gross Net et l'llquipage pour Ie du tonnage 

Net T. d. J. capitajne et brut 
Brut !'equipage 

. 

I 2 3 4 5 6 7 8 

-

I 7,000 4,132 Tanker 531.03 25.61 4.8 0.37 

2 5,729 3,432 Navire citerne 276.66 31.00 11.2 0.54 

3 8,782 5,144 480.67 84.30 17.5 0.96 
" 38.80 20.3 0.77 4 5,042 3,173 191.05 
" 30.27 8.6 0.47 5 6,500 4,692 " 

351.53 
6 6,921 2,644 " 

330.39 33.95 10.3 0.49 
7 6,023 3,675 .. 270.42 19.30 7.1 0.32 
8 5,660 3,412 " 

224.35 40.06 17.9 0.70 
9 6,952 4,142 ,. 281.93 34.65 12.3 0.50 

10 5,559 3,425 " 
237.22 51.10 21.5 0.92 

11 6,991 4,152 Trawler 272.23 32.46 11.9 0.46 
12 308 116 Chalutier 29.96 6.70 22.3 2.18 

Sealer 
13 1,638 715 Navire pr la chasse 

aux phoques 
132.84 24.54 18.5 1.50 

14 392 146 Whaler 55.10 6.83 12.4 1.74 Baleinier 

15 1,985 1,243 Cargo 77.78 8.66 11.1 0.44 
16 4,291. 2,570 .. 196.23 24.00 12.2 0.56 
17 4,388 2,570 " 252.14 34.50 13.7 0.79 
18 5,072 3,007 " 276.66 48.45 17.5 0.96 
19 5,026 3,162 

" 149.35 23.68 15.8 0.47 
20 1,536 789 " 125.11 28.30 22.5 1.80 
21 8,621 5,208 " 397.19 44.99 11.3 0.52 
22 5,060 3,143 

" 227.01 41.14 18.1 0.81 
23 4,966 3,089 " 237.24 . 28.69 12.0 0.58 
24 4,573 2,902 

" 160.20 22.22 13.9 0.49 
25 7,093 4,453 

" 246.14 33.71 13.7 0.48 
26 2,010 1,188 

" 124.91 14.00 11.2 0.70 
27 4,584 2,!86 " 235.71 17.28 7.3 0.38 
28 8,283 5,144 

" 389.67 50.87 13.0 0.61 
29 1,985 1,243 

" 77.78 8.66 11.1 0.44 
30 3,654 2,323 

" 82.59 15.41 18.6 0.42 
31 1,985 1,243 

" 103.42 20.22 19.5 1.02 
32 3,598 2,259 

" 114.40 12.31 10.8 0.34 33 4,196 2,679 
" ]07.79 10.38 9.6 0.25 

A vera.ge f'lr 33 ships • . 13.9 0.70 
Moyenne pour 33 na vires -

I 2 3 4 5 6 7 8 

34 52,226 21,506 Passenger 4,215.79 53.00 1.2 0.10 35 30,704 12,542 A passagers 1,908.07 17.00 0.9 0.06 36 45,647 20,800 
37 " 3,185.45 21.50 0.7 0.05 
38 

22, lSI 13,226 
" 1,533.63 44.00 2.8 0.20 

39 
20,063 12,194 

" 1,158.09 38.00 3.3 0.19 46,439 21,726 2,746.98 52.00 40 34,351 18,058 " 1.9 o.u 
" 2,532.95 50.00 2.0 0.15 

Avera.ge for 7 ships • • 
Moyenne pour 7 navires. 

1.8 0.12 

Total average for 40 ship~ . 
Moyenne gen~ra.le pr 40 na.v. 

12.8 0.60 



No. 

Numl>- · 
ro 

d'ordre 

1 

1 
2 
3 
4 
5 
6 
7 
8 
9 

10 
II 
I2 
13 
14 
15 
16 
17 
18 

·19 
20 
21 
22 
23 
24 
25 
26 
27 
28 
29 
30 
31 
32 
33 
34 
35 
36 
37 
38 
39 
40 
41 
42 
43 

1 

1 
2 
3 
4 
5 
6 
7 
8 
9 

10 
11 
12 
13 
14 
15 
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Table C. 

PROVISION-ROOM SPACE IN 205 JAPANESE SHIPS • 

• 

Master's and 
Tonnage, R. T. crew s{faces, 

R. • 
Tonnage T. d. J. Propelling Provision-

Gross 
Brut 

2 

8,150 
8,134 
7,770 
7,347 
7,154 
6,606 
6,776 
6,786 
6,783 
6,586 
6,576 
6,577 
6,673 
6,284 
5,845 
5,950 
6,071 
5,795 
5,467 
5,434 
5,484 
5,219 
5,324 
5,302 
5,859 
5,872 
5,864 
5,862 
5;832 
4,670 
4,630 
4,014 
4,013 
4,065 
4,364 
4,106 
3,802 
3,793 
3,801 
3,221 
3,179 
3,183 
3,180 

. . 

2 ) 

2,775 
2,419 
2,420 
2,181 
2,208 

. 1,996 
1,992 
1,726 
1,714 
1,676 
1,721 
1,298 

983 
124 
123 

machinery room Provision-room 
excluded) space, R. T. 

Appareil 
moteur Espaces pour CambuseT.d.J. 

Net le capitame 

Net 
et l'~quise 

T. d. . 
(Cambuse 

exelue) 
-

3 4 5 6 
-

5,036 Recipro 330.9 50.3 
5,045 ,. 311.9 18.6 
4,825 

" 253.4 92.0 
4,511 

" 
297.2 80.5 

5,178 , 191.4 41.3 
4,040 

" 220.0 99.6 
5,041 , 202.0 41.5 
5,077 

" 194.4 18.9 
4,987 

" 220.3 ll0.2 
4,037 , 270.0 43.8 
4,044 

" 256.9 43.8 
4,Ill Turbine 201.9 30.9 
4,086 Diesel 249.0 65.I 
3,834 

" 265.6 37.4 
3,651 

" 185.6 15.3 
3,649 

" 239.1 19.0 
4,424 Recipro 167.2 23.2 
3,540 

" 220.9 34.5 
3,409 

" 
206.4 47.1 

3,382 
" 186.2 56.2 

3,352 Tw·bine 224.2 41.0 
3,158 Recipro 196.8 47.6 
3,294 

" 
195.6 17.0 

3,226 ., 182.2 66.2 
4,259 

" 
226.9 82.4 

4,253 
" 

244.3 83.9 
4,263 

" 
224.2 86.7 

4,272 
" 

226.4 69.4 
4,093 

" 
247.5 85.2 

2,907 " 
165.8 22.5 

2,809 Die.•el 176.1 61.2 
2,5ll Recipro 129.4 28.6 
2,500 

" 
128.2 21.5 

2,518 
" 

159.7 25.8 
2,734 

" 
135.9 25.1 

2,517 " 
183.0 10.7 

2,298 
" 

193.9 20.3 
. 2,304 ., I I62.4 36.5 
2,351 ' 139.5 32.1 ,. ' 
1,980 " 

I 

ll7.2 11.8 
1,951 .. 119.0 26.2 
1,969 " 

108.3 17.3 
1,941 

" 
133.9 17 ;2 

Average for 175 ships over 3,000 tons gross . • . 
:Moyenne pour 175 navires au-de•sus 3000 tx. brut. 

3 4 5 6 

1,588 Diesel 190.2 22.4 
1,424 Recipro 107.9 12.8 
1,428 " 

ll2.3 28.7 
1,286 ,. 122.8 16.8 
1,335 ,. 86.7 9.7 
1' 133 ·Diesel 164.1 12.5 
1,099 " 

174.1 16.8 
1,020 Recipro ll2.2 10.0 
I,007 .. 117.6 5.2 

997 ,, 94.0 8.1 
1,028 .. 94.1 6.7 

927 " 
57.3 9.9 

692 " 
52.8 6.8 

32 i\fotot· 45.2 3.2 
49 Re<>ipro 10.8 0.5 

Average for 30 ships under 3,000 tons gross . . . • 
Moyenne pour 30 navires au-dessous de 3000 tx. brut 

Total .. verage for 205 sbips. . . . . 
Moyenne gen~mle pour 20.5 navil't"s 

Provision-room 
space as 

percentage of 
master's and 
crew spaces 

Cambus& en 
pourcentage 
des espaces 

pour le 
capita\ne et. 
!'equipage 

7 

15.2 
6.0 

36.3 
27 .I 
21.6 
45.3 
20.5 
9.7 

60.0 
I6.2 
17.0 
I5.3 
26.1 
14.1 
8.2 
7.9 

13.9 
15.6 
22.8 
30.2 
18.3 
24.2 
8.7 

36.3 
36.3 
34.3 
38.7 
30.7 
34.4 
13.6 
34.8 
22.1 
16.8 
16.2 
18.5 
5 .. 8 

10.5 
22.6 
23.0 
10.1 
22.0 
16.0 
12.8 

~ 24.1 

7 

ll.8 
11.9 
25.6 
13.7 
11.2 
,7.6 
9.6 
8.9 
4.4 

(8.6 
~7.1 
17.3 
12.9 
7.1 
4.6 

l 11.9 

l 22.3 

Provision-
room space Number 

ot gross ot sister ships 
tonnage 

Nombse 
Cambuse en de navlres 
pourcentage du memetype 
du tonnage 

brut 

8 9 

0.62 1 
0.23 1 
1.18 4 
1.10 2 
0.58 5 
1.51 I 
0.61 I 
0.28 4 
1.62 2 
0.67 2 
0.67 5 
0.47 2 
0.98 2 
0.60 1 
0.26 1 
0.32 I 
0.38 4 
0.60 4 
0.86 ll 
1.03 6 
0.75 2 
0.9I 5 
0.32 1 
1.25 1 
1.41 16 
1.43 14 
1.48 11 
1.18 3 
1.46 2 
0.48 1 
1.32 1 
0.71 2 
0.54 1 
0.63 2 
0.58 II 
0.26 4 
0.53 1 
0.96 6 
0.84 2 
0.37 1 
0.82 8 
0.54 IS 
0.54 2 

0.89 175 

8 9 

0.81 1 
0.53 6 
1.19 4 
0.77 1 
0.44 4 
0.63 2 
0.84 2 
0.58 1 
0.30 3 
0.48 1 
0.39 1 
0.76 1 
0.69 1 
2.58 1 
0.41 I 

0.70 30 

0.87 
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Annex II. 

BOATSWAIN'S STORE SPACE IN 18 GERMAN SHIPS. 

Boatswain's store 
siRce As percentage 

No. 
Gross tonnage in . T. of gross tonnage 

Nurnero 
R T. Espace pour En Pourcenta.ge 

d'ordre 
l'onnage brut le magasin du rnn.!t.re du tonnage brut T. d. J. de !'equipage 

en T. d. J. 

I 51,656 217.62 0.42 

2 49,746 161.82 0.33 

3 32,354 170.63 0.53 
4 27,560 I14.ll 0.41 
5 20,931 !14.65 0.55 
6 20,742 80.45 0.39 
7 16,971 101.37 0.60 
8 14,690 80.87 0.55 
9 14,690 102.32 . 0.70 

10 9,620 81.22 0.84 
II 9,026 158.31 1.75 
12 9,026 131.94 1.46 
13 8,899 83.46 0.94 
14 8,803 86.32 0.98 
15 8,514 102.37 1.20 
16 8,417 125.71 1.49 
17 7,851 97.77 1.25 
18 7,789 108.13 I 1.39 

Annex III. 

DRAFT TRANSITORY PROVISIONS CONCERNING THE COMING iNTO FORCE OF THE 

INTERNATIONAL REGULATIONS FOR TONNAGE MEASUREMENT PROPOSED BY THE TECHNICAL 

COMMITTEE FOR MARITIME TONNAGE MEASUREMENT. 

A rtic1e I. 1 

The coming into force of the International Regulations for tonnage measurement of 
ships (see document C.176.M.65.1931.VIII) shall not cause the remeasurement of ships 
previously measured according to the so-called English system of tonnage measurement 
unless a request to that effect is made by the owner:. · 

The tonnage certificates issued for such ships prior to the coming into force of the said 
Regulations shall continue to be accepted where this is at present the case and where they 
may be recognised in accordance with a special arrangement. 

Ships previously measured according to any other system of tonnage measurement 
shall be remeasured within a period of five .years from the coming into force of the 
International Regulations. • 

Tonnage certificates previously issued for such ships shall be . treated. in the same 
way as the certificates referred to in paragraph 2 until such time as the ship has been 
remeasured. 

Article II. 

Subject to the following exceptions, the International Regulations shall apply to· all 
measurements or remeasurements of ships carried out after the coming into force of those 
Regulations. · 

Save at the reque~t of the owner, the International Regulations shall not apply to 
the measurement of ships, the keel of which has been laid before the coming into force 
of the Internati?I?-al Re~ations and the provisions of Article I are applicable with regard 

. to tonnage certificates 1ssued for such ships. . 
Save at the request of the owner, the International Regulations shall not apply to the 

~emeasnrement of ships which have been presented for remeasurement before the coming 
mto force of the International Regulations on account of alterations in the construction 
or ~s~ of s~aces, and the provisions of Article I are applicable with regard to tonnage 
certificates Issued for such . ships. 

1 Ad Article I, second paragraph : 

I~is understo'?d that th;e e~ressi<?n "tonnage certificate" includes the "appendix certificates" issued 
to H~nps of certam countnes m which the tonnage has been estimated according to the so-called 
English system, 
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NAME OF .SHIP FORM(JLA OF MEASUREMeNT • <5t:NeRAL DESCRIPTION. VNDcRDcCK TDNNAGe . .St/P.ER- APPeNO/X I .STRVCTVRe.S,- EXEMPTIONS ' 
.. LJt:SCRIPTIOIV OF t5HIP 

(8) 
!VA TIONALITY 

I 
7 A 

. 

WHeRe MeASt/ReO PROPeLLED BY MACH· PORT OF ReGISTRY 0/"F/C!Al NUMBt=R YARD Nt/MBCR 
/1\'eRY OR BY SAil& ANbj(JR t.St6li"'AL i.CTTc·i~S 

• 

. 
• MTe or' LAt/.IVCHIIV6 WHERe BUILT .IVAMc AND AOOReSS OF BU/L.OcRS NAMe AND AOORESS OF OWNeRS 

' I 
I 

IDeNTIFICATION DIM.ENSION.S UNDeR Rt.ILc I IDENTIFICATION DIMENSIONS tiNDER RtiL~ .1£ ! 
(7) 

' 
Nt/MBER Or OeCI<'S: LeA/6TH, !""ROM THe fiJRE a/bE Fcer METRES LeN6TH. TAKeN ON Tift: FEI!!r ~ETRCS 

(2) OF TNe (IPPeRMOoST ENO OF THe UPPERMOST DeCK FROM 
' NVMBeR OF MASTS: -·-·--- .STEM '7"IJ lliE AFT .SlOe .;JF THE THe AFr.SIDE OF THE STEM 

' {2) UPPERMOST eNO OF l"HE TO THE ArTS/De OrTHCJ'T£/1/IPI/.fT ·, 

.STERNPOST • .......•........•. . ' Rl6eeo: __________ --- --
(3) BReADTH, EXTR.EMe Ot'/?SIIJC ·-·-·· DESCRIPTION OF BOW:_ 

BReADTH, eXTReMe OVT.SIDe 
(4) - <7/RTH, 

OC'SCRIPTION Or STeRN 
..... -................. 

MATeRIAL: ! 51 l)cPTII, IN THe MIOOL.e PLANe IJETCRMIAIATION OF IOeNTIFICATION LeNGTH VNOcQ RVJ.e ..K 
(9) AT HALl"" LeA/tJTl{ rROM THe 

TONNA6e LeNGTH: ......................... :C:: a SCReWS UNDER .Sloe OF THE TQNNAoe IVUMB. 'R F 7>Aooles 
DI.STAHCe !"'ROM 8 'TtJ Tile I"QRe.S/Oe 

. (6) tJCCK To Tile tiPPeR- .SIDE OF OF THe .STEM . + 
OESCRIPrtOIV Or PROPCL.LING MACHINeRY: THE Ot/TER 8tlTTOM PLATING 

........... ~ ...... - ......... 
DI.STANCe r~ A' TQ rHe AI"'T.S/L>e 

01,? PLANKING. Ur 7"He' .STe'R/1/PQ.ST. . ......•....• ~ ...• · ..• , ............... ~ . ' 
' /Vt/MBER Or rtiNNeL.S: (7) 

IDeii/TIFICAT/0/V LeAI(;JTII tiNDeR Rtii.E I 

CALCVLATION Or GROSS TONNAee UNDER Rt/Le .f '9) CALCULATION Or NET TONNAGE UNDeR Rt/Le f (9} 

ReGI.STER. TONS Cl/BIC METRE.S REGISTeR TON.S CVBIC .MeTReS 

GROSS TONNAGe 
· TOIVIVAGE .OEO<' (!)} . . 

SPACE set. OW "'P'P'lfRMOST-.oECK · ·- -.- · 

-~ ReGI.STeR TONS CVBICMI:TRe.S ,' /W££AitJeCK SPACe._ ••. ____ • _ -.-., ·--· .. ------
' ... 
' '. H H . .. - . - - - - - - - - --
' ~!IJ ' 'I;~ ... FORECASTLe. __ · __ - - • __ - . - - --. .. MASTER'G-~4('F.<" A, 

.. : .. 
'-• 

:. > • ·• • • 

I.!'l ~ DEc I< HOOo-b.. .. _,. ........ ··~~··"'t.--.--'"-............... -.......... · .... ~ -~ _,.,....... 
" ' 

~, .. ·----------------- ~II) CREW .SPAc,_ J {;) IV 8) I9..J ' "15: ~ . .. f.0-'_,5'£if.,f..,'p!i("~, . . 
. -- - - . J "' c~ I..< . -~ I r a ..to'( -. ''!;""' ·z ,.,,_____,. . -· 



SPACe S ABove TI-ll' TONNAGe Ot:CJI 
~ 

' TWE£NOECk SPAces 
- - 2'!..' ' rweeN DCCJI sPAC~ r MI!'T#OO 1J 1~ 'TW~eNIJeCK .sllfM~nt.lJ) 

I 
,. 

~~ 'OEC'N SA4C~ f McTNOO 1) / f'" 'TWEENOI:Cit .SP. rHEiN. 3) 
~Ri rtJIIWARO tY' ill~ ~- ,&t4RT A1"7 111' nf~ =-JID~ WNOJ.~ SPAC~ 1 ~~ .ctJ <r rw ttrltRl'- PANT An" OF~ ~ JIDE WNOLE SPACE 

l s Dll! · ~ ,.,~ snw 11t1 l'ltiJIS r .c "' 1?1~ .S~RN AD3T S tOI! Qr i#E .STI!'RIV POST -V Til~ .SJrNN 

1'1£A . i..~NGTN 2• H~A - w'IIOI.E LENGT'N• ME4· i..E N6TN2• · MEA· LENGTH 2 • 
Hl!lrt4 • WNOI.E t.EN61'11• -· ~ 6 ,. lsUII~D 

~ 
$(/11£0 SUREO L$vll~£l SVREO IN~NT.J rON/If. /NT: J 

~~~ ,..,,.:} C OHN. 1111r ~J• N~~ t:'ONM. INr. J Ull:l.CllPI ~./NT: J Ne/GKN ('ON/t#. INT: . } • 

«""" 6 N4 • - ..... 
.,.,-,.,. 1r.s li£TJ4'. ITIIS. • ~"'"" ,~ ~TW. 8TNS. • .,.,.. 8f'MS. utw. lf'NS. • 

..,. ..... I(• ,... N• N.• ,4U· 
N .• IIIII. 

N.• NtA· 
01' UHS ~13 

,. 6T'NS ()II • · 8 TNS PliO~ IF 8TNS APOOtK:TJ 01' BT#S PII()(}(KT.S "' 8T#S AllOOIKTS 
IIJIS.. ~ ants T1llf .....-.-.,(.) 

ITNS npt I'I'IIS nPt. 1/'NS T/Pl linr1 ''" 
)( 1 1 X 1 1 X 7 7 )( 1 1 )(. 7 1 X 1 1 

z ~ 2 'I 2 y 2 If 2 ¥ 2 'f 
3 2 3 2 3 z 3 2 3 2 3 2 

~ 'I ~ 'I 'I ~ If "' 'I y. ¥ lf 

5 2 X ~ 1 s 2 5 2 X 5 1 5 2 

6 'I .Sl/N Sl/M• 6 ~ 6 (j SI./M ~1/M• 6 
"' 'f:JCDWII'- /N1: ~ t:"t:Jt!¥/11. INr. 

: ., ttn.f. srNs. 7 7 
~~~~· ITI($. 7 

a - - -- R I ~ ---- I 
9 

+3 9 9 9 -- -- - -- -
M.N. 

/0 10 10 /0 
" 

11 N.ll. 71 11 II ...... ..... . ---- -
12 12 12 . 12 

X 73 X 73 )( 73 )( 13 
SUM ~- SI/N SUM• .SUN• Sl/~ .SUM• 

)( X J( liC 

c flc~INT: • Y.J CONN. I~T. 1.1 C"A#M. Atlr. 9'J ("'NN. INT. 
1JTH1. li111S. 6l"'V- ll,., .s. IJnff. •1?fs. 8T'W. IIT'NS. 

- -- r- ---

~ N.8. WHeN CAJ.CVlATIN(J THE 
!*.#.- CAPACITY Qt:' ~TWeEN IJ8Yc' 

-- --If. H. 

• ~o . SMCES 4NO ..51/PCRST/itK'· 
)( Tf/RES Ht/J.TIPL/£/M J'HI)()i.O r- --- MN. --- - .t£11. l3e riL~O IN Oil NOOIF/~0 

ACCORiJIN($ TtJ TNE M~TNPO 
l./SEO. 

--
PTI• 

+ PT.JT "'~ 

IL "--
. ' ' + .. 

l. -- j 2-. L. ll 4 ~ Q -- _I}._ -- - _a 
~PI!"».s rRvcrvRccS I .. ,_ ... -- -- - '{ 

TA)flJilKA.SllE(QOSED MaPEN) 14) ~ASTZ.Efci.IJSEb O!iaPEN) fc)triJII/!CASn~ {CUJS~IJ all (AIJEN) 2A)/Jillb6E.SRfC£{CLOSEJ) M~ 2 8) /Jill/Xi~ .sAfe~ (tZPSU MIJIPBI) 2 C) 8/iJIXK SRfCEI(lllUP MIJIIB, 

MI!A· LEN6TN• />fEA · J..EN<iTW• J'f.e4 · J..EN(irlfa Jf~A- lENGnl = N~A· LEN6T11• ~~~Jl LeNlirN• 
~-ED l.fVR~.D ~~ ~ChJU!D lruREb ,;_"!;.,_ 

t:'OIHII. INT: j NUiii1S CDNM. IH. } - CONN. 1/Vr. } iiEJ61m COMIII./Nr. ] -IL~IA.'r. l· C'OM~. IN'r. J 6£TW. /ln(S. c 'f4£~61'11S . • 4E,.,. /JT1IS. • IBErw. 6T11S. • /'Jff. 6TNS. ~-·u 11/ET'W-81'1t'S. ,, 
""-· BTIIS. Pll(){)(JCT.S K'" ~- BTNS IPAt:1«~cn lk MAt· Nf 't«- N! ..... ~ace-s ~J .-t · larNS l&s ~ 8TNS PI/00/XTS .Ka BTl-IS PIIIOD(KTS lfKS 8TNS .Pii'O/)(/C l! TIPf.. TIPt. TIPl r/Pi. . Ttl'f. 'S TIP/. 

7 7 X 1 1 X 1 1 1 1 X 1 7 X 7 1 

2 " ·7 'I 2 'f 2 'I 2 'I 2 ~ 
3 7 - 3 3 3 1 3 3 

Sll/lf! ~UM • 

"' 
'I .SI/N SUN• ¥ " )It 1.1.1( 

~ 
~~. IKT. X ~ 5 C"MII· INr. X 5 5 6TJr. IUNS. 8J'W.J5T~. -

~ -- .. SUM SUAI• 6 SUAI su~ - 6 X )( 
~! f.t COMM. NT. 

.. . .. - rs COl#~. INT. -
.. .... . ~ 1/TW. IJTM. X 7 +3 • 6TW-8CNS. X 7 

't. l(. 
.SUAI .SUM• 

- ...... .. -
/1.1/. SUN .SVM• 

X .. - --- ~ll'Af.N. /Nr. - -- 'f3 C'aNN. INr 
: +3 IJ,.,. 11TN.f. ~3 • 6f'Jw'. BT#S. .......... 

N.J./. -- -- • "1.11. . ---If. H. 
.. . -- __ ... 

11.N . .. .. . .. ·- . ... .. .. . 
• +3 & + 3 
. ... . .. - lf.ll. 

... ....... 
/1.N. . ..... ... ~II. 

.. .. . .. .. 

" • 

1A • 2A .. .. .. ...... ........ ... lf.N . 
- - • 

1A • 78 · 2A 28 
- -

78• 1C • 28 2c 
- -

1C• 2C 
E><TERNAi. DIMENSIONS AND CUBIC CAA4CI1Y OF CLOS~O .SRtfCES SITIMTEO WITN11f3/f R4Rr1CULAR,S ~N6 ST/ffi!Ne/M 4MO /IE&VIOIN6 Dl~'*f Q&' ~~!C. 

. 

. 



.SPACeS ABOVe Tile TONNAGe DeC/.! 

cSl/PeR.STRl/CTVRES (CONTINUE£)) 

3 A) POOP( CLOSED OIUJPEN) OR BREAI.t (MeTHOD 1) 3B) POOPfCLOS';'O OR OPeN) tJR BReAK (MeTHOD 7) 
3C)POOP(CLOSe0 tJROPeJV} OR B~t=AK (McT'r'O/J 1J 

RLJ OF 77fE ,c-ORE- PART AFT OF THE FORE .stDE PART FORW;'f/i!O OF TNe- FORe- PART AFT OF THE FORe .S/.De PART FO~~RO ~TN~ FORe- P-4RT'A~~ 7H,. ~I'•Lit- ,s.~ PART .FO~ STeRN A::>ST. CJF THe .sTERN POST. .S/DE ClF TNE .sTE"RN P0$7: OF TIVE .STeRN POST: J/OE OF 7. 'C oSTL; W .A%7:- OF T/ff! .Sre"..QN PC~r .SlOE CY" MEA- LENGTH 2• hEA- t.EHGTHt~ MeA- i.ENGTH2• MEA- t.ENGTH1• MeA-
iEAIGTH2• 

H&:A- J.EJV<:iTH 1• ~REO ~RED 

~~ iSvRE.O lsuReo ~E.O H£/(jJITS CONN. tNT: } 
rc''~ CDH~./NT.} CONN. INr. J 'f(EI6HT.J C()HM. /Hr. 1 i"'~"'/J CCN/41./Nr l '/!J6HIJ COHH-1#7: } . B&7H< 8THS. • 

8ETW. STHS. = 8E7Itl'o BTNS. 1111 
BETW-BTHS. 

~BTl<~ • 
~Brld-. 

N!' IN/, -~ 

~~ N' N' ... NP Jf(/1.· BTHS I'JltJLlt.ICT.r ~ [7/PI.~ BTHS. PI?Ot:IUC7S 
~ BTHS: PICOOlKliY "" -- BTHS P/KJDtJCT.S IJF MilL· BTHS- Pli'()IJIKT.S ... "vt· ~HS. 

... 
TIN • P/?f)Uf!I 8TJIS. TIP<. 

/lli(S. T/pt. 8THS /U"' !T•P< 
7 1 X 1 7 X 7 7 X 1 1 X 1 1 X 1 1 
2 4 '1 If 2 If 2 " 2 " 1 ¥ 
3 1 3 2 3 2 3 2 3 3 2 

SUM .SVM• ~ ~ '-1 't * 't ~ 4 4 " 1/:s CONM./Iff. 
X 5 1 X 5 1 X 5 1 5 X 5 1 

# BT/01-BTHS. 

SUM .SUM• -SUM SUM• SUM .Sl/~• 6 .:SUM .SUN• ---- l( )( 

" " 'h dJI-IM.INr. ~C{)-'IM . .wr. 'fl t:-H.INl' )( 7 1'30':1t!VH. /N1'! +3 ~ BTIY-8THS. • 8TW.BTHS. • IVw.BTHS. ' . 8TW.BTNS. ----
.SUM .SVN• H.#. 

1----- ----- 1-- - -- " -----?:JCONN./Nr. +3 - • IJTw.BTHS. ---- H./I. - -- --- ----- --- .. ---H. H. -----
------PROD. PROD. 

)( ,.. ----- ,.1.11. r--- H. II. ----- --- l'f.'/. H./I. -----

l( I 1------- H.N. 
+Jl 

3A• 

- I 

3As -tll 
38• 
- + 
38· 3c· 

-
JC• 

-
SUPERSTRUCTURES (CONTINUED) , 

13~) POOP_.<,CLasED OR O"';']N) DR 38) POOP{CLOSEO OR OPE/I) OR 3C) POO~C,}OSeD OR ot:;'JN <>R ' OECkHOUSeS . BReAK rMeTNO.O 3 BREAK O~Erf-/0.03) SRe N MeTHOD J 
lfEA· WHOLE i.EN<7TH ,l.fEA- WIIOLe LENGTH ~E1:: WIIOi.E LEN(}TN 'I) S) oJ ?) 8) 9) ~R("D iwREO 'RCIJ - !NEt~ CCH"". /Nr. j ~- . jHE.tlN' COHN. /Nr. j _ . """'" CQNM.IN}':.J• 

BTJtl'. 8THS. - BTH<BTNS. -BTW.STN$ 
N~ H.' If//£• H• HUJ..- STHS. PRODUCTS L. i.. L. .l.. L PRODUCTS DF STHS. PRODUCTiS DF L. ·DF -· 8THS. TJPJ.. 8TI(.S TIPJ. BTifS TIR.. 87/fS 

7 1 X 1 1 X 1 ·1 )( 

2 * 2 'I 2 If 8. B. B. B. B. B. 

3 1 3 3 
.Sl/H SUM• 

" 'I X . P.ROP. '/3 COHH. /NT: 
)( 

M./1. N./1. 
• 8TW.8THS X 5 5 N.H. N.H. N-/1. N-/1. 

' ~jj SliM SI.IM• 6 " • 1.J CQAI/If, INr. 

1---· 
c srw. BrHS. 

X 7 
-SI/1-f .St/M• . ----- X f'3 COMM. !Hr. 

{<c 5• 6• 7- 8· 9· .,.. • srw.srHs . 
--.. -M./1. - - - -N~H~- -----

z + If· 5- 6• 7• tJ• 9-
13) 1¥) 15) M-/1. /D) lt) 72) ---- ~.H, 

- • 
L. t.. t.. t.. L. L. 

I 
3A M-H. ----
3A 8- B. B. B. B. B. 

3.8• 

- -
_, 38• 3C• 

Jl1./l. ,II.#. M-/1. N-11. #--'/. .,__ .,._ 

3C• 

·--
/0• 11• 11• /3• /'- ... -5· 

-- - -
/O• 11- 71· 13• /..,.. ,.. 

----. 
' 

·-

' 



.SPACES ABOVe TilE TONNAGe DEO! : 
.Sl/PER.STRUCTURES (CONTINUE£)) 

3A) POOP(CLOSEO OR ()PEN) OR BREAI<t (MeTHOD 1) 3B) POOP(CLOS';'O OR OPeN) OR BReAK ( METHOO 7) 3 C) POOP(CLtJSeO OR a<'eJV} OR BREAK f MeT "fOLJ 1 J 
RLJ OF 77fe /"ORe- PART AFT OF THe FORE .siDE PART FORH/1'11/i!D OF THe FORe- A4RT AFT Ql" THE FORe .S/OE PART 1"0R.f%'RD ~ TH~ FORe- PART' A~"}/:" 7HI" ~1"•/"..1~ .S-~ MRT .FO~ .STeRN~. OF TH.t: .sTERN POST. .S/DE OF TYY,t: .sTeRN P0$7: OF TIVE .STeRN POST: J/DE OF 7: 'C oSTL? W AaS'r. OFT//~ .Sr~QN PO'!,.r .S/LJE CY" MEA- LEN6TH 2• heA- t.ENGTHt~ MeA- i.ENGTH2• MeA- t.ENGTH1• MEA-

LEN&TH2• 
H&!A- J.ENGTH 7• ~RED LsuRED 

~~ ISvRC'.o lsu.{>.eo ~ED HE/(jl/lj CONN. /NT: } rc''6Nl:5 co..-r~.tNr.} 
COAIN./Nr. J 'f(EI6HT.J C()HM. /Nr.l ~"'~"''--' CC-""N./Nr l 'CbHIJ COHN-/Hr. } . fiET/1( 8TN.S. "' 

8ETW. STHS. = 
8E7Jtl'. BTNS. 

1111 BEnrr. BTHS. 
~8TNS • 

~Bn!<S-. 
N!' J«/1. -~ 

~~ N' N' ... NP Jf(H.· BTHS l'lltJllf.ICT.r ~ 'r'PI.~ BTHS. P/?0/)(J("/S 
~ BTHS: PICOOlKliY "" -- BTHS P/KJIJUCT.S IJF MilL· BTH.S. PR()IJUCT.S ... Nvt- ~HS. 

iJF TIP<. 
8/I(S. T/pt. BTHS TJPi. 

IT'Pl PI?~ 8TNS. 
liT*< 

7 7 X 1 7 X 7 7 X 1 1 X 7 1 X 1 1 
2 4 '1 If 2 If 2 " 2 " 1 ¥ 
3 7 3 2 3 2 3 2 3 3 2 

SUM .SUM• ~ ~ l.J 't * 't- ~ 4 " " ~CONM-1/ff. X 5 1 X 5 1 X 5 1 5 X 5 1 
# BTW-BTHS-

SUM .SUM• SUM SUM• SUM .Sl/H• 6 .SUM .SUN• ---- l( 
X 

" " 'h OlMM./Nr. ~C-M • .wr. 'fl C-H. INI' )( 7 1'3 Ct:lii"H. /tN1'! +3 ~ 8TIV-8THS. • 8TW.BTHS. • Bnfr.BTHS. ' . 8Tw.BTKS. ----
.SUM .SVN• H.H. .. 1----- ----- 1-- - --

?:JCDNN./Nr. ------:-3 - • srw.erHs. ---- H./I. - -- --- ----- ----- -- .. ---H. H. 

------PROD. PROD. 
)!" X - ---- "'-'1. r--- H. II. ----- --- l'f.H_ H. II. -----

l( I 1------- H.N. 
+lf 

3A• 

- I 

3As -tl/ 
38• 
- + 
38• 

3c-

-
JC• 

. 
SUPERSTRUCTURES (CONTINUED) , 

13~) POOP,_c,c~ase.O OR O-<;']N) OR 38) POOP{C~OSED OR OPENJ OR 3C) POO~Jt•'rOSeD OR ot:;'JN M . 
DECk HOUSeS - SReAK rMt:THO.D 3 BRC'AK 0~ETHO.D3) SRE. N MeTHOD J 

lft:A· WHOLE i.eNGTH MEA- WNO~e LeNGTH lZE-1: WHOi.E LEN(}TN II) S) oJ ?) 8) 9) ~RC"D i<-DREO 'RC'IJ 
.. VfF/64< CQNMoiNT-J• !HE!~ CCH-"'1. /Nr."J~- . jHE41N' COHN. /Nr. j _ . 

arw.SrNs BTJtl'. 8THS. - BTH<BTNS. -

N~ H.' If'/£• H• NUJ..- STHS. PRODUCTS L. '-· L. L. L -- PRODUCTS DF STHS. PRODUcn5 DF L. ·DF 
TIFt.. 

STHS. 
871(S TJPJ.. Bri(S T/PJ. STI(S 

1 7 X 7 7 X 1 -1 )( 

2 ~ 2 'f 2 If s. B. B. B. B. B. 

3 1 3 3 
I .SI/H SUM• 

't 'f ' i 
X . P.ROO. '/3 COHH. /NT: 

X 
M.N- N./1. 

• srw.BrHs X 5 5 N.H. N.H. /V.N- /V.N-

• I ~jj SI/M SliM• 6 
' " • 1.J CQJI,/,t(, JNr. 

1---
c srw. BrHS. X 7 

Sf/# .St/N• . 
! ----- X f'3' COMM. !Hr. 

{<c 5• 6• 7- 8· 9· ..,. • srw.srHs . 
---- A>f.l{. 

No/(. - - - ------
z + If· 5- 6• 7• tJ• g. 

13) 1ft.) 15) N.H. /0) 7t) 72) ---- .-,.H, 

' • 
3A M-H. L. t.. t.. L. L. L. 

----
3A 8- B. B. B. B- B. 

3.B• 

- . 
-· 38• 3C• 

Jlf.N- #.N. M/1. H. II. #.N- ., .,.._ 

JC• 

---
/0• 11• 11• /3• I'- .. ._;. 

-- - -
-

/Q• 11· 71· 13• i.,.. ,.. 
-- . -

. 

----

• 



. -· --~-----
N.4Me OF .SHIP FORMVt.A Or MeASUReMeNT 

c;;L:NeRAt. oe'".SCR/PrJON. UN.OC.QD.e'CK TONNAG'e.l .SUPeR - APP.t:NOIX .STRUCTVRI!'S, . .t:X~M.PTIONS 

' DL:.SCRIPTION Or .SHIP 
(IIJ 

NATIONALITY 7 A 
.. 

WNc.QC' Me'A.SVReD PROPCI.I.t:D BY MACH· PORT Or Rc(JI.STRY O,a"riCIAL NUMB"'"R YARD NUMBeR /NeRY QR BY .SAILS AND/OR ~t6NAL i.t:l7C/!S 

. • 

' 

DA~rzr Or' LAVNC'HtWa WHeRe BU/LT NAMe AN.O AO.ORe.S.S Or BU/L.OeRS NAMe AN.O AD.ORe.S.S Or OWNeRS 

. 

(1) IDeNTIFICATION DIMENS/ON.S UNDeR RVLc I IOENTIF/CATION OIMeN.SION.S UNDeR Rt/t.~ ff 
Nt/MBeR OF .QCCK.S: . LeNGTH, rROM THe 1'/JRe .S/OC Feer A4ETRES LeN6TII. TAkeN ON THe rEEr MErRES 

~ Ts· r2J Or l71e (IPPeRMOS'l' E'NO Or Tile UPPeRMOST OEt:K FROM 
NVMBeR OF M. .S • ----- ·-· .STEM TO me AFT .SIDe .:Jr THe THE AFT.S/De Or THe .STeM . 
RI6(Je.0.' (

2
) 

UPPERMOST eND Or TJ;E TO THE ArT.SIOc OrTHcJ'TI:"/1/YPf/J'T 
.STERN POST • .................. . I 

·- -- ·-- ·----
OSJ ~DTH, eXTReMe OU/S/OC --·-O.C.SCRIPTION Or BOW.' 

BReADTH, eXTReMe OUTSIDE 
(4) 6/RTH, 

Oc.SCRIPTION OF .STeRN ~--··················· 

MATeRIAL: rsJ tJePTH IN THe MIOOLe PLANE OeTeRMINATION or IOENTtfiCATION LeNGTH UNOI:R Rtli.e 1/ 
(9) AT HAlf LE4161ll FROM THe 

TOAWAGe LeNG711: . ...................... , , ArVMBCR Or .scREWS (INOCR .SIDe OF llle To41NA6e PAODI..C".S 
DISTANCe r.QOM 8 'TO THe rO.Qt:'.SIDe 

LJC.SCRIPTION Or PROPELLING MACHINeRY:'
6

J 
at:CI< TO llle tiPPeR .SIL)e Or 

Or THe STeM . + 
THe OtiTeR BOTTOM PLATIIV<J .... ········ ..... ·- ........ 
0~ PLA#k'ING. DISTANCe r~ A' n7 THe AFrS/ZJe 

.... .... ·······~· Or TNL!' ST.e'R,YA?.s'T. . .. , ......... ~ .... · .... 

Nl/MBeR Or rtiNNeL.5: rrJ 
IL)e,YTiflCATIIJN LENGTH UNDeR RUle .I 

CALCl/LATION OF 6RO.S.S TONNA6e UN.OeR RVLe f r9J CALCULATION Or NET TONNAGe UNDER ~VLe j (9) 

Re61.STeR TONS Ct/BIC MeTRe.S ReGISTeR TONS CL/8/C MeTReS 

GROSS TONNAGe 
- Ti7NNAGI:' DECK (!JJ 

.SPACe BeL OW 'UPPlfRMQ.sr OECK · ·- --- • ., 
REGISTeR TOMS C()BIC MCTRI:.S { TWEENDEC1<.5R4CE. _. _____ -.- ---· 

~-- - . -- ., : 
' I 
'. • , -- - - - - - - - - - ---
' ~~ ' 

FOReCASTLe. - - - - - - . - - - - - - - - - ~\} MASTeR if "!J!r4CF.<: 4. 
. .. ... .. -· ~---

.,. C·n 
/---'--~ __ .~....:..____....,_,...~T..._,....__ ~ . .. 

In~ " _[-- OECI<HOO~" ' .r"t'-" - ~ .. '";w . ----------------- ~II) 
"~ ~ 

CReW SPACC; . j6') !7) __ IBJ I 9.J I 
c-BRID6e$PACC' .. __ c---. ___ -.- - - - - ·' - -····- -· . ' . ~~,j· .·-. . ---

~~ PROYISION R{)(JMS t: 
"· -------------- "(-- --

8ReAK __ • _ - - - - - . - . - •• - -·- --
~~ 

.. . 

' 
. 

~~ . . 
• 

"' -----------------------
~~ r tVIIV/6ATION .SPAC& 0~ . ~ --

POOP .. ...• -- -- ·- •• - .. ------ ·- ----- ~~ 
~ ~~ ~l!s II -- -- .. - - --- - -- -. -- .. ---- - -.-- - - s;:'-!:1 l'tiMPROOM .SPAC& i 

i~ n~~ - .. 
~ TRtiNI<.SPACe. • • ••• - • • • • - - - - - • • -

(,'(~ 
BOI/T.SWAitVSTO.QBrSP. ,F _____ 1----.. ·-- -

~~ OCCI<'IIOl/SES ON ... - ••.• --- ••• ---·-. ~~ 1. ~. 'c·o~J,;:;~:\•'," ·-·· -- SPACeS rOilcSA/LtS G .. 
!IJ~ ' 

. 
,.,;, .:::· 

If tj!;\: ----------------. --· WATeRBALLAST .sP. N 

~ l!:~ 
cSIOeNOIASeS O,Y_ • .......... - - - - ... - . ~ <::1 

QJ 
"t ------- ... - ..... ----------.- ---- --1--- -

~ .SPACe.S ABOVe ffttf-ff,.,fJ.Cf/:/ R/.'61/RDeO v 

t AS PART Or THE' PROPeLLING MAC'IIINI.'£ 

SPACeS .. - .. -.----------··- _ _.·----. 
....................................................... 

....... . -- ..................................................... 

···--·····----··---·~-------~-------~---

.,. • a •., • ., o • ... ., • a • •,., "' "' ., • •., • o • • • • •., • • "' • "'., •.,. o • 

NeT TONNAGe t/NL)E'R Rt/Le/- (.9) ReMAINDeR • 
.............................................. ------··· .. -··-- lr SHIP SOLeLY PROPELLeD BY .S/1/LS 

, .excess PF NATCIIWAY.S. .. ............... 
LJCL)UCTIDN rOR PROPELLING MACH/Ioi,E'RY SPACES 
(/r NeCE'&'SARY L/M/TEIJ TO 55% Or THE-RL!'NA/NIJCR) 

vRO.SS TONNAGe t/NO!!R RVt.e j- ' 9) · NET TONNA6e tiNDeR RtiLcj ""'tr.S/1/PPROPeLLeiJ BY 
MACHINERY 

(7} .MeNTION .S.CPARATE't.Y .S/fet.TER OeCA!, lr ANY. ' 

(2) IN CASe Or .sAit.ING 8/fiAS. ' 

(3J C. G. VeRT/CAt./ CLIPPER; RAI<etJ. 

(4J C.IJ. eLL.IPTIC; PO/NTeD,· c56ltiARt:; _CRUISeR. 

15) WOOD; IRON; STeeL; COMP().stTE; en::. 

(6) AltiM8t:R Or CYLINDeRS; TRIPLe OR QtiAORtiPLE ~MIYS/OIY,· MOT~· 
· .MOToR-ELECTRIC; Tt/R8/Ne,- TL/RBQ-ELeCTR/C; .e'lr. MeAS(IReO 0/Y Tile fiJAT.t:) 

(7) /NC/.t1L)IN6 OtiMMY .RINNei.S. 

(8) PAS.SeNficR, CARGO; YACHlj TtiG; eTC. ( oS/6/VATtiRE fl") 
f9) .STRII<c OUT WHAT ODE'S NOT APPLY. St/RY.EWR 

S.().N. f'rli?ANS) 594 



, 
SPACeS ABOVe THe TONNAf5e OECI<' 

'TWE£N OECI<' SPACES 

/ST r....:e'i~ SA4Ce fMeTHOLJ "1) 1/f'" '1WE.¢"Nilff'l<' SP. f#cl'/1. 3) 2~ 'TWEeN IJeC/.1 SPACe t'METIIOLJ 7} 
2~ 'TWEEN OECK SP.fiYC77{.3) 

-"t.c_. .:-~..,.._.,._ ..S..O...,.,:t ..,Y ~ Fl)JQ~- "'ART APT' a<" n<c RJQ~ SlOE WHOLe SPACe PART FORWARD oP THe FORE- PART AI"T OP me I"''Rt!!.SID.e WHOt.£' SPACe 
~ ... ~ .:F ...... ~ S.."""!:.R.*tl .q:$'.7' .r OF THe =RN POST I 

SIDE 0P THE .sTeRN POST ()F TH~ STERN POST 
#54--· 1'1E'A ~ ££N<STN2• NI!A- WlfOt.E t.ENGTif• #E4- .U:NGTN2,. • HE4- t.£NGTH2,. ISQ'REP W'lfPLE t.E#6TN~ 

.t.:-Y6.~ 7"' i~:~D ...;.e S£/RED i<"IUfD VRe' 
l#el<il/1': C'"MN. /Hr. }• fiiO!Im.l rOHM-/Nr. } ,...-~-""} CONII#..INr j• ~t'IGJIT. CONN. /Nr. ;'.l Wel<illll CDNAf./Nr. ,J • &'1'1>'- BTHS. BETW· .BTJIS. "' 

:""W. &-.t:S • SETIJf'.IITIJS S.E,.,_ iiTIIS. • B.e/J¥'. 8Tf{S. 
/(! 

1(.' II.' NU· 
~ ·- !I~ -· jPRoacr.s 

II' lfVl• Nl.· Ill' M/L 8Tif5 PROOUCT.S J>F 8TH$ P/lOIJUO:r 

r;-..3: g,-;;s -~ or BTHS Ill' BTN.S· PROlXKr.S fJI' npt BTN.S Pli'Oot/CT.S TIP/. liniS TIPL ,.... 
dM TlPl 8fNS TIP/. 87/IJ 8l1IS 

X 1 
. 

X 1 1 X 1 1 X 1 7 X 1 1 X 7 1 1 
., 'I 2 II 2 If 2 lf. 2 ¥ 2 't ... 
3 2 3 2 3 z 3 2 3 2 3 '2 

'I 'I 'I 'I If lj 4 LJ q. If 'f 't 

5 2 X ~ 1 ; 2 5 2 X 5 1 5 2 

6 Sl.l/01 SUN• 6 If 6 'I 
Sl/N .51/M• 6 lJ If ~.,. .... ..,_,Nf: 

~ ¥3cDNI'- mr 8TW·8TifS. 7 1 8Tw.8TNS. 7 7 . 

a ---- 8 I f-.---- I 
9 ~3 9 9 9 ----

N.H. /0 /0 /0 to· . 
= 

71 HJI. 11 71 71 
......... -... ----

11 72 12. 72 

X 13 X 73 X 13 )( 73 
~ ~- 5VM .SVM.• .SUM• Sl.lilf .SUM• 

" )( X )J 

< ~'Nr • Y_t CfJMN. INr. f.J CIJHII/./N/: fs C'ONN. IN/: 
1!1/'HS.. 8l'lt/. Bri(.S. .arw.ams. 87'W.8THS • 

--- 1----
r.- N.B. WHEN CIU.Cf/lATIM1 THE' 
~-- CAPACITY OF 'TWee# ~ N.ii. -
& Pli!riO. SI¥/Ce.S 4NO SUP.CRSTRVC-

)( TIIRE.S Mtii.TIPI.It:RS JHI)(/1.0 -- N#. ---- N./1. 
Be 1"1/.1£0 IN OR HODIF/1!0 
ACCOROIN~ TO THe M.t'THPD 
CISED .. 

. 
PTI: 

+P~ 
.... 

t..o.._ - ...... + 
'\ 

.S UPERSTRl/CTt/,.,.._.., 
- _, 

' 
. : 

1 A) F171ZfCASTZE(QIJSED Oil OI'EN) 14) ~ASTZ.ckLOseD 0/l~N) 1c);rORJ:OIJSTU: (CUIS/!0 Oil OPeN) 2A)8R/Orie'SR4Ce(t:iQSCOMQP£N. 2 8) IJR/Mc SPliCe (izOSI!b M~ 2 t:) 8/llb6e SFHCcfCliiJ"& MIIPEit: 

~- i.EN6TH: 'fEA· I.EN6TH• H~-4· l..cN6TN• HeA- LENGnl= . NJ:A· l.t:N6T/I• · -'!E-4- L.EN6TH~ 
~ lWRED ~VRED ~~;RED u~ S(l/lEl 

"""} NEJfiJil:5 c:-} lfE/(j/IIJ etJHN.J,vr.: l• HEI6NT. Sl:f"'·'Am } fie~ COMN. /.W: J • t:'OMM. JNr: J 
-I!ITI4 = 'TW.4/"'IS . • 8Erw. /Jl"NS. • TW.8THS.' /U'TW. BTHS. SETh<8J7fS. 

,. ~-- fiT liS. f'll()(){KT,S 
A'" -· BTIIS PROOVC~ lf~S -· 8THS 

/(! -- BTHS N• lf/ll.• 8THS PllODVCTS N! Jftll· 
~jTIPl. sf:a -- PROOt-CTS srftr 1'/flODVCT:S ., la1Zs BTHS P/i'0/1(/CTS 

T/Pt. ~ Td'l. T/Ft. 8TNS TIP/. TIP/. 

7 7 X 1 1 ~-
L-" 

X 1 7 7 7 X 1 7 X 7 1 ~~ 

2 ~ 
. -z 'I 2 If. 2 'I 2 'I 2 4 - -

3 1 ---- 3 3 3 7 3 3 --
.SUII SUM• 'I 'I .SUN StiM"' -'f If' 

" ¥.f X . 

'" 
l(s~.-r. 

X ! 5 CONN./NT: X '5 5 ~-8TNS. BTW-BTifS. 

t---- SUA< SUAt• (i SUM St/AII c 6 )( )( r--3 1.rt»MMW1: 
....... -

X 7 Y:r Ct»<.l#. /AQ: X 7 1"~-
BTJty. IJTNS. -+3 • 81w.81:'NS. 

SUA# .SUA#. l'f·ll. SQ"f .SUM• 

---- )( -- " ~Ct»>N./Nr. 'I~ ~N/If. /NT. 
+3 srw.JJrNs. ·H = BTW.BTIIS. ----

H./I- ---- • "f. II. IIJI. 11.N. ·····- ........... 

"' +3 • '+3 
------ lf.H. . . . .. .. ·. 

H./f. .. . . ..... H. II. ............ 

• • 
7A• . . .. ... N.H • 2A ........... 
- - • 

1A • lB• 2A 28 
- -

lB• 1C• 28 2c 
- -

1C• 2c 
E>CTERNA£ DIMENSIONS AND CUBIC CAPAC/lY OF CiOSJ!D S/'14CE5 SITVI/TED W/TWI'tfl:f:' H4RTIQHAIM RC'64/lDIN6 STiffi:NelaS 4ND RElii41iOIN6 01,1(61(S/'~ OF SU~RL'S DC: . -

-
-----



cSPACES ABOVe THE TONNA6E DEC~ 

- .SUPERSTRUCTUReS (CONT/NUEL>) 
3A),...,.,,_,. ~OPeN} /X> BReAK {NTc:u•uu 1) 38) OR ~ ~~~· . ( "''"""'"'" 1) 3CJ POOP(CL.O.SeO OR OPeN) OR BReAK I'MeTJ'/00 T) 

·:J::. 'OF ,IN~;; -:::~~,~~-.sNN: ~;:; ,:-T7IJ!!' ·-:~~ IOF"n.-~ 
. ~ .TNff-. .FtlflE .S/OE I-_'!~; 

~ 
'-_0/"' TH~ ;~-M;; · T"";;;5r.<: ~~ 

H£4.· I. 7• ~ l.EN6T712• H/54- :, ,. I N64- '· 12• It!.!!;, IL. 1• M.CA· , '2· 

l· """""" J. • I~!'!": I~'..,~\ ~~-~l-

~ ~- BTHS 1;. 
~ ~~ BT'HS. ~ ~~ 8T~ IJEs ::: 8TIIS I;_ I:: BTN$. 1::. ~~~- BTHS. Pli~ 

7 1 X 1 7 X 1 7 X 1 1 X 7 1 X 1 1 

2 4 2 * 2 'I '1 " 2 " 2 ¥ 
3 1 l 2 3 2 3 2 3 3 2 

SQI'I &UN• ~ ~ " 'I ~ 4 " 4 " 93" 
I• 

C/JNM./Nr. 
X 5 1 X 5 1 X X 5 8TJ1MSTN$. 5 1 5 1 

---· JUM .SUM• SUN SUM• .s- .:StiN• 6 .SUM .SUN• 
l( " " " +3 ,!..co:~- 13~.- Y.rCOI*I.IN1' -1- I• • I ti-. ttrNS. X 7 • :.:;:: ~ ;;;· 

'H.#:· .suM ..s-· r----- -- --· f--- -- .. 1--. -· 

---- I .~~.u. 1+'3 1- • I"""'~ ----- ----· ---- 1-· -·-·-M.N. --· I PROD. 

- -- -· H. II. r-- -- IH.N. 1-.- •• IH.M ----- l'f.'-'. ----
l( II -··· .. [H. H. 

r+.U 
. 

lJA• 
- I 

I3A• 1 .. .1 
[38• 

- , ... 
[38• I JC• 

-
.. IJC• 

. 
SVPeRSTRVCTVReS(CON~NUcD) , 

- IAJ ~·~-:") '""" 1 3~8R'EARr I ~"~~N}OR l"c.~ .Vi-~ ~j 1011. OEC'I<HOU.S~oS· 

~:; LENf7T}f . I!~:;, WHOLE LI!!NI?T# 1:;-1,; WNOLI!! LI!!HGTH I~; [51 I~ \ 7..1 lcl'J [9) 
- r--· 'J· IBTW.' JN, 

,.) 
<BrN.;J• j,o 

~ I~~!<- BTHS. PfZDDUt:r.S I:;; I~· 8THS. I~; I~! 
. 

BTHS. IL- I". I L. IL· I"· I'-· 
1 7 X 1 1 X 1 1 )( 

"' 't 2 ~ 
Is. Is. Is. Is. Is. I e. 

2 2 

3 1 3 3 
.SUN SUM• I; 't X Pilo.D. 

. . f'3 CONH. /NT. 

...... ~ . STW.BTNS 
X 5 5 ~""-- IN.~t. N.H. IM.N. I N.N. 

"-iii~ SUM St~tf• • 
6 • '{fr'J$.~1¥;.:/1! --- • X 7 

I SUM ~~~f· JNr. 
• ------

+ I• ! srw. sr#s. I*. 15· ,6• 7• 8· 9· 
---· "'·AI. -- -- 1- - 1- 1- 1-H·;\< 

• I+ If• 15 6• ~ I 8• 19· 
M.H. ----· 110) I'~ 72) 11.:5) I'~J I '41 ----

• 

13A ,M.H- [L.. IL- ,L. L. IL. I L. 
I• 

3A [8 I e. 8. 8. s. B. 

3.B• 

- . 
38• 3C• 

- IH.N. N.AI. I H. AI. ~/{. I...,.N. IH.H. 

:JC• 

I to· 11• 11· E._• I""" 15• 

i- - ,_ - -
ito• 111- 171• ~- [1¥· [15• 

-- -.. 

-



SUPER.STRUCTURES (CONTINUED): fiATC/IW'AY.S AND EXCESS OF HATCHWAYS 

2!1 21 22 23 24 25 26 27 28. 29 29A 

.- <fUMMARY CF IIATr:HWAYS. 
' 

'- L L L L L L ''- L L L 

8 8 B B 8 B B B B B B 

#,II. H-11. U/1. UH. Mil. M./1. M-Il. M./1. MH. M.H. H/1. 

. 

SVM 

~ % Cl':" Z II •••••• ····-

20• 27• 22· 23• 24· zs~ 26• 27• 28• 29= 29A• .excess OF~Y.S 

CLOSED EXEMPTED SPACES OOUBLE BOTTOM .SR4Ce.S, RULe .lf 

0/Mc/V$/ONS 4/VLJ CUBIC C4PACITY Or .SPACeS eXeMPTED FROM INCLC/SION IN 6ROSS TONNAGe {AL.SO HAn:~-
WAYS LI!!ALJING TO L:X/:'MPT/:'0 .SPACeS), WITH THe .CXCcPTION OP'.SPACeS CAPABL.e t:V'" BciN6 RJ!:'6r'IRDeD AS PARTCFm.t: 
PROP..CL.L./NG MACHIN..CRY .SPACc.S. rOR W. C.'S .STATE FOR WHOM THeY AR..C 1/VTENLJED. 
30/ 3!) 32) 33) 39) 35} 36} 37.} .SUMMARY OF .sA4CE.S _.-LULlW6~ 

t:APA8LFOFSCIN6 REI:fA~OASMRTOF 

L.. L.. L.. L.. L.. 1.. 1.. L.. 
T'NI!' Pli¥1PFWN6 Mllt:NINCRY .SPAt:/!' lf'NKN 
.SHOULD 8E ~~MPTFD F-J:ACN SUI't< 

8. B. B. B. B. B. B. B. Nf'OF tv•t; ~,w=; SVM 

1{. II. H. H. 1{. H. II. II. if=~ SPA E TON$ 
EXEMPTED EXEMPT e. {1110) 

30• 31• 32• 33• 3~· 35• 36• 37= 

38) 39) '10) 'IT) 42) . 93) 'Ill) ~5') 

1.. 1.. L.. 1.. L. L.. L., L.. 
B. 8. 8, 8. 8. 8. 8. B. 

11. fl. II. H. 1{. H. 1{. 1{. 

38• 39• '10• '11• 42 ¥3= 4¥• '15• 
¥6) 'fV ¥8} '19) 50) 51} 52) 53) 

L.. 1.. L.. L.. L. L.. i.. L. 
8. B. B. B. B. B. 8. 8. 
fl. fl. H. H. II. H. H. fl. 

46· 97• ¥8· /;9= SO• 61= 52= 53= 

5'1) • 55) 56) 57) 58) 59) 60/ 6!J 

i.. L. i.. L. 1.. i.. L.. L.. 

- B. B . ._- -- _8. 
~ B R A B.. :"' -- - - - - . 

H. II. /i. H. H. H. fl. II. 

59• 55· 56• 57• 58• 59• 60· 61• 

62) 63) 6¥). 65) 66) 6!) 68)- 69)-

L. i.. L. L. L. L. L.- L. . 
.8. B. 8. 8. 8. B. .8. 8 . 

'H. 1{. H. H. H. /i. II. 1-/. 

62• 63• 64• 65· 66• 67= 68• 69• 

OOt.IBLe 80TTOM <fPACe.S AJ/AILABLe FOR CARRY/fiG WATER BALLAST, uTORe.s; FtleL- CALCVLATION ti/VLJcR Rt/L£ I C/" 

OIL OR CARCiO, NUMBcREO /"ROM /""ORE TO AFT. uHOW THE uPACc.S ON Tllc uk'eTCII THE J'PACe BeLOW THe UPPeR· 
MOST DEC.k'. 

IV L• I"/L· 3)L• ~L• S}L.· LENGTH 

~ 1• ~ 1• ~ 
BREADTH 

~ 
7 • 

~ 
7• 7. 

GIRT II 

" 2• " 2• ~ 2= ~ 2• -~ 2• 
<::) 

L3 • 
<::) 

"i2GIRTH 

~- ~ 3• ~ 3• 
~ 

3= ~ 
3= 

~· ~ 
I,<• 

~ 
I,<• 

~ 
~ =· 

~ 
'I• 'l/'z BReAOTII 

Ill !:• 5· 5= 5= 5• SVM 
>( 

1 • 7. 7 • 7. 7• 
.SVM 

~ 2• ~ 2· l2 2• ~ 2• ~ 2. 

~ 3= ~ 3= ~ 3• ~ 3• ~ 3• 

!iJ 4• ~ ~- liJ f.• !!I /,<• . !i:; ~· 
~ 5• ~ 5· ~ 5· ~ 5· ~ 5• 
1· 2· 3· 4· 5· 

.SVM2•. 
X 

+ 1- 1- + . LeN 6TH 
+ - - - -

7• 2· 3•· 1· 5· 

~- 1)1.. B)L· 9)L• . .SUMMARY OF /){)l/81£ 
I BOT71?M S1'14Cl!$ 

~ 
7• ~ 1• ~ 7• ~ 1· 7 PROLJ• 
2• " 2• ~ ?• ~ 2• 2 )( 

f.,; <::) FACTlJR•O. 
Q 3· 
~ ~ 3• ~ 3• ~ 3• 3 

.(p 

~ 
q• 

~ 
1,<• 4• 9-

~ ~ 5· 5• 5• 5• 5 
1=· 7• 7. 7• 6 
2• l2 2· ~ 2· ~ 2• 7 ~ 

13· ::t: ~ 8 ~ I!) 3• ~ 3· 3• . 
\!) 14. iii 9 ~ ~- lil 4· iii *. 
~ 5• :t: 5· ~ 5• ~ 5· 
6· 7· 8• 9· 
+ + ... + 

6· 7• 8• 9• TOTAL. 



NAMe OF .SHIP 

WHeRe MeA.St/ReO 

/J4Te tJF LAt/NCH/NQ 

(r} 
Nt/MBeR OF 0/:CKS: 

WHeRe BVILT 

FORMULA OF MeASVREMeNT 
GeNeRAL OCSCRIPTION. UNDek'DeCK TOHNA<SiE" • .SUPER-

. STRt/CTVRe.S,· eXeMP77QN.S ~ 

DeSCRIPTION QF OHIP ' 81 NATIONALITY 

NAMe AN.O AO.ORe.S.S QF Bl/IL..OeRS 

IDeNTIFICATION 0/MeN.SIOK.S l/NbeR Ri/LE I 

Nt/MBeR Or MA.ST.S: r_
2
_"---------------

. (2) RIG(lel).' _____________________ _ 

APPeNO/X 

• 

YAROMIMBCR 

NAMe AN.O AOORE.S.S C¥"" OWN.CR.S 

IOeNTIF/CATION tliM.eN~ VN~R RVi.l? r 

BR~ADTH. ~Tilli!'M~~ 1------+-- _ .... (3) 
Oe.SCRIPT/ON Or BOW: ______________ _ 

• (4) 
Oe.SCRIPTION Or rSTeRN-------------1 

6o'Rnl', ....... -- ••••••••••• ··'1------i~-----t 

MATeRIAL: !'5_J--·-·----------------! IJcPTN. INTNEMIODI.E Pi.ANJ!' 
/JEle/lMINATIQH 01'" IOCNl"lfiCATIO# LLNGTJ( UN<lt"Q Rt/1.~ f. 

SCReWS (g) AT NAL.I'' LEN6111 FROM 7Ne 
/Vt/MBER OF J>AooZes VNOERQIOE OF771e TQNNA6e 

OEC'It TO 77/e UPPER .SIDe OF 

TOHNA~ aNGTN .• ••.••...•••.•..••.••..• ·t-----1 
~rAM? I"PPM B'To m.t!'~.st~ 

Oe.SCRIPT/0/'1 Or PROPeLLING MACI/1/'IeRY/
6

' THe OUTeR 8QTTOM P{ATI/r'(i 
tJR PLANk'IN(l. 

or :nv.t: .sn:/'1 ...•.............. .!. ••••••• ------1 
OISTANCZ! t"X'GH~ A 'TO TN./!!" Al"r.SICJ!P 

---------:------------'----1 ........... ·····1-----+-----l or TN./!!" .sn:"RIVPO.ST. • •••••••••••• .!. •.• ····+-----1 

NUMBeR OF rt/NNeL.S: m 
ID.t:IVT"/1"7CATli7N LeHGTN. ~.Qe"R RVI.I!' J 

CALC()L.ATION OF GROrS.S TONNAGE I.INOER Rt.ILE f f
9
J CAL.Cl/LATION Or NET TONNAGe VNOER RI.IL.e j 1"9J 

ReGISTeR TONS CUBICM.eTRe.S ReGI.ST6Q TONS Cti81CitleTRe.S 

GRO.S.S TONNAGE 
TO.Y/fiAGe OECK r9J 

SPACe BeLOW DPI>.I!!IlMilSr 12l:'JT··· ·.- -~--~--'--t·------~------~----r-----.-----1 
-~ ,' rweeNtJECit SMce •• .. _____ . __ •• ·t-------1-·· . ___ -- R~GI.Sl"ER TONS CVBIC M/!7/l~S 

, 
' 
:,.. p , •• - - •• - - - - - - ··1-------+---------l ~ ~ 

rOReCASTI.e.- - - • - - ••• - -- --- -t--------·+---------l ~ 1..i MA.STcR'J' cS"PACG A 1-----1-----1 
H 

~~ 
.. - - - - - - - - ... - . --·1-------1-·------11~ ") CReW .sMCe.S B 

'....iiJR/Df5c.SPACC. . . ' ' . ~ ~ -- - - ..• - . - _:___ ··-· -~- ~- .. ~ --
·"·'· . _,..~---,"-. ""- ------- =---~-i=~'======-=4=~-'-='=-"==-'-::...:j-· ·~ ~ -PROYISI()N ROQM.st:l-----1----~ 

b v -
·---·-·-------·-·--1-----------~------------l 

t!JR.CAK--.- ---- -·-·- -- --·· --+-------1-------1 ~~ 
··- -· .. -··-· ·- ·---------~--~~+------1 ~~ • 

POOP ••• _ •• _. ___ ••••• --------+-------1--- ____ ~~ 'tVAY/5ATIOH . .SPACI$0.\------+----~ 
... -........ _ . _ ....... _ .. _ .. ·l--'-------1--------1 ~ ~ ,OUMPROtJM .SPAC/$1:--------1------l I 

TRUNI<'.SPACe. _ ••••••••• ____ •••• +------+--------jli~ ~ BOAliSWAINSltJI<tiSSP. F·------+-·----l 

LJeck'/101/Se.S 17H ••• - -- •• ----•. ---·- • · ~ ~ .SPACeS 1"0/lcSAIL.s (;!----·--1------l 

·--.-----.-.---- ... ··1-----......j.------1 

6/0eHOl/VeS ON •.•• -- ••••• _ ••••••• ·--1-------l-----·----1 

.. - ... - . - . - .. -. - .... - .. ·- ··-1-----·--+·----·---l 

cS"A4Ce.S ABOVe~Mfjf.c;;:'Rt:611RLJeD 1--------1---------1 

AS PART 01" Tlfe P/?OPeLllN6 M,lfCNIHDl}-------lf-------l 

SPACeS •• _ •• _ •••• ·------·· ---·--- ·1-------+---·-----1 
............... - .. -· . ·-- .. - ............. +------tf------1 

............................ - -... --+------1!-------l 

~- .......................... --- ................. -------------·1-------+---------4 

!IJ 

~ ~ WATeRBALUST SP. H!-----1-----·., 

' 

••••••••••••• c ••••••••••••••••• - ••.••••• -~----+------t-----~_._----L...--;-"'70i'""-+----+----
ReMAINOeR • NeT TONNAGe t/N/)ER Rtli.E~ f.9} 

---·~·------- -- .................... --- -·-· .. -----1--------1--------1 IF .sHIP SOJ.EL.Y PROP£Li£D BY oPIIL.S' 
LJI:DUCT/ON l"tJQ PROPeLL/N6 MACHINeRY .sPACES 

£Xf:L'SUJF 1114TCNWAYJ.. · • • • • • • • · • •• ···-1-------+-------1(/F N~E.s:s:4RY UMITEb T(J 55% OF THe QeMA/N~R) 

<lRO.S.S TONNA<!ie VNOCR RULe j- f9) 

(1} MENTION cSeMRATELY .SN;ei.TER OECit, IF ANY. 

(2) IN CA.St: 01'" .$<!1L/N6 SNIAS. 

l3i I:. G. VeRTICAl._.·cL/PPEQ_. RAI<EI). 

ffJ I:. G. eUIPTIC; POINTED; oSiflliARe; CRUISER. 

f5J WOOD; IRQt'; STe.Cl.; COW~C,- en::. 
/tSJ NVMBER OF CYl.IIVIJCR&.- TRIPLE OR Qt/A.DRUPLE ~A4MS"Itw,· MtJl"O~-

NeT TONNA6e t/Nat:R RULe! ~I'S/1/P.PflOPeLleb BY~ 
. • HACN/NcRr 

MOTOR-E~TRIC.· TURBINE,· Tl/lii30·E~T.WC; ETC. 
{7) INCL.(IlJIN6 DUMMY I"VNNeisS. 

McASt/.REO OIY Tile ( LJAr.e J 

(BJ A4SU.CN6fl"', CAR601 YACtn; TUG,._ eTC. 

(9} STRI.I<'e Qi/T WNAT Da55" NOT APPLY. 

~- ----- ~~ a--

602 



SPACe.S ABOVe THe TONNAGe DeC A:' 

-r,..·c-c-.v .::JEC:H SPACES S VPeR.S TRUC T.URe.S 

•7 --~::. ~.,.; ~ ~. ;;~ 3 /I'"-" ~~·•' ot:CK • f'z';tl;-
,....., 

-~' j3BJ-= ~;,., ;:u:~ 'i'ffff1JON 

' ·;;-:_ ~~ 'U·~ ~T = ~u~-;.- -~or ~ ',~,4 ~ 
i •• _ 

i ... ~ -~·~r. ..,~f ,_;..;rN.S-} ' ~ '\ 

r:;~-,~ ~ r= 8/WiS. I~ 8THS. ~.s ~ ~~~~ 8TH.S. PPO/XKT.S -:;. , ...... STIIS. PRODVCJ'Q 

X 1 7 X 1 1 1 1 X 7 1 1 7 

2 ~ 2 9- 2 /; 2 2 4 N.B. WHEN CALCUlATING TilE 

2 3 
CUBIC CAP.IIC/TY OF 'TWeEN 

3 3 1 3 3 DECK .SA4CE'5 ANIJ oliPE'R-

" ~ 't 
Sl/H off'':'· X 3~ 4 

l"'""vt:_!'v..-.:;~ MULTIPL/elaS 

lilT-
BE FILLED IN OJ;> 

MOIJIFie/J ACCIJRD/N6 TO 
"""' _.ur 

5 5 2 - " 5 THe Me77f0/J U5e/J. 

6 6 ft. -- X "~ X 5~ 

7 7 
-..3 X 5 6 

8 8 
ltf./1. 

I.SVH ~~~ INI'J X 672 
• 8TW:8TIIS. 

g 9 --·-· M.ll. 
!• X 7 

10 70 
sv"' 

?If.i.-:::rdNT.} 
17 71 

'+. ' I· 

X il'h. X m ·;:.:;;· .,., 

• 
-~ ,'NL:; 

:12 
,+ 

-.... 

72 3A• H. II. 
Or .SUPeR-

....... 
,ff.l{. 

,, ,..v.:J _..,ere. 

X 12'!.. X l21z -
X 13 x 13 

JA• • 
,ff.ll. 

s-
·~-:'J 

l.iVM J'VM . 
~.,.._.wrj 

= r~-~ ---= 38• 

'---- ' 

+ + 38 
:3C• 

'LC. -. 3C• 

....... ~~ 

.S (/ Pe R.S TRVCTV.QES . - . •, . . .- - .. --
.. --~ 

'""'"""'.! ,.., Q/i~N) I,., , .. , IPNt/Pl'N) 
,,.,_ ··- J). :..-,.,,<: .. 

KE-4- ,, - ..,....,, ;;::;, '~!e~ ' I H.eA- 'J::Ai;j/w = N.eA· , . N.E-4· '· - .ls 

, 
} ~,;·~+ ljjjijj,i./1;.;;.1· .£.'1:.' ~sJ• ~~~ ~;HS ~ ~: BTHS. '!:- -- ,.,,;s & ~: 8TNS S~< -- ~;. ~~-'TIN. STHS 8THS 

1 7 X 1 1 X 1 7 7 1 X 1 7 X 1 1 

z 9 z 'I 2 if 2 " 2 " 2 lj 

3 1 3 3 3 7 3 3 
SUI sv.-,. 

s 'r " .SUN .SG 1M • 'f " = ""~--= X l~l:7_n:t 87W-BTNS. ~ 5 X 5 5 
SVM ~At· 6 

+3 

SUN SUM c 6 
F i;,..,IJ,;;: X 7 

·- .. - ' )( 

"-"-
-t-3 • 

f!tCONAt./AQ: X 7 
Su.<f -..... 81'W-8T.HS. 

StJM• .. !----· )( 
,.,,I(. I SUM ISV• = 

i+3 ·- ·-- ')( 

. -------
H.U. 

1"-· i!his: +3 ,~ 

l/'3 t;()N,Y. INT. 

1-,-u--. 
BTif'. 8THS. 

• ...... "f. H. ... ··- '·"· ...... 
• ~ :; • . .... ; 
-·---- N.H. 

...... 
/'I.N. .. ..... jlf.l(. ....... 
• 

1 1A• . . ..... I N.H. 2A , ...... 
. 

1"'. lB• 2A 28 
. 

78· 1C• . 28 2C ·. 

1C• 2C 

. 



DECJ<HOl/.SC.S ETC. 

""J ISJ I6J I?J 8) I~ 1QI . 11} Y2J 13) 17'1) 175) 

i.. [T. iL:.. L. L. L. '- J... IL 1.. L. IL 
)C 

8. B. 'a. B. 8. 8. B. B. B. B. B. B. 

I Hit. IMH. IM.n. IM.N. L4i!H. M.ll. N.N. IH.N. M.l/. ,M.II. MH. MH. 

r *· 15= !6· 17· II· 19· :70• 111· 72• 173. 17{1. 175= 
1- ,_ ,_ 
'I= 1.5= 

,_ :-
,_ - - - -

16· . 7· rT- 19• 170• 171· 12• 17.3. 174· 175• 

HATCHWAYS AND eXCESS Or HATCHWAYS 

'120) l2lj i22) 23) 129) 125) 26J 127) 28) 12~ 29-t .SUMMARY 01" 
HATCHWAYS 

IL. IL. I£. L. IL. 1£. 7:: tL. . £. IL. ,L. 

Is. lB. Is. 1.8 B. Is. I .B. 18 Is. Is . Is. . 

MH. IM.N. M.N. IM.U IN II. . M.H. M.H. M.H. IM.N. Mil. M.N. 

.SVM 

~%""' 

20· 127• 22· 23• 2{1• 125• 26 127• 128· 129• 129". ~lft:l!.SS q.r !Mrt:Hw. 

, CL.OSED EXEMP7'e0 .SPACeS, D()C/BL.e BOTTOM .SI=WC~.S, RVL.~ .11' \ g~..;<;;;,;.·oP'~Sf>'!t:!J'.,t,.N,,F}':;;;z.·,- "'~~;~~ CA IJff'/'f,, !?,.~t-f:~..ll a<" 
TH~ '""' 

u4r.F(~i_so· "~ND ~<::~!'/,...;;;;~~~~ 01" •¥tx·~r1irH~_ jif:~· "' ·~~~~ 
!H~- ~M' -~•·• 

>OSTD~~ 

I Z'~'!:?~ ·~ij_v ; i'Ac!.r'tf/1.,ft'...l:i.'!f:9. fl!. 
~ A.sj::ifRr·OF' •n:;vr. ...... ~ ,rq4 ....... ; ~ 

1~ . . . [3V !3~ . I33J 13~ 1 .. ,.; 13.r; 137,1 
"'"-01'_ t./ '57' .SMt:~ ~.r:. PROP I..,D;.:: .:..u 

-

_,. 
.. ' <N/iTN 

~-
IL. • L.. It.. 1£. ~ 

I .t.. lt.. 
8. z.· 8. 8. 8. 8. ~201,qrN 

H. IN. IN. IN. N. N. 'N. + 1z 8/l~ADTN 

38) :3!Y '10) w. '12) I"~ i'fV 'IS) ·:5: 
,~. \~ ,~. 

T. ,~. 
I .t.. 1~-

J.. 

~~· I~ 1:.· I H. IN. l~t. IN. IN. 

IY'6J ,~ij 1"<1.:1 1j.9_1 1541 5l/ 15-?J ISV .SVM Z. 

ll. ~: ;_ L.. I~· T. ~ 
J., '-""'-~" 

~- !. 1!." ; ! N. H. 1(. 

S'l) 5S.) 56) Sl.} I 54) IS.SV 160) IW 
!.{ I L.. ,.:. \~. IL. L.. I .t.. I"· 'j( 

~ 
8. 8. B. 8. 8. 

I! I H. IN. H.: IN. lrt. 111-
•0 ............ 

!0'2} 16.3) Uj lo.V ~) OQ 1641 16!!1 

~- ll. ;_ ~ ~ ~- 1"- IL. 
8. B. B. 

II. I H. #. H. N. iH. l,v. H . 
. 

I nnmu = SorroM .si'HCC'.S AYA/LABL.E r-aq CARRY/N6 WATeR BAL..tAST, .STOReS, rU..:".t 0/L. OR CMVO. NUMBC'ReLJ I"ROM /"OR.t!' TO A/7. J'NOW THe SPACES' <ZY .liVe~. 

Ill L- 12)'-= . 
p·;'-= ~;L_ 15jL- ~'L- 1JL ~ .8. L - sor,_.sAfa:; 

~ 1· 
~ 

1• 
~ 

:1= 

~ 
17· ~ :7• 

~ 
1• ~ 1• ~ 

1· 7 

·!-;: 2· 12= :§ 1= 12· ~ lz, 2• "· 2· 2• / 
~ ~ 3· 

<::; q Q 

~ 3= 
~ 13· ~ 3= I~ ~ ~ 3= ~ 3· ~ 3• 3 

~ ~· 
~ 

14= % ~- % I~· ~ ~- ~ 
4· ~ 4• ~ 'I• 

" 15· r5· 15· 15· f5• 15. 15· 5• Is 
17= 17· 7= It· 11· 17· 17· 17= 

~ 12· ~ 2· ~ 12= ~ 2= ~ r1· ~ 12'. ~ 12· ~ 12· 6 

~ 13= ~ 3• ~ 13· ~ 3• ~ 13· . ~ '3• ~ 3• ~ 3• 7 

~ I*· ~ 1¥. ~· 
\!) 

~ 4· . i(l *= ii:i 14• iii I~· ~ ~ 1¥· I 

""' 
,5· ~ 5· ~ 15 ~ [5• ~ 5 ~ 15, ;c: IS· ::t:: 5. 

1· 2· Jc 'I· 5• 6• 7• 8• 

.t.. + !:. !. !:. .!: '! ! 

1· 2· 3• 1· 5· 6· 7• 8· ror.-t<. 



-·· 

SPACE BELOW THE TONNAGE DEC!< 

STATE HERE PARTICUlARS WITH REGARD TO WHICH 8N£AI)TH$ ARE TAKEN LeNGTH fTJ= . 
TD FRAMES OR CEI/.ING THEREON: 

. = 

-~PT!f.~ C'ALCVLATION /A" CVBIC CAPACITY 

{2, 
Nf 01'. 7 2 J 4 5 6 7 8 9 70 77 12 lJ ~~ [::::.:: ARt: AS "<) 

. 
/U'PTN T() 
MUSil' 7 1 
~rrt7M 

INirQ TtJP 2 4 
"'FlOORS 

11R TQ TQP .3 2 
IV ~~IJ.ING 

r- 4 4 13J . 

14! ~ 5 

(51 _*:.'!"f!~. 
m-~r~u 

. 6 

f6J 1..:/lOVND 7 
IJ' 8/!'AM 

TONN"'GI!' ' 8 
Dl!PrN. 

I<'~M: /Nr. IN"'"' Jln.~. 
9 

·~~ MUL• IJT#S. !RTJI.< 
rtP1.. 

IJTIIS. IJ>ru~ l.oru~ ~"' "" BT/I.s. "~"~ IDI~. ·~vvv<IO IBT#c5: \BT#S 0/Q Dl"o>. I "ril<" 70 

7 7 11 

2 4 . 
12 

.3 2 
lJ 

.SVM• 

4 4 1(, 

¥3 C"OMM. INr. 

5 
serw. nMN.SI< 

' .SI!!C:TIOMS. 

6 

7 
SliM - - 1- - - = ~ = = = = - -

:t,;kwm: 
87N.S. 

+ -
(1) ARt!" AS 

/)I$.7ANC:I!' I'ORWARD OR Al"r IJIME'NSIOMS 14110 CVBIC C:l'tPI'tC'ITY' Or RECc.SSE.S DEPTH OF r/..OOR.S THICKNe.SS Ot'J .sPACIN~ Or } 
!'ROM C"ORR/!'(7" AJ.s!TIQN Ill" PR()./cCT/()MJ" OR 8QTnJM C:C"I.C:/IVO 11'?YICN .s-Nt7ULO 

OR lfE/GtiT OF 
N~--__ .seCTION 81: INC.C:VOEO IN OR cKCl.UOEO FROM Tile UNOcR-

TO TNif OcCN' TOIVNA<ie . .sHOW .sA4CM ON Tlfc .sKcTI:H. f)OUBU BOTTOM: .SIDe C'e/LIIV~ U'A4R C"c1L.IN6 

MACN/NeRV 8/ILKNi'AO•--

-------

DISTANCe I"()RWARO Q1' AFT 
~R()M C:ORRI?C'T P(JSITION 
()I' f\IP ______ oS/:("'7101\1 . 

'TPTNE • 
ArTeRM()ST MAC:N/NeRY 
BVLI<'Nt:AD • 

(~~ TN~ • UN6TN•tNOKATES TN£ tl'fC_a~c '!'HE l)ff'_l<'l~ /IV PA.QT.S. IN TNIS CASe TN'f H~% INOKATES TN£ lENtiTN IJFF_A[I!_~R_!;_ TNe_r!_U~ !(;,.:':,"!''f_!6Jijl{ 
:~! I"()R AOOPTINti Tllt:'PfJACT7C'E Of't:'NT£RIN6 ON THE rORMt/LA ll/cAmtAl McASURL'McNT.S TAKEN 8YTifc.WRJ/EYORCYeH WNL'N A~ION :'BieN Mt:ASVRetJ OUT.JitJc 178C'ORRcC'T • n io~i._6j7•~e!/iN_ii_f'iArTfR' HOWI'"ARI'ORWARO ~ 'I .sNAil AlWAYS 8L' r!UL'D IN, BVT IS NOT TO Be APPlieD TO Tllc lJCPT!f. WNeN TillS liAS BeEN MeA.St/RetJ Ttl TOP OF CeiL/Nfi, IF NO CeiliNG .SHIITE 0. (AFT vrmd C • ITifAS M~N ML'A.SVRL'O, 
~j .SHALL AlWAYS 8L' F/li£0 IN, BVT IS NOT TO Bt:' APPI.I.t:'tJ 171 Tilt:' /Jt:'PT!f. WNcN 17'/$ NAS BecN MEA.sVReO TQ TOP QF OOtlbLe BOTTOM (t7R FLOOR$) F M1 <i'-'t7VNO .sTAT.!' O • 

.STRIKe' OliT WI>'IT OOcS NOT APPL~ II'" HORIZONTAL .STATe~;' .sHOW Tlfc O'RCV~TAM'Cif ON TNc JKcTCN. ' · 
11~1 .SNOVI.IJ, II'" N«.t:'.Su'ARY 81!' RL!i AC'EO BY ONE HALF e! THe SPRIN<i OF THc BeAM. ' \W v~ THe LOWeR LINe hW.meAReA or CORR.ecr .st:eTIOMS. v.se ALSO me vAACR ull'.t: tF me MeA.svReMeHT.S t:'NTeRZ:o ew Tlfe FORMuLA ,ReFeR TO A .secrtoN MeA.svReo ovr.stOI!' tT.s CQRR.t:CT POSITION. · 

flt/MBC.QS' FROM I"()R.t:' TO AF'i i"AG\1 FWRT WITH I~ BOTTOM 'COIKSTRIKTION TO Be ~N QN TNe .Skt:TCH. ' ' 
. '-·· 



.. • . 
'· : 

. 
WHeQE MeAStJREIJ: rORMULA OF MEASVREMCNT 

: 
NAME OF .SHIP: APA:NO/X 1 

' 
. 

rOR THE .sPAce BeLOW /He TOIYIYA6e OECK NATIONALITY: 1/J . 
.sTAT~ HERE PARTICf/lAR$ WITH REGARD TO WHICH 8READTH8 ARE TAKEN (1) • YARD NUMBeR: PA.QT N.~ LEN6T/{_= . = ! 

TO t'RAME.S OR CEIL.IN6 THEReON: 
. 

(ctJMM. INT.I!:JETWCEN 81.1/LOeRS: - - I 7X>AMSYER- .sECT/QMS) 

~PTNOI' CALCVLATION tJIIr CVBIC CAPACITY I'RAMQN!'!:'! ' TONNA~ Nt'Af 

(2 
NP IJ" J 2 J 4 5 6 7 8 9 70 71 12 lJ ~~~ A«C· AREAS ~ourr.s I'IIANSYIII4t' ~ ... l'll'l!, 

~!ION4 I 
O~I'TII 1'IJ 1 1 OOtiOt~ 
i!IOTrOM 

1111 ro roll 2 4 .-.-"ttJPA$ ·---
ORT(InJI' 

.. 
J 2 

IN' &611./Ntl .. 
1¥1/ot'Nt'SS H • } !:f/lf/: (3 

14 

(SJ 

• 4 4 
7lf:;.':;:t_ESS 171' .. 5 } QI10VNIJ ai;(f'!: 
81/TTa.tl IZ/J,/1111 .. 
¥zM¥.J~ • 6 RISl'IM,If!IU 

' 13JNJVNQ ) 7 U..-AIW I 161 

TQNN"'GI! 
.. 

8 
D6PrH. ; -

Catt'N. IN1: 9 
NTH< liT!{&. 

~ MVL• IJTIIS. P/1001/0iS BTHS. PROOUCT.S BTN.s. PROtJIK7J 8THS. PROIWCT6' BTHS. PRODVCT.S BTHS. PRODVCT.S IJTHS PRIJ(}(I(7iS BTIIS. PROOUCT.S 8TIIS. PRtJDIKT.S BTHJ. PROlXICTS BTH.S PROOti('TtS BTH.S. PRO[)(.C~ IJTH$. p~ 70 
riPL. - -

1 7 
I 17 ' 
' 72 2 4 j .. 
J 

2 
,· lJ .3 j. 

.SVM• 

4 4 j I( 

: ¥:J C'~M. INr. 

5 
~ TRIIIN$1>( 

~· .. .st!CT'IOMS. 

6 

7 r ! 
sVM .. ... - - - = - ~t - - - - -r., 1( 

Nif.'tJMM. .wr. ~ Til< liTH$. 

' r + 
I -

AREA$ { 
. 

1 
I 

DIS7'ANCE n;RWARD OR Al"'r L>IMeN.SION.S A/'10 CUBIC CAPACITY OF ReCE.S.Se.S 
/JEPT/1 OF FLOORS OR LENGTH N.• ~}' raJ 1 (S) 

FRO/If CORReCT' POSITIQ/'1 OF P.QO.JECTIONS OR 817Tn'JM C'ei!.ING WHICII.slft7VLL> PART All' 

Nl' ____ .SCC'TION ~ Mt<T BE 11'/Cl.VL>eO IN OR eKCL.UOeO FROM 7/Te UNDeR- llc!(7NT OF 00!./BLE ;2 2 
N~ T'Q rHE 1'()/<EMOST ·OeCk' TONNA<iE • .sHQW .sA4CM ON THe .sKETCH. BOTTOM IN PART i.3 3 MEASL.IREO ON THe r.oAr.eJ 

N!'I '4 4 
MAOIINERV 811/.KHCIID•--

Jf. ::s 5 --- .1/I. 6 6 
IE: SIGNA TL.IR .e . 

IJISTANCF I'ORWARL> M AI"'T z .SUM;: .SliM• dF 

/'ROM CtlRRECT P0.$17/0N E "llWNAGE UFNI$711) (•IJNOERDECk TQN/11461:) .SVRV.t!:YOR 
\ -~ Nf' ____ .secnQN IN -
l 

. 
PARTNl' lYJTHE 
AFTERMOST llfACNINERV N.B. ALWAY.S U61: THe FRONT .s!L>C OF T~ 5 .sHEeT FOR .SNIPS WHICH ARe NOr MeA-

THICKNC.5S Of'} .SPACING OF } 
8VLI<'NEAO• .Sf/ReO IN PART.S. F'L>R .sHIPS M'EA.SUReiJ IN PARTiS IT .sHAI.L At..SO Be U.SCO 8UT' 

FVR ONE .AIJRT ONI.Y. 77-le ReYeR.sc OF' ,j 'E .SHe£1' B.EIN{i V5c0 1"7},1? 7/Te QTHCR A'IRlS. 
.SIDe Ce/1./NG .SPAR Cci!.IN6 

IF'A.sN/PI.SMEA.svREL> /NMORE nvAN TNRAE PARTS usc rwo ORMORe~rNeoE.SHEI!D. .SI!!I!! QYI!!R~A-' 

(11 THI!! I:KPRe.S.SION. LeN6TH• INOICATCiS THe llWNAGC lEN6TH liNLtucS' THE .SA4CC BCI.OW THe TOtYNAue ot:CK I.S MCA.SU.QeO IN PA.QT.s. ~,THIS CASE THE. LENGTH• /NO/CATES THe L.CNGTH OF CAC/1 PA.QT, THe .11/M OF WHKII IS THE TONNAGe LENGTH. 
121 FOR C(J(INTR!tu AOOPTINO TilE PRACTICE OF eNTeRIN6 fJN Tile FtlRMVLA llle ACTVAL Mc~ReMCIVlS niKeN BY THe 81/RYCY oq t:Y.cN WHcH A.2VI()N HAS BC"eN MEA.sVREO Ol/lOIIJe IT.5 CORRecT PO.s/TIQN IT SHOULD .8C 6TATEO IN THe lATTeR CASe HOW FAR t'ORWARO ~ 
131 .sHAU ALWAY.S 8E I"ILLeO 1#, BUT /.S NQT TO 81: APPile/) TO THe OCPTN, WHeN THIS Nil$ BeEN MeASUReD TO TOP OF C6'/.IN6. IF NO~ <JLIHti S];lfTC 0. · ( AI"T tll" Tiff! CPR/ll'CT POSIT/PH IT HAS 8/!l'N MeASV/i'I!!D. 
!41 .sHAll ALWAY$ 8E I'ILLI!!O IN, BUT IS NOT TO 8~ APPI.IcO TO Til~ l.lt:PTJi. WH~ TN/8 HAS BeeN MeASUReD TO mp OF DIK/k Ba7TiJM (().(>FLOORS) IF M7 6,Q:7VNO .sTATe 0 •. 
15> STRIK~ OIIT W~T OOCS NOT APPI.M HORIZONTAL .STATe g, tSHOW THe O~~TAM'CU' ON THE .Wen:~'. . 
61 .5NOVLO, It' NCCe.SSARY. 8E RC. CEO BY ONE HAt.F OF l7>'C .sPRINfi OF l'lie BeAM. ' ! . • 

111 VoSe TNe LOWeR LINe 'iJriR THe AReA OF a:JRRECT .set:'TION.S. VSe AL.SO l'liE UA"!EiQ LINe IF' !Ne M'D4<WRCMeNT.5' CNTeRt:IJ QN THe I"""RMULA ,<i?CF'cR TO A .SCCTION MEA.SVReL> OVTS/OE IT.S CORRECT A?SITIOH. 
181 IIIVMBE.QS' FROM FORe TO Ar7i L54CN F?4RT WITH /TiS /3QTTOM 'cOMSmi/CTION T()8E ~ON THe .s:t'En'H. ;· 

I 



Lt:/Vt!iTH 
+ 

.STATe HeRe PARTICULARS WITH ReGARD TO WHICH } 
PARTN!' - 8ReAOTN.s A12E 7/'IKEN TO FRAME'.S OQ CCIL/NG THEReON 

. •I . 

I'¥"!'T~-~. 
QF THE C7/B/CCN¥1CITY 

'0«1( 

"""" 7 2 J 4 5 6 7 8 9 ~~ Hflll• 
ARI!A.S nPI.. ,,., 

I''" 
l"':r~z 

. 
7 1 

r .... ~c 
I'" 2• 4 
t1~ ro r(}P 

I 
QI'C41L.IN6 

3 
(3) 

~ ('f) 4 

(.r:1 ¥i 5 
'""''""'" 

$) ¥.J RDVN/) 

(i OF BL'AJII 

TONNAGI! 
D~PTN 7 

64iN.;::S. 
8 

''""' Ntlt 8TH/I, BTHB. BTH.S. BTHS. arHs. 8T/fS. 8TH.S. Brlf.S. 
TIPJ.. BTHS. •u 

7 
9 

7 
~uM -

2 4 
X 

¥.s COMM. INr. ,.....,..... 
3 2 . 
4 4 

5 

6 

7 . 
. :~'f<M • -· 

-r 
. -

t7: AReAS 
. 

I nnn 
AND Ct/BIC CAPACITY Or Rl!Ce.S.SI!'S 

r/Vtv~ (JR BOTTOM Cl!/li/V<J WHICH .sNOULO Bl! . 
IN OR EXC£tJlJEO FROM TN/!' V/VOI!R DeCK 
SNOW THE .SI'YICI!.S IW TN/! .SKeTCH. 

. .. - . ... · .. · . . . . . . 
c.: . .... . . 

t.t:NfiTII_: + - .STATE HeRe PARTIC£/i.AR.S WITH ReGARD TO WH/C/1 } 
PARTlY~ r. /Nr. 

' 'I 8REAOTNS ARe TAKeN 17) FRAMI!.S OR Ce/J.//V(j THeReON 

1~-"~.Dt CAi.C£/i.AT/ON OP THe ANO CV81C C"APAC/TY 
C£/8/C CAA<!C/TY 

. N.' lll' 

I~ 
R£Ce.SSM A(>(Ut!:T/GW.s' OR 

7 2 J .4 5 6 7 1~: IrA 

or•• 
PROO£/CT.S CI!ILIM1 MilCH .SN(J(ILO 

1 aePm ro 
~ I/ICLVOCO Ill OR cKCL£/01:0 

aero TOP 
7 7 r/l()llf 17fl! t.Wtle"Rbe'Gt' TIWNA~ 

UII(JW IH<: ~ ·-"" "' • 2 4 
'IHHI7<C 

OIUilrtJii" ... 
01'" 3 

:'!. 

~~ 
4 

s .. ~ .... ... 
r::::~':: . 6 

ltWNAC1L' . 
DI!PT>f 7 

l<lWM. H{r, --· JYIM • 

::;,. 1::: K 
l1fflS. - 8TN.s. ~ 8TH.S. BTN.S. 8TMS. 8TNS. .Y.J CON/Ill. INr. 

1-.. TRAMf.· 

1 1 ,.._,..,. .S«TtONS 

2 4 

3 2 
4 4 

5 

6 

7 
.s.- -v..~--

i«~ ·an... 

+ -

(7) AREAS 

' I 



Wllci<E M.EASf/1<£[) 
NAME OF .OHIP 

FORMULA OF MEASUREMENT APPENDIX 

DE!Jl/CTE!J SPACES 

TC 
LJeO/./CTIONS: .If SPACES £OR NAV16ATION ANO rOR WORKIN6 OF THe SIIIP. 

/)NAVIGATION .SPACES: CHAIN LOCKERS, SPACE.S .FOR ANCHOR GeAR,OTEERtNG GeAR,NAYIMTIOH LAMAS.OONKEI'BOtifR,S.PI/HPINCIN.STAI.LAT/O~ChAR~,W/Rfl.ESS T£U6R.oc 

1) 2). 3) 4) 5.) 6) 7} 8) 9) 10} 11) 
. OFNA11'16A ·rOIV .sR1C£~ . · 

GIA/Ii Jtx:I(ER$ ..... •. 
t. L I. L . 1.. 1.. L L i. 1.. l. 

~-~AR ........ 
8 8 8 8 8 8 8 8 8 8 8 .STI!'/!RIN6 66fR ...... -

MYIGATIQN MMI<IS" ••• . 
DONKEY iJOII.eR.S .... 

. Pl/fiiPfNG INST'AJJAll(l"" 
M.fl. M.N. M.N. M.N. M.N. M.H. M.fl. M.H. MH. M.H. M.fl. 

CHART ROOM .. .•.... -
RAOIOROOM ....... 

. ~ ................... 

01• 02• oa• 04• 05• 06• 07• 08• 09• 0/0• o"· TOTAL, D• . 
e PUMPROOM .SPACES IN .SII/P CARRYING 1./QUIO CARGO IN BULK 6 SPACES FOR Ke"ePINt5 .SAIL.S. 
v 2) 3) 4) .SUMMARY Or 1) 2) 3) 4) .SUMMAR'/1' 0.1"" 

PVMPROOM.S .sAil. ROOM.S 

I. I. I. 1.. I. L 1.. 1.. 

8 8 8 8 /3 8 8 8 

M.H. M.N. M.H. M.H. M.H. M.N. M.N. M'.H. 

TOTAL,e• TOTAJ.,G• 

'F N«£SSARY JF li«I!'UARY 
et• c2• e<3•. c~'" LIMITI!'O TO G!• G2• GJ• G4• JJMq/fO TO 

F .SPACES FOR KeePIN6 BOAT.SWAIN.S .STORe.S 
7) 2) . 3) 4) 5) 6} 7) SUMMA) Y Or 

80AT.SWAIN.S STOReS 

L_ENGT_H• 1... 1.. L L (. l. . - . - - •-. - - . - .... ~-,. -~-- ~ -- ----- --~-- •. ~~ ------- . -- --. . - '· 
C'OMM. INT.} COMM.INT.} COMM.M'T.} COMM.t#T.} COMM.M'l.} 8 8 
8TW. 8TH.S. 8TW.8TIIS. 8TW.8T/18. 8TW,BTHS. 8TW.8THS. 
N~ MUt DF 8TH6. PROPUC7S STIIS PRODUCTQ STIIS PRODUCT.S BTNS PRO()UCT.S BTH.S PRODUCTS ierlfs. TIPL.. 

1 1 
N.H. M.N. 

'2 4 

3 7 

SliM .SliM SliM SliM .SVM r6• ,.,. 7• 
1'3 CP#M. /MI.'} !&COMM.~4 113 CQM'M. /h'T.J j!) COMM. tm.J ~ CQMM.IHT.} 8.) 9) B7W8TNS. BTW.BTH.S: 87W BTHS. 8Tw.8TNS. BTW.BTMS. 

L l. 

8' B 

M.H. M.H. M.H. M.H. M./1. 

M.H. M.N. - . 
. . 

TOTAL, I}' • 

II" NECE.s3ARY, ,.,.,. - r8• ~-IrED TO r2• F3• F4• F5• F9• 

WHAT I.S THE INT.CNI:JetJ .st:RV!Ce CF THE .sNIP ? -

IS TNt: cSHIP INTEIIOef) rOR CARRYING PAYIN6 PAS.SCA/Gc..QS'? 
. 

HAS THe" tSHIP MORe THAN GWE .sPARe ROOM?_ 

lr O,Ye .SPARE ROOM £W"LY," HOW MANY 
BERTHS INCLf./OING c5(N'='A BERTHS.? 

00 MAUTeR:S AN/J CReW cSA<!CeS CGWFORM' 
WITH THE NATIONAL ReGVLATION.S A.S TO THE ' 
ACCOMMOIJATION (JF' MA.STcR -'INO CReW ? 

McA.SVReO GW THe_ 

.s.tGNATVRE 01"" .SVRVEWR 



I 

DEOUCTIONo: I MASTcRCS ANO CReW c5PACfo 

A MASTeR'S SPACeS 

!) 2) 3) 4-) 5) 6) SVMMARY OF' MASTER'& SPACeS 

.SL.ccPING ROOM. ..••.• 
i.. L L I. I. I. 

LIY/NG ROOM. .••.••••• 

.3 ~ 8 8 8 8 BATH ROOM., .•• -----· 

w.c ...... ---------
WARDROBeS ..... .. , • 

WATCH ROOM. •••• • - -
.VII. N.H. MH. M.H. />f. H. M.H. PASSAGeWAYS ••••.•• _ 

-.............................. 

TOTAl. A= 

_..,. A2• A3• A4• A5• A6• 

8 CREW .SPACeS 
Q} 0) C) ldJ e; f) 9) lr) i) 

L L L I. L. I. I. L. L. -
Is 8 8 8 8 8 .. B B B 

. 

. 
~ N.H. Mil. MN. M.N. MN. M.N. MN. .M.H. 

. 

a• ~- C• d• e· F• g· 'h• i· 
~.J k.) l') m; nJ OJ P/ 9-/ ·'o/ 

L - L t. t. t. I. L. I. L 

8 B B 8 B 8 8 B 8 

X H. M.H. M.H. M.H. .M.H. M.H. M.H. M.N. M./1. 

. --- "f-~. .. ------ .. ---- ' 
. - _, ____ .,._-.-:-.-~--; 

- . - ., ~--,-~ ~'-..---r-- ~·----~~----~~-~---- • 

li- ~- ~- . m• n• o• p• 9"~ -"• 
.S.J t) 1.1.) V) W) lt.) ?I) X) a') 

L L t. t. I. I. L. I. L 

8 8 8 8 8 B 8 a· 8 

• 
. 

M.H. M.H. M.N. N.H. M.N. M.H. -
M./1. M.N. M.H. 

S• i· U• lJ• 1tJ• X• Y• '.l!• o'.J Ct.) dt) 
a,= . e') 11) 91) ht) -i-7) i!J 

I. L L L I. t. L. L. L. 

8 8 8 8 8 8 8 8 B 

. 

r-~"' M.H. M./f. M./f. M.N. M./f. M.H. H.N. N.H. 

ot· Cf• cit• et• ft• 91• 1it• 
~1) t?t) it• i-., ~ >nl) 1ft} ~I} pt) 9-0 Itt) St) 

" L. L I. I. t. I. L L 
~ 8 8 8 8 8 8 8 8 

•01 MN. H-N. 
,.. .. 

--- M-H. M.N. N.H. .M.N. - H./f. M.H.. 

--

- t,. 4 •• ,.., f• -... ,. t? f• ,.,. 91• ,.,. 
$1• 



B CREW SPACE,S { CONTINUED) 

I.J '9 V{l lflt) >'-t) Yr) itr) .Sf/MMARY OF CREW .SPACe.S 
. 

fSTOrriCER 
LcN6TH- L• l• l• I. I. l. 

;srorFlCER:S Orr/C£ OR 

8 8 8 
£/VIIVG ROOM 

2-0F'F/Ct=R 
COMM. 1'/Yh } 
STW! 8TH.S. 

C'OMM./Nr.} -- co<M« /NT: } 
BTIMISTMS. ~--} -- 3""0FriC£R 

H" MUL - f."' I 
tJF TIP/. BTHS PROOlJC7l; STillS PQODtJt::M -~ - PROOUt:r.S 

STHS 5"' • 
7 1 H. H. H. H. Nil OFFICeRS WARDROBeS 

2 4- , M&SROOM 

• SMOKE ROOM 

" 1 • MNTRY. 
-

.SUM• . .SUM• SUM• .suM• 11•)• !I•)• ~1· • BATHROOM 
Y.J CQWM. I'NT.J ¥..ctwM.AVr.} r..~wr.} !ill C"()W'.W. .w.rj GUJ ~~ Co,) • w.c 81>11< BTH.S. BTW8THS. IJTH<BTMS. 8TJ«BT~. 

I. 
7.sr eNGINeeR 

l. I. 
1ST /!NG/NecR'S OFFICI! OR 

LII/IH<i R()OM 

8 8 8 2""'cNGINt:CR 

3"" I 

4"' • 
111.11. H. H. H. I/. 5"' • H.l/. 

M.N. Nil. Nil. ~N(i/N£1!/as WARDROBES 

• MI!"SSROOM 

• .SMOKE ROOM 

• PANTRY. 

• BAril ROOM ft• Yt• ,..,. Ulf• Qt• ~2· C"Wo 
cb.) · ez; 12) 92) 10\) ia) 1tJ ,, w.c. 

• A.S.SI.STANT& 
l - I. l I. l I. I. ~1./!"(TRIC/AN.S 

. .STeWARDS 
8 8 8 8 8 8 8 

COOKS 
A-fi!".S$801"$ 

CARPI!"NTI!"R 

8Q4T.SWAIN 
M.l/.· H. II. H./I. /11.11. 111.1/. H. H. Ill. H. 

• Pt/MPM'IN 

DONKl!I"MAN. 
" ~- . ,., •.. -~ --" Pl?rrY ()t'I'"ICI!"tM WAROI<'O.Bfl. 

N MI!SSRPOM 
dz• ez: f:l• 9~· ~z· iz• 'iz• 

II 8ATII ROPM 
lu) ~2) ml) HI) 0~ f12J s>2J . 

1/ w.c.' .. 
. 

1. l I. 1. 1. I. I. SA/tORS 

II WAROROS~ 

8 8 8 8 8 8 8 H MI!"SSROOM 

• WASHING ROOM . w. c:s H 

MOTORMEN. 

-'!H. H. I{. ' H./f. M.ll. /11./{. M.H. M.N. i"JREMEN 

I WAROR081!"S 

' MI!".SSRO()M 

t WASHING .Qt:IOM_ 

11%• -tz• m-:.• ''f%# 01.• p%• f1'11• ., w. c.'s 
/f.2.) S2) t2) U2) II a} Ill':) 'JU) t?ReASERoS 

' #O.SPITA/.6 
L. 1. l l l I. L. 

RADIO OPeRATOR 

B 8 8 8 8 B 8 GAI.i.4Y. . 
APPReNTICeS 

PASSAGEWAYS 

H. I{. H. H. H. H. M.l(. M-/1. H. I(. M./1. 

TOTALB 

.SUMMARY ()I'" ALL 0£0i.ICTI8Lc SMCBS 
I!XCcPT PROPelLING MACHINeRY .sPACES 

Jl%c S%• tfl• u-:.• TJZ• Ztlz• Xz• 
-

C PROVI.SION ROOM.S 4/JMMARY 01" PROY/6/0N ROOMS 

'I f"""'"'M"'" A 
y 2) 3) 4-) 5) 6J 7) l ~ ; ~ CREW SA4CES B 

l l l l l L l :'€ lt "> PROYISION ROOMS C: 

8 B B 8 B B 8 • ~ r. \5 ~ NAVIGATION ~t:\5" D 
~ .. 
~ i !1. P(IMAQ?tW SA4CE'.S ~ 

l! ~ ~ ~ BOIITSW'AIN :S STORE SH E. 

M.N. M.H. .M.H.. M-H. H. H. M.l(.. ,otl(. !')~"' SA'ICEiS FOR .s:Ail.S G "' ~ " TOTAL., C• u~ WATER-BAI.LASTSP. H 
..,~ 

-. 

. IF NECeSSARY TOTAl. 

Ct• 
. c,. C1• 

tiMITEO TO 
C2• C.3· c.,. Cs• 

-



H. WATERBALLAoT c5PACEc5 COMPLYING WITH THE REGULATIONS 

7) r(}Re PeAK TANK 2) AFTeR PeAK TANK 3.J COFFeROAM FORWARD 4JcOFFeROAM AFT 
SUMMARY OF WATeR- . 

- t!JAI.J.AST cSPACe.S 

f)!.STAIVCE_ I'ORWARD OR AFT FROM CORRECT /JISTAIKE FORWARD OR AFT, FROM IJISrANC.E FOQWAR/J 011 AFT. /JISTANCE FlJRWARO 011 ~ 
CORRECT POS/TION OF Nf' Fl<'OM CORRerr POSff/ON lF F-'<OM ~R.ECT POSrr'DIV 1'7JRcPEAK P().SIT/OIV Dr Nf' • oeCTIDN IN NP SECTION IN or~ .secTION IN .SeCTION IN PART Nf' ·TO 

PART IV~ TO TANK-BULKHeAD• fif/VK BUI.KH.EAO • PART N!' PARTN!' 
TO FOREMOST iJULKHEAJJ= ro RJR.E.MOST Bui.KHEAD- AFTeR PEAK. 

+2• CQMJI(. INJ: BCTIY. .S~O: 1.• :2o a:MfM. /NT:--SI!D. 
. AFTcRMOST AFTERMO.Sr 

£• 
NfQFS&{/. 1 2 3 1 2 .3 IEN6TH• 

a:JFFER().IIM FQRw. 
I.EN6TH• 

=PrH.S. C~ROAM~ 
{()NN, INT. 
87W.BTJI$. 
M'O' AfVI. BTH6 PRODIKT.S BTHS PROIJtKl'S 8TH6 PllODUO'S tmfS. PRIJI)(X73 srHS 715 
BTHS. TIPL 

1 1 

2 4- -

.3 2 

4 4 

5 7 
.SUM llF PROOIK7.S 

1.> COMM. INT. 
BTW. BTHS. 

' 

AReA.S 

IVP1 AREA"' N~1 AReA· 
IV~ 2 AReA JC4 • IV!' 2 AReA X4 • 

- . 
N!'J AReA • IV!'" AReA• 

. 

.SUM• .SUM• TOTAl.. H . 
JC X 

/3 CQMM. 1/VT. 8£TJI( .SECT. 13 CtllfM. 11'/T. 8C7w. .SEC?; 
. ' Jl" NECE.S.SARYJ 

L/M/7'£0 TO 

DIM.ENSIOIVcS AND Ct/BIC CAPAC/l'Y or OTHER DEDC/C:TIBLE WATERBALLAST SPACES. 
.. -: 

' . 
. . 

-



WHe.Qe MCASf/RelJ r/JRMULA OF MEASUREMENT NAME Or .SHIP 
APPENDIX 

FOQ 1.D 
OeTERMINATION Or /JClJf/CTION r/JR PROPELLING J.fAC'lf/HeRY SPACE 

NATIONALITY .SCRCW OR PADDLE IYAM.E" AND AOORE.SS OF BVILOC!aS OF ENGINe$ AND BOIL.ERtS 

bETt:RMIIVATION or THE OE'OtKT/ON .FOR PROPelLING MACHINERY .sPACeS =- iJETcRMINATION or THE' ~OUCTION ~ PROPEL.LIN6 MACHINeRY .sl'+fCe;$ W.l@' 

TilL'" C//8/C CAPACITY Pr TilL'" oPACL'" 1/ScO AS BAS/iS VSCO , .. i?IL'" C//8/C CAPACITY Or 771&; .sPACe VSE"O AS BASAS V.SeO IS ~/i#J:,,.,~ 
ANO 1/NOt:R~~lJJtb Or THe SHIP'S fJRO.Ss TOIVIV-'Ifie. OR Lt:.SS. OR 2""a.or"""""'~ OR A11?Re O.F THe .SHIP:S tiROS.S 7tWJ\HGe 

N.£6-TIJNS"PI/&'W.CN~ 
, J4:i:P.C".e~J~T~ 1 • 

-n>o:r Oi?CAU ~ 

. fiROS.S TONNAGE • vRO.SS TQIVNAfie • 

!~ 
. ~~ 

Or fiRO.SS TONIVAve • 
/3/1CeNT ~W'NEN SC'R~~ or GRM.S TONNAGe • ., 1DP.CJ:NTrWHI!NA4D 

~R~ fJ</H~N TCJlEWI 
P. c.; rwJdN)rAJJZ112) Pr <JRO.S.S TONNAGe • "§P. cENr{!YNF.V.SCREW) 

34f CENTI'WH~ PAbDZ4') or~ TONNAGE• 

CVBIC CAPACITY Or Tile SPACE V.SEO A.S BASIS (.See OYERU!'AP J CUBIC CAPACITY or Tlfc SPACe l/SCO AS ~ (SFE DYEii!LfAF} • 

NOVC'TION' rOR PROPC/.1.1/Vfi MACIIINI:RY +ftffC:C:~fHIH~N~ . ~NTfHhiEN 14 01" THE CV.<SIC OfPAC/TY .srAT~D ABQY~ • 

.SP-:fC~s·JWJii{Wf:,ff.)fiJt7r THE <7R06'S TOIVNA<JE• iJEOt/CTION rOR PROPEt.LIN6 MAQY/Ne.RY .sP-'ICES • 
lr NEC~SSARY L.IM/Tt:O TO 55 pe,q CeNT Qr ' lr NeCESSARY LIM/TcO 7lJ 55 .t:r:R CENT (ll"' ) 

.. ACTVAI.. MAOIINeRY .SPACe ('.SPACeS BELOW THe TOP O.F THe MAllY .SPACE; .SHAFT TVNNeLo .W .SCReW .SHIAS' AND e.SO'IPI: TRVNA:'.S AIV.O .sAfCC'.S ABOYL'" THe TOP 
Or THe MAIN S.PACL', .S!TtiATeLJ .WITH/IV 'TWeEN DeCK .SPAC.C.S W#ICH ARe INCL. tiDeD IN THe 6RO.S.S TOIVNAG'.C t'awTINUAT/ON rROM OYERL.cAr.J 

av ol} Cl} df} ev 1!} q1) frf) i!} jr) 

L.• L• L.• L= L• L• 1..• 1..• 1..• 1..• 

81-~ 
fl'--- iJt_ 81_) 81-J 81=1 818 81~ B•-1 87_} 

82-·_ l( 82-- l( 82 X 82- M.B.•-- 8Z- 111.8.•-- £!2_ ~t.8.·-- 82- MB.•-- 82_ M.S.~ 82- M./1. .__ 82-- H.ll. .....__ 
83_ 83_ 83 83_ 83- 83- 83-83 __ 83 __ 83 __ 

B1-- - ·.8·-- iJ4 __ iH.B.•- 84 __ N-8.•--
I o5 __ 85.-- 85 __ 

86 __ 86_ 86 __ 

B'1._) 87_ 87_ Ht._} X Ht __ } X Nt __ } X H'---} X H1 __ r X 
I 

H7 __ } X H•--} )( I 112-- H.l{. ·-- N2 _ Jf.JI•-- HZ __ N.H.•-- Hz __ M.N.•-- Hz __ .N.•_ Hz __ N.H..__ HZ- M.JI.• __ , 
f/3- f/3_ H3 __ f/3 __ H3·- H3-- J/3__ ' 

' 
I 

-
....................... ____ ........... ----------------- --------------- t:lt• f.t-e1- 'l't• 91• z't• ;if• 01 __ /)f __ 07 __ 

R.u t'!) m~1 7'71) 
/)2_·- )( f)Z __ X /Jz __ X SUMMARY Or ACTUAl. MACHINeRY .SPACeS 

03 03 __ [)3, __ 
04. __ W.O._• __ [)1. 'llf.ll• 04. __ 'llf,IJw __ L• L• L• 1..· ~/1. rati!MCtl!lC.+'£1A't. 

05 __ {)5 __ {)5. X X X X 
8· 8· 8• 8• 06 __ 06 LJ5 __ 

01. {)7_ lJl 
·-- --- -- ~ . - -· ~- --. . . . .. - . .. ~- - - -- . - ~.". .. . . ..,....------- . 

M.H.• X M./1. • X M.H.• X M.N.• X . 

at• ,,. C!• kt• ~,. mt• nt· 
01) p1) 91) /ltj 51) lt) Uf} U!) 

J.• 1..· 1..• [.. 1..: 1..• i.· L· 
X )( X X X X X X 

8. 8· 8= 8· 8: 8· B· 8• 

M.l(.• N.H.• N.H.• Al"./1.. M.JI.• M.N.• MH.• N.N.• 

.SVM• 
Ot• ,,. 191• At• Sf• ft• Ul• 1>1• 

.SPAC~.S CW OR ABOVe THe tft:;~':.:lr D~CI<' Rc6AROeO AS PART Or Tile' PROPELLING MACHINC"RY SPAC.CS .SUMMARY Or .sRICES ON ABtJYe TH~ tfff'~"'Mif.fl' OffK 

1} 2) 3) 4J 5) 6j 7} 8) 9.) 

L. /.. L. L. L. L. 1... 1... L. 

8. 8. /J. 8. /J. 8. B. B. B. 
M.H. N.H. N.H. N.H. M.H. M.N. M.ll. N.H. .11.11. 

1• 2• 3• 4• {)· (i• 
.,_ 8• g. 

70} 17) 12) 13) 14} 15) 16} 17) 78} 

L. [. L. L. 1.. L. L. L. /... 
B. B. 8. 8. 8. 8. B. /J. 8. 
M.N. M.H. #.H. M.N. M.H. N./1.. #.//.. N.H. #.It 

T()• ,. 72• 13• 14· 75• 16• !7• 78-
19} 20) 21) 22} 23) 2.,.) '25} 26) 27} -
L. [. [. /._ L. L. L.. L. L. 
8. B. B. 8. e. l1 B. a. e. 
N.H. M.H. - M.H. M..N. M./1.. M.N. 11tH. llf.ll. N.l/.. 

19• 20• 21• 22• 23• U·• 25• 26= 27• SLIM• 

7 IS 711~ SHIP A FI.SHIN6 OR NUNTIN<S SHIP, A 17/6, AN IC'l: BR&4KER. A YACHT? . .sTATe 77fE //VTeN0£0 .SERY/Ce 
2 WHeRE lfRe 71fE DOHKt:Y-1301t.eRS .YTUATeO ~ 
3 WHAT AR~ Tlf~ FVNCT/ON.S OF Tlfc D0Nic'eY-8QII..eR.S? (oTATt: t=lii.LY) 

4 00 l'lf~ SRIC'E.S (1.16HT AND AIR ClfS/N6S t:TC. ABOIIC' T'HE ~ DCa! fi4FII. THe C(JNOITIOHS NECESSARY FOR BEING ReGARDED AS PART or TN~ PROP£'1.1../Nv AMCH. .S.'HCES 
5 liAS IT BEeN Hl!C'ES.sARY IN ACCORIJAIVCE WITH THe REGVL.ATION.S TO ResTRICT THe .U:NGm 01"' Tlfe M4CHIIV.eRY .srHCE? . • 
6 IN TN& CA.S£ OF A MOTOR SHIP, WHeRE IS THJ: OSit.cHCER .SITUATE'O i! 
7 ARt: l'lfc ~PTHS M~ASUReO TO TOP 171"' BOTTOM CEIL./N6 17R TO TOP or OO(IBLL: BOTTOM OR TOP or rL.OOR.S ~ 
8 A~ TN~ BR/?Af)THS MEA.SVR~O TO OSIOC C'~ILING OR TO I"'RAMeS ~ 
)( <:r-,n,.•jl:" /'U~Y"' UO~Ar ror.l:'"' aiJ'o- _,..,..... ~ 





IN THe TONNAGe ceRTIFICATE FOR ARE .STATED THe FOL.L.OW/NG J'¥1RTICVlARoS lfleUAIIO/N6 
OPeN .SPACES; 

.OIMeN.S/ON.S AtYO NeT Ct/BIC CAPAC/TY tJr OPEN .544CES NOT /NCLt/OEO IN THe GRGSO RWNAGC 

~6/Sn'll TONS a/.8/CMETR.t:S Tl:RnM<S aNJK:~ 

.SHEJ.reROt:Cit' .SPAC£: POOP: 

i.t!'.S.S L.C'S.S 

. 

/""ORC'CA.STLE: POOP." 

t.e.s.s L.eSS 

-

FORt:'CA.STLE: OCCKHOUSE ON: 

.t:es.s t.ess 
-

-

8RI06E .SPACe: DE'CI<HOUSe ON: 

t.c:r.s.s .t:e.SS 

I-

. 

BR/DGI! ~PACE: .SIDEHOU.Se ON;• 

- 'l.e.S.S 
., --- - . - - - - - . •.. u:ss 

. 

. 

-

PARTIC(ILARc5 REGAR.OING OPeN c5PACecS: 

DEC!<' OPENINGS ARt= ClOSeD BY. 

HeiGHT OF COAMIIVG or O.ECI<' OPENING Ct..EAR i.EN(]TH OF DeCK OP.ENIN6 -. 
CL.eAR BReADTH OF OECK OPENING I.S TH.E DEC!.! OP.ENIN(] .SITVATeO IN TH/! Ct=NTRE 0/'" THE LJECK, 

ARe .sTANCHIONS OR .SOCKET.S RIYeTeD TO THE VPPER EDeE 0/"" COAMIIV6S? 

DISTANCe FROM THC Or DECK OPENING TO THE AFT S/OE gp .s"n!'RH POST = rEET {MeTRt=.S) .. _ ·" v~• •v• A:?Re .SlOE o,- STeM 

ARe .SlOE OPENIN6.S FITTED WITH MC"AN.S OC' CL.O.SING? CLEAR HeiGHT O.F SIDE OP.EN/N(].S 
.. 

CL.C"AR lEN 6TH OrcS/De OP.E"NIN6.S ARE SlOE OPEN/N6S .SITt/ATcO IN CORRESPON.OIN6 POS/T/ON.S ON BOTH Slot'S 

BliLKHeAO OPeNINGS ARe C£0SeD BY.. ARe CHANNt=L BAlaS R/Y.eTED TO THe BVLI<'HEAO.S 1-

. 

MEASUReD GW THE 

I . 
&GNATURE Or SURVeYOR 

.. 



.sJ<ercHes 

WHERE ML'A.Sf/REO·------- .SKETCHE.S /NrcNOEO l'lJP .SHOWIN5 .SVPERSTPVCTVRE.S ('CLO.ScO OR dPEN}, HATOIWAY.S, CLO.S.CO .SPACes t:KEMPTEO FROM INC.lt.U"ION IN 6ROS.S TONNA<it:. 
' : . 

OOVBL.C BOTTOM TANK.S. THeY CAN' AL.SO Bf! V.SEO FOR Of!Of/CTIBLf .SPACE.S. .sTATe IN THe .SKETCHeS NUMB£~ AND U!'TTER.S CORRC".SA')NOIN6 TO 

NAME Or .SHIP NVMB~R.S ANO LETTEJaS IN THf! FORMVLA Or MEASVREMEIYT. 

! 
WHEN BVILOER.S PLA!t'.S ARE AVAILABLE THE VSE Or THE FRONT .SlOE Or THI.S APPENOM' WILL OE~NO fiN llle NATIOIVAL Rf!GVLATIONS /N eACH COUNTRY. 

' 

-

.SKeTCH 01"' OOVBLE BOTTOM TANK.S.' 

,I 

I 
1 . 

i 

I . 

I 
! 

I I \ I I 
I I 
I I 
I I 

I I 
I I 

\ 
I I I I I I 

I I : 

tNOIC'ATf! /N THe .SKETCHES 01"" BVLKHEA.O.S TONNAGE OPI!W/NISS COAMIN66 ~TC. 
AND THEIR DIMEMSIONS. 

APPeNOIX 

1E 



--~- -:--
. 

INTeRNATIONAL TONNA6E CERTIFICATe 
APPeN.aiX 

2 
ACCORDING TORVJ.E I • 

I 
COAT . 

(V'" 

A.QM.S 

NAME OF STATE . HAMEOF.SHIP: 

LJCSCR/PTION OF .SHIP NATIONAL.ITY PORT OF RCGI.STRY QFI"la~ IWHWB£R Moll'"" ~~I.I.~D ~)I" MACH/H .. 
.s/6NAL~~ ~)"" ORB.,..&41~.S . 

.oATe OF LAtiNCIIIM; WHERE 8tiii.T NAME AND ADDRE.S.S OF 8t11L.DER.s NAME AND AIUJRCS.S or OWN.t!".Q.S 

' 

/YtiMBeR OF DECKS acs<:RIPT/0/V or LIOW. .IYtiMBeR CF lf4§Slfj 
/JCSC.QIPTION OF PROPELLING MACHINERY-

#tiMBeR OF MA.STS OE.SCRIPTION Or .STeRN 

RIGGeO MATERIAL NVMBC,.Q Qr r'ZINNeLS 

IDENTIFICATION 0/MENSIONS FeET METReS 

LENGTH_ rROM Tile flll<e SlOe Dr THe UPPERMOST ENO CF THE .STEM TO Tile AFT SIDE Or THe tll¥'e1Uft1ST EIYO Or TJIE 
. · .STERN POST 

EJ.QeADTI(, EXTReME OtiTSIDe . 
Ot:PTH, IN THe MIOtJLe PLA/Ve AT HALF I.EIY6TH, /'ROM THE t/NOE.Q .SlOe Or Tlle TONNA6t: beCK TO THE VPPERSIOC Or THE OVTER 

· . . 80TTOM PLAT/N6 ORPLANK/N(i 

GROSS TONNAGE L>.t!"OVCT/0/Y.S 

RE61.STeR TON.S CV81C MeTRES ~ASTeR TON.S f:t'81C MI!TRL!S 

.SPliCE BELOW l7JIVIVA6E .OCCK GROSS TONNAGE J ' r,TWEEN .at:CK .SPACE 
. • 

, 
N • I 

' rORECA.STI.e RE61STJ:Il11:WS CUBIC MC17l~ 

II , I ~!IJ . 

~ 
BRII)c;e' SPACC . . ' 't' ~ MA.sreR:S SPAces . lO<t . 

~ 
II ~ ":! CI<EW .sMCES , , 

I 

ill BReAK th .. • . ~ ~ -'*'011'/SION .e?O-m. 
~ . ' 13 . 
~ • . 
~POO~ 

" I 

~ ~ " .. HAYIUATICW SAIICCS. ,_ --
11: ' • 

~ ~ PVMP.Q't;t:IM SPACES 

I 

1>: TRtiNK .SJ:HCE. 

~ OCCKIIOl/SeS ON. 
I 

~ ~ 80A75WAIH tSl'ORESP. 

I 

~ 
, . 

" • lii:~ I . 
~ I;: St&HCES l'lW SAILS. 

!IJ .SIDei/Oti.SM 01'1 !lc~ - I 

~.SPACES ABOYE 771£ t/P~R OCCK REGARDED AS 
' ' ~ !ll WATER 81/L/A.sT .5P.. 

!e~ 
, I 

~ . . 

~ PART Or THe PROPeLI.IH6 MACHINE.QY .SRtiCC.<' l.j~ 
• I ~~ .. • 
I I 

• ' 1 1 . 

' ' 
REMAINLlER =NET TOHHA6E lr 811/P .SOLELY PROPEI.LEIJ ' t • BY .sAIL$ 

' I DCIXICTION /"''R AQ?PELL.ING MACHINERY sPACES 
EKCe.S.S at= HATCI'IWAY.S 

I 
(./r NB:ESSARY LIM/TEO 77J 56% t:F Tlfe ROIAIHOCR) J , 

6ROS.S TOIVIVA6E ' . 7 NET TONHA6E, IF SHIP PROPEL.LCO BY 1/MOIINERY 7 ' 
7711$ I$ TO CERnFY THAT 771E A80Yt: ~Ma:> &YIP 'AS BeeH· MEA.SUREO IH ACa7RLl4NC"E WITH THE 1/Y7Z:RIYATIOHAL ,eEGt/LATIONoS FOR TOHNA6t: ML!A.st/ReMEHT OF 

. 
MIAS lfND TliAT HER TONNAGe (IIYLJER Rtll.e I CF 77fE ~10 REGtiLATIOMS IS AS .STATED IN 771/S 7l71YNA6E Ct:RT/FICATE. 

i 
' 
I 

f PL.ACE), .::W TN£ ~y~ 
-~ ~9--. 

r .S115NATURE} SEAL .. 
(OFF1CIAL. PO.SITION) 

~OYER,t,EAF 



- -

~~V5\.UIG\(f ANO NET CIJBIC CAPACITY OF OPEN J'PACeS NOT INCL UfJEfJ UYTHE GROSS TONNA6e 

llEGI.sTQ TON6 CUBIC METReS 

"i.TeROCCK<SA4CE." 

~~ 

NET 

~ASTLE: 

).S 

t 
I 
I NET 
I 
~L.E.· 
I 

ss • 
i 
I 

. NET 
.. 

V~Cc.· 

s-.s: 

- -

NeT 

rouE SPACE: 

).5 

NET 

OP: . 
f6 -- -. 

NeT 

OP: 

~ 

.. 

Nt:T 

CKHOt/SE t:w.· 

s;s 

' 

Ncr 

CKHOUSEON: .. 
>S. 

-

-

Nt:T 
CKHOUSE QN; 

>S. -

HEr 
IEHOUDe t;W: 

;.s 

- -

NET 

- -



-- ----

~UBIC CAPACITY OF CI.OS~D .sA4CCS ffeMPTeo FROM INCLUSION IN 6RO$S TONNAGe UNOeR ARTICLe 5.7 

REGISTER TONS Ct/BICAIE. 
• 

IN tSHELTERiJECK 

IN rOReCA.STLe: 

IN FORECASTLe: --

IN BRIOGeHOUSE: 

IN BRIIJGelfOVae: 

IN POOP: 

' 

IN POOP: 

-
-

IN TRUNK.' ···- -·---. 

-
IN OeCKHOV.Sc ON.' 

-· 

IN OECKHO{/$e ON.' 

' IN DeCKHOU.SE ON.' 
.. - . . 

IN 6IOEHOV.Se ON.' 

THE CtiBIC CAPACITY OF PROPeLLING MACHINeRY CtiBIC CAPACITY OF OOti/JLe BOTTOM .SPACI!'.S NOT INCLVOef) IN THE G~S TONNA6E AND 
.SPACES VPON WHICI{ THE PROPeLLING POWeR AVAILABLE FOR C'ARRYIN6 WATER 8ALLA.sT, .STORI!'.S (E. Ci. I"'Et!'f) WATL'Q OR MI/VIr?WG WATeR • 

ALLOWANCe I.S BASEO AND WHICH HA.S THEREFORE OIL OR CARGO. IVtiMBER.S FROM FORE TO ArT: /Vas' ARE .StiBIJIVIOEO .BY 

BeEN INCLI/f)eO IN THE GRO.S.S TONNAGE- LON_G/TI/01/VAL Z:1~'}U" f7) StiLKHEAIJ IN THE MIIJOLE PLANE OF THe .SHIP, ANO IVO.S 

RE61.STeR "TQ¥cS' CORRL'cS'PONOIN6 TO ARE ALSO fZJ SVBOIVIOEI) BY LOIVGITVIJINAL 4;$'J{jpm BVL.KHEAO.S AS INOICATEO HL'Rc 

CUBIC METRES 

ReGISTeR TOMS CVBICM£7 

THE CUBIC CAPACITY OF .SPACE.S ON OR ABOVE THE 

1/PPEROECK CAPABLE OF BEING ReGAROEO A.S 

PART OF THe PROPELLING MACHINeRY .SPACES 

8t1T NOT 1/VCL.I./OEO IN TliE GROSS TONNAGE-

RE61.STER TONS, CORRESPONOIN6 TO: 

CVBIC METRES. . 

i 
' 
' 

. 
I 

. 
. 

1'. .STRIKe OtiT WHAT OOE.S NOT APPLY. 
. 2 • .sTRIKe OtiT,. ALSO'; IF NECESSARY: 

rOTA/. 



• < ' -- • 

cSTATeMENTcS MADE sY COMP.t::TEIYT At/THORITIE8 WITH RE6ARLJ 70 . . . , . . . . . 

·. CH~NGe8• Or ~HIPS IVA ME; PORT OF ReGic5TRJ{ OWNCR6; ETC. 



- - -,--- -

INTERNATIONAl- TONNAGE CERTIFICATe 
APPeNOIX 

c3 ACCORDING TO RVI.£ .Jr 
. 

. I 
COAT 

OF 
ARM.S 

NAMe OF 6TATE NAME Or #SHIP: 
-

t:Je.SCRIPTION OF .SHIP NATIONALITY PORT OF" REGISTRY Ofl'KJ,AL -~-~~ AIXJ~U~O 81" MA()WN-
oSI6NAI.I.~~- ~II?>' Oil- .$141(.$ 

' 

; ,. 

IJATe OF iJif/VNC'H/NG WHERE 8VIt.T NJif/ME AND AOORI55S Or BV/t.OER.S NAME ANO ADORE&$ 01" OWNE.QS' 

Nt/M8eR Or Llti:"KS t:Je.SCRIPTION or SOW 
.iVVMBI!!'R lF ~j 
Af!iSC'.Q/PTION or Atl0Aei.i/N6 MAOIINCRY 

tVVM8eR ¥ MAST.S OE.SCRIPTION OF eSTERN 

RIG6eP MA7"ERIAL NVM8/!!'R ar ~NNELS 

/OEIVTIF/CATIOIV 0/MEIVcS/ONcS FEET M.E'TR.E'.S 

LENGTH_ ON THE UPPERMOST ~K !"ROM THE AI"'T .SlOE Ot=' THE STEM TO TH£ AFT .SIDe OF TNE .sTERN POSL 

8ReAtJT~ EXTReMe Ot/TSIOE 

GIRTH 

GRO.SS TONNAGe OcOVC'TION.S 

RcGI.STER TONS C(J81C M~nr<>es ReGI.STER TO/rl$ Ct/8/C McTR~S 

jMCe BELOW tiPPERMOcST ~CK GROSS TONNAGE ' ' 
rO.<lECA STL.I! .. 
BRIDGE SPACE'. ReGI.STER TONS t:VBKAfETRES 

' 
I I 

"SRE!AI(· ---- ... ------ - -------- ---- ---- _,. ------- _ _:__._: ... ----~--- -----~- :......, . ..;__,_._ ~f'J --. -~-- -- ~ --- -- ---- ---- -· --'-~ -~ MA.5TeR:S.iPAt:es 
___ .,. ____ ...,. 

~ 'ii ' ' ;r: . 
~ ~ ~ C.QEW &I'HCI!!'S 

P()_OP ~~ 

~ ~ ~ P.QOY..G'Ie71V RIXMf.S 
H 

, 

I TRVNK SPACE 

~ 0/?CKHOVSE.S ON ~ NAVIfiATION .SI'HCIM 

~ II I ~ II. PI/MPRPPM o.tMCES 

~ .Sit:JeHOV.SeS ON "t~ 
~ ' l!i ~ 80A!JWAIN .sT()Re .SP. , 
'll .SPACeS ON VPPERMO.ST t)CC'K Rce7ARIJCO A.S :>;~ 
' R'IRT or me PROP.t:LL.IN~ MACHINeRY aAIICe.S ~ " ofPACe.S fllll SAILS . 
~ ~~ 

, 
' 

• ~·II> IYATe/lBALIASTSR 

" 
, , 

~ ~~ 
\.i~ "S , !I !:I 
'1~ 

• 

1 7 

.QEMAIN!JE/l • Nff TtJNNA6E lr SHIP SOLeLY PROPELlED ' ' BY SAILS. 
. , DEDtKTION I""PR P.RtJPELLIN6 MACNINE/lY .SOACSS' 

excess or NAn:"NWAY.S' ( lr NECESSARY LIMITED TO 55" Dr' Tile RE.MAINa£1?) 1 1 

(i.QO.SS TONNAGE ' 1 NET TONNA6E lr SHIP PROPELLeO lJY MACHINERY , 
1 

THIS IS TO CERTIFY THAT THC' ABOYI?-NAM£0 <SHIP HAS BeEN MEASI/REO IN ACCO.QaAIVCI? WITH THE INTe.QNATIONAt. RE6f/LATIONS l"lJ.Q TONNAGe MeASVREML:NT oP 

SHI-"11 ANCJ THAT HeR TtwNAGE VN.OCR .QVLE I tF THE &410 ~6'VLA170N.S /.SA.$ STATeO IN TH/S Ttl,YNAGE CERTifiCATe. 

I'Pl.AC:E), C:::W TNC'. CAY OF: " 79 

r .SIGNATURE) .SE-AL. 
-

{OFFICIAL PQS/T/ON} 

-. 
.SEE OYEA~~AI"" 



" 

DIMENSIONS ANO NET Ct/BIC CAPACITY Or OPEN .sPACES NOT INClf/f)£1) IN THE 6~ TGWNA6E 

REGISTER TONS t:i/8/C MCTRBS 
. . 

I""ORt!'CA.STLE: . 
LESS 

. 

- . 

''rO.QcCA.STLe: 
·r . 

·a:.s.s . 
' .. 

.. 

,(!J.QII)(!le .SPACE: ' .. 

Lc.S.S 

-----· 

-
.. -~- 'ii 

.SRIO~c .rP/4CE: 
.. 

Less . 
. 

·" ' . 

. 
POOP.' 

L.c.ss . 
. 

POOP.' 

L.es.s 

.. - --
oeo<NOV.Se o,.y: 

-·' .. 
t.t:s.s . 

.. - . .. .. .. -- . ---· ..... -~~~-·- .. - -. ~ -'·- . . . .. 

. ---
-· 
t:JcCKHOt/Sc ON: 

Lc.s.s 
.. 

. 

OL'!CKIIOti.Se ON.' 
'- ..... 

Lt!'".S.S 

.S/DcHOt/SE ON: ______ 
. 

LL'!SS -.... 
' ... 

THe C(IB/C CAPACITY or PROPC'LL/1¥6 MACHINeRY .sPAct:cS ti.SeO AS BA.SI.S rOR Tile tJETcRMINATION·OFT/Ie AQ1PL?L.LIIY<7 POWt:R 
-

ALLOWANCe ANO Tllt:ReFORe IIYCLt/OcD IH THe GRO.S.S TOHIYA6.C • ReG/.STeR Ttw~ CORRe.SA:W.OIH<T TO CV8/C M.CTRE'.S. 
-. , .. -- • 

THe Ct/8/C CAPACITY OF JA4C& ON OR A.BOVe me t/PPC'RMOST OCCK CAPA.SLE OF Be/#6 Rt:GAROEO AS PART Or Tile PROP.BL/H6 

MACHINeRY .SRI/Ce.S &IT NOT /HCLt/DeO /N me <TRaS'.S TONHA<Te • Re61$TeR TONS. COR.Qc.s;ooHO/H6 TO Ct/8/C M.ETRe.S, 

... 

• ; 

--
. 

--



AUTHORISED AGENTS FOR THE PUBLICATIONS 
OF THE LEAGUE OF NATIONS 

\ 

ARG.t;~~~aE" El Ateneo •, e&lle Florid& 371, BUENOS 
AIBBS. 

AUSTRALIA (Commonwealth of) 
B. A. Goddard, Ltd., 255A, George Street, 

STDNJIT. 

AUSTRIA --'. · • d Manz'eche Verllii!:B· und Uruvel'!lltatsbuohhan • 
lung, Kohlm&r"kt 20, Vo:NNA I. ~ 

BELGIUM . 
Agence Dechenne, Messagenes de la Presse, 8. A., 

18·20, rne du Persil, BBUBBBLS. 

BRAZIL . 
Livraria Vieira Souto, 91, Av. Rio Brauco-7•-S. 11, 

RIO DB JANEIRO. 

BULGARIA . 
Librairie Fran~ et Etrangere, J. C&rasso & C1e, 

Bd. "TB&r Osvoboditel ", No. 8, SoFIA. 

CANADA . . 
League of Nations Society m Canada, 

389, Wellington Street, OTTAWA. 

CHILE . 
Carlos Niemeyer, Librerla Uruversa.l, Caa. 293, 

V A.LP .&R.USO. 

CHINA 
Commercial Press Ltd., 501, Paoshan Road, 

SILUIGII.&I. 
CZECHOSLOVAKIA 

Librairie F. Topic, 11, Narodni, PRAGUE. 

DANZIG (Free City of) 
Georg Stilke, Buchhandlung, Langgaase, 27, 

DANZIG. 

DENMARK 
Levin & Munkagaard, Publishers, N orregade, 6, 

COPBNB.&GBN. 
DUTCH EAST INDIES ' 

Algemeene Boekhandel G. Kolff & Co., BATAVIA· 
WBLTBVBBDBN. 

ECUADOR 
Victor Janer, GUAYAQUIL. 

ESTONIA 
J. G. Kro.ger, Ant.-Gea., 11, Riiiitli t., TABTU. 

FINLAND 
.A.tateeminen Kirjakanppa, HBLSINJti. 

FRANCE 
Librairie universitaire J. Gamber, S. A., 7, rne 

Danton, PAB18 (VI•). 

GERMANY 
Carl Beymauna Verlag, Maueratraaae «, 

BBBLDI, W.8. 

GREAT BRITAIN, NORTHERN IRELAND AND 
THE CROWN COLONIES 
George Allen & Unwin, Ltd., 38, Gt. Ormond 

Street, LONDON, W .C.1. 

GREECE 
.. Eleftherondeltis", Librairie internationale, Place 

de Ia Conatitution, ATHBNB. 
GUATEMALA 

Gonbaud & Cia., Ltda., GUATEMALA. 
HAITI 

Librairie-Papeterie Mme. D. Vi&rd, angle dea 
m.,. dn Centre et dee Caaernea, PoBT·AU· 
PBINCll. 

HUNGARY 
Librairie Grill, Dorottya ntca 2, BUDllli8T. 

ICELAND 
Peter Balldoi'IIIOn, RliTJUAVIJ[, 

INDIA 
The Book Company, Ltd., College Sqn&re, 4/4 A, 

C.u.conA. 

IRISH FREE STATE 
Eason & Son, Ltd,, 79·82, Middle Abbey Street, 

DU11LIN. 

ITALY . D' . G al Anonima Libraria Italiana, Irez1one ener e : 
Via Palermo 12, MILAN. Branches: FLORBNOB, 
GENOA, NllLES, PADUA, PALEBIIO, PAVIA, 
ROllE, TRIESTE, TuRIN. 

JAPAN . ffi M hi C League of N ationa Tokio 0 ce, arunouc • .• 
13, ToKio. 

M&rUZen Co., Ltd. (Maruzen-Kabushiki-Kaisha), 
6, Nihonbaahi Tori-Nichome, Tono. 

LATVIA 
Latvijas Telegrafa Agentura, K. B&rona lela, 

•• RIGA. 
LITHUANIA 

Librairie de la Societe Lithuano-Fran9aise, 
Laisves AJeja 22, KAUNAS. 

LUXEMBURG (G.·D.) 
Librairie J. Beintze, M. Hagen, Succeaaeur, 

Place Gnillaume, 8, LUXEMBURG. 

NETHERLANDS 
M&rtinus N ijhoff, BoekbandeJaar. Uitgever, Lange 

Voorhout 9, TuB HAGUB. 

NEW ZEALAND 
The Clarte Bookshop, Walter Nash, 126, Vivian 

Street, P.O. Box 310, WELLINGTON. 

NORWAY. . 
Olaf Norli, Univeraitetsgaten, 2~; OsLO. 

PANAMA 
Isidro A. Beluche, Apartato 755, Avenida Norte 

No. ~9, PANAMA. 

PARAGUAY 
Librerla Internacional Santiago Pnigbonet, 

Caailla de Correo 681, AsUNoi6N. 

POLAND 
Gebethner & Wolff, ulica Zgod& 12, WAB8AW. 

PORTUGAL -
J. Rodrigues & Ca., Rna Aurea 186-188, LISBON, 

ROUMANIA 
" Cartea Romllneasca ", 3·5, Bon!. Academiei, 

BUCBABEST, I. 
SAAR BASIN 

Gebr. Hofer A.-G., Sortimentsabteilung, 
BAABBRUOK. 

SOUTH AFRICA (Union of) 
Maskew Miller, Ltd., 29, Adderley Street, 

CuB ToWN. 
SPAIN 
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ACTE FINAL 

Les Gouvemements de !'UNION SuD-AFRICAINE, de l'J4BANIE, de l'ALLEMAGNE, de Ia 

REPUBLIQUE ARGENTINE, de 1' AUTRICHE, de Ia BELGIQUE, de Ia GRANDE-BRETAGNE et de l'IRLANDE 

DU NoRD, de Ia BuLGARIE, du CANADA, du CHILI, de Ia CHINE, de Ia CoLOMBIE, de CUBA, de Ia 

VILLE LIBRE DE DANTZIG, de l'EGYPTE, de l'EsPAGNE, de l'ESTONIE, des ETATS-UNIS D' AMERIQUE, 

de Ia FINLANDE, de Ia FRANCE, de Ia GR:EcE, de Ia HoNGRIE, de l'INDE, de l'ETAT LIBRE D'IRLANDE; 

de l'ITALIE, du jAPON, de Ia LETTONIE, de Ia LITHUANIE, du LUXEMBOURG, du MEXIQUE, de Ia 

NoRvtGE, des PAYS-BAs, du PEROU, de Ia PoLOGNE, du PORTUGAL, de Ia RouMANIE, du SIAM, 

de Ia SuEDE, de Ia SuxssE, de Ia TcHECOSLOVAQUIE, de Ia TURQUIE, de !'URUGUAY, de Ia 

YOUGOSLA VIE, 

Ayant accepte !'invitation qui leur a ete adressee en vertu de Ia resolution du Conseil de Ia 
Societe des Nations en date du 19 janvier 1931, de participer a Ia quatrieme Conference generale 
des communications et du transit, 

Ont, en cousequence, designe comme delegues, conseillers technfques et secretaires: 

UNION SUD-AFRICAINE. 
Delt!gue: 

Major F. F. PIENAAR, D.T.D., O.B.E., Delegue permanent aupres de Ia Societe des Nations. 

ALBAN IE. 
Detegue: 

M. Lee KURTI, Ministre Resident, Delegue permanent aupres de Ia Societe des Nations. 

Detegues: 
ALLEMAGNE. 

Son Excellence le Dr A. SEELIGER, Envoye extraordinaire et Ministre plenipotentiaire. 
Le Dr G. KAISENBERG, Conseiller mi.rristeriel. 
Le Dr K. STEUERNAGEL, Directeur de Ia Compagnie des chemins de fer du Reich. 

Expert: 

Le Dr H. PLATZER, Directeur a !'Office de Statistique du Reich. 

Seer!taire: 
Le Dr F. V. HoLM, Secretaire de Legation. 

I nterprete: 
Fraulein VON WERNER. 

Detegue: REPUBLIQUE ARGENTINE. 

Son ExceArllencet.Ie Dr En_rlque Ruxz-GuxNAZu, Ministre plenipotentiaire de Ia Republique 
gen me en SuiSse. 

D&gues: AUTRICHE. 

Son Excellence M M 'mil' H 
. d'Autriche ~X!Be~C:. OFFINGER, Envoye extraordinaire et Minis~re plenipotentiaire 

Son Excellence M. Emerich voN PFLUG R A t 
Ia Societe des Nations. L, eprcsen ant permanent de 1' Autriche aupres de 

M. Henri GRUNEBAUM, Docteur en droit, Conseiller 
Commerce et des Communications. ministeriel au Ministere federal du 
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FINAL ACT. 

The Governments of UNION OF SOUTH AFRICA, ALBANIA, GERMANY, ARGENTINE REPUBLIC, 

AUSTRIA, BELGIUM, GREAT BRITAIN AND NORTHERN IRELAND, BULGARIA, CANADA, CHILE, CHINA, 

COLOMBIA, CUBA, FREE CITY OF DANZIG, EGYPT, SPAIN, EsTONIA, UNITED STATES OF AMERICA, 

FINLAND, FRANCE, GREECE, HUNGARY, INDIA, IRISH FREE STATE, ITALY, jAPAN, LATVIA, 

LITHUANIA, LUXEMBURG, MEXICO, NORWAY, NETHERLANDS, PERU, POLAND, PORTUGAL, 

ROUMANIA, SIAM, SWEDEN, SWITZERLAND, CZECHOSLOVAKIA, TURKEY, URUGUAY, YUGOSLAVIA, 

having accepted the invitation addressed to them in virtue of the resolution of the Council of 
the League of Nations dated January Igth, 1931, to take part in the Fourth General Conference 
on Communications and Transit, 

·Have, accordingly, apP.ointed as delegates, technical advisers and secretaries: 

UNION OF SOUTH AFRICA. 
Delegate: 

Major F. F. PIENAAR, D.T.D., O.B.E., Permanent Representative accredited to the League 
of Nations. 

ALBANIA. 
Delegate: 

M. Lee KuRT!, Resident Minister, Permanent Delegate accredited to the League of Nations. 

GERMANY. 
Delegates: 

His Excellency Dr. A. SEELIGER, Envoy Extraordinary and Minister Plenipotentiary. 
Dr. G. KAISENBERG, Ministerial Councillor. 
Dr. K. STEUERNAGEL, Director of the Railway Company of the Reich. 

Expert: 
·Dr. H. PLATZER, Director at the Statistical Office of the Reich. 

Secretary: 
Dr. F. V. HoLM, Secretary of Legation .. 

Interpreter: 
Fraulein VON WERNER. • 

ARGENTINE REPUBLIC. 
Delegate: 

· His Excellency Dr. Enrique Rurz-GUINAZ-6, Minister Plenipotentiary of the Argentine Republic 
in Switzerland. 

AUSTRIA. 
Delegates: · . . . . 

His Excellency M. Maximilien HoFFINGER, Envoy Extraordinary and MmJSter Plempotenbary 
of Austria at Berne. · ·. . 

His Excellency M. Emerich voN PFLttGL, Permanent Austrian Representative accredited 

to the League of Nations. F d ral M' · f 
M. Henri GRttNEBAUM, Doctor of Law, Ministerial Councillor at the e e mJStry o 

Commerce and Communications. 
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BELGIQUE. 
DeUgues: -

M. J. DE RUELLE, Jurisconsulte du Min_is!ere des Affaires etrangeres. 
M. M. CASTIAU, Secretaire general du Mm1stere des Transports. 

GRANDE-BRETAGNE ET IRLANDE DU NORD. 
Dt!ltgue: 

Sir John G. BALDWIN, K.C.M.G., C.B. 

BULGARIE. 
Dt!ltgut: . 

M. Luben BocHKOFF, Directeur general des Chemins de fer et des Ports. 

CANADA. 
Dt!legue: 

M. W. A. RIDDELL, Conseiller permanent du Gouvernement aupres de laSociete des Nations. 

Dt!legue suppteant; 
M. P. E. RENAUD, Secretaire du Bureau canadien, Geneve. 

Expert: 
· M. Moses B. CoTSWORTH, Directeur de 1'« International Fixed Calendar League». 

CHILI. 
Dt!legues: 

M. Enrique GAJARDO, Secretaire de Ia Delegation permanente au pres de Ia Societe des Nations. 
M. F. GARCIA-0LDINI, Consul a Geneve. 

CHINE. 
Dt!legue: 

M. K. Y. Woo, Representant des Administrations des chemins de fer du Gouvemement 
chinois de Peiping-Hankow-Peiping Liaoming et de Tien-Tsin-Pukow; Directeur 
du Bureau europeen du Ministere des Chemins de fer du Gouvemement national de 
Ia Republique de Chine. 

COLOMBIE. 
D&gue: 

Son Excellence Ie Dr A. J. REsTREPO, Delegue permanent aupres de Ia Societe des Nations. 

CUBA. 
Dt!legu4s: 

Son Excellen~ M. ~~ermo DE BLANCK Y MENOCAL, Envo~e extraordinaire et· Ministre. 
plempotentwre, Delegue permanent aupres de Ia Societe des Nations. 

Ill. J. DE LA Luz.LE6N, Consul a Geneve. 

Dt!legues: 
VILLE LIBRE DE DANTZIG. 

M. V. MoDEROW, Vice-President de la Delegation polonai~ du Conseil du port de Dantzig 
Le Dr H. BLUME, Conseiller de Regence. · · ' 

D&gut: 
EGYPTE. 

M. Abdel Fattah ASSAL, Consul a Geneve. 
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-Delegates: 
BELGIUM. 

M. J. DE RUELLE, Legal Adviser of the Ministry for Foreign Affairs. 
M. M. CASTIAU, Secretary-General of the Ministry of Transport. 

Delegate: 
GREAT BRITAIN AND NORTHERN IRELAND. 

Sir John G. BALDWIN, K.C.M.G., C.B. 

Delegate: 
BULGARIA. 

~- Luben BoCHKOFF, Director-General of Railways and Ports. 

CANADA. 
Delegate: 

Mr. W. A. RIDDELL, Dominion of Canada Advisory Officer accredited to the League of 
Nations. · · 

Substitute Delegate:_ 

Mr. P: E. RENAUD, Secretary, Canadian Office, Geneva. 

Expert: 
Mr. Moses B. CoTSWORTH, Director of the International Fixed Calendar League. 

CHILE. 
Delegates: 

M. Enrique GAJARDO, Secretary of the Permanent Delegation accredited to the "League of 
Nations. · 

M. F. GARCIA-0LDINI, Consul at Geneva. 

CHINA. 
Delegate: 

M. K. Y. Woo, Representative of the Chinese Government Railway Administrations of the 
Peiping-Hankow-Peiping-Liaoming and Tientsin-Pukow; Director of the European 
Bureau of the Ministry of Railways of the National Government of the Republic 
of China. -

COLOMBIA. 
Delegate: _ 

His Excellency Dr. A. J. REsTREPO, Permanent Delegate accredited to the League of Nations . 

. CUBA. 
Delegates: 

His Excellency M. Guillermo DE BLANCK Y MENOCAL, Envoy Extraordinary and Minister 
Plenipotentiary, Permanent Delegate accredited to the League of Nations. 

M. J. DE LA Luz LE6N, Consul at Gerieva. 

FREE CITY OF DANZIG. 
Delegates: 

M. V. MoDEROW, Vice-President of the Polish Delegation to the Danzig Harbour Board. 
Dr. H. BLUME, Regierungsrat. 

EGYPT. 
Delegate: 

· M. Abdel Fattah AssAL, Consul at Geneva. 



-s-

ESPAGNE. 
Dlllgues: 

5 
· · 

M. H. DE CASTRO BoNEL, Directeur general de ~'Insti~ut geographiqu~ et de tatist~que. 
M A KRAHE Directeur adjoint de la Compagnie natlonale des chemms de fer de I Ouest. 
M: L: RocA r:E ToGoREs y PEREZ DEL PuLGAR, Secretaire d' Ambassade. 

ESTONIE. 
Dttegue: • . . 

Son Excellence M. August SCHMIDT, Envoye extraordinaire et ~inistre ple~ipotentiaire a 
Rome et a Berne, Delegue permanent aupres de la Societe des Nations. 

Dlllgue suppliant:. 
M. J. KoDAR, Secretaire ala Delegation permanente aupres de la Societe des Nations. 

ETATS-UNIS D'AMERIQUE. 
Experts: . . 

Le Dr Charles F. MARVIN, Chef du «Weather Bureau,, des Etats-Unis d'Amerique. 
Le Dr Charles E. LYON, Attache commercial a Berne. 
M. Prentiss GILBERT, Consul a Geneve. 

Dettgue: 
FINLAND E. 

M. Paul HJELT, Secretaire de Legation. 

FRANCE. 
Detegue: • 

M. Silvain DREYFus, Vice-President du Conseil general des Ponts et Chaussees et du Conseil 
superieur des travaux publics; President de la Commission consultative et technique 
des communications et du transit. 

Experts: 

M. Andre BERTAUT, Membre du Conseil national econornique; Membre de la Chambre de 
Commerce de Paris. 

M. Rene MAYER, Maitre des Requ~tes honoraire au Conseil d'Etat. 

Secrltaire: 

M. Fran~ois DE PANAFIEU, Attache d'Ambassade. 

Dllegues: 
GRECE. 

M. Athanase PoLITIS, Conseiller technique de la Legation hellenique en France. 
M. Alexandre CoNTOUMAS, Premier Secretaire de Ia Delegation permanente aupres de Ia 

Societe des Nations. 

Dlllgue: HONGRIE. 

Son Exce~e~ce M. ~fred ~~ DIETRI~!! VON SACHSENFELS, Envoye extraordinaire et 
Ministre plempotentlarre au Mln1Stere des Affaires etrangeres. 

Dlllgue: INDE. 

Sir John G. BALDWIN, K.C.M.G., C.B. 

Dlllgues: ETAT LIBRE D'IRLANDE. 

M. Sean LESTER, Delegue permanent aupres de la Societe des Nations 
M. T. J. CoYNE, Secretaire de la Delegation permanente aupres de Ia S~ciete des Nations. 
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Delegates: 
SPAIN. 

M. H. DE CASTRO ~ONEL, I?irector-General of the Geographical and Statistical Institute. 
M.A. KRAHE, Assrstant Drrector of the National Western Railway Company. 
M. L. RocA DE ToGORES Y PEREZ DEL PoLGAR, Secretary of Embassy. 

Delegate: 
ESTONIA. 

His Excellency M. August SCHMIDT, Envoy Extraordinary and Minister Plenipotentiary in 
Rome and Berne, Permanent Delegate accredited to the League of Nations. 

Substitute Delegate: 

M. J. KoDAR, Secretary at the Permanent Delegation accredited to the League of Nations. 

Experts: 
UNITED STATES OF AMERICA. 

Dr. Charles F. MARVIN, Chief of the United States Weather Bureau. 
Dr. Charles E. LYON, Commercial Attache at Berne. 
Mr. Prentiss GILBERT, Consul at Geneva. 

FINLAND. 
Delegate: 

M. Paul HJELT, Secretary of Legation. 

FRANCE. 
Delegate: 

M. Silvain DREYFUS, Vice-President of the General Council of Roads and Bridges and of the 
High Council of Public Works; Chairman of the Advisory and Technical Committee 
for Communications and Transit . • 

Experts: 
M. Andre BERTAUT, Member of the National Economic Council, Member of the Chamber 

of Commerce, Paris. 
M. Rene MAYER, Maitre des Requetes honoraire au Conseil d'Etat. 

Secretary: 
M. Fran~ois DE PANAFIEU, Attache of Embassy. 

GREECE. 
Delegates: 

M. Athimase PoLITIS, Technical Adviser of the Greek Legation in France. 
M. Alexandre CoNTOUMAS, First Secretary of the Permanent Delegation accredited to the · 

League of Nations. 

HUNGARY. 
Delegate: 

His Excellency M. Alfred DE DIETRICH. VON SACHSENFELS, Envoy Extraordinary and Minister 
· Plenipotentiary at the Ministry for Foreign Affairs. 

INDIA. 
Delegate: 

Sir John G. BALDWIN, K.C.M.G., C.B. 

IRISH FREE STATE. 
Delegates: 

Mr. Sean LESTER, Permanent Delegate accredited to the League of Nations. . 
Mr. T. J. CoYNE, Secretary of the Permanent Delegation accredited to the League of Nations. 
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ITALIE. 
President de la Delegation: 

. M. G. SINIGALIA, Ancien Inspecteur superieur et Conseiller d' Administration des chemins 
de fer du Royaume. · 

Dllegut! adjoint: 
M. F. MARENA, Lieutenant-General des Capitaineries de Port. 

Experts: 
Le Dr S. MALTESE, Inspecteur en Chef des chemins de fer de l'Etat. 
M. J. BAGLI, Inspecteur superieur au Ministere royal des Corporations. 
Le Dr M. MoLFESE, Chef de l'Aviatimi civile. . . 
M. E. MELLIN!, Ingenieur, lnspecteur superieur a I'Inspectorat general des chemms de fer, 

tramways et automobiles. 
M. S. CACOPARDO, Chef de Section au Ministere de 1' Aeronautique. 

JAPON .. 
Dllt!gut!: 

M. N. ITo, Directeur adjoint du Bureau du Japon a la Societe. des Nations. 

Secrtftaires: 
M. Motoharu SHICHIDA, SecretaiFe a l'Ambassade du Japon a Berlin. 
M. Takeji KOBAYASHI, Secretaire au Ministere des Communications. 
M. Shintaro SATO, Secretaire au Bureau du Japon ala Societe des Nations. 

LETTONIE. 
Dllegut!s: 

Son Excellence M. ]. FELDMANs, Ministre plenipotentiaire, Delegue permanent aupres de la · 
Societe des Nations. 

M. P. REINHARDS; Ministre adjoint des Communications. 

LITHUANIE. 
Dllt!gut!: 

M. DoBKEVICIUs, Conseiller technique et commercial de la Legation de Lithuanie en France. 

LUXEMBOURG. 
Dllt!gut!: 

M. Charles VERMAIRE, Consul a Geneve. . 

Dllt!gut!: 
MEXIQUE. 

M.S. MARTINEZ DE ALvA, Directeur du Bureau permanent aupres de la Societe des Nations.· 

Dllt!gut!: 
NORVEGE. 

M. H. BIRKELA~D, Charge ~· Affaires de Norvege a Berne et Delegue permanent aupres de 
la Soc1ete des Nations. · 

Dllt!gut!s: PAYS-BAS. 

r; ~r i ~HLINGEMANN, Ingenieur .en Chef, D~ecteur du « Rijkswaterstaat ». 
·anc~!:s~~-~~!w~e:['dangen Silecdreta

1
rre general du _Departement des Colonies et 

M J F H GE . u on~ . es ndes neerlanda!Ses. 
. . . M;mbr~Tto~ft~~~~~o~~l Mp:u!Srtlaere Adfu Travdail,aldu C?mmerce et de l'Iridustrie, 

rc orme u c endner. 
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President of the Delegation: 
-ITALY. 

M. G. SINIGALIA, F?rmer Chief Inspector and Adviser to the Board of Directors of the Royal 
States Railways. . 

Deputy-Delegate: 
M. F. MARENA, Lieut.-General of Port Captaincies . 

. Experts: . 
Dr. S. MALTESE, C~ief Inspector of the State Railways. · 
M. J. BAGLI, Supenor Inspector at the Royal Ministry of Corporations. 
Dr. M. MOLFESE, Chief of Civil Aviation. 
M. E. MELLINI, Engineer, .Superior Inspector at .the General Inspectorate of Railways, 

Tramways and Automobiles. 
M. S. CACOPARDO, Chief of Section at the Air Ministry. 

Delegate: 
JAPAN. 

M. N. ITo, Assistant Director of the Japanese League of Nations Office. 

Secretaries: 
M. Motoharu SHICHIDA, Secretary at the Japanese Embassy in Berlin. 
M. Takeji KoBAYASHI, Secretary at the Ministry of Communications. 
M. Shintaro SATO, Secretary at the Japanese League of Nations Office. 

LATVIA. 
Delegates: 

His Excellency M. J. FELDMANS, Minister Plenipotentiary, Permanent Delegate accredited 
to the League of Nations. 

M. P. REINHARDS, Deputy-Minister of Communications. 

LITHUANIA. 
Delegate:· 

M. DoBREVICIUS, Technical and Commercial Adviser of the Lithuanian Legation in France. 

LUXEMBURG.-
Delegate: 

M. Charles VERMAIRE, Consul at Geneva. 

MEXICO.· 
Delegate:· 

M. S. MARTINEZ DE ALvA, Director of the Permanent Office accredited to the League of 
Nations. 

NORWAY. 
Delegate: 

M. H. BIRKELAND, Norwegian Charge d'Affaires at Berne and Permanent Delegate accredited 
to. the League of Nations. 

NETHERLANDS. 
Delegates: . 

M. F. L. ScHLINGEMANN, Chief Engineer, Director of the "Rij~waterstaat ". 
Dr. E. MoREsco, Professor, former Secretary-General of the Colo~1al Department and former 

Vice-President of the Council of the Dutch East Indies. 
M. J. F. H. GERAETS, Director at the Ministry of Labour, Commerce and Industry, Member 

. of the National Committee for Calendar Reform. 
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PEROU. 
Detegue: .· 

M. Jose-Maria BARRETO, Delegue permanent aupres de la Societe des Nations. 

POLOGNE. 
Chef de la Delegation: · . . 

M. w. MoDEROW, Vice-President de la Delegation polonaise au Conseil du Port a Dantzlg. 

Delegues suppliants: 
M. A. KoNOPKA, Chef de Section au Ministere des travaux publics. · • • 
M. E. LIPINSKI, Professeur, Directeur de l'Institut des recherches sur le mouvement general 

des affaires et sur la formation des prix; President du Comite national pour la Reforme 
du Calendrier. 

PORTUGAL. 
D!tegues: 

Son Excellence le Dr VAsco DE QUEVEDO, Envoye .extraordinaire et Ministre plenipotentiaire 
a Berne et aupres de la Societe des Nations. 

Commandant Abel FONTOURA DACOSTA, Professeur a l'Ecole navale, President du Comite 
national d'etude pour la Reforme du Calendrier. 

Le Dr A. M. Ferraz DE ANDRADE, Premier Se'cretaire de Legation, Chef de la Chancellerie 
portugaise aupres de la Societe des Nations. 

ROUMANIE. 
Deleguis: . 

Son Excellence M. Constantin ANTONIADE, Envoye extraordinaire et Ministre plenipotentiaire 
aupres de la Societe des Nations. 

Son Excellence M. Constantin CONTZESCO, Ministre plenipotentiaire, Membre des Commis
sions europeenne et intemationale du Danube. 

M. Edmond CruNTU, Premier Secretaire de la Legation aupres de la Societe des Nations. 

Detegue: 
SIAM. 

Son Excellence Phya Abhibal RAJAMAITRI, Envoye extraordinaire et Ministre plenipotentiaire 

·~· . 

Delegue: 
SUEDE. 

M. H. VON HEIDENSTAM, Commandant du Corps royal des ponts et chaussees. 

Detegues: 
SUISSE. 

M. R. HEROLD, Directeur des Chemins de fer federaux. 
M. R. ~oHL, Chef de Section ~u Departement politique federal. . · . 
M. Emile ¥ARCHAND, Dr ~s SCl~nces mathematiq?es, P~ofesseur titulaire a l'Ecole polytech

mque federale, V1ce-Drrecteur de Ia Societe smsse d' Assurances generales sur la vie 
humaine, President du Bureau du Comite suisse pour la Reforme du Calendrier. 

M. E. HOFMEISTER. 

Detegues: 
1CHECOSLOVAQUIE. 

M. B. MOLLER, Ingenieur, Ministre plenipotentiaire. 
M. F. SITENSKY, Conseiller de premiere classe au Ministere du Commerce. 
M. LACHOUT, Rapporteur de la Chambre de Commerce et de l'Industrie. 

Det!gues: TURQUIE. 

RlFAT-ISMAIL bey, Directeur general des chemins de fer de l'Etat 
ISHAN Au bey, Vice-Presid~nt du Departement du Commerce et des Tarifs a la direction 

generale des Chemms de fer de l'Etat. · 
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Delegate: 
PERU. 

M. Jose-Maria BARRETO, Permanent Delegate accredited to the League of Nations. 

Chief of the Delegation: 
POLAND. 

M. W. MoDEROW, Vice-President of the Polish Delegation to the Danzig Harbour Board. 

Substitute Delegates: 

M. A. KONOPKA, Chief of Section at the Ministry of Public Works. 
M. E. LIPINSKI, Professor, Director of the Institute of Research on the General Movement 

of Business and on Price Formation, Chairman of the National Committee for the 
Reform of the Calendar. 

Delegates: 
PORTUGAL. 

His Excellency Dr. VAsco DE QUEVEDO, Envoy Extraordinary and Minister Plenipotentiary 
at Berne and accredited to the League of Nations. 

Commander Abel FoNTOURA DA CosTA, Professor at the Naval School, Chairman of the 
National Committee for Calendar Reform. 

Dr. A. M. FERRAZ DE ANDRADE, First Secretary of Legation, Head of the Portuguese Service 
accredited to the League of Nations. 

ROUMANIA. 
Delegates: 

His Excellency M. Constantin ANTONIADE, Envoy Extraordinary and Minister Plenipotentiary 
accredited to the League of Nations. . 

His Excellency M. Constantin CONTZESco, Minister Plenipotentiary, Member of the European 
and International Commissions of the Danube. 

M. Edmond CIUNTU, First Secretary of the Legation accredited to the League of Nations. 

SIAM. 
Delegate: 

His Excellency Phya Abhibal RAJAMAITRI, Envoy Extraordinary and Minister Plenipotentiary 
in Rome. 

SWEDEN. 
Delegate: 

M. H. voN HEIDENSTAM, Major, Royal Corps of Engineers. 

SWITZERLAND. 
Delegates: 

M. R. HEROLD, Director of Federal Railways. . 
M. R. HoHL, Chief of Section at the Federal Political Depart~en~. . . . 
M. Emile MARCHAND, Professor at the Federal Technical Universtty ~ Zunch, Vtce-Prestd~nt 

of the Swiss Mutual Life Insurance Society, Zurich, Chatnnan of the Executive 
Commission of the Swiss Committee for Calendar Reform. 

M. E. HOFMEISTER. . 

CZECHOSLOVAKIA. 
Delegates: 

M. B. MOLLER, Engineer, Minister Plenipotentiary. 
M. F. SITENSKY, First-Class Councillor at the Ministry of Commerce. 
M. LACHOUT, Rapporteur at the Chamber of Commerce and Industry. 

TURKEY. 
Delegates: 

RIFAT-ISMAIL Bey, Director-General of the State Railways. · . 
!sHAN Au Bey, Vice-President of the D~partment of Commerce and Tariffs at the General 

Administration of the State Railways. 
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URUGUAY. 
DeUgue: . . . , . 

M. Bernardo KA YEL, Ingenieur civil, Gerant general des usmes _electnques de I Etat. 

YOUGOSLA VIE. 

~·: . . 
M. Borivoi DJOURITCHITCH, Ancien Directeur general des Chemins de :r:er ~e l'Etat et Memb.re 

de la Commission consultative et technique des coiii:IIlumcahons et ~u ~rans1t. 
M. Douchan PANTITCH, Conseiller de Legation, Chef de la Section des Commumcabons au 

Ministere des Affaires etrangeres. 

COMMISSION DE GOUVERNEMENT DU TERRITOIRE DU BASSIN DE LA SARRE 

(a titre consultatif). 

1\L P. CouRTILET, Directeur au Ministere. des Travaux publics, chemins de fe':" et postes,. 
telephones et telegraphes. 

Ont participe a la Conference, a titre consultatij, les Organisations suivantes: 

LA COMMISSION CONSULTATIVE ET TECHNIQUE . DES COMMUNICATIONS ET 
DU TRANSIT. 

(Article 7 du Statut de !'Organisation du Transit.) 

Son Excellence le Dr A. DE AGuERO Y BETHANCOURT, President de la Troisieme Conference 
gem!rale des communications et du transit, Envoye extraordinaire et Ministre pleni
potentiaire de Cuba a Berlin. 

M. Honorio RorGT, Correspondant de la Commission du transit pour la question de la Reforme. 
du Calendrier. 

LA COMMISSION CENTRALE POUR LA NAVIGATION DU RHIN. 

M. J. HosTm, Secretaire general de la Commission.· 

LA COMMISSION INTERNATIONALE DU DANUBE. 

Son Excellen~e M. ~f~ed DE D~E!RICH voN SAC~SENFELS, Envoye extraordinaire et Ministre 
plempotenbarre au MilllStere des Affarres etrangeres de Hongrie. 

LA COMMISSION INTERNATIONALE DE L'ELBE. 

M. 0. voN WESENDONK, Secretaire general de Ia Commission. 

LA COMMISSION TECHNIQUE PERMANENTE DU REGIME DES EAUX DU DANUBE. 

Son Excellence M. Carlo RossETTI, Ministre plenipotentiaire, President de Ia Commission. 

LA COMMISSION INTERNATIONALE DE NAVIGATION AERIENNE. 

M. A. ROPER, Secretaire general de la Commission. · 



-8-

Delegate: 
URUGUAY. 

M. Bernardo KAnL, Civil Engineer, General Manager of the State Electric Factories. 

Delegates: 
' YUGOSLAVIA. 

M. Borivoi. DJOURIT~HITCH, former pirector-General of the State Railways and Member 
of the AdVIsory and Techmcal Committee for Communications and Transit. 

M_. D.oucha~ .PANTITCH, Councillor of Legaticn, Chief of the Communications Section at the 
· MmiStry for Foreign Affairs. . . -

SAAR TERRITORY GOVERNING COMMISSION 

(in an advisory capacity). 

M. P. CoURTILET, Director at the Ministry of Public Works, Railways, Posts and Telegraphs 

The following Organisa~ions took part in the Conference, in an advisory capacity: 

THE ADVISORY AND TECHNICAL COMMITTEE FOR COMMUNICATIONS AND TRANSIT 

(Article 7 of the Statute of the Transit Organisation). 

His Excellency Dr. A. DE AGOERO Y BETHANCOURT, ·President of the Third General Conference 
on Communications and Transit, Envoy Extraordinary and Minister Plenipotentiary 
of Cuba in Berlin. 

M. Honorio ROIGT, Correspondent of the Transit Committee for the Question of Calendar 
Reform. 

THE CENTRAL COMMISSION FOR RHINE NAVIGATION. 

M. ]. HasTIE, Secretary-General of the Commission. 

THE INTERNATIONAL DANUBE COMMISSION. 

His Excellency M. Alfred DE DIETRICH VON SACHSENFELS, Envoy Extraordinary and 
. Minister Plenipotentiary at the Ministry for Foreign Affairs of Hungary. 

THE INTERNATIONAL ELBE COMMISSION. 

M. 0. VON WESENDONK, Secretary-General of .the Commission. 

THE PERMANENT TECHNICAL HYDRAULIC SYSTEM COMMISSION OF THE DANUBE. 

His Excellency M. Carlo RossETTI, Minister Plenipotentiary, President of the Commission. 

THE INTERNATIONAL COMMISSION FOR AIR NAVIGATION. 

M. A. RoPER, Secretary-General of the Commission. 
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L'ASSOCIATION INTERNATIONALE DU TRAFIC AERIEN. 

M.le Jonkheer L. VAN DEN BERCH VAN HEEMSTEDE, Directeur general de !'Association .. 

LE COMITE METEOROLOGIQUE INTERNATIONAL. 

Le D• Charles F. MARVIN, Chef du «Weather Bur~au » des Etats-Unis d'Amerique. 

L'OFFICE CENTRAL DES TRANSPORTS INTERNATIONAUX PAR CHEMIN DE FER. 

M. c~ COLOMB, Vice-Directeur de l'Office. 

L'UNION INTERNATIONALE DES CHEMINS DE FER. 

M. Gaston LEVERVE, Secretaire general de l'Union. 

LE BUREAU INTERNATIONAL DE L'UNION TELEGRAPHIQUE. 

M. BouLANGER, Vice-Directeur de l'Union. 

L'UNION INTERNATIONALE DE RADIODIFFUSION. 
Detegue: 

M. M. RAMBERT, Administrateur delegue de la Societe suisse de radiodiffusion. 

Detegue adjoint: 
M. A. BuRRows, Secretaire general de l'Union. 

LACHAMBRE DE COMMERCE INTERNATIONAL£. 

President de la Delegation: 
M. B. BoRRIELLO, Vice-President du Conseil economique de Ia Province de Naples. 

Detegues: 
M. A. CRESSY MORRISON, President de l'Institut americain de la Ville de New-York. 
M. M. ]. NoRDBERG, Commission administrative pour Ia Finlande pres Ia Chambre de 

Commerce intemationale; Consul general de Finlande a Paris. 
M. M. RIESEN, Directeur de la: Societe suisse des Hoteliers, representant de I' Alliance inter

nationale de l'Hotellerie. 
M. W. Leslie RuNCIMAN, de la Compagnie d'armateurs «Walter Runciman & Co., Ltd.», 

Membre du Conseil de Ia Chambre des Armateurs du Royaume-Uni. 
Secretaire: 

M. Paul WoHL, Directeur du Service «Transports et Communications» de Ia Chambre de 
Commerce intemationale. 

LA CONFERENCE INTERNATIONALE DES ARMATEURS. 

M. W. Leslie RuNCIMAN, ~e la Compagnie d'armateurs «Walter Runciman & Co., Ltd.>>, 
Membre du Conseil de Ia Chambre des Armateurs du Royaume-Uni. 

LA FEDERATION INTERNATIONALE DES OUVRIERS DU TRANSPORT. 

M. Robert BRATSCH!, Secretaire general de l' Association des Cheminots suisses. 

LA FEDERATION INTERNATIONALE DES SYNDICATS CHRETIENS D'OUVRIERS 
D'USINE ET DE TRANSPORT. 

M. ]. FENSKI, Secretaire de la Federation. 
M. H. BERRA, Secretaire chretien-social. 
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THE INTERNATIONAL AIR TRAFFIC ASSOCIATION . 

.Jonkheer L. VAN DEN BERCH VAN HEEMSTEDE, Director-General of the Association. 

THE INTERNATIONAL METEOROLOGICAL COMMITTEE. 

Dr. Charles F. MARVIN, Chief of the United States Weather Bureau. 

THE INTERNATIONAL CENTRAL RAILWAY TRANSPORT OFFICE. 

M. C. COLOMB, Vice-Director of the Office. 

THE INTERNATIONAL RAILWAY UNION. 

M .. Gaston LEVERVE, Secretary-General of the Union. 

THE INTERNATIONAL OFFICE OF THE TELEGRAPHIC UNION. 

M. BouLANGER, Vice-Director of the Union. 

Delegate: 
THE INTERNATIONAL BROADCASTING UNION. 

M. M. RAMBERT, Administrator-Delegate of the Swiss Broadcasting Company. 

Deputy-Delegate: 

Mr. A. BuRRows, Secretary-General of the Union. 

THE INTERNATIONAL CHAMBER OF COMMERCE. 

President of the Delegation: 
M. B. BoRRIELLO, Vice-President of the Economic Council of the Province of Naples. 

Delegates: 
Mr.·A. CRESSY MoRRISON, President of the American Institute of the City of New York. 
M. M. J. NoRDBERG, of the Administrative Commission for Finland at the International 

· Chamber of Commerce; Consul-General of Finland, Paris. 
M. M. RIESEN, Director of the Swiss Society of Hotel-keepers, representing the International 

Hotel Alliance. 
Mr. W. Leslie RuNCIMAN, of the Shipping Company Walter Runciman & Co., Ltd., Member 

of the Council of the Chamber of Shipping of the United Kingdom. 
Secretary: 

M. Paul WOHL, Director of the Transport and Communications Service of the International 
Chamber of Commerce. 

THE INTERNATIONAL SHiPPING CONFERENCE. 

Mr. W. Leslie RuNCIMAN, of the Shipping Company Walter Runciman & Co., Ltd., Member 
of the Council of the Chamber of Shipping of the United Kingdom. · 

THE INTERNATIONAL FEDERATION OF TRANSPORT WORKERS. 

M. Robert BRATSCH!, Secretary-General of the Association of Swiss Railwaymen. 

THE INTERNATIONAL FEDERATION OF SYNDICATES OF CHRISTIAN 
FACTORY AND TRANSPORT WORKERS. 

M. ·J. FENSKI, Secretary of the Federation. 
M. H. BERRA, Christian Social Secretary. 
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LE COMITE NATIONAL AMERICAIN POUR tA SIMPLIFICATION DU CALENDRIER. 

Colonel 0. N. SoLBERT, Secretaire du Comite. · 
M. M. N. STILES. 

. . 

Ont designe des representants pour assister a la Conference a titre d' observateurs, les A utorites 
et Organisations suivantes: 

L'EGLISE ANGLICANE. 

Le Rev. Canon E. W. J. HELI.INS, Proprolocuteur de 'Ia Chambre inferieure de Ia Conference 
de Cantorbery. 

L~ CONSEIL CECUMENIQUE DU CHRISTIANISME PRATIQUE. 

M .. P. H. STEELE, Secretaire adjoint du Conseil. 

LES AUTORITES RELIGIEUSES DES PAYS-BAS. 

Le D• T.LEWENSTEIN, Grand Rabbin, representantles Communautes israelites neerlandaises 
des Pays-Bas. · · 

Le D• J. L. PALACHE, Professeur a l'Universite d' Amsterdam, representant les Communautes 
israelites portugaises des Pays-Bas. 

LE CO?IUTE ISRAELITE INTERNATIONAL POUR LA REFORME DU CALENDRIER. 

Le D• J. H. HERTZ, Grand Rabbin des Congregations israelites unies de !'Empire Britannique. 
M. Cecil ROTH, ecrivain. . . . 

LA LIGUE POUR LA SAUVEGARDE DE LA FIXITE DU SABBAT. 

M. P. s. HENRY. 
Le D• E. ADLER, Avocat. 
M. A. LEVINE. 

LA CONFERENCE GENERALE DES ADVENTISTES DU SEPTIEME JOUR. 

M. A. S. MAXWELL, Pasteur. . . 
M. J. NusSBAUM, Secret~ire general du Departement medical de Ia Conference. 
M. A. VoLLMER, Secretarre du « Gemeinschaft der Siebenten-Tags-Adventisten in Deutsch-

land». . 

• THE AUSTRALASIAN CONFERENCE ASSOCIATION AND THE AUSTRALASIAN 
UNION CONFERENCE. , 

M. R. A. ANDERSON. 

• THE INTERNATIONAL RELIGIOUS LIBERTY ASSOCIATION.,, 

M. G. S. LoNGACRE, Redacteur en Chef et Secretaire general de I' Association. 

• THE INTERNATIONAL CALENDAI3- ORGANISATION. , 

M. B. RICHMOND, Secretaire et Directenr de 1' Association. 
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NATIONAL COMMITIEE ON CALENDAR SIMPLIFICATION OF THE 
UNITED STATES OF AMERICA. 

- . 
Colonel 0. N. SOLBERT, Secretary of the Committee. 
Mr. M. N. STILES. · · · · 

The following Authorities and Organisations appointed representatives to attend the Conference 
as observers : · · 

THE CHURCH OF ENGLAND. 

The Rev. Canon E. W. J. HELLINS, Proprolocutor of the :Lower House of the Convocation 
· . of Canterbury. · 

THE UNIVERSAL COUNCIL FOR LIFE AND WORK. 

Mr. P. H. STEELE, Assistant Secretary to the Council. 

THE RELIGIOUS AUTHORITIES IN THE NETHERLANDS. 

Dr. T. LEWENSTEIN, Chief Rabbi, representing the Netherlands Israelite Communities in 
the Netherlands. 

Dr. J; L. PALACHE, Professor at the Amsterdam University, representing the Portuguese 
Israelite Communities in the Netherlands. 

THE INTERNATIONAL ISRAELITE COMMITIEE CONCERNING THE 
REFORM OF THE CALENDAR. 

Dr. J. H. HERTZ, Chief Rabbi of the United Hebrew Congregations of the British Empire. 
Mr. Cecil ROTH, Author. · 

THE LEAGUE FOR SAFEGUARDING THE FIXITY OF THE SABBATH. 

Mr. P. S. HENRY. 
Dr. E. ADLER, Solicitor. 
Mr. A. LEVINE. 

THE GENERAL CONFERENCE OF SEVENTH-DAY ADVENTISTS. 

Mr. A. S. MAXWELL, Minister. 
M. J. NussBAUM, Secretary-General of the Medical Department of the Conference. 
M. A. VoLLMER, Secretary of the "Gemeinschaft der Siebenten-Tags-Adventisten in 

Deutschland " . 

. THE AUSTRALASIAN CONFERENCE ASSOCIATION AND THE 
AUSTRALASIAN UNION CONFERENCE. 

Mr. R. A. ANDERSON.· 

THE INTERNATIONAL RELIGIOUS LIBERTY ASSOCIATION. 

Mr. G. S. LoNGACRE, Editor and Secretary-General of the Association. 

THE INTERNATIONAL CALENDAR ORGANISATION. 

Mr. B. RICHMOND, Secretary and Director of the Association. 
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«THE WORLD CALENDAR ASSOCIATION.» 

Miss E. AcHELIS, Presidente de !'Association. 

L'UNION DES VILLES ALLEMANDES. 

Le D• R. BLOCHMANN. 

«THE UNIVERSITY ASSOCIATION FOR THE STUDY ~F CALENDAR REFORM.>> 

Le Dr MORRIS. 

«THE BRITISH PARLIAMENTARY COMMITTEE ON CALENDAR REFORM.» 

M. C. D. STELLING, Secretaire honoraire du Cornite. 
. . 

qui se sont reunis a Geneve du I2 au 24 octobre I93I, sous 1~ presidencc: de Son ~xc~llence M. le 
D• Augusto DE VAscoNCELLOS, designe par le Conseil de la Societe des Na!Ion~. M. Silvam DRE~FUS, 
President de la Commission consultative et technique des communication~ et ~~ trans1t, et 
M. B. DJOURITCHITCH, President du Comite preparatoire de la Conference, ont ete d~si!5J!-es comme 
vice-presidents par la Conference. M. HAAs, directeur de la Section des commumcat10ns et du 
transit de la Societe des Nations, etait secretaire general de la Conference; M. ROMEIN, membre 
de la m~me Section, secretaire general adjoint. lis etaient assistes de M. METTERNICH et de 
MII• KEY-RASMUSSEN. 

L'ordre du jour de la Conference comprenait les points suivants: 

r. Examen du rapport sur l'reuvre accomplie par la Commission consultative et technique 
des communications et du transit de puis la derniere Conference generale; 

2. Examen du rapport presente par le Secretaire general de la Societe des Nations sur 
les mesures prises en execution des decisions des conferences anterieures; 

3· Renouvellement de la Commission consultative et technique des communications et 
du transit; 

4· Mesures a prendre en cas d'evenements graves de caractere general affectant les voies 
de communication; 

5. Examen de l'opportunite, aux points de vue economique et social: 

a) D'une stabilisation des f~tes mobiles; 
b) D'une simplification du calendrier gregorien. 

En ce qui concerne le point I de l'ordre du jour, la Conference a discute l'reuvre accomplie 
par la Commission consultative et technique des communications et du transit depuis la derniere 
Conference generale. Elle a adopte les deux resolutions suivantes: 

«TITRE NEGOCIABLE POUR LES TRANSPORTS INTERNATIONAUX DE MARCHANDISES 
PAR V:OIE FERREE. 

«La Conference, 

« Reconnaissant l'utilite qu'aurait, du point de vue economique et commercial, pour les 
transports internationaux par voie ferree de certaines marchandises, pour certaines relations, 
la creation d'un titre de transport negociable; 

« Reconnaissant par ailleurs que !'introduction d'un tel titre de transport est susceptible 
d'entrain~r, dan~ certains pays:_certaines d!fficultes d'ordre juridique, administratif, technique 
et financier, ma1s esperant qu il sera possible de surmonter ces difficultes · 

• Ayant pris connaissance de l'etat des etudes entreprises ace sujet pa~ le Comite special 
de !'Organisation des communications et du transit de la Societe des Nations d'une part 
par la Chambre de Commerce internationale et par !'Union internationale de; Chemins d~ 
fer, d'autre part, etat qui permet d'entrevoir a bref delai un resultat concret: · 

« I~ Invite la Commiss~on consultative et technique des communications et du transit a 
poursmvre les travaux relatifs a cette question en collaboration avec Ia Chambre de Commerce 
in~ernationale et !'Union internationale des Chemins de fer et a communiquer, a toutes fins 
!!tiles, 1~ resultat de ces travaux aux gouvernements et a !'Office central des transports 
mternahonaux par chemin de fer; . 

• '2!' E~~t le vreu que le Conseil de la Societe des Nations attire !'attention des gouverne
me~ts sur ltf!1portanc~ du probleme, afin que sa solution pratique puisse intervenir dans Ie 
momdre delat compatible avec les dispositions de la Convention internationale concernant 
le transport des marchandises par chemin de fer. >> 
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THE WORLD CALENDAR ASSOCIATION. 

Miss E. ACHELis, President of the Association. 

THE UNION OF GERMAN TOWNS. 

Dr. R. BLOCHMANN. 

UNIVERSITY ASSOCIATION FOR HiE STUDY OF CALENDAR REFORM. 

Dr. MoRRIS. 

THE BRITISH PARLIAMENTARY COMMITTEE ON CALENDAR REFORM. 

Mr. C. D. STELLING, Honorary Secretary of the Committee, 

who met at Geneva from October I2th to 24th, I93I, under the presidency of His Excellency 
Dr. Augusto DE VASCONCELLOS, appointed by the Council of the League of Nations. M. Silvain 
DREYFUS, Chairman of the Advisory and Technical Committee for Communications and Transit, 
a~d M. D~OURITCHITCH, Chairman of the Preparatory Committee of the Conference, were appointed 
Vrce-Presrdents of the Conference. M. HAAS, Director of the Communications and Transit Section 
of the League of Nations, was Secretary-General of the Conference, and M. RoMEIN, of the same 
Section, was Deputy-Secretary-General, assisted by M. METTERNICH and Miss KEY-RASMUSSEN. 

The agenda of the Conference consisted of the following points: . 

I. Examination of the report on the work of the Advisory and Technical Committee 
for Communications and Transit since the last General Conference; 

2. Examination of the report submitted by the Secretary-General of the League on the 
measures to be taken in execution of the decisions of the previous Conferences; · 

3. Renewal of the membership of the Advisory and Technical Committee for 
Communications and Transit; 

4· Steps to be taken in case of grave occurrences of a general character affecting routes 
of communication; 

5. Examination of the expediency from an economic and social standpoint: 

(a) Of fixing movable feasts; 
(b) Of simplifying the Gregorian calendar. 

As regards Item I of the agenda, the Conference discussed the work done by the Advisory 
and Technical Committee for Communications and Transit since the last General Conference. 
It adopted the following two resolutions: 

"NEGOTIABLE DOCUMENT FOR THE INTERNATIONAL TRANSPORT OF GOODS BY RAIL. 

" The Conference, 

" Recognising the utility from the economic and commercial point of vie~ of the creation 
of a negotiable transport document for the international transport of certam goods by rail 
over certain routes; 

"Recognising, further, that the introduction of such a transport doc~ment ~ay invo!ve 
certain difficulties of a legal, administrative, technical and financi~ nature m certam countnes, 
but hoping that it will prove possible to surmount these d~cult~es; . . 

" Having noted the progress of the studies undertaken m this connection by ~he Specral 
Committee of the Communications and Transit Organisation of the Lea~e of Na~tons on ~he 
one hand, by the International Chamber of Commerce and t~e International Railway Umon 
on the other, from which a concrete result may be hoped form the near future: . . 

" (I) Requests the Advisory and Technical Committ~e ~or Commun!catio~s and 
Transit to continue the work in connection with this question m co-operation :w1th the 
International Chamber of Commerce and the International Railway Union, and to 
communicate the result of this work to the Governments and to the Central Office 
for International Railway Transport for any action that may ~e necessary; . 

"(2). Recommends that the Council of the L~ague of Nations draw. the atte~tion of the 
Governments to the importance of the problem m. order that a. :practical solution may be 
aciopted within the •shortest period compatible wrth the provrstons of the lnternattonal 
ConvE>ntion on the Transport of Goods by Rail. " 
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« ENTRAVES A LA NAVIGATION MARITIME. 

«La Conference, 

« Ayant procede a un echange de vues au sujet des entraves ala navigation maritime, 
« Prenant acte des declarations faites par plusieurs delegations communiquant les 

mesures deja prises pour remedier a certaines entraves signalees au. cours de la discussion, 
"Prie la Commission consultative et technique des communications et du transit d'etudier, 

en collaboration avec les gouvernements interesses, et en vue de toutes recommandations 
utiles, les mesures susceptibles de porter remede aux entraves a la navigation maritime qui 
ont ete signalees ou qui lui seraient signa!ees ulterieurement. '' 

En ce qui concerne le point 2, la Conference a pris acte du rapport presente par le Secretaire 
general de la Societe des Nations sur les mesures prises en execution des decisions des conferences 
anterieures. · 

En ce qui concerne le point 3, la Conference a procede au renouvellement de la Commission 
consultative et technique des communications et du transit,les Etats suivants, ala suite du renou- · 
vellement auquel a procede la Conference, etant appeles a designer des membres de la Commission: 
Allemagne, Republique Argentine, Belgique; Grande-Bretagne et Irlande du Nord, Chine, Cuba, 
Danemark, Espagne, Finlande, France, Hongrie, Italie, Japon, Pologne, Portugal, Suisse, 
Tchecoslovaquie, Uruguay. 

En ce qui concerne le point 4, la Conference a adopte une recommandation sur les mesures qui 
seraient a prendre en cas d'interruption grave des voies de communication servant au transit 
international. 

En ce qui concerne le point 5 a, la Conference a adopte un acte relatif aux aspects economiques 
et sociaux de la stabilisation des f~tes mobiles. · 

En ce qui concerne le point 5 b, la Conference a decide de transmettre aux gouvernements 
invites a la Conference un expose sur les aspects economiques et sociaux de la simplification 
du calendrier gregorien. 

Le President de la Conft!rence: 

(Signe) A. D~ VASCONCELLOS. 
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"BARRIERS TO MARITIME NAVIGATION. 

" The Conference, 

"Ha~g proceeded to an. exchange of views regarding barriers to maritime navigation; 
"Notmg th_e st<~.tements made by several delegations communicating the measures taken 

to remedy certam hmdrances referred to in the course of the discussion: 
" Requests the Advisory and Technical Committee for Communications and Transit 

to study and to recommend, in collaboration with the interested Governments, any measures 
calculated to remove such barriers to maritime navigation as have been notified or which 
may ·be brought to its notice in the future." 

As regards Item 2, the Conference noted the report submitted by the Secretary-General of 
the League of Nations on the measures taken in execution of the decisions of previous Conferences. 

As regards Item 3, the Conference proceeded to the renewal of the membership of the Advisory 
and Technical Committee for Communications and Transit, as a result of which the following 
States were called upon to appoint the members of the Committee: Germany, Argentine Republic, 
Belgium, Great Britain and Northern Ireland, China, Cuba, Denmark, Spain, Finland, France, 
Hungary, Italy, Japan, Poland, Portugal, Switzerland, Czechoslovakia, Uruguay. 

As regards Item 4, the Conference adopted a recommendation on the measures to be taken 
in the case of a grave interruption of routes of communication used for international transit. . 

As regards Item 5 (a), the Conference adopted an act regarding the economic and social 
aspects of fixing movable feasts. 

As regards Item 5 (b), the Conference decided to transmit to the Governments invited to the 
Conference a survey of the economic and social aspects of the simplification of the Gregorian 
calendar. 

(Signed) A. DE VASCONCELLOS, 

President of the Conference. 
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RECOMMANDATION RELATIVE A.UX M~SURES A PRENDRE EN CAS 
D'INTERRUPTION GRAVE DES VOlES DE COMMUNICATION 

SERVANT AU TRANSIT INTERNATIONAL. 

La Conference generale des conumlnications'et du transit est d'avis qu'au cas ou le transit· 
international sur le territoire d'un ou plusieurs Etats viendrait a subir une grave interruption, 

· ceux des Etats dont les moyens de transport pourraient utilement concourir a l'etablissement d'un 
trafic se substituant temporairement au trafic interrompu, devraient, chacun en ce qui le concerne, 
cooperer a l'etablissement de ce trafic temporaire. I1 devrait etre entendu que, sous reserve des 
dispositions des engagements internationaux concernant les transports, les voyageurs ou les 
marchandises transportes seraient, autant qu'il est possible et dans toute la mesure compatible 
avec !'interet de ces voyageurs ou de ces marchandises, achemines par un nouvel itineraire 
comportant la plus grande reduction du parco~rs en detournement. · 
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RECOMMENDATION CONCERNING MEA~URES TO BE TAKEN IN CASES 
OF SERIOUS INTERRUPTION OF. TRANSIT ROUTES. 

The General Conference on Communications and Transit is of opinion that,should international 
transit through the territory of one or more States suffer serious interruption, those States whose 
means of transport could be of help in 'establishing traffic temporarily in place of the interrupted 
traffic should co-operate, each in its own territory, in the establishment of this temporary traffic. 
It should be ·understood that, subject to the provisions of international undertakings concerning 
transport, the passengers or the goods carri.ed would, as far as possible and as far as is compatible 
with the interests of these passenge~ or goods, be forwarded by a new route involving the shortest 
possible detour. 



-14-

ACTE RELATIF AUX ASPECTS £CONOMIQUES ET SOCIAUX DE LA 
STABILISATION DES FETES MOBILES. 

La Conference generale, 

. Etant appelee a se prononcer sur l'opportunite aux points de vue ~conomique et social d'une 
stabilisation des f(ltes mobiles; . · . . 

Considerant que l'instabilite ~ctuelle ~es. ~~~es · mo_bil~s trou?le 1~ r~gularfte des actlVltes 
industrielles, financieres, commerctales et ]Udictrures, ams1 que 1 apphcat10n dun plan normal" 
d' etudes scolaires et universitaires; 

Considerant que la saison de Paques etant presque unive~selle~ent une epoque de ;vacances, 
Ia stabilisation de cette fete a une epoque convenable presentera1t de reels a vantages pour ~.ensem~le 
de Ia population, notarnrnent pour les employeurs et employes dans toutes les branches de 1 mdustne, 
de Ia finance et du commerce; . . · . 

Considerant que des milieux etendus de la population, et notamment les milieux economiques 
ainsi que les milieux interesses a !'education ont exprime presque unanirnement le desir d'une 
stabilisation des f(ltes mobiles; · 

Considerant que la question de la stabilisation des f~tes mobiles est d'ordre eminemment 
religieux et que toute solution de cette question depend de la Iibre decision des autorites religieuses; 

Ayant pris connaissance de ce que, selon les vues exprimees par le S:omite special de la reforrne 
du calendrier dans lequel siegeaient des membres designes par le Saint-Siege, par Sa Saintete 
le Patriarche recumenique et par Sa Grace l'Archev~que de Cantorbery, l'examen de la reforrne du 
calendrier, tant en ce qui concerne Ia stabilisation de Ia f~te de Paques que Ia question plus generale· 
de la refonne du calendrier gregorien ne se heurte pas a des difficultes d'une nature telle que l'on 
puisse d'avance les considerer cornrne insunnontables; 

Ayant egalement pris connaissance de ce que, par lettre en date du 7 mars 1924 adressee au 
Secretaire general de la Societe des Nations par l'intennediaire de la Nonciature apostolique en 
Suisse, le Saint-Siege a fait conna!tre que s'il etait demontre que le bien general demande quelques 
changements aux traditions venerables actuellement suivies dans la determination des fetes 
ecclesiastiques, et notarnrnent de la f~te de Paques, le Saint-Siege n'examinerait la question qu'apres 
le vreu prealable d'un concile recumenique; 

Constatant qu'il resulte des travaux preparatoires que les autres autorites religieuses interessees 
n'ont pas presente d'objections contre la stabilisation des f~tes mobiles pour autant que les reformes 
ace sujet auraient re~u l'assentirnent de toutes les Eglises chretiennes; 

Considerant qu'il appartient ala Conference d'exprimer !'opinion des gouvernements sur les 
aspects non religieux de la stabilisation de la fete de Paques et des fetes mobiles qui en derivent; 

Declare que les gouvernements dont les representants a la Conference ont vote Ia presente 
declaration, ou qui auraient communique au Secretaire general de la Societe des Nations avant Ie 
1er mai 1932 qu'ils s'associent ala presente declaration, estiment, aux points de vue economique 
et social, que Ia stabilisation des fetes mobiles est demandee par Ie bien general. 

En ce qui concerne le jour qui pourrait ~tre choisi pour Ia f~te de Paques, Ia plupart des 
gouvemements dont les representants se sont pr<monces a ce sujet ont exprime une preference 
pour le dimanche suivant le deuxieme samedi d'avril. · 

l:e Con~e!l de Ia Societe des Nations est prie de porter le present Acte a Ia connaissance des 
auto~tes rel:gteuses inte~essees en exprirnant l'espoir qu'elles etudient dans !'esprit le plus favorable 
les SUites qu ell~s pourratent donner au pr~e~t Acte. Le Conseil est egalement prie de faire conna!tre 
a~ant le 30 3:vnl 19.33 aux gouvemements mv1tes ala Conference les vues que les autorites religieuses 
lUI comrnumquerruent sur le present Acte et sur les suites que lesdites autorites entendraient lui 
donner. 
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ACT REGARDING THE ECONOMIC AND SOCIAL ASPECTS OF FIXING 
MOVABLE FEASTS. 

Whereas this Conference is called upon to give its opinion on the expediency from an economic 
and social standpoint of stabilising the movable feasts; 

A;nd whereas ~he pres~nt. ~stab~t1. of movable feasts disturbs the regularity of industrial, 
financial, commercial and ]Udici!ll achvihes, as well as the application of a normal plan of school 
and university studies; 

..;\nd w:hereas, the .Easter ~eason being almost universally a holiday period, the stabilisation 
of this fes~!Val at a suitable time would offer genuitie advantages to the population as a whole, 
and especially to employers. and employees in all branches of industry, finance and commerce; 
. And ~hereas l~rge sectwns of the population, and particularly economic circles and those 
mterested m education, have expressed the almost unanimous desire that movable feasts should 
be fixed; 

~d whereas stabilising the movable feasts is a pre-eminently religious question and any 
solution of the problem therefore depends on the free decision of the religious authorities; 

And whereas the Conference has noted that, according to the views expressed by the 
Special Committee on Calendar Reform, which included representatives appointed by the 
Holy See, His Holiness the <Ecumenical Patriarch, and His Grace the Archbishop of 
Canterbury, consideration of calendar reform, as regards both the stabilisation of Easter and the 
more general question of the reform of the Gregorian calendar, does not encounter difficulties which 
can be regarded in advance as insuimountable; . . 

And whereas the Conference has also noted that, by a letter dated March 7th, 1924, sent 
to the Secretary-General of the League of Nations through the Apostolic Nuncio in Switzerland, 

·the Holy See announced that, if it were proved that the general welfare called for changes in the 
venerable traditions at present followed in determining ecclesiastical feasts, particularly the 
feast of Easter, the Holy See would only examine the question on the preliminary recommendation 
of an <:ecumenical council; 

And whereas, in the preliminary proceedings, the other religious bodies interested have 
raised no objection to the fixing of movable feasts, provided that such reforms meet with the 
approval of all the Christian Churches; 

And whereas it is the duty of the Conference to voice the opinion of the Governments on 
the secular aspects of stabilising Easter and the movable feasts dependent thereon; 

The General Conference declares t1iat the Governments whose representatives at the Conference 
have voted for this declaration, or which inform the Secretary.-General of the League of Nations 
before May rst, 1932, that they endorse this declaration, consider, from the economic and social 
standpoint, that the common good calls for the stabilisation of movable feasts. . 

As regards the day that might be selecte~ ~or the feast of Easter, most of the ~overnments 
whose representatives have expressed any ol?mwn ~>n the _matter have pronounced m favour of 
the Sunday following the second Sat~rday m April. . . . • . . 

The Council of the League of NatiOns IS asked to brll?g this Act to th~ notre~ of t_he rehgwus 
authorities concerned, expressing the hope at t_he same tune that they wil~ C?nsider m the most 
favourable spirit what action they may take m the matter: The Council IS als? requested to 
notify the Governments invited to the Conference, before April 3oth, 1933, of any views express~d 
by the religious authorities on this Act and on the action which they may propose to take upon It. 
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R£SOLUTION RELATIVE AUX ASPECTS £CONOMIQUES ET SOCIAUX 
DE LA SIMPLIFICATION DU CALENDRIER GR£GORIEN. 

La Conference decide de transmettre aux gouvernements invites a Ia Conference I' expose ci-apres 
sur Ies aspects economiques et sociaux de Ia simplification du calendrier gregonen: , 

La Conference a pris connaissance du rapport du Comite prepar~toiie sur Ia question, des 
aspects economiques et sociaux de Ia simplification du r:aie_ndrier gr~gonen, e_t a en tend~ les de?la
rations des representants des divers gouv~rnements, ~ms1 que ~es mfo~ahons complementarr~s. 
donnees par certains d'entre eux sur les deszderata des dfye~s com1tt~s D:ahonaux. La presqu~ unam
mite des delegations a estime que le moment actuel n ~ta1t pas l?roptce, compte tenu de 1 etat de 
!'opinion, pour proceder a une modification du calendrter gregone~., , , , 

Certaines delegations ont declare que leurs gouvernements n etatent pas en etat, a ~ heure 
actuelle, de se former une opinion arretee sur les questions relatives a I'opportunite, aux pomts de 
vue economique et social, d'une simplification du calendrier gregorien. . 

La plupart des delegations a la Conference ont nettement reconnu qu~ le calen~ter actuel 
presente des inconvenients tels que ceux exposes dans le rapport du Com1te preparat01re, e~ ont 
esfime qu'il serait a coup stu- desirable en principe de disposer d'une mesure du temps plus sunple 
et plus exactement appropriee aux besoins de Ia vie economique et soc~ale moderne. U~ ~res. grand 
nombre de delegations ont en outre pense que toute reforme du calendr1er, Ia plus moderee fu~-elle, 
impliquant un changement delicat a des habitudes seculaiies, il serait preferable de n'envtsa&'er 
aucune reforme qui ne rut pas susceptible de remedier aux plus serieux desavantages du calendrter 
actuel. Sur trente-cinq delegations, onze ont estime que, par exemple, une simple egalis3:tion des 
trirnestres ne comporterait pas des avantages assez importants pour compenser Ies dtfficultes 
qu'entraine necessaiiement toute modification des traditions et toute periode transitoiie; quatre 
ont emis un avis oppose: 11 a ete signale, en outre, qu'un changement aussi minime au calendrier 
actuel n'apporterait aucun avantage sensible aux generations a venii. Un tres grand nombre de 
delegations a enfin exprime I' avis qu'une reforme quelconque du calendrier ne pourrait pratiquement 
aboutir que si elle etait appliquee simultanement dans le monde entier, ou tout au moins dans la 
tres grande majorite des Etats, et c'est pourquoi !'etude en a ete placee sous les auspices de la 
Societe des Nations. 

La Conference a examine les merites respectifs des calendriers perpetuels ,de douze mois et de 
treize mois tels qu'ils sont exposes dans le rapport du Comite preparatoire. Au cours des discussions 
a la Conference, on a fait ressortir que le calendrier de treize mois est theoriquement plus parfait, 
a condition, notamment, que des mesures appropriees puissent ~tre envisagees pour Ia sauvegarde 
des contrats existants pendant la periode transitoire, le calendrier perp~tuel de douze mois, en 
revanche, ayant l'avantage de rompre moins nettement Ies habitudes acquises. 
. L'introduction de jours complementaires ne portant le nom d'aucun des jours de Ia semaine, 
mtroduction necessaire en pratique dans tous les calendriers perpetuels, a souleve !'opposition 
de certaines ~ommunautes religieuses et de certains milieux sociaux dont les representants ont ete 
entendus par la Conference. Quelques delegations se sont prononcees dans le m~me sens. La 
plupart des delegations a la Conference ont estime qu'a defaut d'un vif mouvement d'opinion 
en faveur de !'introduction d'un calendrier perpetuel, cette opposition rendrait, au moins dans 
certains pays, l'introduction du calendrier perpetuel particulierement difficile, sinon impossible. 
11 a ete suggere ala Conference, ace propos, que si cette situation se maintenait, il serait possible 
d'apporter des ameliorations notables au calendrier actuel sans !'introduction d'un calendrier 
perp~tuel, par !'adoption d'un calendrier de treize mois non perpetuel et ne comportant pas !'intro
ductiOn de jours complementaires. Ce calendrier ne permettrait pas autant qu'un calendrier 
perpetuell'exacte comparaison de periodes correspondantes entre annees differentes, mais aurait 
neanmoins, selon ses partisans, l'avantage de diviser rationnellement l'annee et de permettre une 
c,<?mparais<;m exacte entr~ pe~iodes ~ l'interieu: ~'une m~me annee. 11 supprimerait, en outre, 
1 mconvement des semames IITegulierement divtsees entre deux mois successifs d'une m~me 
annee. 
, Dans _1e m~me ordre d'idees, !'attention de 1a Conference a ete attiree particulierement sur 

1 usage qm tend a se repandre dans les grandes entreprises commerciales et industrielles de certains 
pays d'un calendrier auxiliaiie genera1ement fonde sur Ia division de l'annee en treize mois. II a ete 
~dique_ qu'il y aurait _inten~t ~- c?ordonner :egulierement Ies experiences acquises ace sujet; si 
1 el!lplot d~ ces c~ell:dners aux~tam;s d~vena1t assez general parmi les organisations commerciales 
et m~ustnelles, ~ms1 que p~~~ ~es mshtutions statistiques, si surtout les communautes publiques 
venatent a en f~rre u_sage: 1 op_mwn, peu a p~u, serait mieux a m~me de percevoir exactement les 
~nseq1_1ences d une sunplificat~on du calendner. 11 a ete egalement indique qu'il ne serait m~me pas 
rmposstble,. dans ce. cas, ~·envts~er l'eventualite que certains Etats dans les territoiies desquels 
ces calendrters devtend~atent d un usage general se jugent a m~me de leur conferer, le moment 
vell:u~ un caracte~e offictel comme calendriers auxiliaiies reconnus dans l'exercice de certaines 
achvttes economtques officielles ou privees, concurremment au moins pendant un certain temps 
avec l'usage du calendrier ordinaire. ' ' 

La Conf~re~ce a estime que Ies efforts poursuivis par Ia Commission consultative et technique 
des commumcahons et du transit, par son Comite special de Ia reforme du calendrier, par les comites 
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RESOLUTION CONCERNING THE ECONOMIC AND SOCIAL ASPECTS 
OF THE SIMPLIFICATION OF THE GREGORIAN CALENDAR. 

The Conference dec~des to tr~smit to Governments invited to the Conference the following survey 
of th~ econom1c and social aspects of the simplification of the Gregorian calendar: 

~he Conference h~ taken ?ognisance of the report of the Preparatory Committee on the 
question of the econom1c and social aspects of the simplification of the Gregorian calendar and has 
heard the statements of the representatives of the various Governments as well as the additional 

· information supplied by some of these with regard to the desiderata of the various National 
Committees. The ~onfere~ce ~as almost unanimous in coming to the conclusion that the present is 
not a favourab.le trme, taking mto account the state of opinion, for proceeding with a modification 
of the Gregonan calendar. 

. Certain delegati?ns d~~ared that t~eir Gove:nments were not in a position at the present 
trme to form a defimte opmwn on questions relatmg to the expediency from an economic and 
social point of view, of a simplification of the Gregorian calendar. ' 

Most .of ~e delegations to the <?onfe:ence have clearly recognised that the present calendar 
has certam drsadvantages, as explamed m the report of the Preparatory Committee, and have 
exp:essed an opinion that it would certainly be desirable, in principle, to secure a simpler measure 
of trme more accurately appropriate to the needs of modern economic and social life. A great many 
~elegation<>, moreover, thought that, as any reform of the calendar, however moderate, would 
mvolve a rather awkward change in century-old habits, it would be preferable not to consider any 
reform which would not remedy the most serious defects of the present calendar. Of thirty-five 
delegations, eleven were of opinion that, for instance, a mere equalisation of quarters would not · 
be accompanied by advantages sufficient to counterbalance the difficulties which must necessarily 
be encountered in connection with any modification of traditions or any period of transition. 
Four delegations were of a contrary opinion. It was also pointed out that such a small change 
from the present calendar would not confer any noticeable benefits on future generations. Finally, 
a great number of delegations expressed the opinion that any reform of the calendar could 
only be put into practice· if it came into force simultaneously throughout the world, or at least in a 
very great majority of Stat~s, and it was for this reason that the study of this question had been 
placed under the auspices of the League of Nations. 

The Conference examined the respective merits of the perpetual calendars of twelve and 
thirteen months as set out in the report of the Preparatory Committee. In the course of the 
discussions of the Conference, it was pointed out that the thirteen-month calendar was theoretically 
more perfect, particularly if appropriate measures could be devised for the purpose of safeguarding 
existing contracts during the transitional period, but that the perpetual calendar of twelve months 
possessed the advantage of disturbing acquired habits to a much smaller extent. 

The introduction of supplementary days bearing no weekday name, a necessary adjunct in 
practice to all perpetual calendars, roused the opposition of various religious communities and 
certain social organisations whose representatives were heard by the Conference. Some delegations 
expressed the same view. Most delegations were agreed that, failing a strong trend of opinion 
in favour of a perpetual calendar, the opposition would, at least in certain countries, make it 
very difficult, if not impossible, to introduce the perpetual calendar. It was suggested to the 
Conference in this connection that, if this situation continued, it would be possible to make 
appreciable improvements in the present calendar without introducing a perpetual calendar, by 
adopting a non-perpetual calendar of thirteen months without the introduction of supplementary 

·days. That calendar would not permit, as accurately as a perpetual calendar, an exact comparison 
of corresponding periods in different years, but would, nevertheless, in the opinion of its advocates, 
have the advantage of dividing up the year rationally, and of allowing of an exact comparison to be 
made between periods within the same year. It would also do away with the drawback of having 
weeks irregularly divided between two successive months in the same year. 

In the same connection, the Conference's attention was drawn, in particular, to the use, 
which is becoming more and more extensive among large commercial and industrial undertakings 
in certain countries, of an auxiliary calendar, usually based on the division of the year into t~irteen 
months. It was suggested that the experience gained in this matter should be prop~rly co-~rdinat~d. 
If the use of these auxiliary calendars became sufficiently general among commercial and mdustn~l 
organisations and among statistical institutions, and, particularly, if they were employed by public 
authorities, it would gradually be possible for public opinion to perceiv~ more clearly t~e conse
quences of a simplification of the calendar. It was also suggested that rt 'Yas even possrble t~at, 
if this were done certain States in whose territories these calendars came rnto general use mrght 
think fit in due c~urse to confer upon them an official character as auxiliary calenda:S r~cogn~d 
in certain official or private economic activities concurrently, at all events for a certam trme, wrth 
the use of the ordinary calendar. 

The Conference considered that the efforts of the Advisory and Technical Committee for 
Communications and Transit, through its Special Committee for the Reform of the Calendar, 
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nationaux qui ont ete institues sur sa demande, a la suite d'une resolution de l'Assemblee de la 
Societe des Nations, et par le Comite pn!paratoire de la Conference, n'ont paS ete vains. Pour la 
premiere fois, !'opinion publique dans son ensemble a commence a Hre mise a meme de discilter 
serieusement les avantages et les difficultes de la simplification du calendrier gregorien. Pour la 
premiere fois, elle a pu commencer a pt:,rcevoir nettement qu'il dependait d'elle seule de provoquer 
toutes decisions qu'elle pourrait juger utiles sur cette simplification. C'est aussi pour la premiere 
fois que !'ensemble des gouvernements a ete amene a voir dans la simplification du calendrier 
une question precise susceptible de discussions entre eux au cours de deliberations officielles. 
Les travaux pn\paratoires ci-dessus mentionnes, de meme que les discussions au sein dela Conference,· 
qui retiendront sans doute !'attention des gouvernements, apporteront aux services gouverne
mentaux competents les elements indispensables a une decision reflechie. 

La Conference tenant compte de la situation ci-dessus exposee, n'a pas juge opportun de se 
prononcer sur le principe meme de la reforme du calendrier; mais la Commission consultative et 
technique des communications et du transit ne manquera pas de suivre les efforts qui continueront 
sans doute a etre poursuivis pour eclairer !'opinion sur les a vantages ou sur les inconvenients d'une 
reforme. Elle ne manquera pas non plus de tenir les gouvernements regulierement informes a ce 
sujet. Elle perseverera ainsi dans sa tache qui a toujours consiste, non a se livrer a une propagande 
quelcm;tque, mais a eclairer impartialement !'opinion sur un probleme economique et social dont 
l'expenence a montre, quelles que soient les idees emises pour ou contre la reforme du calendrier, 
qu'il eveillait un vif interH dans un grand nombre de pays du monde entier. 
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through the NatioQ.al Committees setupatitsrequest,in consequence ofaresolutionoftheLeague 
Assembly, and through the Preparatory Committee for the Conference, had not been in vain. For 
the :first time, public opinion as a whole has begun to be in a position seriously 'to discuss the 
advantages and drawbacks of the simplification of the Gregorian calendar. For the first time it has 
begun to pe~;ceive clearly that it rested with it alone to take whatever decision it considered advisable 
with regard to this simplification. It is also for the first time that Governments in general have been 
brought to regard the simplification of the calendar as a definite question capable of discussion 
between them in the course of official deliberations. The preparatory work mentioned above, 
and also the discussions in the Conference, to which Governments will doubtless devote attention, 
will provide the competent Government departments with the material necessary for a considered 
decision.· 

0 
In view of the situation set forth above, the Conference did not think fit to express any opinion 

on the principle of calendar reform, but the Advisory and Technical Committee for Communications 
· and Transit will follow the efforts which will doubtless continue to be made for the purpose of 
enlightening opinion as to the advantages or disadvantages of a reform. It will also keep the 
Governments regularly informed on the matter. It will thus continue its task, which has always 
consisted, not in any particular propaganda, but in the impartial enlightenment of public opinion 
on an economic and social.problem which, as experience has shown, and whatever the arguments 
advanced for or against the reform of the calendar, arouses a lively interest in a large number of 
countries throughout the world. 
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B' = Point avant extreme sur Ia 
race supo!rieure du pont de tonnage. 

a b = Hauteur de Ia membrure + 
epaisseur du '\aigrage, mesurees hori-
zontalement. · ( 

B' = Extreme point forward kitu~
ted on the upper side of-the tonnage deck. 

a b = Depth of frame + thickness 
of celling measured horizontally. __ 
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A' = Point arriere extr~me sur Ia 
face superleure du pont de tonnage. . 

a b = Hauteur de Ia membrure 
mesuree horizontalement (ll n'y a pas 
de vaigrage). 

A' = Extreme point aft situated on 
the upper side of the tonnage deck. 

ab = Dep_th of frame, measured 
horizontally (no ceiling Otted) . 

.' 
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abc represente !'angle d'elancement et a b Ia face superieure du pont de tonnage. 
b c represente solon Je cas Ia face arriere de l'etrave, ou Ia face intt!rieure des tOies a l'arriere. 
La perpendiculaire b d represente J'o!paisseur du pont de tonnage. Los points B' ou A' des 
fig. 5 et 6 doivent alors etre deplaces selon le cas vers !'avant ou vers l'arriolre d'ime dis
tance egale a de representant l'elancement dans l'epaisseur dupont. ' 

a b c represents the angle of rake and il b the upper side of the tonnage deck. b c 
represents the aft side of the stem or the inside of the shell-plating at the stern, as the case 
may be. The perpendicular b d represents the thickness of the:tonnage deck. The points 
B' or A' as shown in FigJ 5 and 6 are then to be:-moved, for!ward ·Or aft, as the case may be, 
for a distance equal to de representing the taki in the thickness of the deck. 
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A A' = c d = Hauteur de Ia deml-dunette, B B' = a b = Hauteur de l'avant-pont 
sureleve. 

Si l'avant ou J'arriere sont de forme carree on ajoutera, en maniere de rectification 
un tiers du bouge de barrot a a b ou c d • 

A A' = c d = Heigbt of raised quarter-deck. B B' = a b = Height of raised fore
deck. If square-bowed and /or square-sterned, the heights a b and c d should be corrected 
by adding one-third round of beam. 
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a b, c d = ·profondeur du coqueron 
lorsque cet espace est mesure pour Ia 
deduction. 

a b, c d =·Depth of peak tank when 
measuring this space as a deduction. 

a b, c d = Profondeur du coqueron lorsque cet espace est mesure pour Ia ,deduction. 

a b, c d = Depth of peak tank when measuring this space as a deduction. 



-10-

F14: 28. 



~ 

J 

-u-

I. 
I 

' Ia 
- - ~ t-f ~ 

TOHNitC,E 'J)f/>Tif ~ a.i- +C - fr,gf_. 
e • THICK'NE'<>~ OF fjllOUNJJ':. • 

,g,J • 'Ti:ouNJJ 0 P..EI/NI. 

HAUTE,UR OE TONI AGE • ab +C- 1/3 of. 
C: EPAISSEUP. D S LAM &OURt>ES 

of' 80UGE DEB RROT. 

-? 

I c l 

.I 
I 
Ia, 

~-, 

~ 

ToNNAC,E .DEP'm '" gJ_ + C +f o/.e - ~ ~· 
e • THICI("NI:5o"' OF CilrOUN»'i>. 

de = F'/II.L OF iNJ E'li: E!ooTTOM. 

g,j:. :' 'KOUNJJ OF ' ,/!If/Ill. I 

HAUTEUR DE TONNAG ·.ab+C~ !f2 de-l(:, of. 
C• EPAISSEUR DES L> MBoURDES. - -

de• BAISSE DE NIVEAl DU FOND INTERIEUR. 

~ af,eouGe DE ~ARROl; I · ~ 
~ 

e 'I 1 
~-~~~=-~-=d=~~-

FIC}:31 



1 

12-

let 

f' 

TOIINij~E: llfPTH 2 g&, -(-i}e + ~ g)) . 
1-e • lt%1:. OF II NEI? SOTTOM. 

~ = 'RO<JNJ) OF P..<RIIl. 

HAUTEUR OE TONNA1• OC -(Yz be+ 1/3 of) 
be· HAUSSE oe NIV AU ou FOND INTERIEUR 

of • 8DUGE. DE BARrOT. 

1 
l r--
e 

I 
Fl~: 32 

a 

I 

no,OT,,
1
, alr+!..ecl-..!..af 

- 2- 3~· 

CEILING . 

BE~ I>!. 

l 

cd' BAISSE DE 

of. • BOUGE 

AGE• cb • Yz cd- Y5 of. 
I - -
IrE AU DU VAIGRAGE. 

BAR ROT. 

FJC.: 33 

I 



' ,.; 

e 

13 

I 

TOHHB~t XPZ'H • _gj-{ie+;a). 
C = "RI$1:. OF TgP~IN£ Of Fl. 
d.• li!OUNJ) OF BERM • 

~ ~Hll.{J STR~I~HT L;HEli • 

HAUT. DE TON NAGE•Ob-(Y2C•l{, 
£•HAUSSE DE NIVEAU DE LA Lh 

GNE DES FACES SUPER.DESVAI! GilES. 

d~ BOUGE DE BAR ROT. I 

e ef& fg IJGNES DROr:T 

-c-L~-c=--r-=--=---

f 
I 

' F'l~: 3¥ 

ao 

' ' . 
r'l

1 
.,AUUUR DE TONNAGE ·~-~C TONN~~E D•P.TH• a&- -~C. 

C .. "KOUND· OF BEI\M. 

d~ 1/ND if. 1/N El/~1 
C.oNT.INUOU~ CU1iNE. 

r\ C • BOUG.E OE 8ARA.OT. 

~ <'4! &gf IJNE COURB'!! 

"'1 R!iGULIE~e ET CONTIMUE 

' n 
' ' n 
' ' 

-. :::._::::-.!--+......ob-~ 
I 
' 

Fl~: :3S 



obcd A MESURER siPAAEME.NT f:T.A AJOIITER 

JI,U YOLUMI! PRINCIPAL • 

-14-

a.t = TONN!it;E 1JE 

co£-ef TO BE. 

abed A I" £.SURER siPARIE'M£NT ET;.. oiDuiR! 
"\. 1)iJ'V0iuM~ PRINCIPAL 

ql-ea/. TO &E IUIJ~UR~:D ,fPIJ7fiJrELY 
IIHIJ TO 8£ .DEDUeTEJ) ~OM TH£ UN:DCIUECit 

TONH/1~£. 

~ 
~ 
• g 
= 

d. ~ 

" 

1/ND To P..E. 1JE:IJlleTE1J 'FROM 

TONNfi(,E.. 

ab= HAUTEUR DEw,,.,.~,.·
cdef A MESURER 

AMENAGE ExclusiVEMEHT AU·DEssous DES 
I ECOUTILLES • 

Fl(,: 38 



-15 
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On mesure R ou r aux hiloires avant et arriCre et, si les deux valeurs ainsi obtenues 
ne sont pas egales, le bouge de barrot utilise pour Ia determination de Ia hauteur de ton
nage devra ~tre represente par un chillre proportionnel entre les bouges de barrot mesures 
aux hiloires avant et arri~re d'apres les distances entre Ia coupe et chacune de ces hiloires. 

R or r are measured at both end coamings and, if the thus-obtained values are not 
equal, the round of beam used for ascertaining the tonnage depth should be proportionate 
between the rounds of beam at the end coamings according to the distances of the sections 
to the end coamings. 

DANS US C'AS OU LA HAUT~UR I!'ST MESUR a EI'IT'lE LA 'ACt 15U•tltii!Uit! DU V.IRANGUES ET ~ . 
ONAJOUTERA LA OISTAMC! db $1 LE PONT EST ABAISSi,ou ONLA O£DVIRA .SILl! PoNT E.STSUII.ili!V', 

WHlN THL~PTH 1$ NtR$1JR£1J "10M ToP OF 'l.OOlr 1'0 
J. TH~ ZJI57/INCL gf I$ TO 8E IUI.DU IN THo!; C .. $,£ OF /1 
6UH1Ct.H llttK O'lt DE:DUCT~ll IN nt! C.UI!' OF If 1'1U'illll .:D!.tlf. 
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La longueur totale de l'espace d'entrepont = A'B' + cd + •I· A' B' =longueur de tonnage. cd et ef =Additions il app~rtcr ala 

longueur de tonnage. 1 g = Longueur 1. g d = Longueur 2. 

The whole length o( the 'tween-deck space = A' B' + c d + e f. A' B' = Tonnage length. p d and e 1 = Additions to be applied to 
the tonnage length.~ f g = Length 1. gd = Length 2. 
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NOl'l: 1t SET OFF THE Hq•F ~li£41JTU~ 'lf• , 1hll. , 'f•• RNll 'lh>1a 4T THE POSITION$ 1t, 11'/, , 18 ~NJ) 121, 
PERPI:NJ)It.U'"Jllil TO II l!tl:t!!.E. L.tN£. ~a: ON R t!ONVENltNT ~C:Il4.E. liND liRiiW II C.cJ'RI/t. 

eoNNE~TIN4 THE POINT~· .. fl', flY~' ,12' qNll 13, II•O<l!TqtN TH<~lliFT£Jr ~HE li'RE!I !1•11'•12'-1~ 
(•II) &~MEliN' OF II .P>!INIMURE·, TH!N .q• (1j,+ "''r•>+"j-.,.) )(. r. ... ·IN THI& C4&< 
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. ' . +It"}, .... 21!-,+ ..,';!-,.+ '1!-.. ). 
NOTE I REPORTER t.es ~I~LAI!GEUAS ~~, Yuf1 • Y,_a ET y,1 ?, AUK PiJIN'S T?. 1T?I., 12 'r IZ~ PE!fP~NOICV£AIA~NG~ 

A ~A l.IGNE DE BAS~ J( X A V~ /!CHEllE APP'tOPIUG~ ET TR-ACER UI'(E COUR8£ IU!l.IANT LES POINTS 1T: 11~,' 12' 
£T/5, O~r~RM/N£4 EIVSV/r~ ~.II JQA!:RP'IC.d: ,T•?T"-.12'•/,Z f'~A) ,qu.P.t.ANtMiftTNE. EN CE CAS A •tY. ~ .f>Y,z ._,I';;~) 
x v.:sr. o.v cAi..C'vt.e Yt.J O"APREs L'~QvArtDH ~r l.E CHIFF.R.e nuu1v,rf ootrerttu PDNrE St~lf lA roRHVU! M cJAUGE. Fl~: 75 
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a et I hi j doivent etre indiqnes sous Ia rnbrique • econtilles • dans Ia fonnule de jau- . 
. geage et compris dans le volume total des econtilles ; k doit etre indique sous une rnbrique 

Speciale de Ia fonnule de jaugeage et etre exempte du tonnage brut. b d l m et n 0 e C etant 
fennes et situes dans les limites d'un espace ouvert doivent etre signalees sous Ia rubrique 
, superstructures • comme etant des • trunks •, dans Ia fonnule de jaugeage, et doivent Hre 
compris dans le tonnage brut avec Ia superstructure dans laquelle cet espace est situe. 

d 1 g e ·moins p doit etre mesure et compris dans le tonnage brut. 
a and I hi g to be stated under "hatchways" on the fonnulre of measurement and 

included in the aggregate cubic capacity of the hatchways. k to be stated under a special 
heading of the ronnulre of measurement and exempted from the gross tonnage. b d l m 
and no e ,c, closed-in and situated within an open space, to be stated under superstructures 
as "trunks" on the fonnulre of measurement and included in the cross tonnage. 

dIg e less p to be measured and included in the gross tonnage together with the 
superstructure. 
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Fl(i: 79 

a b c d moins g et b e I c doivent 8tre mesuro!s, indiquo!s sous une rubriqUe speciale dans 
Ia formule de jaugeage et exempto!s du tonnage brut. -

a b c d Jess g, and be 1 c to be measured, stated urider a special heading of the fonnulre 
of measurement and exempted from the gross tonnage, 
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f'IC.: 80 
La claire-vole et J'espace abed doivent !tre exemptes du tonnage bru!. 

Skylight and 'l bed to he :xempted from the gross tonnage. 

e 
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d, WINWN I 
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F'IC,: 81 
L'espace a bed doit !tre exempte du tonnage brut, car il sert exclusivement il J'eclai-

rage et ilIa ventilation de J'espace situe au-dessous. ' 

abc d is to be exempted from the gross tQ.nnage as serving exclusively for admission 
of light and air to the space below. 

I 

SMOt(IN(i RooM 
FUMO/R 

F'll4: az 
Seull'espace a bed dolt !tre exempt!! du.tonnage brut. 

Only abc d shall be exempted from the gross tonnage. 
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Pij~!lf.HG-£1\'So' Jict:OMOllltTIOfl' 

Fl~' 83 

Seuls les espaces abc d et ad e doivent 8tre exemptes ·du tonnage brut. Le mesurage 
du dernier espace qui en general n'est pas cloisonne s'e!Tectue comme il est indique sur le 
graphique. 

Only a b c d. and ad e shall be exempted from the gross tonnage. Measure{nent of 
the lat\er, which, as a rule, is not bulkheaded off, is to be carried out as shown in the figure. 

w.~. CA~/.1£ DE"' 2#QW"PAGE 
C:I!'£W'~ ME~SJIOOM 

C11£W"& M£!.57i'OOM 
CARitE OE£~/Aof~ 

Fl(i: 84 
L'espace e f g h et l'escalier,situe imm6diatement en dessous dans un~ suPerstructure 

{dunette, par exemple) doivent ~tre exemptes du tonnage brut. On mesurera a b cd 
(ensemble de Ia superstructure, puis, separement, e I g h, et les deux W.-C. qui seront dt!fal
ques de a bed; i doit @tre traite comme un couloir. 

e 1 gh and the stairway situated directly below in a superstrn~ture (e.g., a poop) to 
be exempted from the gross tonnage. a b c d (the whole superstructure) is measured, 
after which e 1 g h and the two W.C.'s must be measured separately and deducted from 
a bed. i is to be treated as a passage-way. 

:!~a~~ W.C/!!o /IIIIJ 
t.Z'Q(NA4~ aew's 

W.fSH'WOCIM' 

Fl~: 85 

.t.'~tJit.I/PA~ 

/lt!l!.OMMOD/ITION 

e 1 g h et e h j doivent .<!tre exemptes (lu tonnage brut. 

"f g h and ~ h j to be exempted from the gross tonnage. 
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be 1 c doit ~tre exempte dn tonnage brut. 
a bed ne doit pas ~tre exempte du tonnage brut. 

b e 1 c' exempted. 
a b c d not exempted. 

a 

F'l ~: 8( 
r 

Avec ce dispositif, seuls les urinolrs abc d et les W.-C. e I g h, plus l'espace de W.-C. 
marque A sont il exempter du tonnage brut. 

. In this case only the uxlnals abc d and W.C.'s e 1 g h and the W.C, indicated by A: 
shall be exempted from the gross tonnage. 
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abc est une superstructure fermee (gaillard}. 
d ef g est uu puitsaux chaines et doit @tre exempte (a mesurer exterieurelnent). 

abc is a closed superstructure (forecastle). 
de f g is a chain-locker and is to be e'!'empted (externally measured}. 

/ 

• 

a b c est nne superstructure fermee (gaJIIard). 
-de fa est un W.-C. ; Ia partie d' e I' a' doit done ~tre exemptee. 

abc is a closed superstructure (forecastle). · 
de f a is a W.C. ~nd therefore the part d' e f' a' is to be exempted. 
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ESPAC~ ~N'I'RE L.~ POW .svPI!RI~VN ET t;~ Pt:Wr ~~A &WD Dt!S MIIWRI!'S A PDNJ' ASNI PtiY~Rr. 
SPRt£. BETWEEN UPPER DEtt< RNJl SHe~T£R.:DEtK IN AN QP"l &H£~TU·DEtlf 51111" 

Les Cloisons a b, e 1 et g h peuvent a voir une ou deux ouvertures de tonnage. Aucune hiloire ne peut Otre ~tablie aux ouvertures m. 
Les espaces a b c d et I k b a doivent etre exemptes du tonnage brut. Le galllard d c i, deduction faite du puits nux chaines, et de Ia cambuse, 
et Ia dunette j kl, deduction faite de l'appareil de gouverne, et Ie cas ecMant des W.-C., escaliers, etc. (art. 57) situ~s dans le logement de 
l'~quipage, doiyent @tre inclus dans le tonnage brut. Les ~coutilles o doivent 8tre compt~es dans le volume total des ~coutilles> 

The bulkheads a b, e 1 and g h may be fitted with one or two tonnage openings. No coamings allowed to the openings m, a b c d and 
I k b a to be exempted from the gross tonnage. The forecastle d c i less chain-locker, the provision-room and the poop j k ·1 less steering 
gear and less possible W.C.s, stairways, etc. (art. 57) situated within crew's accommodation to be included in the gross tonnage. The hatch
ways o to be reckoned in the aggregate cubical capacitr of hatchways. 
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\ . 

Une ouverture de tonnage situee dans un gamarli d'avant enti~rement ouvert a J'ex
tremite arriere ~ l'espace du p<mt abri ne doit pas Ure exempt<! du tonnag~ _brut. 

Tonnage opening enclosed by a forecastle entirely open at _the after end. Shelter
deck space not to be exempted from inclusion in tbe gross tonnage. 

'· 

-
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FIG: 94 

a = ouverture unique, 4 pieds 
de large et 5 pieds de haut, situe~ 
dans Ia ligne mediane de l'espace 
en question, rend le gaillard nn 
espace • ouvert a. 

a =Single opening, 4 feet wide 
and 5 feet in height, situated in the 
middle line of the space concerned, 
renders the forecastle an open 
space. 

FIG: 95 

a = ouverture unique, 4 pieds 
de large et 5 pieds de haut, situee 
aussi pr~s que posssible du plan 
longitudinal du gaillard, dolt ~tre 
amenagee pour que le gaillard 
puisse ~tre considere comme nn 
espace c ouvert •· 

a = Single opening, 4 feet 
wide and 5 feet in height, situated 
as near to the middle plane of the 
forecastle as is practicable, should 
be fitted if the forecastle is to be 
considered as an open space. 

·FIG: 96 

Etant donne qu'il est impos
sible d'amenager une ouverture 
dans Ia ligne mt\diane, etant donne 
d'autre part qu'il n'y a pas de rai
son pour ne pas avoir deux ouver
tures, une de chaque c6te, deux 
ouvertures au moins de 3 pieds de 
large et 4 pieds de haut doivent 
~tre amenagees pour que le grullard 
pulsse atre consider<\ comme un 
espace • ouvert •· 

It being impossible to fit a sin
gle opening at the middle line, but, 
on the other hand, there being no 
reason why thet e should not be here 
two openings, one on either side, 
such openings at least 3 feet In 
breadth and 4 feet In height must 
an open space. 
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be fitted if the forecastle is to be considered as 
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Bien qu'il existe une ouverture de tonnage a b remplissant les ~onditions requises, 
I 'ensemble du gaillard avant doit @tre inclus dans le tonnage brut, a cause de Ia porte ame
nagee dans Ia cloison a c. D'ailleurs, si cette porte n'existait pas, on aboutirait au meme 
resultat a cause de Ia porte d. 

Irrespective of the fact that the tonnage opening a b fulfils the conditions, the whole 
forecastle less W.C. shall be included in the gross tonnage on account of a door being fitted 
to the bulkhead at c. Even in the absence of a door at c, the existence of a door at d will 
have tile same result. · 
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FIG • 99 

. a bed est enti~rement ouvert aux intemperies. Etant donne qu'll n'y a pas d'hiloires 
et que Ia poutre du pont constitue !'unique protection de l'ouverture, l'espace a he d ne 
doit pas @tre inclus dans le tonnage brut. , • 

a bed is entirely open to weather and sea. As no coamings are provided and the 
deck-beam forms the only projection to the opening, the space a b c d Is not measured In 
the gross tonnage. 
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ab (distal)ce entre Jes corni~res).au minimum 4 pieds ou 1"'219, cd ega! au moins 

a e f. · 

a b (the distance between the angle bars) at least 4 feet or 1.219 m~tre. c d at least 
equal to ef; 
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PA6e 

a = Espacc allectC ~l J'equipage. Le couloir best a dCduire .. 

u = Crew spaces. The passage way b to he deducted. 

t-----Cl<EW'S !lCCOMMO
LOGeM NT Oe L'L"Q 

F I~: 1D3 

MRII.. - - ROOM'J 
C-4BINE Df./ 

COVRR ER 

Au cas o\1 la porte d n'exislcrait pns, le couloir b nc pourr.lit Nrc dl~duit it cause du 
fait qu'il sert egalemcnt d'unique acds a un espace non deductible (cabincs du courricr) 
a travers lc couloir non d,Cductil>le a. Vu l'existence de Ia porte d, le couloir b sera deduit. 
L'cxistence d'un trou d'homme donnant acc&s it une citerne non dl~ductible ne sera pas 
prise en consideration, Ctant donne qu'un tel tl'ou d'hommc n'est gt-neralement pas uti
lise durant Ic voyage. 

If the door d should not have existed, the passage-way b could not he granted any 
deduction on account of its also serving as exclusive access to a non-deductible space 
{mail rooms) through a non-deductible passage-way a. The existence of the doo1 d causes~ 
however, that the passage-way b is to Le (leductcd. The existence of a manhole giving 
access to a non-deductible tanl\ wilf not be taken into account. as such manhole is. as a 
rule. not used during tltc ship's serYkc. 
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abc fait partie d'un entrepont. 
de f g (lampisterie) et hi j k (puits,aux chaines (him I) et magasin du maitre d'equi

·page (k j m l), mesures jusqu'a Ia face interieure des membrures ou des renforts, seront 
-deduits. 

a b c is a part of a 'tween deck. 
de f g (lamproom) and hi; k (chainlocker (him I) and boatswain's stores (k j m 1)), 

measured to the inner surface of the frames or stiffeners, shall be deducted. 

I 

(ll 
-L.L--

c 

. Fl~: fOj! 

a b = Hauteur du tunnel. a c = Epaisseur du vaigrage. 

a b = Height of tunnel. a c = de = Thickness of ceiling. 
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a b c d = Espace situe sous Je plafond de I' • espace principal • ; doit @tre traite confor
mement au paragraphe a) de !'article 76. be{c,ghli et mnkol sont a traiter confor
mement au paragraphe d) de !'article 76. , 

abc d = Space below the top of the main space; to be dealt with under paragraph (a) 
of Article 76. be f c, g hI j and m n k o I to be dealt with under item (d) of Article 76. 

£,,_--t---, i 

IJUNE.J7E 

--!S!J.=~-e ___ gu-*~;&!l __ f l!E<Jc 

-- ---- :teN~ -O~t~::~~,:}! r QF UJfPE.R DE:C:K • UGH~ ~Cii7NVAnON FUfL PONT ..s 'R~EV~ 
SP~<£ 

EsPAC~Pt: 
CON8VST/. 

I 

Fie,, 109 

-----

FU£.L. 

abc d = Espace situe sous le plafond de l' • espace principal • ; dolt ~tre traite con- • 
formement au paragraphe a) de !'article 76. be 1 c, e g h f et g I j h sont a traitor con for-
moment au paragraphe d) de !'article 76. -

a b cd = Spa):e below the top ofthe main space ; to be dealt with under item (a) of 
Article 76. be I c, e g hI and g I i h to be dealt with under Item (d) of Article 76. 
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a = Espacc situc sons Ie plafond de I' • espace principal • ; a traitor confonncnient au paragraphe a) de !'article 76. 1 g IIi il ,traiter 
conformcment au paragraphe b) de !'article 76. b cd e j et•k a traiter conformement au paragraphed) de !'article 76. 

a = Space below the top of the main space ; to be dealt with under item (a) of Article 76. 1 g hi to be dealt with under item (b) 
of Article 76. b cd e j k to be dealt with under item (d) o! Article 76. 
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La hauteur totale a b ne dolt pas ~tre superieure a Ia hauteur de tonnage dans l'espace 
mesure. Par consequent, Ia partie superieure b c de Ia hauteur dolt suhir une diminution 
egale' a un tiers du bouge de barrot mesure en de. La dynamo qui ne sert que pour l'eclai
rage et Ia navigation ne fait pas partie de l'appareil moteur ; elle dolt done ~tre mesuree 
a part suivant le pointille, et l'espace dolt ~tre defalque de l'espace situe sous le plafond de 
I' • espace principal • (il est entendu que I g hi s'etend sur toute Ia longueur). 

The total depth a b must not exceed the tonnage depth in way of the measured space. 
Therefore the uppermost part b c of the depth should be decreased by one-third round of 
beam measured at de. The dynamo which is only available for lighting or navigation 
purposes is not to he regarded as part of the propelling machinery and therefore is measured 
separately as shown with dotted lines and the space is subtracted from the space below the 
top of the main space (it is to be understood that I g hi extends over the full length). 
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Dans ce cas, Ia rectification (un tiers du bouge de barrot mesure en c tl) se rapporte 
it Ia hauteur a b de Ia partie superieure du tambour d'eclairage et de ventilation situe en 
dessous du pont de tonnage. Aucune restriction n'est a appliquer au tambour d'eclairage 
et de ventilation en dessous du pont superieur. 

In this case the correction for one-third round of beam (measured at c tl) should be 
applied to the height a b of the uppermost part of the light and air casing situated below 
the tonnage deck. No restrictions to be applied to the light and air casings situated below 
the upper deck. 
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Coupe horizontal. Horizontal section 
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a = Un tiers du bouge de barrot. L'espace de Ia caisse d'approvisionnement en huile 
pour usage journalier est un espace pour combustible, et n'est done pas a inclure dans 
l'espace de l'appareil moteur mals dolt @tre d~dult de bed e. . ' 

a = One-third round of beam. Tank f011 daily supply constituting fuel-oil space and 
therefore not regarded as propelling-machinery, to be subtracted from bctle. 
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a et b = Refrigerateurs. c = Chaudiere auxiliaire ne remplissant pas les conditions 
pennettant de Ia considerer comme partie de l'appareil moteur. Les espaces strictement 
occupt!s par a, b et c doivent etre mesures separt!ment et defalques de de I g. Pas de clol
sons entre les refrigerateurs, Ia chaudiere auxiliaire d'une part et Ia chambre des machines 
d'autre part. 

a and b = Refrigerating plant. c = Donkey-boilers not fulfilling the conditions for 
being regarded as propelling machinery. The spaces strictly occupied by a, b and c to be 
measured separately and subtracted from de f g refrigerating plant and donkey-boilers 
not bulkheaded off from the engine room. 
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abc d do it etre de dimensions raisonnab1es; les dimensions dead et b c ne doivent pas 
ctepasser celles qui permettent d'efiectuer convenablement une visite, et, s'il y a lieu, des 
reparations, a mains que l'espace abc d, a sa partie superieure, soit occupe par des machi
nes ou appareils vises a !'article 78 a). Il est entendu que Ia partie e f g h do it etre consideree 
comme un tunnel d'arbre d'helice et mesuree comme tel jusqu•a une largeur supposee. 

a b c d should be reasonable in extent ; a d and b c should not be larger than is deemed 
reasonable for the purpose of overhauling, unless the upper part of abc d is taken in by 
machinery or appliances as mentioned under Article 78 (a). It is to be understood that 
the part e f g his regarded as a shaft tunnel and measured to an assumed breadth as such. 

Fl4: 120 
abc d do it Ctre de dimensions raisonnables ; a c et b d nc doivent pas Ctre plus haut 

qu'il n'est indispensable pour pouvoir examiner ou sCparer les arbres d'hCJice. 

abc ll should be reasonable in extent; a c and b d should not be higher than is neces
sary for overhauling and survey of shafts. 
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L'espaee a b c de: 1 est un vaste espace situe immediatement a I'arriere de Ia chambre 
des machines principales. L'espace inclus dans eelui de l'appareil moteur ne doit pas depas
ser celui qu'occuperaient les tunnels g b a 1 e I k j i h. 

Space abc de 1 is a large space immediately aft of the main machinery space. The 
space included in the propelling machinery space shall not be larger than would be taken 
in by tbe tunnels g ba 1 elk j i h. 
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a b f d = p q u Is r. Les dimensions de cet espace ne doivent pas depasser celles qui 
permettent convenablement d'examiner et de verifier Ia ligne des arbres d'helice, compte 
tenu de Ia construction generale du navire a cet endroit. 

abc d = p q u Is r shall not be larger than Is reasonable for the purpose of overhauling 
the •haft-line, taking into account the general situation in this part of the ship. 
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La chaudiere auxiliaire pouvant Hre consideree comme faisant partie de l'appareil 
moteur, l'espace abc d doit ctre inclus dans l'espace situe sons le plafond de 1' • espace 
principal-., les tambours de la machine auxiliaire doivent compter comme espaces d'eclai
rage et de ventilation. Si, sur demande de l'armateur, ~cos tambours doivent etre compris 
dans le tonnage brut et·dans le volume des espaces qui servent a determiner Ia deduction 
allouee au titre de l'appareil moteur, leur longueur sera restreinte comme i1 est indique ci
dessus. S'ify a lieu, Ia largeur des deux tambours de Ia machine auxiliaire sera egalement 
reduite. 

The donkey-boiler fulfils the conditions for being regarded as propelling machinery, 
Consequently, the space a b c d shall be included in the space below the top of the main 
space and the donkey-boiler casings shall be considered as actual light and air spaces. If, 
at the request of the owner, the donkey-boiler casings are to be included in the gross ton
nage and in the cubic capacity of the spaces upon which the propelling power allowance 
is based, the length shall be restricted as shown in the figure. If necessary, tbe breadth 
of both donkey-boiler casings shall also be restricted. 
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REPORT ON THE UNIFICATION OF TRANSPORT STATISTICS. 

The League of Nations .Advisory. and Technical Committee for Communications and 
Transit first dealt with this matter (at its fifth session) as a sequel to the work of the 
thirteenth International Navigation Congress held in London in July 1923, which had the 
question of unification of inland navigation statistics on its agenda. 

· It had already been considered by a number of International Navigation Congre3ses 
before the London Congress -in particular, by the Congress held at Manchester in 1890, 
which laid down certain principles of great importance on which the statistics of certain 
countries have since been based. · · 

In pursuance of the decisions taken by the London Congress, the Permanent Committee 
of the International .Association of Navigation Congresses set up a special Statistics 
Committee. This special Committee, which was purely a Committee of the association and 
had no official character, was instructed to study the problem of the unification of transport 
statistics and to maintain contact with the .Advisory and Technical Committee for 
Communications and Transit with a view to communicating the results of its work, when 
completed, to the latter. 

The Sub-Committee for Inland Navigation appointed by the .Advisory and Technical 
Committee for the study of this question was llp'ormed at its first session in July 1924 of the 
establishment of the special Committee in question. It further took note of the current 
position in regard to the statistics for the Rhine, and of the studies undertaken in this 
connection by the Central Committee for Rhine Navigation and other river commissions. 
The Sub-Committee decided to begin by an unofficial canvass of the members of the 
.Advisory ai:J.d Technical Committee, who were to be " invited to forward to the Secretariat 
any observations which the various circles concerned in their respective countries may 
desire to submit in regard to the desirability and possibility of unifying inland navigation 
statistics, either for all European· countries or for certain groups of countries interested 
in the same river systems, such observations being submitted unofficially and being in no 
way binding upon the Governments " . 

.At the same time, the Secretariat was instructed to maintain contact with the special 
Committee appointed by the Permanent Committee of the International .Association of 
Navigation Congresses. 

The Committee at the same time _took note of the study of the question of the unification 
of goods nomenclatures by its Sub-Committee for Transport by Rail, and took the necessary 
steps for co-ordination of the work of the latter with the work on the unification of statistics 
of the Sul!-Committee for Inland Navigation . 

.At its fourth session in July 1926, the Inland Navigation Sub-Committee, after taking 
note of the various unofficial reports submitted to it, and, in particular, of the study by the 
Statistics Committee of the Permanent .Association of Navigation Congresses, decided 
that the moment had come to give an official character to its consultations, and to proceed 
to study the substance of the question, which it accordingly entrusted to a Committee 
of Experts. It. was intended that this Committee, while taking into account the studies 
already made and the various reports on the subject submitted to the .Advisory and 
Technical Committee for Communications and Transit (in which the position regarding the 
different statistical methods in current use in the various countries was reflected), should 
have sufficient freedom of action to enable it to collect aU such information as it might 
consider desirable for the purpose of its enquiries ; and the latter were to be confined, to 
begin with, to the unification of inland navigation statistics. 

In the meanwhile, the Third General Conference on Communications and Transit was 
held at Geneva in 1927. The question of the unification of statistics was the subject of an 
exchange of views in connection with the general"discussion on the report on the work of 
the .Advisory and Technical Committee. The report contained the following passage: 

"III (d). Unification of Inland Navigation Statistics. 

" The Committee is only at the initial stage of its enquiry into the problem of the 
unification of inland navigation statistics ; but it is already clear that an agreement 
which would ensure uniform or comparable nomenclature and provisions in the various 
countries could be reached without great difficulty. Upon the termination of its work 
on inland navigation statistics- that is to say, quite soon- the Committee "ill 
doubtless have to consider how the enquiries in inland navigation can be brought into 
line with similar enquiries which have been carried out in the case of mru:itime 
navigation, railway transport and Customs nomenclature." 
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. · hi h t k I emphasis was laid on the desirability 
In t~e ~ours:-~~~~:a~t~~u~~~!~e'; t~e ~~eri:t~~~al st~tistics of _the vario~s forms of 

of estab~shi~g c d f th d menclatures to be used m connectiOn thereWith, and on 
commumcat:o~o:bi~ ~leo~~r~o on the unification of inland navigation st~tistics and 
th!l need t;~istics in su~h a way as to allow of comparison to the utmos.t possible ~xte!lt. 
railway s din I d t to take any final decision in regard to mland naVIgatiOn It was accor g y agree no . t t' t' -' 

· ics without reference to the results of the work on railway s a IS I?S- .. 
stati~s a result of its discussions, the General Conference took the followmg ~ecision : , 

"The Conference, after observations had bee~ made by yarious speakers, decide(!~ 
to draw the attention of the Advisory and Techmcal Comnnttee to the adva~t~ge ?f 
co-ordination between the work of unification of nomenclatures and of statistics m 
different spheres." 

While refraining from discussing the substance of the questio:t;t ~ntil such time as the 
Committee for the Unification of Transpor~ Statistics should subnnt Its general report1 t?e 
Advisory and Technical Comlnittee has not ceased to follow closely the work of the Statisti?B 
Committee and has been kept regularly informed by the latter of the progress m_ade by It 
with its work. At its twelfth session, for example, in February 1928, the AdVIsory and 
Technical Comlnittee first received the reports of the Statistic~ Comlnittee on the wor~ of 
its two first meetings held in May and October 1927, embod~g a. thor~ugh and detailed 
study of the principles on which uniform statistics of inland naVIgation nnght be drawn up, 
together with the methods for the application of these principles. 

After taking note of these reports, the Advisory and Technical Comlnittee found that the 
work of the Statistics Comlnittee was sufficiently advanced to make it possible to proceed 
with the extension of the work to maritime navigation statistics, and decided to increase the 
numbers of the Comlnittee for the new work by the addition of certain new members with 
special knowledge of the subject. 

The Advisory and Technical Comlnittee further recognised on this occasion the great 
advantage of collaboration of the Statistics Comlnittee with (a) the League Comlnittee for 
the Unification of Customs Nomenclature and (b) the organisations appointed by the 
Economic Comlnittee to study the question of statistics with special reference to the 
International Conference relating to Econolnic Statistics which was to meet some months 
later. The Advisory and Technical Comlnittee decided with this end in view to draw the 
attention of the League organisations concerned-to the desirability of effective co-operation. 
It further empowered the Chairman to take steps, as soon as the work of the Statistics 
Committee on the unification of inland and maritime navigation statistics should be 
sufficiently advanced, or as soon as the Comlnittee itself should express a wish to that effect, 
to increase its membership, at the same time instructing it to consider questions of the 
unification of transport statistics in general - i.e., railway as well as navigation statistics. 

The International Conference relating to Econolnic Statistics, which took place in 
November and December 1928, the Comlnittee for the Unification of Transport Statistics 
being represented, also dealt incidentally with the question of transport statistics. Certain 
d_elegation_s proposed that the Conference should also take up the question ; but it was 
nghtly pomted out that the matter was already under enquiry by the Communications and 
Transit Organisation, and that the latter had not completed its work, and consequently 
there was no reason for the Conference to deal with the ·matter. At the same time the 
Conference gave expression to the importance which it attached to the unificati~n of 
transport statistics by adopting the following resolution : 

" The Conference, noting the declarations which had been made to the effect 
that work ~s. being 1?-ndertaken with a vie'Y to. the unification of transport statistics, 
and recogmsmg the Importance of the publication of such statistics on a uniform basis 
so as to ensure the highest degree of comparability obtainable expresses the hope 
that the preparatory work which is being done may be successfuly concluded as soon· 
as possible. " 

.T~e Conferen?e, reali_si;llg t~a-t its insertion i:t;t _the Convention relating to Econolnic 
Sta~tst~cs _of certam proVIsiOns 1n regard to mantime navigation might be thought to 
preJ~~ce m some_ ~ense the future con?lusion of an international agreement on transport 
~tattihStiCs! and desmng to prevent any nnsunderstanding, inserted a statement on the matter 
m e Fmal Act. 

d .·.~he Committee for the ~nification of Transport Statistics, as remodelled in virtue of the 
it~c~~IO~s takfie~ bh! the Advtsory and Technical Comlnittee at its twelfth session continued 

d u. es1 ms mg the ":ork already done in the case of inland navigation and b · · 
~nld brmgmg t? a concluswn the work on maritime navigation statistics Th C egrn;'ftng 

.e two meetmgs for the purpose in March 1928 and in Januar 1 · e o~nn ee 
smgle report on the whole of the work contai . 't fin 1 y ~29, ~nd subnntted a 
principles which should govern the internatio~g ~nifis. . at. conclfuswns. ~~ regard . to ~he 

ca wn o maritime naVIgatwn 
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statistics. Some changes of detail were made in that part of the I'eport which dealt with 
inland navigation statistics, as a. result of the study of this section by the Permanent 
Committee for Inland Navigation. 

· The Advisory and Technical Committee, at its thirteenth session, took note of the 
Statistics Committee's' report and decided to extend the work of the btter to cover the 
railways. 

· The Advisory and Technical Committee also considered the procedure for consideration 
· of the final report of the Statistics Comlnittee. It recognised that, in principle, it would be 

desirable to refer the Statistics Comlnittee's conclusions, in the first instance, to the 
competent permanent comlnittees, and then to proceed to a general consideration of the 
report in plenary meeting on the basis of the permanent comlnittees' opinions. In view, 

· however, of the possibility of some of the permanent comlnittees not being in a position to 
meet in time, it was decided that the Statistics Comlnittee's final report should first be 
considered, either by the several competent permanent comlnittees in turn, or, if 
circumstances rendered such action necessary, bl a small mixed committee to be appointed 
for the purpose by the Chairman. 

' 

In view of the new duties devolving on the Statistics Committee in connection with 
the unification of railway statistics, it was re-organised in November 1929. In order to 
facilitate the work and avoid the necessity of collecting a large number of experts to study 
each separate question, and at the same time to provide for complete co-ordination of the 
work on the different forms of transport, the Comlnittee was re-organised in three separate 
sections dealing with maritime navigation, inland navigation and railways respectively. 
A small Drafting Committee was also set up to co-ordinate the work of the three sections. 

The Railway Section and the Drafting Committee held two meetings together, one 
in December 1929 and the other in May 1930, at which the enquiry was concluded. The 
report on the two meetings upholds,. in the case of railway goods transport statistics, the 
general basis already laid down for navigation statistics, while it indicates the principles to 
govern the unification of railway statistics and the forms applicable. 

Collaboration between the Advisory and Technical Comlnittee and the International 
Institute of Statistics in the work on the unification of transport statistics was recognised 
to be desirable. The Institute had already undertaken a scientific study of transport 
statistics, and, in particular, of railway transport statistics. It was accordingly decided to 
appoint a Mixed Comlnittee to follow the work done by both parties and to provide for as 
much co-ordination as possible. The Mixed Committee was to report to both organisations, 
each retaining its entire freedom of decision in the matter. 

The Mixed Committee met. twice, in June 193o and in January 1931. ·It reviewed the 
work done by both bodies and found that, in general, there was complete agreement between 
the work of both parttes. The proceedings of these two meetings represent an interesting 
addition to the documentary material already collected. 

At its sixteenth session in May 1931, the Advisory and Technical Comlnittee took note 
of the Mixed Committee's proceedings, and found that its conclusions were in agreement with 
the work already done by the Statistics Committee. It reserved, however, its consideration 
of the subjects of the enquiry until such time as the final report of the Statistics Committee 
should be available. 

At the same time, the ·Advisory and Technical Comlnittee decided that the report in 
question, on receiving its approval, should be transinitted to the Governments concerned 
With a request to have it considered by their competent departments and to communicate 
to the Committee any proposals by the departments in question -in the light of each 
country's special circumstances.- in regard to the methods of applying the principles of the 
report, the object being to make the opinion of the different countries available on the 
results of the enquiry before the meeting of a Transport Statistics Conference. 

Finally, after the completion of all the preparatory work of the Statistics Committee, 
the Drafting Cominittee proceeded to co-ordinate the various reports on the statistics 
of the various means of transport, so as to embody the results of the various enquiries in a 
single whole in such a forin as to enable it, after adoption by the Advisory and Technical 
Commit~ee, to serve as a basis for the work of a Transport Statistics Conference to be 
summoned subsequently. The Drafting Cominittee met for the purpose first in January 
1931 and later in July 1931. The upshot of its labours was a draft International Convention 
relating to econoinic statistics, which is attached to this report, together with regulat-ions 
relating to maritime navigation, railways and inland navigation respectively. The whole 
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· · . f th Committee's proposals. .Another optional part consi.sts 
constitutes the ~mding_ P;-1 t 0 d ~0 administrative and technical statistics in connectiOn 
of recom~~ndatw~s wt.It rreagi·l~ays and inland navigation respectively. The two parts are 
with maritime navrga wn, . ' 1 bl 

ll d by a number of annexes and model statistica ta es. . 
fo o;:e second part of the report summa!ises briefly .the principles which are at the basis 
of the Statistics Committee's proposals, With explanatwns of the same. . · 

* * * 

Transport st~tistics may be treated, so ~a! as t.heir nature and use are concerned, from 
two different standpoints. They may be divrded mto : 

1. Statistics from the commercial standpoint ; 
2. Technical and administrative statistics. 

The Committee came to the conclusion· that, while all these forms of stati.stics were 
of interest, it was the statistics which de:tl. with the excha~ge of ~o~ds accor~g to the 
nature of the goods- that is to say, directly commercial . statistr~s alloWing of the 
comparison of trade movements - which• are of ~ost value for mter.natro~a;l.purpos~s, and 
that their unification would make possible companson of the econonuc actiVIties of different 
countries. 

Consequently, the first and binding part of the Committee's proposals relat~s. to 
statistics of the transport of goods by: the three different forms of transport (manti!lle 
navigation, railways and inland navigation), including statistics of the movement .of sea-gomg 
vessels in the case of maritime navigation. 

The binding part of the proposals is followed by a second and optional part in the 
form of separate recommendations with regard to technical and administrative statistics 
in the case of the three forms of transport in question. 

The object of the Committee in proposing this division of the subject was again to 
arrive at adequate and practical results, while at the same time remaining within the limits 
of what countries which might hesitate to undertake far-reaching obligations would be 
prepared to accept. These ideas had already been recognised generally by the special 
Committee referred to above, appointed in 1924 by the Permanent International .Association 
of Navigation Congresses to study the question of inland-navigation statistics. The latter 
took as the basis of its enquiry the work of the fourth Navigation Congress, held at 
Manchester in 1890, but diverged from the conclusions of the Manchester Congress on this 
point, the Manchester resolutions relating rather to technical and administrative than to 
commercial statistics. 

The recommendations of the Statistics Committee (in the second part of its proposals) 
in regard to the unification of administrative and technical statistics are designed to make it 
possible to compare this important branch of statistics, no less than commercial statistics 
in the different countries, to the extent that the latter agree to keep such statistics in the 
detailed forms shown in the annexed tables prepared for the purpose. 

One of the principles at the basis of the Committee's proposal is the division of the · 
different countries into districts and the grouping (in the case of the maritime statistics) 
of these districts in l'egions and groups. The Committee recognised that, for the purpose 
of comparison, it was essential to have information, not only as to the amounts of goods 
tran~ported in tons or the movements of trade in ton-kilometres, but even more to have 
pru.:tlCulars, not only of the nature of the trade, but also of the parts of the territory between 
which the movements of trade take place. The Committee accordingly proposed the division 
into districts on the basis of economic considerations and not necessarily on the lines of the 
administrative boundaries. · 

. 0~ the same grounds of practical utility in connection with the economic use of the 
statistics, the Committee's proposals provide that the particulars, which, generally speaking 
are to be given separately in the case of each district, need not be given separately in th~ 
case of districts where the total trade is below a certain figure. On the other hand, iii. order 
to allow of separate study of the trade to a given point, where the movements are on a large 
scale, as in the case of certain big ports, the Committee proposes to treat the pol'ts in question 
as separate districts. 

It is proposed that the districts should be delimited by each country in its own territory· 
~u~, by a stipulation that no~ice shall b~ given beforehand of the proposed delimitation: 
It IS lc!t open to oth~~ count~es _to subnu~ s~ch obse~vations as they may have to make in 
g~JO_d_ tu~e - a J?rovrswn which rs of. specral mterest m the case of contiguous States. The 
divmon m~o reg_wns and groups on International rather than national lines is proposed by 
the Committee Itself. 

:r~e ~istricts in the case of the three means of transport are to be identical but 
provisiOn Is made to enable them to be grouped together in the case of any one mea~s of 
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transport. Provision is also made for special rules in the case of maritime districts - i.e., 
distJ:icts with ports which are frequented, if only subsidiarily, by maritime shipping. 

In the classification of goods by groups in accordance with the three annexed 
nomenclatures, the Committee followed the same principle by which it was actuated in 
making one part of its proposals binding and the other optional. It provides for a minimum 
obligatory nomenclature, but at the same time proposes two more extended nomenclatures, 
one giving full details, and the other being intermediary between the two. The object is 
to maintain the complete comparability of the statistics of such countries as are prepared 
to accept a more extended nomenclature, either in the case of all three forms of transport, 
or in the ease of any one form of transport ; or, again, in the case of countries which are 
prepared to supply full details only in the case of certain items. 

Similarly, the Committee proposes the establishment of a still more complete list of 
goods, with a view to uniformity in the sub-division of ·the items of the detailed 
nomenclature. Provision is also made for a general alphabetical list of goods for the 
classification of the latter under the nomenclatures adopted. The list is to be drawn up in 
co-operation with the Customs Experts and the Committee of Statistical Experts of the 
League of Nations. 

The Committee endeavoured, in drawing up the proposed nomenclature, to effect as 
far as possible an approximation to the draft Customs nomenclature and system of 
classification evolved by the Customs Experts. The Customs nomenclature, which is the 
starting-point in the preparation of the foreign trade nomenclature, should be comparable 
as far as possible to the transport statistics nomenclature, which represents a kind of 
.conspectus of internal trade, while it at the same time in many cases gives a picture of 
transport operations directly connected with foreign trade. 

But the principles underlying the Customs nomenclature and those which underlie the 
transport statistics are sometimes difficult to harmonise, and the Customs nomenclature 
is not always logical or rational where applied to transport statistics. The Committee 
found, to its regret, after the Customs Experts had concluded their labours, that it was 
necessary to abandon the idea of approximating the transport nomenclature to the Customs 
nomenclature. .Any such assimilation threatened to produce a transport nomenclature 
out of harmony with the es~ential requirements of satisfactory transport statistics. The 
Committee drew the attention of the Customs Experts, while the Committee of the latter 
was still sitting, to certain serious difficulties; from the transport standpoint, inherent in 
certain parts of the proposed Customs nomenc~ature ; but it was found later that the 
difficulties referred to had not been eliminated from the Customs nomenclature in its final 
form, and that in the case of certain other products as well the Customs Experts had 
adopted a classification which was inconsistent with the requirements of transport statistics. 

The Committee continues, however to hope that it will be possible to arrange for 
comparability between its proposed nomenclature and the nomenclature which is to be 
prepared by the Committee of Statistical Experts set up under the International Convention 
of December 14th, 1928, relating to economic statistics. In that case, however, changes 
may subsequently be required in the case of certain groups of items in the Committee's 
nomenclature. · 

On the question of what should be regarded for the purpose of the statistics as a single 
transport the Committee proposes to adhere, generally speaking, to the conception of goods 
transported without transhipment, excepting cases of transport by rail where there is 
transhipment from wagon to wagon but .only a single way-bill. The Committee recognised that 

· it would be more complete if the statistics were to include all goods transported with 
transhipment, so as to make it possible to follow the goods from their point of departure 
to the place of their final unloading ; but it was of opinion, on the other hand, that the 
preparation of such statistics, at any rate under present circumstances, would in practice 
meet with very considerable difficulties. 

The Committee further made a recommendation for the compilation of general statistics 
on direct transhipments from vessels to wagons, in c;>rder to make it possible to form an 
appreciation of the extent of this form of traffic . 

.As regards the basis of collection of the particulars required for the compilation of 
transport statistics, the Committee, while taking as its starting-point the principle.of an 
obligatory declaration, endeavoured to facilitate the application of its proposals by providing 
that the declaration - a uniform model for which it drew up - should only be required 
where the way-bill or Customs declaration do not themselves contain the information 
necessary for drawing up the proposed lists. Further, the model forms of declaration 
proposed relate only to maritime and inland navigation, since in the case of the railways 
all the necessary particulars required for the statistics are already available in the way-bills 
or receipts as well as in the accounts of the railway administrations. 

In the case of maritime navigation statistics especially, the Committee considered it 
desirable to group the foreign regions of loading and unloading, in the case of each class of 
goods as well as in the aggregate, into two zones- i.e., in respect of the maritime districts of 
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the country in which the statistics are compiled, firstly the zone within which the ":"ho~e 
of the transports may be regarded as short-distance traffic, and secondly tl_le zone With_in 

h" h the whole of the transports may be regarded as constituting long-distance ~raffic. 
;w~ criteria were proposed as a means of distinguishing bet":"een. short-and long-distall:ce 
traffic_ viz., (a) delimitation for each separate group, taking mto account ~he spemal · 

· ements of each case, and (b) a general criterion of international trade relatwns over a 
~~~~ed length of journey. It was ultimately decided to propose the s~cond _of these tw:o 
criteria and to specify, merely by way of indication, the figure 2,000 nautical miles as a basis 
for the delimitation. 

In its recommendations with regard to railways, the Com~ttee pr_op~sed that the 
statistics should not relate to secondary lines, on the ground that their co;npilatwn W?uld not 
add much value to the aggregate statistical information, while_it would mvolve r:o?Siderable 
additional effort. At the same time, in order not to restrict the comparability of _the 
particulars of traffic in the different countries, there is a provision that the secondary lines 
excluded from the statistics are not to represent in the aggregate more than 5 per cent 
either of the traffic or receipts of the railways of the country concerned. 

In the case of passenger traffic on the railways, the Committee came to the conclusion 
that the railway administrations had not sufficient information at their disposal to enable 
statistics of any accuracy to be drawn up on the subject of passenger traffic according to the 
places of departure and destination. In these circumstances, it was unable to make any 
recommendation with regard to the compilation of statistics .in regard to this traffic. 

As regards administrative and technical statistics relating to railways, in particular 
statistics with regard to the financial results of their operation, the Committee found that 
the remarkable statistical publications of the International Railway Union already afford a 
large amount of valuable information as to the lines operated by administrations belonging 
to the Union. The Committee accordingly decided to propose that, for the purpose of 
international unification, the particulars to be furnished with a view to the statistics Qf this 
character should be on the same lines as those adopted by the International Railway Union 
in the case of its members. Accordingly, the model tables of these statistics are also taken 
from the statistical publications of the Union. 

Lastly, the Committee found that, in the case of inland navigation statistics, as 
distinguished from railway and maritime navigation statistics, particulars of passenger 
traffic were of interest only on certain navigable waterways, and it accordingly did not 
propose the inclusion in the statistics of lists of the numbers of passengers transported. 
Similarly, with the question of whether it would be desirable in the statistics of the use of 
navigable waterways to include particulars of the use made of the depths available by means 
of draught measurements, the Committee was of opinion that the question was of no real 
importance in the case of permanently canalised or regularised rivers, and accordingly made 
n_o proposal on the subject. On the other hand, the Committee considered that, in the case of 
nve~s _the _regulari~ation of which is not complete, it would be eminently desirable for 
statistlcalmformatwn to be regularly supplied on as complete a scale as possible in order 
to allow of comparison of the depths available and the draughts used. 

* * * 
Tl_lis report confines itself to giving some explanation of the principles on which the 

Comnnttee's proposals are based. The details of their application will be clear from perusal 
of the text of the proposals themselves. 
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;DRAFT INTERNATIONAL CONVENTION ON TRANSPORT STATISTICS 

together with 

REGULATIONS RELATING RESPECTIVELY TO MARITIME 

NAVIGATION, RAILWAYS AND INLAND NAVIGATION. 

DRAFT INTERNATIONAL CONVENTION ON TRANSPORT STATISTICS. 

_ (Text adopted by the Drafting Committee of the Committee for the Unification of Transport Statistics 
at its second session held at Geneva, ,July Ist to lOth, 1931.) 

Article 1. 

The Contracting States undertake to compile and publish for each calendar year 
transport· statistics concerning maritime navigation, railways, and internal navigation 
(including raft traffic), in accordance with the provisions of the present Convention, its 
Regulations and, Annexes. , 

Such statistics shall include : 

(a) Annual returns of transport from one area to another and inside the same 
area, for each of the three means of transport above mentioned ; 

(b) Annual returns of the movement of sea-going vessels. 

Article 2. 

The returns provided for in the present Convention and in its Regulations shall cover : 

(a) .Ml goods traffic by sea-going vessels or craft used in internal JJ,avigation 
without transhipment; 

(b) All goods traffic by rail on a single way-bill, and all railway traffic carried 
without transhipment on successive way-bills, where the place of loading is known in 
the territory of unloading. 

Article 3. 

Transhipment withiil. the meaning of Article 2 (a) shall not be deemed to have taken 
place: 

1, When the vessel or craft has to be lightened by reason of a change in the state 
of the channels or by reason of any other unforeseen circumstance, and when the vessel 
or craft and the part of its cargo taken out to lighten it are unloaded in the same place ; 
· 2. When, by reason_ of damage incurred, it is found impossible for the vessel or 

craft to complet_e its voyage and the goods are carried to the place of unloading by 
another vessel or craft, 

Article 4. 

Traffic carried from one point to another in the same port or from one station to another 
· in the same locality shall not be included in the traffic referred to in Article 2. Nevertheless, 

it is desirable to include such transports in the returns if effected on a separate way-bill. 

Article 5. 

In the case of goods loaded or unloaded elsewhere than in a station or port, each 
contracting State shall determine which station or port is to be considered in each case as the 
place of loading or unloading. 

Article 6. 

For the purpose of compiling the transport statistics, the territories of the several 
States shall be divided into districts, each of which shall be given a number. 

This division shall be based mainly on economic and technical considerations without 
necessarily coinciding with the administrative boundaries. 
· · When the importance of a port or group of contiguous ports or of a locality justifies such 
a step, the said port or group of ports or locality may constitute a separate district. 
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The boundaries of the districts shall be the same in the case. of the tin:ee m~ans of 
t to which .Article 1 relates, unless special circumstances m co;nnect10n ~th the 

~Wfsp~~ means of communication in particular localities necessitate mmor exceptiOns to ere . 
these rules. f t d n t · tif a When the particular con~tions of one of these ~eans o transpor o o JU~ ! 
detailed division, the contractmg States shall be entitled to group two or more distncts 
together in respect of the means of transport concerned . 

.Article 7. 

At the date of deposit of the instruments of ratification of the ~resent Convention, or 
notification of accession thereto, the contracting States shall commumcate t? the Secretary
General of the League of Nations lists of their districts showing_ the bou_ndanes of the lat~er. 
These lists shall be immediately brought to the notice of contiguous signatory or acceding 
States through the Secretary-General. . . . 

Within four months from the date on which such commumcat10n IS made, the 
contiguous signatory or acceding States shall be entitled to sabmit any observations they 
may have to make with regard to the said lists or boundari~s. . . · . 

Within three months dating from the expiry of the penod proVIded for m th~ preVIous 
paragraph, final lists and boundarie~ of districts, as fixed by eae.h of the contrac~mg States 
after consideration of such observatiOns as may have been made, shall be transrmtt~d to the 
Secretary-General of the League of Nations for notification to all signatory or acceding 
States. 

The same procedure shall be followed in the case of any later modifications in the 
number or boundaries of districts, as well as in the case of the notification for which .Article 19 
provides. 

.Article 8. 

Each State shall determine, in the case of all navigable waterways with outlets to 
the sea, the normal up-stream limit of maritime navigation and the normal down-stream 
limit of inland navigation. 

Where the maritime portion of the waterway is situated in the territory of more than 
one State, the respective limits shall be determined jointly by the States concerned. 

The decision in regard thereto shall be transmitted to the Secretary-General of the 
League of Nations for communication to the other contracting States at the time of deposit 
of the instruments of ratification or notification of accession . 

.Article 9. 

The goods traffic referred to in .Article 2 shall be grouped for transport statistical 
purposes in accordance with the nomenclatures- prepared for the purpose (see Annexes A, 
B, C and D). · 

The nomenclature shown in Annex A represents the minimum obligatory nomenclature. 
The contracting States may at any time declare in an additional Protocol, which 

shall be open for this purpose at the date of signature of the present Convention, that they 
adopt the nomenclature shown in Annex B in the place of nomenclature A, either for all 
the three means of communication or for any one of them. 

Th_ey may also declare under the same conditions that they adopt the nomenclature 
sho~ m Annex C. Never~heless, the effect of this declaration may be limited to certain 
n;tantime ports or to certam waterways. In the case of the waters of a river system 
Situated in the territory of several States, this declaration may be made subject to one 
or more of the riparian States of the said river system also adopting the same 
nomenclature. 

In the case of goods which are a specially important element of their traffic the 
~ontracting States m~y supplement the nomenclature they have adopted by incl~ding 
Items from more detalled nomenclatures or by making use for the purpose of Annex D . 

.Article 10. 

Goods shall be classified under the nomenclatures used in accordance with the 
alphabetical list in Annex E .. 

.Article 11. 
Shipments of less than 500 kilogrammes of goods included in the same item of the 

nomenclature used, and carried 

(a) By .a vessel or craft in the course of one and the same voyage from the same 
port of loadmg to the same port of unloading, or 

. (b) B_y rail under the same way-bill, shall not be included in the returns to 
which .Article 2 relates. 
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Traffic by ferry-boat shall also be regarded as railway traffic in all cases in which it 
is shipped in a railway truck on a through way-bill involving transport by rail as well as 
transport by ferry-boat. 

Article 13. 

Where the way-bills or Customs declarations, whether general or special, do not make 
it possible to obtain the information _necessary for compiling the statistics for which the 
present Convention provides, the contracting States undertake to make it compulsory 
to employ a statistical declaration drawn up in accordance with the models hereto annexed 
(Annexes F and G1), containing at the least the particulars therein specified. 

Article 14. 

The Regulations annexed to the present Convention shall have the same force, value 
and duration as the Convention itself. 

Article 1-5. 

With a view to facilitating the application of the present Convention, there shall be 
constituted a " Committee of Transport Statistics ". The members of this Committee 
shall be appointed from the nationals of the contracting States by the Advisory and 
Technical Committee for Communications and Transit, which for the purpose of such 
appointments shall be supplemented by members appointed in the proportion of one 
member per State by contracting States which are not members of the Communications 
and Transit Organisation. 

The term of office of members of the Committee shall be four years. 
The number of members of the Committee shall be a third of the number of States 

which are parties to the present Convention at the time of the institution or renewal of 
the Committee, but not less . than six. 

Article 16. 

Proposals for the a.mendment of the present Convention or its Regula.tions or Annexes 
by one· of the contracting States· shall be submitted to the Committee of Transport 
-Statistics, which shall state its opinion thereon, giving reasons therefore. · 

The Committee shall propose coefficients of equiva.lents, as provided in the 
Regulations I, Article 8, a.nd III, Article 9, between the weights on the one hand and the 
volumes and units of the different categories of goods on the other hand. 

The Committee ma.y of its own initiative suggest amendments to the Convention or 
its Regulations or Annexes in virtue of changes in economic or technical conditions or 
difficulties encountered in the practical application of the Convention. 

_ Opinions, proposals or suggestions of the Committee under the present a.rticle sha.ll be 
communicated by the Secretary-General of the League of Nations to all the contracting 
States, including those having deposited instruments of ra.tification or accession which 
have not yet become effective. 

Article 17. 

_ Each of the contra.cting States shall transmit to the Secretary-Genera.! of the League 
of Nations, not la.ter than the date on which the present Convention comes into force in 
its territory, official or unofficial publications containing: _ 

(a) A list of the maritime ports in its several statistical areas showing the region. 
and, in the case of areas to which the present Convention applies, the district ; 

(b) A list of the railway stations -showing the area and, in the case of the areas 
to which the present Convention applies, the district ; 

(c) A list of the inland navigation ports showing the area and, in the case of 
the areas to which the present Convention applies, the district. Such lists shall 
include the places where rafts are formed and broken up. 

In the absence of such-publications, each contracting Sta.te shall draw up and forward 
the lists in question to the Secretary-General of the League of Nations, who shall transmit 
them to the other contracting States concerned. 

Each contracting State shall notify the Secretary-General of the League of Nations 
every three months of such changes as have been made in the several lists above mentioned, 
and the Secretary-General shall communicate such changes to the other contracting 
States concerned. 

The Committee of Transport Statistics shall keep the collection of lists up to date. 
It. shall suggest such measures as it may consider desirable for ensuring that the lists are 
of such a character as to a.llow of comparison. 

1 Railway way-bills contain all the particulars required; and no provision has therefore been made for 
specimen statistical declarations in the case of railway traffic. 
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·. . 

f th f 'nformation at its disposal the The Committee shall publish rom e me~ns o I 
following lists for the territories of non-contractmg States : 

(a} A list of maritime ports; 
(b) A list of railway stations ; 
(c) A list of inland navigation ports. 

Further, the Committee shall publis~ a compreh~nsive summary ?f the maritime 
ports of all contracting and non-contractmg States alike. 'tt d to the contracting 

The above publications of the Committee shall be transnu e 
States by the Secretary-General of the League ·of Nations.- · 

Article 18. 

No provision of the present Convention or ofits Regulati?ns should be i~terpreted as 
imposing obligatio~s o~ confe~ring rights incompatible With the Treaties, Acts or 
Conventions goverrung mternatwnal waterways. 

Article 19. 

The present Convention shall apply. to the ~h?le ?f the territories ?f the contracting 
States including colonies, protectorates and terntones under suzeramty or mandate. 
Nevertheless, when ratifying the present Convention or acceding ther~to, t~e c?ntract~ng 
States may declare that they will not apply it to one or more of their tern~ori~S haVIng 
a special statistical organisation. They may subsequently cancel such reservatiOn m respect 
of any or all of the reserved territories by merely notifying the Secretary-General of the 
League of Nations. Such notification shall become effective within the time-limits laid 
down in the present Convention for ratification or accession. 

·Article 20. 

When ratifying the present Convention or acceding thereto, the contracting States 
may declare that they reserve the right to put it into force only as regards one or two 
of the means of transport to which Article 1 relates. In such case, the contracting States 
may not act on the provisions of the present Convention in relation to the other contracting 
States· except as regards the said_ one or two means of transport. They may cancel such 
reservation in respect of the one or two means of transport . reserved by subsequent 
notification of the Secretary-General of the League of Nations. Such notification shall 
become effective within the time-limits laid dowri for ratification or accession. 

Article 21. · 
Nine months after the date of the last deposit of the ratifications or accessions of ten 

States, the present Convention shall come into force for every State which has ratified it 
or. acceded thereto at the time of such deposit. It shall be registered by the Secretary
General of the League of Nations on the date of its coming into force. It shall come into 
force for States which ratify it or subsequently accede thereto nine months after the deposit 
of their instruments of ratification ·or accession. 

Article 22. 
- · The coming into force of the Convention shall take effect only in regard to statistical 
publications. relating to the second calendar year following that in which the 
above-mentioned period of nine months has expired. 

Article 23. 

- .. Any State may make the effect of its ratification or accession in respect of one or more 
of It~ .statistical areas dependent on ratification or accession by one or more States (to be 
specified by it in its instrument of ratification or accession) in respect of one or more 
of their statistical areas. 

- Article 24. 

The .opini_ons .and suggestions of the Committee on Transport Statistics involving 
any ~odificatwn In t~e annexes to the present Convention, and the proposals of this 
Comnnttee refilrred to m the second paragraph of Article 16, shall be put into application 
upon approval by all the Stat~s r~ferred to in the last paragraph of the same Article. 

They shall become effective m regard , to the statistical publications for the second 
calendar year following that in which the last notice of approval was received by the 
Secretary-General of t~e League of Nations, who shall immediately notify receipt thereof 
to all the above-mentiOned States. 

Article 25. 

· A Conference for the ~evision of the present Convention and its Regulations shall 
be summoned by the Council of the League of Nations if a third of the contracting States 
soh request. Further, the ~ouncil may at any time summon a Conference for revision on 
t e proposal of the Comnuttee on Transport Statistics. 
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REGULATIONS I CONCERNING STATISTICS FOR MARITIME NAVIGATION. 

Chapter A. 

TRANSPORT OF GOODS. 

Article 1. 

The maritime districts within the meaning of the present Regulations shall be all 
districts in which there are one or more ports used even subsidiarily by maritime navigation, 
even when they are separated from the coast to which their channel of access leads by one or 
more other districts, whether belonging or not to the same statistical territory. 

Article 2. 

For the purpose of the compilation of maritime statistics the territories of the various 
States shall be divided into regions. These regions shall be grouped together as provjded 
for in Annex H. 

The regions shall be composed of the maritime districts situated on the same coast, 
even if access to the sea is only obtained through the territory of another State ; the limits 
of the maritime districts shall be fixed in such a manner that the whole of each district 
may be included in one single region. 

Article 3. 

The statistics shall show in respect of each maritime district (see Annex J, Table 1) 
for each of the items of the nomenclature used, and for the whole of the goods, the traffic 
carried: 

1, In home maritime trade : 
. (a) Between ports of the same districts ; 
(b) To and from each of the other maritime dist.ricts of the same area ; 

2. rn· foreign maritime trade : 
(a) To and from each region other than that of which the district in question 

forms part, in so far as the traffic is not between ports of the same statistical 
area, and should the region of which the district in question forms part extend 
over more than one statistical area ; 

(b) To and from each statistical area other than that of which the district 
in question forms part. 

However, when the importance of the traffic between the district in question and one 
or more districts of another statistical area makes it necessary, the traffic to and from the 
district or districts in question should be shown separately. 

On the other hand, when the small importance of the traffic of the district in question 
with certain areas of any group makes it unnecessary to show separately its traffic with 
each of these regions, the said regions may be shown .together under the heading : " Other 

·regions of the X group ". 
Article 4. 

As regards the different classes of traffic referred to in the preceding Article, there 
shall, be stated (see Annex J, Table 2) as far as possible (in respect of all goods, both on 
despatch and on arrival, on the one hand as concerns the total home maritime trade, and 
on the other hand as concerns the foreign maritime trade, from district to region) that part 
carried under the national flag and that carried under each of the principal foreign flags, 
up to a total of 75 per cent of the home trade and 75 per cent of the foreign trade. 

Article 5. 

In the case of traffic from a port of any country to another port of the same country, 
a distinction may be made between national or nationalised goods carried and foreign 
goods which are carried under Customs supervision. 

Article 6. 

It is desirable to divide the statistical regions, areas and districts, in respect of each of 
the items of the nomenclature used, into two zones - i.e., in respect of the district in 
question- firstly, the zone within which traffic may be regarded as short-distance traffic; 
and, secondly, the zone within which traffic may be regarded, when taken as a whole, as 
constituting long-distance traffic. 

This division shall be based on a general criterion of a length of voyage of 2,000 sea 
miles.1 

1 The figure 2,000 sea miles is merely an indioation. 
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Article 7. 

For the purpose of the present Regulations the expression " goods " includes : 

1. Mail; 
2. Solid and liquid fuel for the ship's own use. 

Goods referred to under (1) and (2) above must, however, be shown separately. 

The amount of goods carried by ferry-boats but loaded on railway wagons shall also be 
shown separately. . . . . 

Ships, floating docks, dredgers, cranes, floatmg elevators and other sum~ar float~g 
appliances, when delivered as goods without being loaded on ship, shall not be mclude~ In 
the statistics of the home maritime traffic, but shall be shown separately under the foreign 
maritime traffic. · 

Goods carried for the purpose of the service to which they belong by vessels employed 
on Government work of any kind, including those of the hydro-technical services, and for 
research, shall not be included in the returns provided for by .Article 2 of the present 
Regulations. 

The yield of fisheries shall not be included under goods unless carried in a manner 
otherwise than when transported on the fishing vessel itself or on a hunting vessel. . 
. Statistics shall not take account of goods carried as ballast and without bill of lading. 

Article 8. 

The quantities appearing in the statistics ·shall show the gross weight of goods. This 
gross weight is indicated in tons of 1,000 kilogrammes in countries using the metric system. 
Countries using another unit of weight shall indicate at the head of their statistics the figure 
for conversion of such unit into metric tons. 

When the transport or Custonis documents used only show the cubic content or number· 
of articles or packages, the weight shall be estimated by means of coefficients of equivalence 
previously fixed by agreement between Governments of contracting States on the proposal 
of the Committee on Transport Statistics. 

Where freight charges are habitually calculated on cubic content, it is desirable that the · 
statistics should show the cubic content alongside the weight. Where an item of 
nomenclature is used to include both goods for which the cubic content is shown and other 
goods for which such information is not given, the equivalent weight of the former should 
be mentioned. 

Chapter B. 

MOVEMENT OF VESSELS BY SEA. 

SECTION I. - STATISTICS OF VOYAGES, 

Article 1. 

The statistics shall show, in respect of each of the maritime districts, the figures for 
the movement of vessels (number and net tonnage) in foreign maritime traffic, proceeding 
loaded or under ballast from and to each group of regions (see .Annex J, Table III). 

These figures s~all be give!'- separately, b_oth as rega:rds arrivals and departures, in 
respect of vessels flymg the national flag and, m order of Importance, those flying foreign 
flags when, taken together with the national flag, they represent at least 75 per cent of 
the total net tonnage. 

For the purposes o~ th!-s .Article, a vessel on a voyage involving a call in a territory 
othe~ than that of the distnct referred to shall be regarded as engaged in foreign maritime 
traffic. 

Article 2. 

For the purposes of the preceding .Article and having regard to the last paragraph of 
the said Article, the following rules shall be observed : . . 

(a) Port of sailing. - The following shall be regarded as port of sailing : 

_1.. In the case ?f tramps arriving under load, the most distant port in another 
~tatistic~l area at which the vessel has taken cargo on board consigned to the district 
m questiOn ; · 

_2.. In the. case of tramps arriving under ballast the last port of call in another 
statiStical area ; ' 

3. In the ~ase o! vessels of regular steamship lines, the place from which the 
vessels of the line sail, or the terminus. · 
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(b) Ports of destination. - The following shall be regarded as ports of destination: 

1. In the case of tramps leaving a port under load, the most distant port in 
another statistical area for which cargo has been taken on board in the district in 
question; · 

2. In the case of tramps leaving under ballast, the first port of call in another 
statistical area ; 

3. In the case of vessels of regular steamship lines, the terminus or the place 
from which the vessels of the. line sail. 
(c) Circular lines. -Vessels of circular lines shall be shown in a separate column. 

Article 3 . 

. lii. the case of foreign maritime traffic and as regards vessels which (during their 
voyage from or to the port of departure or destination) may touch at a port in another 
district of the same statistical area, the figures in respect of number, net tonnage and flag 
of vessels so touching shall be supplied separately. 

In the case of foreign maritime traffic and in respect of those vessels which (during 
. their voyage from or to the port of departure or destination) may touch at a port in another 

statistical area of the same group or another group than the one from or to which they are 
bound, the figures in respect of number, tonnage and flag of the vessels in question shall 
be given . separately as regards these two kinds of calls. 

The provisions of the two preceding paragraphs in regard to calls shall be applied as 
regards circular lines : . 

1. In respect of the area in which the district in question is situated if the vessel 
has touched at a port in another district of the said area ; 

2. In respect of each of the statistical regions of the same'group and in respect 
of each of the groups in which the vessel has touched. 

The flags referred to in the present Article are those determined for each group by 
the application of the last paragraph but one of Article 1. · 

Article 4. 

A table shall be drawn up for the whole of the statistical area indicating the total 
movement (number and net tonnage) of vessels entering and leaving in foreign maritime 
traffic, the traffic of each group being given separately. 

In determining the total foreign maritime traffic, the necessary steps shall be taken 
to avoid statistics being given twice over in regard to different districts of the same area. 

Article 5. 

No account shall be taken in the statistics of vessels entering a port under distress 
and leaving it without loading or unloading goods, taking fuel or undergoing repairs. 

Warships, police or inspection vessels and in general ships engaged in any way on 
government duty, pleasure vessels (yachts), fishing or hunting vessels, ice-breakers, and tugs 
shall also be excluded when solely used for such purpose. 

Article 6. 

The following may be mentioned separately : 
' 

· (a) Vessels fuelling ; 
(b) Vessels having undergone repairs ; 

provided that they neither load nor unload cargo in the district in question. 

SECTION II. - PoRT STATISTICS. 

Article 7. 

In the case of each port of sufficient imp01'tance to justify such a procedure, the statistics 
shall show the movement of all vessels (number and net tonnage) with the exception of 
vessels mentioned in Article 5 (see Annex J, Table 4). The following may, however; be 
shown separately : 

1. Sea-going tugs ; 
2. Vessels referred to in Article 6. 

Statistics for vessels entering the port shall show separately : 
1. Vessels entering under load and carrying out operations connected with 

unloading in the port ; 
2. Vessels entering under load and not carrying out any unloading operations 

in the port; 
3. Vessels entering in ballast. 
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Statistics for vessels leaving the port shall show separately ; 

1.. Vessels leaving under load after having taken on cargo in the port ; . 
2. Vessels leaving the port under load without having tak.en cargo on b'oard 

in the port; 
3. Vessels leaving in ballast. 

In the case both of vessels entering and of· vessels leaving, the statistics shall show 
the movement (number and net tonnage) of vessels flying each different flag. But fl~gs 
only sparsely represented in the traffic of the port may be grouped under the heading 
"Other Flags " without being mentioned separately. 

Article 8. 

The statistics shall show the total weight of cargo taken on board and of cargo unloaded • 
.Articles 7 and 8 of Chapter A of the present regulations shall be applicable in the case 

of such data. 

Article 9. 

Vessels entering and leaving shall be divided into the followiilg categories: 

1. Vessels without means of mechanical propulsion; 
2. Vessels having both sails and engines as means of propulsion; 
3. Steamships ; 
4. Motor-ships. 

Should the net tonnage of vessels of the first category be less than 2 per cent of the 
total, categories 1 and 2 may be amalgamated together. 

Article 10. 

With a view to the application of .Article 7, passengers taken on board or disembarked 
shall be treated on the same footing as cargo loaded or unloaded . 

. The taking on of supplies for the ship shall not be regarded as constituting the taking 
on of cargo. 

Loading and unloading of cargo used as ballast and not under bill of lading is not 
regarded as loading or unloading for the purposes of .Articles 7 and 8. 

A1·ticle 11. 

The information given in the present section shall also be given for the total traffic 
of the statistical area, regard being had to the observations contained in the second 
paragraph of .Article 4 of the present chapter. 

REGULATIONS II FOR STATISTICS ON TRANSPORT 
OF GOODS BY RAIL. 

Article 1. 

Statistics of traffic by rail within the meaning of the present Regulations deal with 
railways in general, with the exception of secondary lines. The contracting States shall 
themselves decide, in respect of each of their statistical areas, what shall be understood by 
secondary lines. The total of lines thus excluded shall not represent more than 5 per cent 
of the traffic or receipts of the whole of the railways of the area. Statistics shall mention 
by name the railway systems for which figures are given. 

Article 2. 

Every way-bill shall mention the number of the district of the place of loading. 
In the. case ~f traff!.c J?assing ?Ver the railway systems of two or more statistical areas 

and recons1gned m .a d1stnct .of e1ther of these areas without unloading, the new way-bill 
shall, as far as poss1~le, .meJ?-tiOn ~he place of loading ment_ioned in the first document, and 
the number of the distnct m which such place is situate. · 
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. .cbticle 3t 

The statistics shall show (see .Annex K, Table 5) for each district, for each item in the 
nomenclature used and for all goods, the traffic carried : 

1. :Between stations in the district ; 
2. From and to each of the other districts in the same area ; 
3. (a) From and to each of the districts of each of the other areas to which the 

transit regulations apply, or 

(b) In the case of areas to which the present regulations do· not apply, to and from 
each area. · · . . 

Nevertheless, in the case of 3 (a), when the total of the goods carried to and from two 
or more of the said districts during a statistical year remains in the case of each of them 
at a figure less than . . . . . . . . tons, the said districts may be grouped together under the 
heading of the area of which they form a part. 

In the case of reconsignment referred to in Article 2, the traffic shall be considered : 

1. .As regards the statistics of the district of reconsignment, as forming two 
distinct shipments : 

(a) Arriving from the loading district; 
(b) Despatched to the unloading district; 

. 2. . .As regards statistics of the loading dilltrict, as a shipment to the district of 
reconsignment. 

3. .As regards statistics of the unloading district, as ·an arrival from the loading 
district .. 

Article 4. 

The ~allowing traffic, when included in the statistics, shall be indicated separately: 

1. Mails; 
· 2. Official traffic, on payment or franco . 

. Rolling stock, when delivered as goods but not loaded on wagons, shall not be included 
in the statistics. :But when it traverses the railway systems of two or more statistical 
areas-, it shall be separately indicated. 

Article 5. 
. . 

The quantities mentioned in the statistics, in countries using the metric system, indicate 
the gross weight. This gross weight is given in tons of 1,000 kilogrammes. Countries using 
another unit of weight shall show at the head of their .statistics the figures for conversion 
of the said unit into metric tons. 

REGULATIONS III CONCERNING STATISTICS ON TRANSPORT OF GOODS 
IN INLAND N.A VIG.ATION (INCLUDING FLOATING). 

Article· 1. 

The statistics shall show for each district, for each of the items of nomenclature and for 
aU goods (see .Annex L, Table 6) the traffic carried: 

..... 1. Between ports of the. said districts; 
2. To and from districts of the same area; 
3. (a) To and from each of the districts of each of the other areas to which the 

present Regulations apply, or, · 
(b) In the case of areas to which the present regulations do not apply to and 

· · from each area. 

·. Nevertheless, in the case of 3 (a), when the total of the goods carried to and from 
two or ·more of these districts does not during a statistical year exceed . . . . . tons for each 
of them, these districts may be grouped together under the area of which they form a part. 

. ~ ' - . . 

Article 2. 

· .As regards the transport of s~nd, gravel and other products dredged in waterways, 
the provisions of Article 5 of the ConventiOn shall apply for the determination of the place 
of loading. 
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Article 3. 

The statistical declaration, when required under .Article 12 of the .c~nvention, shall 
b made at the port of unloading and for goods bound for another statistical area at the 
e;it frontier of the area in which the goods were loaded. . . . 

Each contracting State shall further remain free to reqwre under Its natwnallaws or 
regulations a declaration at the port of loading. 

Article 4. 

The contracting States through whose statistical area goods pass for transhipment fr<?m 
a port of loading to a port of unloading, both situated outside the said area, cannot reqwre 
in respect of such traffic any information other than that derived .from the transpor? or 
Customs document, the production of which the authorities in that area have the right 
to require. 

Article 6. 

When goods are carried exclusively upstream of the limit, referred to .in .Article 8 of 
the Convention, at which inland navigation normally stops, they shall be mcluded solely 
in the inland navigation statistics. _ . · . 

When goods coming from the sea are carried exclusively downstream of the limit, 
referred to in .Article 8 of the Convention, at which maritime navigation normally stops, 
they shall not be included in the inland navigation statistics. 

When goods coming from the sea are carried without transhipment beyond the limit 
at which maritime navigation normally stops, they shall be included in the inland navigation 
statistics (in respect of the portion of the route between the limit of inland navigation 
and the place of unloading) under a special heading: "Mixed Transport ". 

The same rules shall apply to goods carried in the opposite direction to those referred 
to in the two previous paragraphs. 

Article 6. 

Floated timber shall be included_ in separate returns. 

Article 7. 

Shipments of mail, when included in the statistics, should be dealt with in separate 
returns. 

Vessels, dredges, floating cranes and elevators and other floating appliances, when 
delivered as goods without being loaded on vessels, shall not be included in -the- statistics. 
Nevertheless, when they travel on the navigable waterways of two or more statistical 
areas, they must be shown in separate returns. 

Article 8. 

For the purpose of the present Regulations, solid and liquid fuel intended for use by 
the vessel itself shall not be regarded as goods. . . -

Goods carried for service requirements by vessels employed in any capacity by the 
public authorities, including those of the hydro-technical services, shall not l)e included 
in the returns referred to in .Article I of the present Regulations. 

The statistics shall not take into account goods carried as ballast and without a 
transport document. _ 

Goods conveyed by ferry from one bank to another of a navigable waterway shall not 
be considered for the purposes of the present Regulations. 

Article 9. 

. Th~ quantitative filPI!es containe~ in the statistical returns shall show the gross 
weight. m t~ns of 1,000 k1~ogram~es m the case of countries using the metric system. 
~ountnes usmg another urut of weight should indicate at the head of their statistics the 
figure for conversion of such unit into metric tons. · 

When the. transport or Customs ~ocu~ents used only show the cubic content or the 
nun;tber of Uf!-Its or packages, the weight shall be estimated by means of coefficients of 
eqUivalence fixed by agree.ment between the Governments of the· contracting States on 
the proposal o~ the Committee on Transport Statistics. 

Wh~r~ freight charges are ha?itually calculated on cubic content, it is desirable that 
the statistics should s~ow th:e cubic content alongside the weight. In the case of an item 
of nomenclat~e used, .mcludin~ bo.th goods for which the cubic content is shown and other 
goods fo~ which such information IS not given, the equivalent weight of the former should 
be mentiOned. · 
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RECOMMENDATIONS 
-

WITH REGARD TO ADMINISTRATIVE AND TECHNICAL STATISTICS 
concermng 

MARITIME NAVIGATION, RAILWAYS AND INLAND NAVIGATION 
RESPECTIVELY 

RECOMMENDATION WITH REGARD TO ADMINISTRATIVE AND TECHNICAL 
STATiSTICS CONCERNING MARITIME NAVIGATION. 

Countries · should furnish each year a statistical return· of the merchant vessels 
registered in their respective territories. These returns should be prepared on the basis 
of the information contained on January 1st in the inscription or matriculation register and 
should include vessels in existence on January 1st. 

~ Ejjectives of the Mercantile Marine divided into Five Categories and into Groups according 
to Gross Tonnage. (See Annex I, Table 7.) · 

The returns should be drawn up by the port or place of registration and should give at 
least the following particulars : . 

I. Number of vessels without mechanical means of propulsion. 
(a) Sailing vessels ; 
(b) Sea~going barges. 

II. Vessels having both. engines and sails as means of propulsion. 
III. Steamships. · 
IV. Motor-vessels. 
V. Tugs. 

' These particulars should be given with a division of the vessels of each of the foregoing 
categories into groups according tlo their gross tonnage ; this division should be at least as 
detailed as tl_J.e following : · 

100 tons and over, up to 500 tons 
500 " " 

1,000 
" 1,000 ,, 

" 
2,000 

" 2,000 " ,. 3,000 
" 3,000 " " 

4,000 
" 4,000 

" " 
. 5,000 

" . 5,000 
" " 

6,000 
" 6,000 

" " 
s,ooo 

" f s,ooo " " 
10,000 

" 10,000 " " 15,000 
" 15,000 " " 

20,000 " 20,000 " "· 30,000 
" 30,000 " 

and over. 

For each group, the number of vessels and totalgross tonnage should be indicated. 
For the groups of categories I, II, III and IV, the net tonnage and the maximum 

draught when loaded should also be indicated. · 
For the groups of categories II, III, IV and V, the total horse-power of the engines 

sho11ld be indicated. 

Division of Vessels into groups according to .Age. (See Annex I, Table 8.) 

Returns should also be provided sub-dividing for the whole territory of each country 
the vessels of each of categories I to IV according to age. In each category the number of 
vessels, total gross tonnage and total net tonnage should be given for each of the following 
groups: 

1. Vessels of less than 2 years. 
2. Vessels of 2 to 5 years. 
3. Vessels of 5 to 10 years. 
4. Vessels of 10 to 15 years. 
5. Vessels of 15 to 20 years. 
6. Vessels over 20 years. 

The age of vessels should be counted from the date on which the first certificate of 
registry or of nationality was issued. 



Division of Vessels according_ to their Principal Use. (See Annex I, Table 9.) 

countries should fur~sh a return of vessels classified at a given date according to the 
principal purpose for which they are used, as follows : 

Passenger vessels 1 
; 

Cargo vessels (with special indication of tankers). 

For each class the table should show the number of vessels, their total gross tonnage, 
their total net tonnage in tons register and their cargo capacity. . . 

The returns should distinguih between steamships and motor-vessels; among ~teamships 
separate mention should be made of ships able to use crude oil (mazout) and turbme vessels. 

Vessels not included in the Returns. 

Vessels of under 100 tons gross tonnage may be excluded from the different returns. 
In the case of tugs, account should only be taken of sea-going tugs of more than 500 

horse-power. . . . . . . 
The returns should not include pleasure vessels, fishing boats, mc~uding auxilia~y 

carriers, pilotage and salvage ships and boats, ships employed in any capamty by the pubhc 
authorities, and ships belonging to the hydro-technical services. . 

Should vessels of these different categories be habitually used for the commermal 
transport of passengers or goods, they should nevertheless be included in the general 
returns. For each category of ships excluded, separate tables may be furnished giving 
the different particulars mentioned in the present Recommendation. 

Vessels not in Service. (See Annex I, Table 10.) 

Each country should furnish annually a special return giving for the beginning of each 
quarter the number, total gross tonnage and total net tonnage of vessels not in service, 
making a distinction between vessels temporarily laid up and unseaworthy vessels . 

.Acquisitions and Losse-s. (See Annex I, Tables 7 and 9.) 

Each country should furnish a separate return of new acquisitions and losses in the 
mercantile marine during the past year. These acquisitions and losses should be divided 
on the one hand according to the categories of vessels I to Vindicated for the return of the 
effectives of the mercantile marine, and on the other hand according to the use of the · 
vessels (passenger ships, cargo ships, tankers). As regards acquisitions, the return should 
show new ships constructed in the country or abroad, purchases of other ships from abroad 
and changes of categories ; as regards losses, ships broken up or laid up, ships sold abroad 
and changes of categories. 

Crews. (See Annex I, Table 11.) 

Countries should supply annually a return of the effectives of the crews on board 
vessels in service at a given date. 

These returns should distinguish for each of the categories I to V referred to above 
and for each of the groups into which vessels are divided according to gross tonnage between ; 

Deck crew· 
General service personnel. 

In th~ case of vessel_s with mechanical means of propulsion, they should also indicate 
the effectlves of the engme-room departement. . 

Statistics of Passengers. (See Annex I, Table 12.) 

Countr~es should supply statistics of the number of passengers taken on board and 
landed durmg each year. 

These statistics should be compiled for each of the principal ports 
. For each ~ort.the tables should ~h~w the areas where the passengers a~e to land or have 
~orne on board, if necessary classifYing areas where the passenger t ff" · f ll 
Import~nce un~er the heading." ~ther Areas". ·Passengers bound fo:aorlcc~!u~ ~:m 
ports situated m the same statistical area may however be excl d d . · g 
total'-:hese statistics should distinguish b.etween the principal flags :p ~0• 75 per cent of the 

1 As paAAeugcr vel!l!cls should he counted all v 1 d · d 
supplied with a special certificate for this purpose. esse 8 csJgne to carry at least twelve passengers and 
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The number of emigrants and immigrants should be indicated separately and divided 
. according to nationality. 

No account should be taken of emigrants or immigrants proceeding from one 
European country to another. 

Travellers using ferry-boats should not be included in the statistics. . 
If the cruising traffic is included in the statistics, this traffic should be dealt with 

in separate tables. 

RECOMMENDATION WITH REGARD TO ADMINISTRATIVE AND TECHNICAL 
STATISTICS CONCERNING RAILWAYS. 

The administrative and technical statistics Qf railways referred to in the present 
Recommendation relate to railways in general, with the exception of secondary lines. 
Countries will themselves decide, in respect of each of their statistical areas, what should 
be understood by secondary lines. The total of lines thus excluded should not represent 
more than 5 per cent of the traffic or receipts of the whole of the milways of the area. 
Statistics should mention by name the railway systems for which figures are given. 

1. Deseription of lines. (See Annex II, Table 13.) 

Countries should furnish each year a general description of the lines of their railway 
system accompanied by a map, this description indicating for each of the administrations 
and for the different gauges : 

(a) The length of lines on December 31st, distinguishing, on the one hand, 
between electrified and non-electrified lines and indicating the average length 
operated for each, and, on the other hand, between single-track, double-track, 
treble-track or multiple-track lines ; 

(b) The length of each of the principal lines ; 
(c) Constitution of the lines according to their profile (horizontal or gradient, 

and degree of the latter), and according to their direction (straight or curved). 

2. Traction material. (See Annex II, Table 14.) 

The statistics supplied should indicate for each of the administrations and for the 
different gauges : 

(a) The number of steam locomotives· and locomotives with special systems, 
distinguishing in the former case between locomotives with a separate tender and 
machine-tenders, classified according to the number of motor axles or coupled axles; 

·(b) The number of electric locomotives, classified according to the number 
of motor axles or coupled axles ; 

(c) The number of rail-motors according to their system (steani, electric, special). 

3. Rolling-stock .. (See Annex II, Table 15.) 

The statistics supplied should indicate for each of the administrations, for the material 
belonging to it and for the material not belonging to it but registered in its yards, and 
for the different gauges : 

(a) Coaches, according to the number of axles and the number of seats for the 
· different classes ; · 

(b) Luggage vans, according to the number of axles ; 
(c) Wagons, covered, uncovered, with high sides, low sides or without sides 

(floats), and of special types, according to the number of axles and stating for each 
of these categories the average loading capacity per axle in tons. 

4. Distances travelled. (See Annex II, Table 16.) 

The .statistics supplied should indicate for each of the administrations and for the 
different gauges the distance travelled in kilometres : 

(a) By trains of the different categories (passenger, goods, other); 
(b) By steam or electric locomotives employed for the traction of trains, as 

reinforcement, for . shunting or detached ; 
(c) By rail-motors; 
(d) By vehicles of different categories (carriages, vans, loaded and empty 

wagons) including vehicles foreign, indicating the distance travelled in axle
kilometres and carriage- or wagon-kilometres. 
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5. Passenger traffic. (Annex II, Table 17.) 

The statistics supplied should indicate for each of the administrations and for the 
different gauges : 

(a) The number of passengers carried in the different cl~sses; · 
(b) The number of passenger-kilomet!es .in the different_ classes and per 

axle-kilometre or carriage-kilometre and tram-kilometre; 
(c) _The number of tons and ton-kilometres of baggage carried. 

6. Goods traffic. (See Annex II, Table 18.) 

The statistics supplied should indicate for each of the administrations and for the 
different gauges : 

(a) The number of tons and ton-~lo~?tres ~,f go.ods _in c~~mereial transport 
carried as express parcels or " grande vttesse and · pettte vttesse ; 

{b) The number of tons and ton-kilometres of goods carried on service; 

The totals in ton-kilometres should also be given per kilometre operated and per axle
kilometre, per wagon-kilometre and per train-kilometre. 

Lastly, the average distance travelled per ton in commercial transport and in total 
traffic should be indicated. ·· 

7. Traffic receipts. (See Annex II, Tables 19, 20 and 21.) 

The statistics supplied should indicate for each of the administrations and for the 
different gauges : 

(a) The total receipts of passenger traffic by classes; the average receipts per 
passenger by classes ; the average receipts per passenger-kilometre by classes; the 
receipts per kilometre operated; and, lastly, the baggage receipts; 

{b) The total receipts of goods traffic, separately for the different categories of 
commercial transport and service transport; the average receipts per ton carried and 
the average receipts per ton-kilometre for the same categories ·of traffic; lastly, the 
receipts per kilometre operated. 

(c) The total receipts of passenger and goods traffic combined, stating the totals 
of the different categories and their percentage in relation to the grand total; lastly, 
the receipts per kilometre operated and per train-kilometre. 

8. Operating Expenses. (See Annex II, Table 22.) 

The statistics supplied should indicate for each of the administrations .and for the 
different gauges the operating expenses, with separate indication of the expenditure on 
personnel for the following categories : __ 

(a) General administration; 
(b) Movements and traffic; 
(c) Track and buildings ; 
(d) Material and traction; 
(e) Miscellaneous. 

Similarly~ the grand total should be given for expenditure on staff, distinguishing 
between salanes,. wages and ~.anagement aD:owances, and for expenditure other than on 
staff, together w1th the coeff1Cient of operatiOn/ the expenditure per kilometre. operated 
and the expenditure per train-kilometre. 

9. Staff. (See Annex II, Table 23.) 

The statistics supp~ed s~ould indicate for each administration and for the different 
gaug_es. the. total effe~t1ves m personnel and their distribution among the different 
adm1~1str~t1ve, operatmg, ":orkshop, etc., services ; they should also indicate the total 
effect1~es m personnel per kilometr~ ope~·ated, per 1,000 train-kilometres and per 100 000 
axle-kilometres, or per 100,000 vehiCle-kilometres. - · ' 

10. Fuel and Electric Power. (See Annex II, Table 24.) 

. The statistics supplie.d. should indicate for each of the administrations and for the 
d1ffercnt gauges the quant1t1es of fuel consumed by categories and sh ld t t th 1 ifi 
power for each of these categories, and the quantity of electrid power ~~ns:m~~ in ~:~h~urs~ 

1 Tho coefficient of operation is the t' b t th · 
of rcceiiJts. ra 10 e ween e grand total of expenditure and the grand total 
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11. Taxation. (See .Annex II, Table 25.) 

The statistics supplied should indicate for each administration and for the different 
gauges the amount of taxes : 

(a)" Which are recovered direct 'from the public in the form of taxes on the price 
of conveyance, divided according to the different categories of transport and in the 
form of stamps on way-bills and taxes on documents ; 

(b) Which are not recovered direct from the public - i.e., different categories of 
taxes included in the operating expenses and the taxes on documents ; · 

(c) The total taxes per :ttiJ.ometre operated. 

These.statistics should also indicate the saving effected by the State as a result of the 
rebates on prices granted under the monopoly. or concession agreements, for each different 
category of rebate, as well as the other savings, as compared with the prices charged to 
commerce resulting from friendly agreements concluded between the State and the main 
railway systems. · 

Lastly, the total taxes and savings should also be given per kilometre. 

12. Form of Statistics. 

The statistical returns dealt with in points 1 to 11 abov.e should be given in the form of 
tables (see Tables 13 to 25). These tables should, further, be numbered, as in .Annex II. 
Similarly, the columns of these tables should be numbered. 

. Lastly, in order to compile the :various statistics, the method of calculation employed 
should, as far as possible, be indicated: in· the form of a brief explanatory note, either before 
or after the statistical returns. Further, to avoid the necessity of referring each time to 
the first table, each of the tables should, as far as possible, repeat the average length operated 
next to the nam~ of the system and for each type of gauge . 

. RECOMMENDATION WITH REGARD TO .ADMINISTRATIVE .AND TECHNICAL 
STATISTICS CONCERNING INLAND N.AVIG.ATION. 

I. IJescription of Navigable Waterways. 

Countries should supply a short general description and a map of the navigable 
waterways in their territory, indicating the permanent features of the system of navigable 
waterways and the main conditions of navigation, and giving a list of the principal ports. 1 

This publication should be kept up to date between the issues of complete new editions 
by means of supplements published if possible at least every two years. 

It is also desirable to furnish separate statements regarding each navigable waterway 
(~iver, lake or canal), classifying them by basins, and each waterway being divided into 
sections the limits of which should in all cases coincide with the places wh.ere a change 
occurs in the conditions of navigability. 

The description of the waterways system should contain the following particulars 
(see .Annex III, Table 26): 

The length in kilometres of each section of navigable waterway ; 
In the case of rivers, the method of technical improvement (dredging, 

regularisation or canalisation), if any ; 

For each section of navigable waterway: 

{a) Minimum depth, arithmetic mean of the minima recorded during each 
of the previous ten years ; 

(b) The lowest minimum recorded during the previous ten years and its 
duration; 

(c) Depth allowing of use recorded for at least 240 days per year, giving 
this depth for each year and the average for the previous ten years ; 

The number of bridges, fixed and movable, for each section, together with the 
minimum air space above the highest navigable level and the minimum width 
between the piers of navigable channels at the highest navigable level ; 

Number of pontoon bridges for each section ; 
Number of falls for each section; · 

· Number ·of fixed or movable· weirs, with minimum air space above the highest 
navigable level of navigable channels, if any, and minimum width above this level ; 

1 As principal ports are tmderstood to be those whose total annual traffic (goods discharged and dispatched) 
amounts to not Jess than 100,000 tons, 



Number of locks at each fall with minimum length and width and the minimum 
depth at the mitre-sill ; . 

Existing means of traction, specifying. the system employed (by t~g, by warJ?illg 
or haulage from the bank, etc.), with mentiOn of any complete or partial monopolies; 

.Average length of stoppages due to ice, floods, drought or repairs; . 
Brief description of the principal ports, their works, installations and eqUipment ; 
Position and capacity of winter shelters ; 
Position and capacity of construction and repair workshops ; 
Brief description of improvement works in progress, with probable date of 

completion ; · 
Brief statement of works completed since last publication. 

II. Vessels employed in Navigation. 

Countries will supply every five years, and as far as possible for years ending in 
0 and 5, a statistical return of the vessels employed. .A separate return should be supplied 
for each separate system of navigable waterways ; this return should include all vessels 
of not less than 20 metric tons used for the .commercial and industrial transport of goods 
or the transport of passengers. · 

The returns should contain at least the following particulars (see .Annex III, Tables 27, 
28 and 29): 

I. Number of vessels without mechanical means of propulsion: 

(a) Barges (with special mention of .tankers) ; 
(b) Sailing vessels. 

II. Number of vessels with mechanical means of propulsion: 

(a) Passenger boats; 
(b) Cargo boats ; 
(c) Motor barges (with special mention of tankers); 
(d) Sailing vessels with engines ; 
(e) Tugs. 

For each of these categories, with the exception of II (e), the returns should give the 
number of vessels .and the total tonnage for the following groups : · 

From 20 to 100 tons ; 
Over 100 up to 350 tons, 

" 
350 

" " 600 ' " 
" 600 

" " 1,000 " 
" 1,000 tons, 

these tonnage.s being expre~sed in metric tons of cargo capacity. · · 
For the five categones ill II the returns should give the number of vessels and their <' 

total power for each of the following groups : 

Up to 50 horse-power inclusive ; 
Over 50 and up to 100 horse-power inclusive, 

" 100 " " " 200 " . " 
" 200 " " ,, 500 
" 500 " " " 1,000 
, 1,000 horse-power, 

" " 
" " 

in each of which mention should be made of the nature f th · ( · 
combustion or electric) and of th 1lin ° e engme steam, illternal R . e prope g agent (paddle or screw). 
shouldet:r~8e e:£c~h~~ft~Jaff t::se~ rt~ or without ~ech~nical propulsion, mention 
concrete, etc. 0 e · u · Iron, wood, miXed (rron and wood), reinforced 

III. Port Statistics. . (See Annex III, Table 30.) 

100,~~r t~C:Sts th:o::t;:~a!:O~ai ~a~c ~~goods (loaded and disch~ged) amounts to 
mechanical ~ f . ill ca e e movement of vessels With and without 
being divided~~! ~!ro-pulslOn (numb.er and c.argo capacity at full draught), this number 
being made b t ommt g and outgomg traffic, upstream and downstream a distinction 

e ween emp y vessels and loaded vessels.l ' 

1 Vessels carrying a cargo of less than 500 kilogrammes sh~uld be regarded as ty 
. emp • 
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The statistics should also give the total tonnage of goods (not divided into categories) 
loaded and discharged, showing also the direction of the traffic (usptream or downstream). 
Floated timber should be dealt with in special returns, in the ports where the rafts are 

. originally formed and in the ports of destination. The table should also give the tonnage of 
goods transhipped from or to railway trucks direct. Fuel carried in the hold, when included 
in the statistics, should be dealt with separately. 

For each port, the total number of vessels, their cargo capacity and the total quantity 
of goods loaded or discharged, should be divided, as regards both incoming and outgoing 
traffic, according to the nationalities of the vessels carrying the goods. 

The statistics should not include passenger vessels leaving port without having loaded 
or discharged goods. 

Nor should they include warships, police or inspection vessels, and in general vessels . 
engaged in any capacity in Government service, as well as pleasure vessels (yachts), fishing 
boats, tugs and icebreakers, when they are exclusively used as such. 

!V. Frontier Statiqtics; ~See Annex Ill, Table 31.) 

The :return should show, for each year and for each frontier point, the movements of 
vessels with and without mechanical means of propulsion (number and cargo capacity at 
full draught), this number being divided into incoming and outgoing traffic and a distinction 
being made between empty vessels and loaded vessels.1 

The statistics should not include passenger vessels not carrying goods. 
The other categories of vessels mentioned in the last paragraph of Section lli above 

(Port Statistics) should also be excluded. 
The statistical tables should also give the total tonnage of goods, not divided into 

categories, showing the direction of arrival or departure. 
Floated timber in rafts should, however, be dealt with separately. 
The total number of vessels, their cargo capacity, and the total weight of the cargoes 

should be divided, as regards both incoming and outgoing traffic, according to the 
nationalities of the vesssels carrying the goods. 

y. Statistics regarding the Use made of Navigable Waterways. (See Annex III, Table32.) 

The return should furnish, for each year, for each section of navigable waterway and 
for each direction of traffic : 

The total number of tons carried on the section, divided into inland traffic, goods 
shipped, goods received and goods in transit ; · 

· The number of ton-kilometres for the section and the average number of ton
kilometres conveyed over the section (that is . to say, the result of dividing the 
number of ton-kilometres by the length of the section). 

. . 
Floated timber should be dealt with separately . 

. Lastly, the statistics should show in the first place, for the whole of each navigable 
waterway: 

1. The total number of tons carried ; 
2. The number of ton-kilometres for the waterway ; 
3. The average density of traffic for the waterway, without taking into account 

sections on which there has been no traffic during the year in question. 

In the second place, they should show, for the whole waterways system : 

1. The total number of tons carried ; 
2. The number of ton-kilometres for the system. 

VL W ater~level Graphs. 

Countries should furnish annually day-to-day graphs, corresponding to the standard 
scales, of the water-levels of rivers with a free current, whether regularised or not, and 
day-to-day graphs of the depths of water on the initre-sills which govern navigation. 

1 Vessels carrying a cargo of less than 500 kilogrammes should be regarded as empty. 
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ANNEXES A-LTO THE CONVENTION AND ITS THREE REGULATIONS 

Serial No. 

A-1 
A-2 
A-3 
A-4 
A-5 

A-6. 
A-7 

A-8 

A-9 
A-10 
A-11 

A-12 
A-13 
A-14 
A-15 
A-16 
A-17 
A-18 
A-19 
A-20 

Annex A. 

DRAFT NOMENCLATURE OF GOODS. 

Ref. to Serial No. of the 
Nomenclature 
in Annex C. 

7-13 
17-19 
20-23 
24 
28 

29, 30 
37-40 

44, 45a and b, 
46-49 
50-52 
55, 56 
58, 94-96 

59, 60 
63 
65-69 
70-77 
79-81 
85-88 
89-91 
99, 100 
102-108 

MINIMUM LIST. 

Goods. 

Cereals. 
Potatoes, vegetables, roots, edible fruits. 

. Colonial produce. 
Oil seeds and oleaginous fruits : copra. 
Fatty substances and oils of animal and vegetable origin, 

liquid or solid (except natural butter and artificial butter 
and edible fats). 

Sugar. 
Oil-cake, non-edible molasses, slices and pulp of beetroot, 

bran and offals, waste of rice, fodder and straw. 

Metallic ores. 
Coal. 
Mineral oils and motor spirit. . 
Natural stone in the rough or simply prepared; limestone, 

non-calcined, artificial stones and slabs of concrete, 
cement, slag, etc., bricks, tiles, pipes, fireclay bricks, 
structural pottery, articles of natural stone. 

Limestone cement and pozzolana. 
Gravel and earth. 
Chemical products. 
Fertilisers. 
Textile raw materials and waste. 
Raw woods, cork, waste .. 
Worked woods. 
Crude iron and steel. 
Iron and steel bars and sections, . iron or steel sheets, 

including galvanised sheets and tin-plate ; rails. and 
railway sleepers and their accessories of iron or steel, 
tubes and pipes of iron or steel, iron or . steel wire (in 
coi~s), girde:rs, beams, pillars and similar structural parts 
of Iron and steel ready prepared ; manufactures of iron 
or steel not included elsewhere. · 

A-21 1-6, 14-16, 25-27, 
31-36,41-43,53,54, 
57' 61, 62, 64, 78, 
82-84, 92, 93, 97' 
98, 101, 109-118 Other goods. 

Annex B. 

DRAFT NOMENCLATURE OF GOODS. 

INTERMEDIATE LIST. 

Ref. to Serial No. of the 
Serial No. Nomcuclature Goods. 

B-1 
B-2 
B-3 
B-4 
B-5 
B-6 
B-7 
B-8 

in Annex C. 

1 
2 
3 
4, 5 
7 

11 
8-10, 12, 13 

14, 15 

Live animals (n?t including fish, crustaceans and molluscs). 
F~esh meat, chilled or merely salted or smoked. 
Ft.sh, crustaceans and molluscs. 
Milk, dairy products and eggs. 
Wheat. 
Maize. 
Rye, barley, oats, rice, other food gra.ins. 
Flour and meal. 
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Ref. to Serial No. of the 
Serial No. Nomenclature Goods. 

B-9. 
B-10 
B-11 
B-12 
B-13 

B-14 
B-15 
B-16 
B-17 
B-18 

B-19 
B-20 

J B-21 
B-22 
B-23 
B-24 
B-25 
B-26 
B-27 
B-28 

B-29 
B-30 
B-31· 
B-32 
B-33 
B-34 
B-35 
B-36 

B-37 
B-38 
B~39 

B-40 
B-41 
B-42 · 

B-43 
B-44 

B-45 
B-46 
B-47 
B-48 
B-49 

B-50 
B-51 

in Annex C. 

17, 18 
19 
20-23 
24 
28 

Potatoes, vegetables, roots. 
Edible fruits. 
Colonial produce. 
Oil seeds and oleaginous fruits, copra ; 
Fatty substances and oils of animal and vegetable origin, 

liquid or solid (except natural butter and artificial butter 
and edible fats). 

Raw and refined sugar. 
Food preparations. 

29,30 
31, 32 
33-36 
37 
38-40 

-Beverages. 

42, 43 
44, 46 
45a, b 
47-49 
50, 51 
52 

Oil-cake. 
Non-edible molasses, slices and pulp of beetroot, bran and 

offals, waste of rice, fodder and straw. 
Raw and manufactured tobacco and waste. 
Iron ores other than pyrites, manganese ores. 
Iron pyrites, burnt iron pyrites (including decoppered). 
Zinc, copper, lead, aluminium, tin and other metallic ores. 
Coal and briquettes of coal. 
Coke. 
Crude lignite, briquettes and coke of lignite, peat, charcoal. 
Raw petroleum, refined mineral oils and motor spirit. 

53, 54 
55, 56 
57 , Bitumen, asphalt, tar, pitch, creosote. 
58, 96 

59, 60 
63 
65-69 
70-77 
78 
79 
80 
81 

82, 83 
85-88 
89-91 

92 
93 
94, 95 

98 
99, 100 

Natural stone in the rough or simply prepared; limestone, 
non-calcined ; articles of natural stone. 

Lime, cement and pozzolana. 
Gravel, sand and earth. 
Chemical products. 
Fertilisers. 
Raw hides and skins, dressed hides and leather. 
Cotton. 
Wool. 
Other textile raw mat.erials and waste of textile raw 

materials. 
Yarns for weaving, sewing, etc. ; tissues. 
Raw woods ; cork; waste. 
Wood railway sleepers ; timber for construction dressed 

and for sawing ; articles made of wood and cork, 
furniture. 

Wood-pulp. 
Paper and cardboards; articles made of paper and cardboard. 
Artificial stone and slabs of concrete, cement, slag, etc., 

bricks, tiles, pipes, fireclay bricks·; structural pottery. 
Glass and glassware. 
Pig-iron, blooms and billets of iron and steel; steel castings, 

ferro-alloys. 
Old and scrap iron. 
Foundry and rolling-mill products. 
Manufactures of iron or steel. 

101 
102-107 
108 
109-112 
113 

Other crude base metals and their alloys. 
· Machinery and apparatus other than for vehicles, electrical 

appliances. 
114 Vehicles, their engines. and other parts. 
116, 6, 16, 25, 26, 
27' 41, 61, 62, 64, 
84, 97, 115, 117, 
118 Other goods. 
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Annex C. 

DRAFT NOMENCLATURE OF GOODS. 

DETAILED LIST. 

Serio.!. 
No. 
1. Live animals (not including fish, crustaceans and molluscs). 
2, Fresh meat, chilled or. merely salted or smoked. 
3. Fish, crustaceans and molluscs. 
4. Milk and dairy products. 

t ~;~·material of animal origin not specified elsewh~re and other raw products of · 
animal origin: · 

7. Wheat. 
8. Rye. 
9. Barley. 

10. Oats. 
11. Maize. 
12. Rice. 
13. Other food grains. 
14. Wheat flour.· 
15. Other flours, meal and semolina. 
16. Malt. 
17. · Potatoes. 
18. Vegetables, roots. 
19. Edible fruits. 
20. Coffee. 
21. Tea. 
22. Cocoa, raw. 
23. Other colonial produce. 
24. · Oil seeds, oleaginous fruits ; copra. 
25. Sugar beet. r 
26. Vegetable raw materials for dyeing or tanning ; gums, resins and vegetable saps 

and juices (including indiarubber). . · ·. . • 
27. Vegetable raw materials not specified elsewhere and other raw products of vegetable' 

origin. .• 
28, Fatty substances and oils of animal and vegetable origin, liquid or solid (except· 

butter and artificial butter and edible fats). · · · 
29. Sugar, raw. 
30. Sugar, refined. 
31. Preparations of meat, fish, crustaceans and molluscs 
32. . Other food preparations. 
33. Wine. 
34. Beer. . 
35. Potable spirit. · 
36. Other beverages; vinegar. 
37. Oil-cake. 
38. Non-edible molasses; slices· and pulp of beetroot. 
39. Bran and offals; waste of rice: 
40. Fodder and straw. 
41. Residues and waste from food industries not mentioned elsewhere ; ice. 
42. Raw tobacco and waste. .· · 
43. Manufactured tobacco and waste. 
44. Iron ores other than pyrites. 
45a. Iron pyrites. 
45b. Iron pyrites, burnt (including decoppered). · 
46. Manganese ores. · 
4 7. Copper ores. · 
48. Zinc ores. 
49. Ores of other metals. 
50. Coal. 
51. Briquettes of coal. 
52. Coke. 
53. Lignite, crude ; briquettes and coke of lignite. 
54. Peat, charcoal. 
55. Crude petroleum. · 
56. R!lfined mineral oils and motor spirit. 
57. Bitumen, asphalt, tar, pitch, creosote. . 
58. N_atura~ stone in the rough, or simply .prepared · limestone non-calcined 
59. Lime (mcluding lime for fertilising purposes). ' '__ · 
60. Cement, pozzolana. · · 
61. Salt (NaCI). 



Serial 
No. 

Sulphur. 
;.-

Gravel, sand and earth. 
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62. 
63. 
64. 
65. 
66. 
67 .• 

Other mineral products not elsewhere specified and waste products (slag, cinders). 
Sulphuric acid. 
Soda compounds. . 
Products of the distillation of wood and resin and their derivatives ; ethers and 

alcohols not elsewhere specified or included. 
68. Dyeing and tanning, extracts, colours, inks, lacs, varnishes and mastic. 
69. Other chemical products. 
70. Animal fertilisers (guano, etc.). 
71. Natural phosphate of lime. 
72. Natural sodium nitrate (Chile saltpetre). 
73. Potash fertilisers. 
7 4. Basic slag "Thomas ", ground or not. 
75. Artificial nitrates. · 
76. Superphosphate of lime. 
77: · Other and compound fertilisers. 
78. Raw hides and skins ; dressed hides and leather, except leather articles. 
79. Cotton. 
so·. -Wool. 
81. Other textile raw materials and waste of textile raw materials. 
82. Yarns for weaving, sewing, etc. 
83. · ·Tissues. · 

.84. Rags and tailors' cuttings. 
85. Wood in the rough for building. 
86. Wood for the manufacture of wood-pulp. 
87. Pit-props. 
88. Other raw woods, cork,· wood waste, cork waste and waste paper. 
89, Wooden railway sleepers. 
90. Timber for building, dressed and for sawing. 
91-. Articles made. of wood and cork ; furniture. 
92. Wood-pulp. 
93~ Paper and cardboard ; paper and cardboard articles. 
94. Artificial stones and slabs of concrete, cement, slag, etc. 
95. Bricks, tiles, pipes, fireclay bricks, structural pottery. 
96. Articles of natural stone. 
9.7 .. Other pottery, earthenware, china.' 
98. Glass and glassware. 
99. Pig-iron. 

100, · .. Blooms· and billets ()f ·iron and steel ; steel castings, ferro-alloys. 
101. Old and scrap iron and ·steel. 
102. . Irori . and steel bars, and sections: 
103. · Iron or steel sheets and plates, including galvanised sheets and tin-plate. 
104. Rails and· railway sleepers and their accessories of iron or steel. 
105. Tubes and pipes of cast iron, iron or steel. 
106. Iron or steel wire in coils. 
107. Girders, pylons, pillars, beams and similar structural parts milled in cast iron, iron 

108. 
109. 
110. 
111. 
112. 
113. 
114. 
115. 
116. 
117. 

or steel. · 
Manufactures of iron or steel not included elsewhere. 
Raw copper. 
Raw zinc. 
Raw lead. 
Other crude base metals and their alloys. 
Machinery and apparatus other than for vehicles, electrical appliances. 
Vehicles, their engines and other parts. 
Arms, ammunition, explosives. 
Manufactured articles not included elsewhere. 
Shipments of miscellaneous goods in isolated packages (not more than 250 kg. per 

· shipment). 
118. Returned· empties. 

Mail (letters and parcels). 

A.nnex D. 

(Annex D will not be prepared until the list in Annex C has been finally drafted.) 
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Annex E. 

(The alphabetical index which Annex E will contain can only be made when the work 
now proceeding on the compilation of a u,niform Customs nomenclature is finished ; the 
index will have to be drawn up in collaboration with the Customs Experts and the Com
mittee of Statistical Experts of the League of Nations.) 

[F1·ont] Annex F-1. 

MODEL STATISTICAL DECLARATION FOR MARITIME NAVIGATION (1). 

(For· explanations Bee over.) · 

ARRIVAL of vessels at the port of ........................ , ....... , ...... ; ......... . 

Arrived on ............................................... ~- Serial No. ( 5} . ..... · .. 

(Entered loaded, in ballast, empty (2).) 

1. N arne of vessel ....................................................... :o ••••••• 

2 D' t' . hin b 1 t . • lJ! mgms g num er or e ters ......................... , .................... . 

3. Port or place of registration .............. , .......•.....•.•.........•.........• 

4. Flag . ......... ~ ......................... ~ . , ...................... ·-· ........ . 

5. Class of vessel ( 3) .................................................... : ...... . 

6. Net tonnage in registered tons ........................................... · ..... . . 
7. Name of master .......... · ....... ; ........................ · .......... ·; ....... . 

8. Vessel of a regular line, circular route or tramp (2) ......•..................... 

9. Port of origin (4) ........................ .......... ' ..... ~ ............. •-· ... ." ... . 
10. Intermediate ports iJ?- order of call between the port oforigin and the port where the 

present declaratwn was drawn up ...................•.... ; . , .............•. 

11. Number of passengers larided . ... · .................. : . . · •........................ 

:Oetails of goods unloaded. (Instead of giving the following description the cargo · 
manifest may be attached, provided it shows the gross weights.) · ' · 

Serial 
No. 

Country I Place 
of loading 

No. of I No. of 
region district 

of loading 

Commercial 
description 

of goods 

No. in the 
stati•tical 

nomenclature 

Gross 
weight Remarks" 
in kg. 

-----l------l-------~---l-------l-----------------1-----l---~. 
(5) (5) (5) (5) 

[Reverse] 

(1) To be used where the transport d t · · 
do not furnish the necessary information f ocdrume~ s or Cust?~s declarations themselves 

or awmg up mantrme statistics 
(2) Strike out what does not apply. . 

(3) I. Wit~out mechanical means of propulsion. 

I
I
11
I. HS avmg both mechanical propulsion and ~ails . 

. teamer; ' 
IV. Motor vessel; 
V. Tug. 



-33-

(J) The port of origin is taken to be : · 

1. For tramps arriving with cargo, the furthest port in another statistical area 
where the vessel took on goods for the district to which the statistics 
relate; -

2. - For tramps arriving in ballast, the last port of call in another statistical area ; 
3. For vessels of regular lines, the home port or terminus. 

(5) To be filled in by the clerk of the Statistical Bureau. 

• 
[Front] Annex F-II. 

MODEL. STATISTICAL DECLARATION- FOR MARITIME NAVIGATION 

(For explanations see ot1er.) 

DEPARTURE of vessels from the port of ............................................... . 

Left loaded, i~ballast, empty (2), on . . . . . . . . . . . . . . . . . . . . . . . . . . Serial No. ( 5) ....... . 

Arrived on .. : ~ .............. ~ .......................... , ... Serial No. (5) ....... . 

1. -Name of vessel ... · ........................................................... . 

2. DistinguiShing numb.er or letters .. ............... , ............................ . 

3. Port or !)lace of registration ................................................. ~ . . . . 

4. Flag ................. -................................................ _ ......... . 

5. Class of ve.ssel (3) .......................................... _ ................. . 

· 6. N ~t tonnage in registered tons .......... , .................................... . 

7. Name of master ............................................................. . 

8. Vessel of a regular. line, circular route or tramp (2) ........................... ·. 

· 9. Port of destination ( 4) . : ....................... · .......................... • -.. . 

10. Intermediate ports in order of call between the port of departure and the port of 
destination ...................................... -........................ . 

11. Number of passen~ers embarked ....................... , ..............•......... 

12
_ Cargo of ~ solid bunker fuel . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . tons 

.. liq~d bunker fuel ... _. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . • . . . . . . . . tons 

13. Have repairs been made to the vessel in harbour Y ............................ . 

Details of goods loaded. (Instead of making the following -declaration, the cargo 
manifest may be attached, provided it shows the gross weights.) 

- I I No. of I No. of l Commercial No. in the i Gross 
Serial Country Place region district I description statistical 1 weight 
No. of unloading 1 of unloading of goods nomenclature [ in kg . 

..,----1---'-1---;1----~---- ----- _____ i ___ l---
j I 

I 
151 

i ; 
I I 

(5) (5) 

Remarks 

(5) 

I I 



[Reverse] 
. 

(1) To be used where the transport documents or Customs declarations themselves 
do not furnish the necessary information for drawing up maritime. statistics. . . 

(2) Strike out what does not apply, 

(3) I. Without mechanical means of propulsion; 
II. Having both mechanical propulsion and sails ; 

III. Steamer ; · · 
IV. Motor vessel; 
V. Tug. 

(4) The port of origin is taken to be·: 

• 1. For tramps leaving with ca.1·go, the fu1·thest port in another statistical area 
for which cargo has been loaded in the district in question; · 

2. For tramps departing in ballast, the first port of call in another statistical 
area; . · 

3, For vessels of regular lines, the terminus or home port. 

(5) To be filled in by the clerk of the Statistical Bureau. 



[Front] Annex G. 

MODEL STA.TISTICA.L DECLA.RA.TION FOR INLA.ND NA.VIGA.TION. 

Name of vessel: ' Class of vessel1 . 
t I t t I I I t t I o t 0 I t I I I t t • t t t t t I I t I I I I I t t I t I t I t t t t t t t t t I t t I I I I t I t t t t I I I t t t 0 ·, .t t I t I I I I I t t I I t t t t • I t t I I t e I t I t t t 1 

A. Registration No.: , I t t t t I I t t I I I t I I I I ,t I I t t t I I I I I I I I I. I I I I t t I I t t t t t t I t I t _Loading capacity in tons of 1,000 kg. according to the 
1 tons Name of master or owner: ton;nage-measurement certificate. or net tonnage in 
1 

..... 
I .,; I t t t t o I t I I I t t t t t t I t t I I I t I I I I I I I I t I I" t t" t f tons Country of registration : ..... reg. 

t f f I I I I I I t I t t I I I I t t I t 0 I t t t t t t t I t t I • t I I I I I ,0 I I I reg1stered tons ........... ~ ............ -........ 
. Maximum draught in em. accord~ng to the tonnage-

measurement certificate I t t t I I I o I t I 0 I I I I I t I t I t t f I t t t I t I I em. 
Port of or frontier station of exit of 2 ............. •••••••• ••• • • • • • • • J 

Arrived on .... ~ ..... 19 .. , empty or loaded 3 To be filled in by tlte clerck of the statistical bureau. 

Number of the declaration : I I I I I t t t t t t t t t I t t t t t I I I I I • I I I I t t I t 1 .f t 1 I t 

Details of goods unloade(! Number of the unloading district: 1 t 1 1 t t I I I I I I I t t I t t t t t I I I I I t I t ,- 1 1 I I 

-
1 .. Gross weight in kg. • Distance Detail (if re- Direction 

.!3 inkm. qui red) of the 

Commercial Country No. in the 'it between the distance bet- - _ ... 
·~ 

Serial Places of Route description Tra.nsliipped directly and place goods Country of .S] places of ween the diffe- Up- I Down· J No. loading' followed • of goods• Total of nomencla· loading -s .rs loading and rent waterways. stream strea,m 

'"" unloading 8 ture -~ unloading 
From truck From ship Water-

to ship· to truck ways Km. Kilometric tons 

- --

B 

. -

' 

I . 



( Rct'fl'-'<'] 

The ~tatist.ical dechwation should be mn,de at each of the ports at which 
tlw Yessol stops. 

It must be hamll•d either to the port statistical· officer or to the 
harbom·nu1ster or official replacing him. 

The pltl't.icnhus to be supplied in Table A may be printed. 
Table B should be filled in by. or on behalf of the master or owner. 

1 State whether the vessel in question is : 

(a) A sea-going vessel or an inland navigation vessel. 

(b) A vessel without means of mechanical propulsion (barge or 
sa.iling vessel) or a vessel with mechanical propulsion (steam or mot01'}. 

(c) A passen gcr vessel or a cargo vessel or a mol 01' barge or a motor 
saili11g vessel or a tug. 

(d) A raft or timber convoy. 

2 Name of port or name of frontier station. 
3 Strike out what does not apply. A vessel with a cargo of less than 

500 kg. is regarded as empty. 

·• If a single cargo of goods unloaded has heen loaded in diffm·cnt plaeeK, 
state the different places and the quantity loaued in each place. 

Iu the case of sand or gravel taken from the river, mention as plaee of 
loading the nearest port in the same country. 

6 The route followed need only be filled in if alternative routes could 
have been followed. 

6 The description of the goods should, as far as possible, tally. with the 
nomenclature employed for statistical purposes. 

The use of collective descriptions, such· as " cereals ", " ores ", " iron ", 
etc., is prohibited. 

In the case of a raft, the particulars concerning the loading and the gross 
weight should be replaced by the word " l'aft " with a statement of the nature 
of the wood (hard or soft) and the volume of the raft. 

7 In the case of goods for which an average weight is taken, it is sufficient 
to indicate the number of units. 

8 To be filled in only where a statistical declaration is made at the 
frontier of exit. 
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Annex B. 

LISJ· OF STATISTICAL REGIONS FOR THE PURPOSES OF MARITIME 

. TRANSPORT STATISTICS. 1 

Number. Region. 

Number in the list of 
statisticaJ areas 
annexed to the 
Convention on 

GROUP I. NORTHERN EUROPE. 

· 1. Norwa-y. 
2. Sweden. 
3. Finland. . . . .. 
4. ~.S.S.R., Baitic Coast 

. 

5. Estonia, Latvia and Lithuania 

6. Danzig and Poland. . . · . 
7. Germany, Baltic Coast . · 
8. Denmark ...... . 

9. Other regions (Faroe Islands, Icela.nd, Spitzbergen, Finland 
(Arctic Zone), Russia (Arctic Zone)} . . . . . . . . . . 

GROUP II. - WESTERN EUROPE. 

10. · Germany; North Sea Coast .. 

11. Nether lands .· . . . . . ·. . ... 
12. Belgiu_m. . . . . . . . . . . . . 
13. Great Britain and Northern. Irela.nd .. .• 

14. Irish Free State . . . · . . . . . . 
15. France, Atlantic Coast . . . . . . ... 

Economic Statistics 
of December 1928. 

23 
34 
13~ 
38b 

~
I 12 

21 
22 
26 

2b 
9 

10 
18 
24 
13b 
38o 

2a 
3 

25 
7 

29 
30 
17 
14a 

GROUP II~. - WESTERN MEDITERRANEAN AND ADJACENT ATLANTIC AREAS. 

16. 
17. 
18. 

Spain to the north of Portugal . . . . . . . . . . . . . . . 
Portugal 2 • • . • • • • • • • • •. • • • .• • • • • • • • 

Spain from the southern frontier of Portugal to the French 
Mediterranean frontier, and Gibraltar 

19. 
2Q. 

21. 

France, Mediterranean Coast 
Italy, West Coast3 • 

Tunis and Algeria . 

22, · Morocco. . . . · . · . 

23. Madeira and the :Azores, ·Canary Islands and Rio de Oro . 

. . 

GROUP IV. -EASTERN MEDITERRANEAN AND BLACK SEA. 

24. Italy, East Coast 
25 ... Yugoslavia 
26. Greece . ·. 
27. Turkey .. 
28. Bulgaria. . . 
28. Roumania. . . . . . 

. . . . 

30. U.S.S.R., Black Sea Coast. 

31. Syria and Palestine'. · . • 

lla 
27a 
llb 
31 
14b 
19a 

i ·no 
~ 109 
I 79 

I 
80 
81 

' !..7b 
~ 107 
! 106 

19b 
33 
15 
37 

8 
28 
38a 

I 55 
I 52a 

1 The·fixing of the limit between short· and long-distance traffic may involve changes of detail in the groups and 
regions of this list. 

1 Excluding Madeira and the Azores. 
a As far as Taranto inclusive . 

. ' ;Excluding Tmnsjordania. 
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Number. R<·gion. 

32. Egypt, Mediterranean Coast, • . . . . . . . . . 
33. Libya. . . . . . . . . . . . . . . . . . . . . 

34. Other regi~ns (Malta, Albania, Dodecanese, Cyprus). 

GROUP V. - NORTH .AMERICA, ATLANTIC COAST. 

35. *Canada, Atlantic Coast, and Newfoundland . . . . . . . . 

36. *United States, Atlantic Coast, as far as Jacksonville inclusive 

Number in t-he Jist of 
statistical a.rea.s 
annexed tc the 
Convention on 

Economic Ststistirs 
of December 1928, 

76a 
126 

) 

32 
1 

20 
. 63 

I 136a · 
I 137 

134a 
138 

37. Other regions (Greenland, Canada, Arctic Zone, St. Pierre and \ 136c. 
) 139 
r 15o 

Miquelon, Bermuda) . . . . . . . . . . . . . 

GROUP VI. NORTH .AMERICA, PACIFIC COAST. 

38. Alaska . . . . . . . . . 
39; Canada, Pacific Coast . . . 
40. United States, Pacific Coast 

·, 

.. 

GROUP VII. - CENTRAL AMERICA.' 

41. United States, Gulf of Mexico from Jacksonville 
42. Mexico, Atlantic Coast . . . . . • . . . . . . 

) 

British Honduras l 
Guatemala •.. 

43. H?nduras • . . Atlantic Coast 
Nicaragua . . . . 
Costa-Rica . . . 

44 \ Colombia, Atlantic Coast . . . . · . 
· 1 Venezuela. . . . • . . . . . . . 

45. Cuba . . . . . . . . . . . . . . 

. . . . . 

. 

{ West 
46. l Indies 

I and 

Dominican Republic and Haiti. 

British. West Indies and British Guiana 

French West Indies· and French Guiana 

\ Guiana 
Dutch West Indies and Dutch Guiana . 

. 

•. 

U.S. Possessions in the ·west Indies 
U.S. Virgin Islands) 

(Porto Rico and 

47. Panama and Canal Zone . 

48. Mexico, Pacific Coast. . • . 

) 

Guatemala l. . 
Salvador 

49. H?nduras Pacific. Coast 
Nicaragua 
Costa Rica · 

50 .. ~ Colombia, Pacific· Coast. . · . 
l Ecuador. • . . . . . . . . 

. . 
. . . . . . . . . .. 

.. 
. . 

GROUP VIII. - SOUTH AMERICA, ATLANTIC· COAST. 

51. *Brazil . . . . . • 
52. Uruguay • • . • . 
53. Argentine . . . . · . 
54. Falkland Islands. • 

.. . ' ·: 

. . 

GROUP IX. - SOUTH AMERICA, pACIFIC COAST. 
55. Peru • 
56. *Chile • . . . . . . . . . . . . . 

• • 

135 
1366 
134c 

134b 
146a 

! 161 

) 

143a 
· 145a 

147a 
. 140a 

172a 
177 
141 

{
142 
144 

{ 
151/160 
178 

~ 165 

( 
166 
180 ·t 167 
181 

t 162 
163 

{ 148 
164 
146b 

) 
i!~b 
145b 
147b 

\ 140b 
172b 
173 

170 
i76 
168 
179 

175 
171 
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Number. Region. 

Number in the li•t of 
statistical areas 
annexed to the 
Convention on 

GROUP X. - AFRICA, WEST AND SOUTH. 

. 57. French West Africa, Mauritania, Senegal, French Guinea, Ivory 
Coast, FreiJ,c:Q Togol.and (under mandate), Dahomey, French 
Cameroons (under mandate) .•......... 

58. 
British West Africa-i.e., Gambia, Sierra Leone, Gold Coast, British 

Togoland (under mandate), Nigeria, British Cameroons 
(under, mandate) . . . 

59. French Equatorial Africa. .• 

60. Belgian Congo. . . . . . 
61. Angola . . . . . . · . . . 

62 .. *Union of South Africa and South West Africa 

. ( Other regi_ons (C3:~e Verde 
63 . . J- Sparush Gumea, St; 

\ Tristan da Cunha) . . 

Islands, Portuguese Guinea, Liberia, 
Thomas and Principe, St: Helena, 
.. . . . . . . . . . •· . . 

GROUP XI. - Ab"RICA, EAST. 

64. Mozambique. . . 

· 65. Tanganyika, Kenya and Zanzibar . 

66. Italian Somaliland, British Somaliland, and French Somali Coast. 

67. Eritrea . . . . . . . . . . . . . . . . . . . . . . . . . . 
68. Egypt, Red Sea Coast, including Suez Canal and Anglo-Egyptian 

Sudan. ._ . . . . . . . . . . . . . . . . . . . . . 

69. Arabia, Red Sea Coast (Transjordania, Hedjaz and Yemen). 

7 0. Madagascar . . . . · . . . . ' . . · . . . . . . . . . . .. 
71. Other regions (Reunion, Mauritius, Seychelles, Socotra). 

. GROUP XII. -. AsiA, INDIAN OCEAN. 

72. AI·abia, Indian Ocean and Persian Gulf Coasts, Aden, Hadramaut, 
Oman. . . . . . . . . . . . 

73. Iraq, Koweit and Bahrein Islands. 

7 4. "Persia. . . . · . . . . . . . . . . 

75. *India (including French Settlements and Portuguese Possessions). 

76, Ceylon . ·- . . . . . . . . . . . . . . . . . . . . . . . 
GROUP-XIII.- FAR EAST. 

77. British Malaya, Sarawak, Brunei and British North Borneo 

78. Siam . . . 
79. Indo-China 

80. *China (including Hong-Kong, Macao and W~-hai-Wei) 

Economic RtatisLics 
of Decem her 1928. 

111 
112 
116 
117 

119 
118, 120 

85 
86 
87 
89 
88 
90 

121 
83 

132 

{ 
93 
94 

129 
130 

78 
108 
l31 

91 
92 

133 

) 

100 
99 

101 

1
128 
102 
122 
127 

\ 76b 
I 82 

) 

52b 
44 
57 

123 

I 
124 
104 

(
' 105 

103 

\ 58 

I ~~ 
} 

. 45 
49 
59 
53 

I 65 

I 70 
73 
.62 

) 

66 
67 
61 
60 
54 
71 

I 41 
64 

) 74 
! 68 
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Number. !l.,gion. 

Number in tho list of 
statistical areas 
annexed to the 
Convention on 

81. Japan With Korea, Formosa and Islands under Jap_anese mandate. 

82. 

83. 

U.S.S.R., Pacific Coast. . . . . , 

Philippine Islands With Guam. 

. ;, - . .. • • . . ', 

84. Dutch Indies (including Portuguese Timor) . 

GROUP XIV. -OCEANIA. 

85. *Australia with Papua and New Guinea under Australian mandate . 

86. New Zealand . . .. . . . . . . . . . . . . . . . . . . . . 
I 

87. British and French Oceania, American Samoa and Samoa under 
New Zealand mandate . . . . . . . . . . . . . 

88. Hawaii ... . . . . . . . . . . . . . 

Economic Statistics 
of December 1928. 

) 

46 
47 
48 

201 
38d 

l 69 
~196 

J 72. 
l 75 

"!182 
183· .· 

. 184· 
185 ' 

1
186, 187, 
188, 189, 
190, 191, 

. -~192, 193, 
194, 197, 
199, 198, 
200 . 
195 

Owing to the length of their coast-lines, it would, be very desirable to· subdivide the 
areas marked with a *. 

Annex J. 

MODEL STATISTICAL TABLES RELATING, TO MARITIME 
NAVIGATION. 

Table I. - Movement of goods in maritime navigation. 

Table 2. - Movement of goods in maritime navigation· by flags. 

Table 3. ·- Movement of vessels. 

Table 4. - Movement of shipping in ports. 



Table 1. -- ~·· .. ~- ' . . -
. GOODS TRAFFIC IN MARITIME NAVIGATION. -DISTRICT A. -YEAR 1935. 

No. of Total goods . . . Livesto~k . Fresh. ll)ea.t, . Fish, . Milk, 
districts ' .. .. Etc. 

and National districts and foreign regions in tons (excluding ... etc.) etc. etc. etc. 

regions shipped arrived shipped arrived shipped arrived shipped arrived shipped arriv¢ shipped arrived. 

INTERNAL TRAFFIC: . - ... 

1 District A . . . • • • • . • ' 
2· District B . . . . . . . . . 
3 etc. 
4 

.. 

5 • 
etc. 

I .. Total internal traffic . . • .. . . 
~ -

EXTERNAL . TRAFFIC ; 
Region A • . . . . . . . . 

of which country a. (e.g. ... . . . -· ... .. . . . ... .. . - . . . .. 

La.tvia.)* . . . . . . . . 
of which district a.' (e.g. 

Riga.)* . . . . . . . . . 
Region B 

. . .. - • • u• . . ... .. . .. . .. .. . . . . . . . . . 
of which country b* . . . . 

• of which district b '* . . . . 
etc. 

Other regions . . . • • . . 
II. Total short-distance traffic. . 
Region R . . . . . . . . . 

of which country .r'* . . . 
of which district r'* . . . 

Region s . . . . . . . ' . 
Region T • . . . . . . . . 

etc. 
Other regions . . • . . . . 
III. "Total long-distance traffic. ---
II + III. 'l'otal external traffic. 

I+ II+ III 1935 . • . . 
19:-l-i . . . . 

• Optional indications. 
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Table 2. 

MOVEMENT OF GOODS IN MARITIME N.A VIG.ATION BY FLAGS. -· 

DISTRICT .A. - YEAR 1935.' 
-

' 
Arrivals ' - Departures Total goods in tons 

' 
Regions from or to which Principal flags taking Net Net 

traffic is carried part in traffic (75 per cent of Number tonnage Number tonnage ' 
total traffic) of in tons of in tons Shipped Arrived 

vessels register vessels register ~ 

- -

.A. I tlternal Traffic. Total . . . . . . . . 
of which:· 

national flag . . . 
flag X . . . . . 
flag Y . . . . . 

' flag Z. . . . . . ' 
etc. 

. 

B. External Traffic. 
With Region I. Total . . . . . . . . . --

of which: 
national flag . . . 
flag X . . . . . 
flag Y . . . . . 
flag Z. . . . . . 

etc. 

With Region II. Total . . . . . . . . 
of which: 

national flag . . . 
flag X . . . . . --
flag Y . . . . . -
flag Z. . . . . . 

etc. etc. - -

. 
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· Table 3. 

MOVEMENT OF VESSELS. - (Name of district to which the statistics relate.) 

-

Groups of regions from or Arrivals Departures 
to which traffic is carried · Principal flags taking part in 
on, with particulars of traffic. 

Number of Net tonnage Net to·nnagc 
Number of the intermediate groups · (79 per ·cent of total traffic) vessels in register vessels in register 

in which calls are made tons tons 

EXTERNAL TRAFFIC. Total. . . . . . . . . . . 

' 

' 

. 

With Group I ~ ·of which: national flag. 
flag X . . . 
flag Y . . . 
flag Z . . . 

etc. 
' of which: Total. : . . . . . . . . 

. ·.calling :j,t ports of which: national flag . 
inotherregionsof · flag X . . . 
the same territory flag Y . . . 

flag Z . . . 
etc. 

calling at ports Total. . . . . . . . . . 
in other 1·egions of which : national flag. 
of the same group flag X . . . 

flag Y . . . 
calling at_ ports Total. . . . . . . . . . 
in Group II of which: national flag. 

flag X ' . . . . 
etc. . 

calling at ports Total. . . .. . . . . . . 
'in Group III of which: ·national flag. 
etc~ . etc. flag X . . . . 

' 
With Group II Total. . . . . . . . . . 

of which: national flag. 
·flag X . . . 
flag Y . . . 

etc. ' 

of which.: Total. •. . . . . . . . . 
calling at ports of which: national flag. 
in other regions of flag X . . . 
the same territory flag Y . • . 

etc. 

calling at "p(}:rts Total. . . . . . . . . . 
inotherdist1·ictsof of which : national flag. 
the same territory flag X . . . 

etc. 
. 

calling at ports Total. . . . . . . . . . . 
in Group I of which:· national flag. 

flag X . . . . . 
- etc. 

calling at ports Total. -. . . . . • . . . 
in Group III of which: national flag. 

flag X . . . 
etc. etc. 

N ole. -If the territory ·of the district in question (loeJ! not .constitute a whole region, particulars should also be 
given of the number, net tonnage and flag of vessels for;" other territories of the same region ", if vessels call at ports in 
any such territories. · 
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Table 3 (continued). 

MOVEMENT OF VESSELS. - (Name of distt·ict · to which the statistics relate.) 

Groups of regions from or 
to which tzaffic is carried 
on. with particulars of 
the intermediate groups 
in which calls are made 

With Group Ill 

of which: 
calling at ports 
in other regions 
of the same 
territory, 
etc. 

etc. etc. 

With Group XIV 

of which: 
calling at ports 
in other Tegions 
of the same 
territory 
etc. 

Principal flags taking part in 
traffic. 

(75 per cent of total traffic) 

Total. . . . . . . . . . 
of which : national flag. 

etc. 
flag X . . . 

Total. . . . . . . . . . 
_of which: national flag. 

t 
flagX ... 

e c. 

Total. . . . . . ·. . . . 
of which : national flag. 
etc. 

Total. . . . . . . . . . 
of which : national flag. 
etc. 

.Aqivals 

Number of 
vessels 

Net tonnage 
in register 

tons 

Departures 

Number of 
vessel~ 

Net tonnage · 
in register 

tons 

1--------1------_:_----1----1----l-----l----1-· 
Circular 

of which: 
calling at ports 
in other regions 
of the .same 
territory 

calling at ports 
in other districts 
of the same 
territory 
etc. 
calling at ports 
in Grottp I 
etc. 

Total: with Group I 

with Group ll 

with Group III 

etc. 

wit~ Group XIV 

Total. . . . . . . . . . 
of which : natio:qal flag. · 

flag X . . . 
etc. 

Total. . . . . . • • . . 
of which : national flag .. 
etc. 

.. -
Total . . . . . . • . . . 

of which : national flag. 
etc. -

Total. . . . . . • . . . 
of which : national flag-. 
etc. 

Total. . . . . . • . . . 
of which : national flag. 

flag X . . . 
etc. 

Total. . . . . . • . . . 
of which : national flag. 

flag X . . . 
etc. 

. . . . . Total. .' . . . 
of which: 
etc. 

national flag. 

Total . . . . . . . . . . 
of which : national flag. 
etc. 



Entered: ............ vessels having a net torina~e of 

Left : • • . • • • • • . • . . • • . vessels having a net tonnage of 

Vessels entering the port 

Loaded 

To unload \ Without unloading 

. _!fable 4. 

MOVEMENT OF SHIPPING IN PORTS. 

. . . . . . . . . tons 

. . . . . . . . . tons 

In ballast . 
. 

PORT .A. 

' 
1. Vessels without mechanical means of propulsion. 
z·. Vessels having both· sails and engines as means of 

propulsion. . . . 
3. · Steamships. . . . . 
4. Motor vessels. • . . 

1. 
2. 

Vessels without mechanical means of propulsion. . .. 
Vessels having both sails and engines as means ot 

propulsion. 
3. 
4. 

Steamships. . 
Motor vessels. 

After having taken on cargo 
in the port 

Vessels leaving the port 

Loaded 

Without having taken on cargo 
in the port 

Flag Number Net tonnage Flag Number Net tonnage Flag Number Net tonnage Flag Number Net tonnage Flag Number Net tonnage Flag R.T. R.T. R.T. R.T. R.T. 

Potal . . 

Total cargo 
Tons Tons 

Total cargo 
unloaded .•. . . . . .. . . . unloaded ... . ....... 

of which mails of which mails 
and postal and · postal 
packets . . . ........ packets . .. . ....... 

Number: Net tonnage 
register· tons 

.. . . . . . . . . . 

. . • • . . . . . . . . . . . . • . . . . . . . . . . . . . . • . 

. . . . . . • • . . . 

. . • . . . . • • . . . . • . • . . . . • . . . . . . . . . . . . 

In ballast 

Number Net tonnage 
R.T. 



Annex K. 
Model Railway Statistics Table. 

Table 5. 

MOVEMENT OF GOODS BY RAIL. - DISTRIOT A. - YEAR 1935. 

Total goods Live stock Fresh meat, Fish, 1\lilk, Eto. 
Number Name of national districts and of foreign tons (excluding, eto.) etc. eto. e!c. 

of countries or districts 
districts con- con- I received 

con- I con- con· received received received received con .. 
received 

signed signed signed signed signed • signed ---- -
I INTERNAL TRAFFIC: I 

1 District A . . . . . . . .. . 
2 District :B • . . . . . . • . 
3 District C . . . . . . . . . 
4 etc. 
5 I. 

etc. I -· -
I. Total internal traffic .. . . 

EXTERNAL TRAFFIC . . 
Country A : District 1 . . . . 

Distrkt 2 . . . . 
Other districts. • 

Country :B : District 1 . . . . 
District 4 . . . . . 

Other districts. . 
Country C . . . . . . . . . . • 
Country D . . . . . . . . . 

. etc . 
-

II. Total external traffic. . . . . 
I +·II: 1935. . . . . . . . 

1934 . . . . . . . 
Thereof : transhipped from 

I wagon to vessel and vice versa. 



Annex L. 

Model Inland Navigation Statistics Table. 

Table 6. 

MOVEMENT OF GOODS IN INLAND NAVIGATION.- DISTRICT A. -YEAR 1935. 

Total goods Live stock Fresh meat, . Fish, Milk, Etc. Number Name of national districts and of foreign tons (excluding, etc.) etc. etc. etc. 
of countries or districts districts 

shipped received shipped received shipped received shipped received shipped reveived shipped received 
) 

. 

INTERNAL TRAFFIC: 
1 District A . . . . . • . . . 

.2 District B . . . • • . . . . 
3 District c . . . . . . . • . 
4 etc. 
5 

etc. ' 

I. Total internal traffic, . . . 
EXTERNAL TRAFFIC: 

Country A : District. 1 . . . 
District 2 . . . 
Other districts . 

Country B : District 1 . . . 
District 4 . . . 

' Other districts • . 
Country C . . . . . . 

' 
. . 

Country D . . . . • . . . . 
etc. 

II. ·Total external traffic . . . 
' 

I + II: 1935. . . . . . . . 
1934. . . . • . . . 

Thereof : transhipped from 
wagon to vessel and vice versa 

' 
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ANNEXES I-III RELATING TO THE THREE RECOMMENDATIONS 

ON ADMINISTRATIVE AND TECHNICAL STATISTICS 

Annex·I. 

MODEL STATISTICAL TABLES RELATING TO THE RECOMMENDATIONS 
ON MARITIME NAVIGATION. 

Table 7. - Figures for the mercantile marine (according to _gross· tonnage of 
vessels). 

Table 8. - Figures for the mercantile marine (according to age of vessels). 

Table 9. - Figures for the mercantile marine (according to prmcipal ·use and 
· nature of motive force of vessels). . 

Table 10. - Figures for the mercantile marine (vessels not in service). 

Table 11. - Crews . 

. Table 12. - Statistics of passengers carried. 



Table 7. 
FIGURES FOR THE MERCANTILE MARINE 

A. DIVISION OF VESSELS INTO CATEGORIES ACCORDING TO GROSS TONNAGE. 

V easels without mechanical Vessels having both engines Steamships Motor vessels Tugs Total 
means of propulsion and sails as means of propulsion 

' 

~0 "" ~ "" ... 
~ "" ... 

~0 "" 
... ... 

... s " " .. ~ S<->] ~ ~ ... " s.., "' ~g) ... s.., " ~ ~ ... " ~ ~ ... " Categories according to gross tonnage " a ~,t;~ a ::lA~ " ::lA~ " ~i " ~~.s &·a " m~ " &·a .. "''"' § &·a "' "''"' &·a " ill~ -a s .,._g A "' "' A " ~ '"'0 
A e§ s '"'0 'S .. "' -a 

in tons register (R.T.) 
.s 'R " ~ e a .s ~ § ~ ~j .s 0 ~ ';; . " s .s .... ::s- ch§ q . " E:§ 

::1· ~.s "' !! " ~.s 0"' !! " ~ " ..e ~.s ~!!5 ~ ~.s J~ ~ ~.s z .., ::.l""J:l . .., 
::.! "" " 

~ .... 
~ ~"" " ""' 

.., 
""..<=l 

~ ..... 
~0 . ···~ o""' ·~ ~0 ~ ~ 

. A ·~0 . . . 0 • 

il' to il' 
------------ ------------..L-------------

R.T. R.T. dm. R.T. R.T. dm. h.p. 0 R.T. R.T. dm. h.p. R.T. R.T. dm. h.p. R.T. h.p. R.T. 
--.--------- --------------------

100- 500 ............ ' 
500- 1,000 ..... : ......... 

1,000- 2,00() ......... • .... 
2,000- 3,000 ............. 
3,000- 4,000 .............. , 
4,000- 5,000 .· ............ 
5,000- 6,000 ............. 
6,000- 8,000 ............. 
8,000-10,000 ............. 

10,000-15,000 ... · .......... 
0 

15,000-20,000 ............. \ 

20,000-30,000 ............. 
30,000 and over ........... 

------·---- ------------------------------
Total: .................. 
of which 

) 
Port A. . . 

registered Port B ..... 
at Portl C ..... 

etc. 
---------- ------------------------------

New ships ..•.... 
Acqui- Changes of cate-
sitions gory ......... 

Purchases of other 
ships ......... 

. 

~ 
Breaking up or 

laying up ..••.. 
Losses Changes of cate-

f 
• gory ......... • 

Sales ........... 



Table 8. 

FIGURES FOR THE MERCANTILE MARINE. 

B. DIVISION OF VESSELS INTO CATEGORIES ACCORDING TO .AGE, 1 -
V easels without mechanical· means Vessels having both engines and sails Steamships Motor V esse Is of propulsion as means of propulsion 

Age group 

Number Gross . Net Gross . Net Number Gross Net Number Gross Net 
tonnage tonnage Number tonnage tonnage tonnage tonnage tonnage tOnnage 

' . 
Less than two years .. 
2 to 5 years ...... 
5 to 10 " ... ~ .. 

10 to 15 " ...... 
15 to 20 

" ...... 
20 years and over .... 

' 
.• 

1 The age of vessels should be counted from the date on which the first certificate of registry or of nationality was issued. 



I 

I 

Table 9. 

FIGURES FOR THE MERCANTILE MARINE. 

C. DIVISION OF VESSELS ACCORDING. ~·o THEm PRINCIPAL USE AND ACCORDING TO THE 

~ATURE OF THEm MOTIVE FORCE (AS ON ••••••• ) • 

.. 

Passenger vessels Cargo vessels 1 Of which tankers 

Categories of vessels according 

to nature . Gross Net -Gross . Net Gross Net 

of motive force Number _tonnage tonnage Cargo Number tonnage tonnage Cargo Number tonnage tonnage 
in tons in tons caracity in tons in tons capacity in tons in tons 
register register register register register register 

Steamers .............. 
.Able to use mazout .... 
Turbine .............. 

Motor vessels .......... 
Total ...... 

- -

New ships .... 
.Acqui- Changes of 

sitions category .... 
Purchases of 

other vessels . 

Breaking up or I 
· laying up .. , . 

Losses Changes of 
category .... 

Sales ......... 

1 Including cargo vessels carrying not more than 11 passengers. 

Cargo 
capacity 

I 

I 



Table 10. 

FIGURES FOR THE MERO.ANTILE MARINE. 

D. VESSELS NOT IN SERVICE. 1 

Vessels laid up Unseaworthy vessels 

Year I 

Gross 'Net Gross Net 
Number tonnage tonnage Number tonnage tonnage 

·R.T, R.T. R.T. R.T. 

First quarter .......... 
' 

Second ·quarter ...... ' . 
Third quarter . ......... 

Fourth quart.er · ......... 
-

1 With the exception of vessels not in s~rvice on account of the season. 



Table 11. 

CREWS (as on .... ). 

Vessels . V easels having 
Steamships M:otor vessel.s 

without 
mechanical both engines and Tugs Total sails as means means of of propulsion Passenger 

' Cargo Passenger Cargo 
propulsion vessels vessels 1 vessels vessel$1 

. 

Categories according 

to gross tonnage 
Eng- Eng-Gene-in tons register ral , ine ine Gene-

Deck room Deck room · re.l 
crew per- dep· crew dep- per-son .. 

art· art- so nne! nel ment . ment 

e. 0 e. b c e. b c e. b c e. b c e. b c e. b c e. b " ------- ·------------------------ --------
100- 500 ..... 
500-1,000 ..... 

1,000-2,000 ..... 
2,000-3,000 ...... 

I etc. 
I I 

1 Including cargo vessels carrying not more than II passengers. 
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·Table 12. 

STATISTICS OF PASSENGERS CARRIED )'"EAR 1935. 

LARGE PORT : A. 

-
Arrivals Departures 

From or to foreign territories ]'lags mainly concerned in tmnsport Number Number 

Country A. Total . . . . . . . . . 
' ' of which under national flag 

flag X . . 
flag Y . ·-

etc. 
' 

Country B. Total . . . . . . ·- . . . 
of which under· national flag . 

etc. 

Count:t:y c. Total . . -· . . . . . . . 
etc. ; etc. 

-

' . 

Annex II. 

MODEL' STATiSTICAL TABLES RELATING TO THE RECOMMENDATIONS 
ON RAILWAYS. 

FIRf)T PART. - CONSTITUTION OF RAILWAY SYSTEMS; 

Table 13. -· 1-1 Track. 
Table 14. - 1-2 Traction material. 
Table 15. - 1-3 Rolling stock. 

SECOND PART. - TECHNICAL RESULTS OF OPERATION. 

Table 16. - 2-1 Distances travelled. 
Table 17. - 2-2 Passenger. traffic. 
Table 18. - 2-3 Goods traffic . 

. THIRD PART. - FINANCIAL RESULTS. 

Table 19. - 3-1 .Receipts from passenger traffic. 
Table 20. - 3-2 Receipts from goods traffic. 
Table 21. -- 3-3 Total receipts. 
Table 22. - 3-4 Operating expenses. 

FOURTH PART. -MISCELLANEOUS. 

Table 23. - 4-1 Staff. 
Table 24. - 4-2 Fuel and electric power. 
Table 25. - 4-3 Taxes. 

. ' 



1 2 

.. 
.8 Admjnjs. 

s tration 
~ 

1 2 

..8 Adminis· 
~ z tration 

3 4 I 5 I 6 I 7 I 
Non-electrified lines 

Length at December 31 

.t Treble 
~ Total 

Single Double or (ColA. 
mul· track track 4+5 tiple +6) track 

-
I 
I 

Table 13. 
1-1. CONSTITUTION OF RAILWAY SYSTEMS. -TRACK. 

8 I 9 I 10 I 11 I 12 I 13 I 14 I 15 16 1 17 I' 18 

Length of lines Length of lines 

Electrified lines Total Other 
lines 

'"" ~ngth at December· 31 '"" ... ~ '"" (sta· 
.£ $ ~~C'\1 .£o;;- Prin· tion Total 

g:,~ %~ al"'- "~-Treble ..= .. + """+ cipal and I Col•. 
~a . Total ~a ..,a>r- IS P<., 

lines junct· 16 "'0 Single Double or (Co Is. " 0 w" . " 0 > mul- ~i 
cS.!!l I> ,J:I ttl ion -<t track track 9+10 ~a>O -<: t:, '0 +li) 

tiple oo lines, 
.§ +11) A~ .,o 

track .!1 
. ,~ eto..) -

kilometres 
. 

ldlometres 

-

Table 14. 
1-2. CONSTITUTION · OF RAILW-!>-Y SYSTEMS. 

19 I 20 1 21 I 22 I 23 I 24 I 25 I 26 

Profile 

Length of 
horizontal Length of gradients 

lines 

From .it"" rom Total Up to 
5%oto .10%o Over 

25%o In In 5%o to 
10%o 25%o kilo- %of In In 

metres Col. 14 ,. Proportion of the total 
length of the lines 
(in % of Col. 14) 

kilo- %of 
metres Col. 14 

TRACTIO~ MAT~RI.AL. 

27 I 28 I 29 I 30 I 31 I 32 

Direction 

Length of 
straight Length of curved lines . 

lines ... ~ ·. 
Total 

!!IS~";cS In In :a8 ° .:=-58 kilo· %of ~lQ~ lQ In In 
metres Col. 14 kilo· %of 

in% metres pot 14 
of Col. 14 

3 4 1 5 1 6 1 7 1 s 1 9 . 1 10 1 11 1 12 1 13 1 14 1 15 1 10 1 17 1 1s 1 19 1 20 1 21 1 22 1 23 1 24 1 25 1 26 27 1 2s 1 29 1 30 1 31 

Locomotives 

Steam locomotives and locomotives with special S);sterns Electric locomotives 

Steam locomotives with 
1------------------------------~----------------------------------.-----ILoco-

mo- Total 
tives Total 

Total with (Cols. 2 3 4 6 (Cols. 
(Cols. special 17 20 
9+16) sys· +IS) to 23) terns · .. · 1---!... __ _...! __ ..!--__ 1 

with separate tender Machine· tendel'S 

motor axles or coupled axles 

with with 
Total Total 

l-2--;-l-3--:-l -4-:-1-5---..,.I-6-I(Cols. l-2--;-l-3--:-l -4-:-l-5--;-l-6:---;l-s--I(Cf~· 
4 to 8) to 15) 

motor axles or coupled axles motor axles or COU[Iled axles 

Num.ber 

I. 

. -0 .• 

s-o: 
0_£-
0" .. ,Q 

Total - " al ...... E-< 
0 p., .... 

(CoJ.s. ;o ': .~ a_§ -; Steam 
19 = .. '0 

+21) : a':: 
~~10 
'">"" Q) ·~.....; 
> 0 

-<: s 
Number 

Rail-motol'S 

-
I "tS -; 

:-=$
~~.!1 

- Q).0 with Total o ~~ .. .... 
Elec· special (Cols. .8 a· o 

. 8 "' = ..-:-
tric sys· 27 = .. ...; 

terns to 2. 9) gj, a8 
~ec; 
~.8": ...:o-8§.. 



1 

J a 
~ 

I I 

j 
a 
~ 

I 2 I. s I 4 

gj, 
Administration " .$ 

2 

2 I 3 1 24 1 25 1 26 1 27 I 

Tablo J!j, 

1-3. OONSTITUTION OF RAILWAY SYSTEMS. - ROLLING STOOK. 

0ARRIAGES AND VANS. 

I ll t 6 I 7 I 8 I I) I 10 1 11 l 12 I 13 I l4 I 15 I 16 I 17 I 
Carriages and vans of railway administrations 

18 I HI I 20 

Carriag~a Luggage vans 

No. of carriages No. of seats No. of No. of vans 
carriages 

Total per km . Total 
with Total number 

of Total operated 
with Total number 

(Cola. 4 I .I I 
(Cols. Col. 8. I lor~ore 

(Cola. of I I I of 
3 4 6 l 2 3 4 10+11 -- 2 3· 16+17 +5+6 axles Col. 15 of axles 

+12 +18) 
axles +7) class +13) 

Table 1-1 axles 

I 
... 

Table 15 (continued). 

1-3. OONSTITUTION OF RAILWAY SYSTEMS. -ROLLING STOOK. 

WAGONS. 

28 I 2!l 1 30 1 31 1 32 1 33 1 34 1 35 I 36 I 37 1 38 I 39 .I 40 I 41 I 42 1 4!1 I 44 I 45 

Wagons of the Railway Administrations 

Covered wagons Uncovered wagons Special wagons 
Total Total ·~ ~s No. of covered .. " Number of uncovered wagons ..,., Number """ number number " gj, wagons .s] "" of uncovered Num- "" ... s 

Administration " ·~ ol ber ·~ ol of of .s " ol Total ~ .. ., Total ~ .. ~ wagons Total ~ .. ., ~ .... c with Total number 0 " " 
with Total of o a" w~>gons &xles 

- "'S number .s B..s num- - s 0 ol 

(Cols. with ape· (Cola. (Cola. -
I 14 or (Cola. of <>I» I I I I of "t> with low berof "~" " " '2 3 bll~ c: 2 3 4 6 s 30+31 cia! .. ·~ ~a 24+25 ~ o·~ ~·s·g high borders ... ~ 27+35 23+36 more axles l)ol +32+ &x!es wa- axles 

!~ ~~ bor- or 
~~ +26) ...... without +40) +41) 

axles <~ axles 33+34) ders gons 

" borders " 

I 21 I 22 I 2:1 

Carriages and vans 
not belonging to 

Average the Railway 
Administrations number but registered in of vans their yard8 per km. 

operated 
Col. 19. 
Col. 15 .Number 

of Table Number 

1-1 
of units of axles 

• 

I 46 I 47 I 48 
-

Average 
' Wagons belonging 

to private parties 
number and registered in 

of the yards of the 
wagolll! Railway 

per km. Administrations 
operated 
Col. 43: 
Col. 15 

Number Number of Table 
of units of axles 1-1 



I 2 3 

Num-
her 

Administration Gauge 

-

4 I 5 

) Table 16. 

2-1. TECHNICAL RESULTS OF OPERATION. DISTANCES TRAVELLED. 
TRAINS, LOCOMOTIVES, RAIL-MOTORS. 

I 6 I 7 8 I 9' I 10 I .II I 12 I 12bi8 I '1'3 I 14 I 15 I 
Distances travelled by locomotives and rail-motors 

16 

·Distances travelled by trains. 
Electric iocomotives Steam locomotives and locomotives with special systems 

Total Traction Bank Total Number Traction ·Bank Total 

Passenger Goods Other (Cols. 4 of engines Light (Cola. Shunt- ofkm. per of engines Light (Cola. 13 

to6 trains (pilot or engines 8+9+H)) ing hour's trains (pilot or engines +14 
pusher) 1 shunting pusher) +15) 

Kilometres 

Table 16 (continued). 

2-l. TECHNICAL RESULTS OF OPERATION. DISTANCES TRAVELLED. 
VEHICLES. 

I 2 3 20 ·I 21 I 22 I 23 I 24 

Distances travelled by vehicle• !including foreign vehicles) 

Passenger Goods wagons Total 

Number Administration 
carriages Luggage 

I 
(Cole. 20+21 

Gauge (including vans Loaded Empty +22+23) rail-motors) 

A. - Axle-kilometres 
B. - Carriage or wagon-kilometres 

I 17 I 17bis I 18 I 19 

Rail-motors 

Number Traction Shunt· of km. per · of Distance 
ing hour's trains travelled 

shunting . 



I Number )~ 
t .,.. E! c;· ~· 

"' ~· "' ... 
~ 

I Gauge 
1<¢ 

"M 
Number "' :-< 

"""' .... ... ~ 
0"' 

I 
&."' --

% of total in !"'j 
Column 12 m[ "' ...... <":l 

0 --s 
Number s .. ~ '" "" -o 6 z 0 0 E 

\ 

>l"" = --
%of total in ... .... i3 

Column 12 . Ol C' ..., 
'" Gl ... 
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Columns 4+6 :;1. 

~ 00 

~ 
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I % of total in E 0 --., ... 
·Column 12 :;, 

"' ~ --
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t;j 
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--

2: 
H 
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~ 
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t;j 
Ul 

Total (Columns S+ 1 0) .... 
"" ~ 

8 
~M 

Number ""~ .... 
~~ <¢ 
om 
0 .. 

I 
ffi''j --

%of total in 
~~ 

.... 
Column 21 <":l .... 
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-o E 

I 
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0 
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0 ~ 
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0 0 
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i3 
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Ul 

8 
~ 
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9 

" --
Total (Columns 17+19) fi 

"' .. .... 
--Commercial . transport Col. 17 ~ "'' 0 ... "' Co!.15 of Tab.1-1 'g ~ 

Total traffic ~ 0 --
~ s 

Col. 21 """' "' .,.. .,., 
Col. 15 of Tab. 2-1 @ 

--
' 

Per &:de-kilometre of goods 
wagon A or per kilometre -~ of goods wagon B 

, Col. 21 : Col. 5 of Tab. 2-1 --
Per train-kilometre of goods 

trains "' . 
Col. 21: Col. 22+23 "' 

of Tab. 2-1 

Commercial "> transport Col. 17 " ... ,_, 
:.- ~~" "' Col. 8 .!;" 

a .,.,.OJ 

Total traffic g-Ol~ --
" Col. 21 fi ~~c.. "' =;· --- ~ .... 

.... 
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e. 
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Table 19 . . . 
3-1. FIN.ANCI.AL RESULTS. - RECEIPTS FROM P .ASSENGER TR.AFFIC. 

1 2 3 4 5 I 6 I 7 I 8 I 9 10 I 11 I 12 I 13 r 14 15 I . 16 I 17 I 18 I 19 20 21 22 

Total receipb! . Average receipts per passenger Average receipte per p~senger-kilometre 
Receipts. 

per 
km. Total 

Administ.ra- 1st cl. 2nd cl. 3rd cl. 4th cl. General 1st cl. 2nd cl. :lrd c). 4th c), General ope rat; Baggage receipts 
Number Gauge Currency a.vera.g:e average ed of passenger tion 1st 2nd 3rd 4th Total' receipts· 

class class class class (Cols. 5 to 8) Col. 5 Col.6 Col. 7 Col. 8 Col. 9 Col. 5 Col. 6 Col; 7 Col. 8 Col. 9 Col. 9 traffic 
. (Cola. 9+21) 

Col. 4 Col. 6 Col. 8 Col. 10 Col. 12 Col. 13 Col. 15 Col. 17 Cql. 19 Col. 21 Col. 15 
Tab. 2-2 Tab. 2-2 Tab. 2-2 Tab. 2-2 Tab. 2-2 11ab. 2-2 Tab. 2-2 Tab. 2-2 Tab. 2-2 Tab. 2-2 Tab. 1-1 

. 

. 

' 

Table 20. 

3-2. FINANCIAL RESULTS. - RECEIPTS FROM GOODS TR.AFFIC. 

1 2 3 4 5 I 6 I 7 I 8 I 9 10 I 11 I 12 I 13 I H 15 I 16 I 17 I IS I 19 20 

Total receipts Aven•ge receipb! per ton carried Average receipts per ton-kilometre 

"' Commercial transport Commercial llransport Commercial transport 

Receipts 

Express Express 
per kilomet.re 

Number Administration Gauge Currency Service 
opemt<>d 

Expt-ess 
parcels Slow General Service General parcels Slow General General 

Total and goods average trans- and goods average trans· 
parcels - Slow Service Total fast port average fast port average 

and goods (Cols. tmnsport (Cols. 7+8) goods goods 
. 

fast goods 5+6) Col. 5 Col. 6 Col. 7 Col. 8 Col. 9 Col. 5 Col. 6 Col. 7 Col. 8 Col. 9 · Col. 9 

Col. 4 Col. 6 Col. 8 Col. 10 Col. 12 Col. 13 Col. 15 Col. 17 Col. 19 Col. 21 Col. 15 
Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 2-3 Tab. 1-1 



.Table 21. 

3-3. FINANCIAL RESULTS. -. TOTAL RECEIPTS . 
. 

1 2 3 4 5 I 6 7 I 8 I 9 I 10 II I 12 I 13 I 14 15 Hi 

Receipts Percentage of total receipts 
. 

Receipts Receipts Receipts From Accessory from per Km. per 
Num- Administration Gauge Currency • 

From From passen- receipts Sources 'Passen· sources operated train-km. 
ber passenger goods ger a.nd from pa.s· other Total ger Goods Accessory other than Col. 10 Col. 7 traffic traffic goods (Cola. 7+ receipts receipts Receipts traffic 

(Col. 22 (Col. 9 traffic senge~ tha.n 8+9) Col. 15 . Col. 7 
traffic ·Col. Col. Col. Col. 

Ta.b. 3-1) Ta.b. 3-2) (Cols. 5 a.ndgoods 
5x100 6xiOO Sx100 9X100 Ta.b. 1-1 Tab. 2-1) 

traffic 
' +6) Col. 10 Col. 10 Col. 10 Col. 10 

' 



Table 22. 

3-4. FINANCIAL RESULTS.- OPERATING EXPENSES. 

1 2 3 4 5 I 6 I· 7 I 8 I 9 I 10 I II I 12 I 13 I 14 I 15 I 16 I 17 I 18 I 19 I 20 I 21 I 22 I 23 I 24 

Chief categories of expenditure 

General administration Movements and traffic Tracl: and buildings Material and traction Miscellaneous 

Expenditure Toto.! expenditure Expenditure Toto.! expenditure Expenditure Total expenditure Expenditure Toto.! expenditure Expenditure Toto.! expenditure 

Num· 
Administration Gauge Currency ber . 

% % % % % 
Other Total of total Other Total of toto.! Other Toto. I of toto. I Other Toto. I of tots! Other Total of total 

On On 
. opera.- On opera- On opera· On opera. 

than (C'>O!s. opera.- than (Cola. ting than (Cola. ting than (Cols. ting than (Cols. ting ting 
staff on 5+6) expenses staff on 9+10) expenses staff on 13+14) expenses staff on 17+18} expenses staff on 21+22) expenses 

staff Col. 7 staff Col. 11 staff Col. 15 staff Col. 19 staff Col. 23 
Col. 31 Col. 31 Col, 31 Col. 31 Col, 31 

" 

Table 22 (continued). 

3-4. FINANCIAL RESULTS.- OPERATING EXPENSES. 

2 3 4 25 I 26 I 27 I 28 I 29 I 30 I 31 32 33 34 

Grand tots! of expenditure 

On staff Other than on staff Expenditure 

Coefficient per km. Expenditure 

% % Grand of operation operated per train-km. 
Num- Administration Gauge Currency Wages, of of 

ber Toto.! Tots! Col. 31 Col. 31 Col. 31 
salaries, etc., Management grand grand total 

(Cols. 5+9+ 13 (Cols. 6+10 
.except 

+17+21 
'tots! 

+14+18 
total (Cols. 27+29) Col. 10, Tab. 3-3 Col. 15, Tab. 1-1 Col. 7, Tab. 2-1 

management allowances Col. 27 Col. 29 
allowances 

+25+26) +22) 
Col. 31 Col. 31 

-



1 

Number 

1 

Number 

in first 

table 

2 3 

Administration Gauge 

2 

Administration 

Table 23. 

4-1 .. MISCELLANEOUS. - ST.AFF. 

4 li 6 7 8 9 10 11 12 13 14 I IIi I 16 

Total effecthes 
Staff Miscella-

Total Main ten- Machine- of current ne(l!JS 

Central ance ry Service repairs Princi- sel'vices pcrkm. per 1,000 
per 100,000 

Effecti- and (gas 11nd a'tle-km. (A) 
Admi- Regional Station Train except work- pal electiioity operated tmin-km. or per 100,000 ves supervi-

Services Service Service shop work- works; nistra- sion of work- vehicle-km. (B) 
(Cola. (material shops general 

tion track and shop warehouses, 
5 to 13) buildings 

., 

staff 
and. ticket Col. 4 Col. 4X 1,000 Col. 4 X 100.000 

traction) printing, etc. 
.. - . .. Col. 15, Tab. 1-1 Col. 7, Tab. 2-1 Col. 24, Tab. 2-1 

Table 24. 

4-2. MISCELLANEOUS.· -. FUEL .AND ELECTRIC POWER. 

3 

Gauge 

4 5 I . a I 7 8 9 

Average I------.-Q~u_a_n_ti_ti,es_of_f_u_e~l ,co_ns_um_ed-,.---'---

length 

operated 

in 19.: 
Coal 

Bri

quettes 
Coke 

Crude 

oil 
Wood, 

etc. 

10 

Electric power 
consumed, 

measured at· the 
starting-point of 

the supply lines of 
the contact wires 

(in kw. hours) 

11 

Coal 

12 13 14 15 

Calorific power of fuel 

Briquettes Coke Crude oil Wood, etc. 



Table 25. 

4-3. MISCELLANEOUS. - T.AXES. 

1 2 . 3 4 5 I 6 I ' 7. 
- I 8 I 9 I 10 I 11 I 12 I 13 14. I 15 I 16 I 17 I 18 I 19 I 20 I 21 

Taxes recovered :fl:om public dil:ect Taxes not recovered from public direct 

Proceeds of taxes on price of transport Proceeds of taxes included in operating expenses 

Percen· 
I Consump· Percen-

Accessory Taxes tion taxes Total 
Nom. Adminis· receipts 

tage of Land on and taxes (Cols. 14 
tage of Taxes 

ber Gauge Currency Fast Total · traffic Stamp Taxes on taxes and pa:fable operA.ting tration Pas. Slow of fast (Co Is. duty on docu- profits ·m Turnover Miscella· +15 on 
Baggage goods and 

and slow 
receipts similar and con- +16 

expenses docu-
sengers express goods 5+6+7 Col. 10 way bills ments taxes or nection tax neoua Col. 19 

goods 
+8+9) 

invest- with the +17 menta 
parcels 

traffic Cole. 7+8 duties mente exercise +IS) Col. 31 

l'ab. 3-3 of a 
profession 

Tab. 3-4 

--

I 
Table 25 "(continuation). 

4-3. MISCELLANEOUS. - T.AXES. 

22 I 23 I 24 25 26 I 27 I 28 I 29 I 30 I 31 32 33 I 34 

Tntal taxes Saving effected by the State as a result of rebates granted 
., S"O r:l 

Tot&! taxes 8 0 ., ... 

under monopoly or concession agreements ·c..:::rg a and a&\ings P4 :.0'0 

Recovered Not Tot&! s r:l " ..c·~o'5 
recovered .~-;C) (Q 

from per ~ e "S s 
public from km. 'tj • .g .. ~ Grand 
direct public operated Post, . Transport Transport ~~6-B~ 

direct total 
of of Transport "'" "2 » Col. 24 telegraph s ~ eoo ~ (Cole. 22 and soldiers Finance of 0 "" Grand 

Per km. Others Tot&! oo~Q= 

Tot&! +23) Col. 15 telephone and and prisonprs gj ~ ~ f total 

(Cols.10 
Tot&! Treasury .... ., 

Tab. 1-1 service sailors -g-<: 
(Cola. 19 officials "" ~ $ +12 -~ 1:.".!:! " 

+ 13) 
+21) ,...~s~ 

~-5ce~ 
. . 
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Annex III. 

MODEL STATISTICAL TABLES RELATING TO THE RECOMMENDATIONS 

ON INLAND NAVIGATION. 

· Table 26. - Description of navigable waterways. 

Table 27. - Statistics of river craft (non-mechanically propelled vessels). 

Table 28. -. Statistics of river craft (mechanically propelled vessels; loading 
capacity). 

Table 29. - Statistics of river craft (mechanically propelled vessels; horse-power). 

Table 30. - Traffic in ports. 

Table 31. - Traffic at frontiers. 

Table 32. - Utilisation of navigable waterways. 



~ 

S 8" ~ 0:;'rf~~ (!) ~ C> !!> 
.... Jo;' .... t:j.,.. .... 
1-i :::::: "1 ~ ...... ct> 
(1)0(1) 0 ... 
• • • l:l ~ 
• • !>;' ll' 
• • ~ 1-( e..q 
" • 0 1-( . . . 

~ ~ ~ 

C> 
~ 

0' 
~ 

ll> 
~ 

-.-..--~ C> 0' !!> 
~ ~ ~ 

-

I 
I 
I 

I 

. I 
I 

.... . 
ss-s::r~~ 
(!) (1)0 !!> 
"'"~>t:;tSoo.,.. lil 1::: (!) (D (!) 

0 o ... • • • .,. ::t. ~ 
. . ~.o ~ 

• • - l:l '<I • • 0 
" • I ....... 

o~ 

,_~l-io t-i~o::=f 
ll' ll' ..... ~ ..... OQ c: :;: !;tl . 
~ l:l ;g ll' ~ ~ e. l:l P' :;j" 
1;Q e )o:f :::::- ~ ~ lt> ,...., (%) 

D!l ~ 02 -· ~ ~ ~ '"i ~ 
-· .... ~ aq ~ et- ~ D!l 

.~ 

~ 

C> 
~ 

0: 
~ 

~ 

!!> 
~ 

----p. C> 0' ll' ----

~ 

1-'3 
0 
~ 

~ 
~ 

~ ~ 

~ 1-'3 
~ & i·-
(1) 
~ 

I 

I 
I 
I 

I 
I 

I 

I 
I 
I 

• 

~z .... 
~s .. .., " 

" " 0 ""'-~~ = " " .. ........ 
0 OQ" -.. _.,. 
~.. .. 

Nature of waterway and technical 
method . of upkeep or improvement 

Length in ltilometres 

Depth of water 
(a) Average of yearly mjnimum depth 

(last ten years}. 
(b) Minimum depth in las.t ten years 

and number of days which it 
lasted. 

(c) Depth available at least 240 days 
per year, for each year and average 
of last ten years. 

Average duration per year (during 
last ten years} of period not utilised 
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Table 27. 

STATISTICS OF RIVER CRAFT.- NAVIGABLE WATERWAY, SYSTEM A. 

NoN-M:ECIIANIOALLY PROPELLED VESSELS. 

Lightem Of which tank lighters Sailing Vessels Total Thereof of iron Of wood Mixed • 
Categories of vessels Tonnage Tonnage Tonnage Tonnage Tonnage Tonnage Tonnage by loading capacity in metric tons Number in metric Number in metric Number in metric Number in metric Number in metric Number in metric· Number in metric 

tons tons tons tons tons tons tons 

From 20 to 100 . . . . . 
Over 100 

" 350 . . • . . ' 
350 600 ./' 

" " . . . . . 
" 600 " 1,000 . • . • • 
"1,000 • . . . . . . . . 

' 1 Including X vessels of Y tons of reinforced concrete. 



Table 28 • . 

STATISTICS OF RIVER CRAFT. NAVIGABLE WATERWAY, SYSTEM A. 

MECHANIOALLY PROPELLED VESSELS (LOADING. CAPACITY). 

Passenger vessels Cargo vessels Motor lighters Tanker auto-motor Sailing vessels with Total 
Categories of vessels 

vessels auxiliary m?tors 

by loading capacity in metric tons Tonnage Tonnage Tonnage Tonnage Tonnage Tonnage 
Number in metric Number iD. metric Number in metric Number in metric Number in metric Number in metric 

tons tons tons tons tons tons 

From 20- 100. . . . . ' . 
Over 100- 350. . • . . . 

" 
350- 600. .. . . . • 

" 600-1,000. . . . . . 
Over 1,000. . . . . . . . . 

Total . . . . . 
Of which .. 

iron . ·. . . . . . . . . 
wood . . ' . . . . • . 
iron and wood mixed • • 
reinforced concrete . . . 



Table 29. 

STATISTICS OF RIVER CRAFT. -:-NAVIGABLE WATERWAY, SYSTEM A. 

MEOHANIOALLY PROPELLED VESSELS (HORSE POWER). 

Passenger vessels Ca.rgo vessels Motor lighters Ta.nker a.uto-motor Sa.iling veesels with Tugs Tots.! 
Ca.tegories of vessels vessels a.uxilia.ry motors 

by horse-power 
of engine Number Horse- Number Horse- Number Horse· Number Horse· Number Horse- Number Horse- Number Horse-

power power power power . power power power 

Up to 50 inclusive 
Total of which : 

motor vessels· . . • • . . . ' . • 
paddle boats . . . . • . . • • 

Over 50 to 100 inclusive 
Total of which : 

motor vessels . . . . . • . • • 
paddle boats . . . . . . . . • 

Over 100 to 200 inclusive 
Total: etc. . 

Over 200 to 500 inclusive 
Total: etc. 

Over 500 to 1,000 inclusive 
Total: etc. 

Over 1,000 inclusive 
Total, etc. 

'. 



Table 30. 

TRAFFIC IN PORTS .. 

Mechanically propelled vessels Non-mechanically propelled vessels 
Floated . ' 

·Number of vessels 
.. 

timber 
Total in metric tons 

Name of Port Number Tonnage of Tonnage of goods Tonnage of Tonnage of goods of goods 
vessels in loaded or unloaded vessels in loaded and unloaded in metric loaded and unloaded 

Total Empty metric tons in metric tons · Total Empty metric tons in metric tons tons 

'PORTA. 

Upstrea.ni a.rriva.Is . . . . 
Downstrea.m arriva.Is . . I 

' 
Total arrivals : 

Under national fla.g ·~ 
Under flag of X . . 
Under flag of Y . . • 
Under fla.g of Z . . 

etc. 
Goods transhipped to 

rail . . . . . . . . 
Shipments upstream . . 
Shipments downstream . 
Total shipments : 

Under national flag: 
Under fla.g of X . . 
Under flag of Y . . 
Under flag of Z . . 

etc. · 
Goods transhipped from 

rail . . . . . . . . 

Total in 1935 . . 
·in 1934 . . 

PORT B. 



Name of frontier station 

Total 

FRONTIER STATION A. 

Entered . . . . . . . . 
Under national flag: 

Under flag of X . . 
Under flag of Y . . 

etc. 

Left . . . . . . . . . . 
Under national flag : 

Under flag of X . . 
Under flag of Y . . 

etc. 

Total in 1935 . . 
in .1934 . . 

FRONTIER STATION B. 
Etc. 

Table 31. 

TRAFFIO AT FRONTIERS . 

Meoha.nioally propelled vessels . Non-mechanically propelled vessels 

Number Tonnage of Tonnage of goods Number of vessels Tonnage of Tonnage of goods 
vessels in loaded ve.'!Sels in carried 

Empty metric tons in metric tons Total Empty metric tons in metric tons 
.. ' 

. . 

. 

. 

" 

' . . ...... .. 
' 

. 

;·' 

' 

Floated 

'timber 
Total in metric 

in metric 
tons 

tons 
of goods carried 

' . 

. 

• 

. ~ . ··. 'I . 
...., . 
0 

I . 
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T(Lble 32. 

UTILISATION OF ~.AVIG.A:BLE W.ATERW.AYS. 

Navigable waterways 
· Tonnage of goods carried in metric tons 

Ton 1 

and sections of same kilometres 

Inland Shipped &ceived Transit Total 

WATERWAY .A. 

Section I (x km.) 
Upstream 3 . . . . . . . 
Downstream 3 . . . . . . 
of which . . . . . . . . . 

floated timber . . . . . . . 
Section II. 

Etc. 

Waterway A. Total: . . . . . . ·' . . . . . . . . . 

1 The number of ton-kilometres is obtained by mnltiplying the total weight of goods, expressed in metric tons, by the total 
distance tra veiled in the section, expressed in kilometres. 

• The average number of tons carried per kilometre in the section represents the average density of traffic for the section, 
and is obtained by dividing the number of ton-kilometres by the length of the section in kilometres. 

• A conventional direction " upstream " and " downstream " should be fixed. 

Tkm. d. , . a 
km =average ens1ty . . 

of traffic 
for the section or waterway · 

. 

. I 
. .. ·, 

(Average density of 
traffic .for the waterway.) 
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LEAGUE OF NATIONS 

ORGANISATIO~ FOI\ COlli\IUNICATIO~S AND TRANSIT 

' UNIFORM .SYSTEM OF LATERAL BUOYAGE 

PROPOSALS OF HIS MAJESTY'S GOVERNMENT IN THE UNITED 
~INGDOM OF GREAT BRITAIN AND NORTHERN IRELAND. 

DEFINITIONS. 

I. · The marks to which the following buoyage regulations apply shall include all fixed and 
·floating marks, other than lighthouses and lightships, serving to indicate: 

{I) The lateral limits of navigable channels; 
(2) Natural dangers; 
(3) Other obstructions. 

2 •. In principle, the position of marks (viz., starboard hand or port hand) is determined with 
reference to the main stream of flood tide, or the general direction taken by the mariner when 
approaching a harbour, river or estuary from seaward. 

3· Characteristic Shapes of Marks. -From the standpoint of the mariner, three principal 
characteristic shapes of marks are recognised, as follows: 

(I) Upper part pointed; known as "Conical"; 
(2) Upper part :flattened; known as" Can" (cylindrical); 
(3) Upper part domed; known as "Spherical". 

These shapes are given either by the body of the mark or by a superstructure, secured to the 
mark. 

4· Characteristic Shapes of Topmarks. -Where necessary, marks are further differentiated 
by the addition of topmarks, having the appearance of: . 

(I) A cone; 
(2) A cylinder; 
(3) A sphere; 
(4) A dia.mond; 
(5) A St. George's Cross. 

· This appearance may be produced by intersecting plates of the requisite sections or by 
openwork construction (cages). 

5· Mid-Channel Marks are used to indicate the deep-water channel or fairway. They may 
be passed on either hand, but should preferably be left to port. 

6. Isolated Danger Marks are used where it is desired to indicate the position of a danger 
which can be adequately marked by a s4J,gle mark, and may be passed on either hand. /' 

7· Landfall Marks are used to indicate the seaward approach to a harbour, river or /dary. 
S.d.N. 1!45 (F.) 815 (A.)u/!t. Imp. Kundijr. ,L 
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MARKING OF SIDES OF CHANNELS. 

8. Marks on the two sides of a channel shall be differentiated as follows: 

(a) Starboard-hand marks: 

Shape: Conical. . h" h 
Colour: Black, or, for purposes of differentiation, black-and-w Ite c equers. 
Topmark (if any): A cone point upwards, painted black. 

(b) Port-hand marks: 

Shape: Can (cylindrical). .· . . 
Colour: Red, or, for purposes of differentlahon, red-and-white chequers. 
Topmark (if any): A cylinder, painted red. 

g. Numbering or Lettering of Marks.-. If marks at the sides of a channel are numbered or 
lettered, this numbering or lettering shall commence from seaward; odd numbers shall be on the 
starboard, and even numbers on the port hand. 

· IO. Lighted Marks. -Lights on marks on the two sides of a channel are differentiated by 
colour or by rhythm, or by a combination of both colour and rhythm-viz.: · 

(a) Starboard-hand marks: Either a white flashing light showing one or three flashes, 
or a green light of a character not aJlocated to the marking of wrecks (see Regiilation No. :tg): 

(b) Port-hand marks: Either a red flashing light showing any number of flashes up to 
four, or a white flashing light showing two or four flashes. · 

MIDDLE-GROUND ·MARKS. 

II. Marks·at the ends of middle grounds shall have the following characteristics: 
Shape: Spherical. . · 

Colour: Red and white horizontal bands, where the main channel is to the right or the 
channels are of equal importance. . 

Black-and-white horizontal. bands, where the main channel is to the left. · 
Topmarks (if any): · 

(r) Main channel to the right: } 
Outer end, a cylinder; Painted red 
Inner end, a St. George's Cross. 

(2) Main channel to the left: } 
Outer end, a cone point upwards; Painted black 
Inner end, a cone point downwards. 

(3) Channels of equal importance: } 
Outer end, a diamond; · Painted red 
Inner end, a sphere. · 

I2. Lighted Marks.- Lights on marks at the ends of middle grounds-shall be of a character 
different from neighbouring lights on marks at the sides of the channel. · : 

MID-CHANNEL MARKS. 

13. Mid-channel marks, where used, shall be as follows: 

Shap~:. As far a~ pract~cable, to be distinctive and different from the principal 
charactenshc shapes (VIZ., c?mcal, can and spherical). 

Colour: ~lack and white, or red. a~d ~hite, vertiC~ stripes. 
. Topm~rk (1f any): To be of a distmchve shape (VlZ., not one of the shapes mentioned 
m Regulation No.4). 
. Light (if any): To be of a character different from neighbouring lights on marks at the 

sides of the channel: 

ISOLATED lJANGER MARKS. 

14. Isolated danger marks, where used, shall be as follows: 

Shape: Spherical. 
Colour: \Yide black-and-~ed horizontal bands separated by a narrow -~hite b d 
T~p~k (if any): Sphencal, painted black. an · 

rega~11~\~~ ct:Z~te~n~~~h;~~~ :~: ~rt~:~~~i~).Y be most distinctive, having 



-3-

LANDFALL MARKS. 

~5- Landfall mark~, where used, shall be as follows: 

Shape: - Optional. 
Colour: . Black-and-white, -or red-and-white, vertical stripes. 
Light (if any): Rhythmic. 

16. Quarantine Ground Marks: 

Shape: - Optional. 
Colour: Yellow. 

SPECIAL MARKS. 

~7· Outfall and 'Spoil-Ground Marks: 

Shape: Optional. _ 
Colour: Yellow above and black below. 

MARKING OF WRECKS. 

r8. Caution . . -· Mariners should always give a wreck mark a wide berth. 
· When two or more vessels and/or buoys are used to mark a .wreck, the mariner should not 

attempt to pass between them. 

19. Wreck-Marking Bf!OYs.l 

Colour: Green; with, if practicable, the letter "W" in white. 

(r) If to be passed on the starboard hand: 

_ Shape: Conical, 
Light (if any) : Triple-flashing green, 

(2) If to be passed on the port hand: 

Shape: Can (cylindrical). 
Light (if any): Double-flashing green. 

(3) If buoy can be passed on either hand: 

Shape: Spherical. · 
Light (if any) : Single-occulting green. 2 

zo. Wreck-Marking Vessels: 

(a) Colour: Green, with the word "WRECK" or the letter "W" painted in white 
on both sides. 

(b) Shapes: 

· (1) If to be passed on the mariner's starboard hand: Three green balls or shapes 
in a vertical line not less than six feet apart, from the end of a cross-yard; the lowest 
shape to be not less than nine feet above the hull. -

(z) If to be passed on the mariner's port hand: Two green balls or shapes in a 
vertical line not less than six feet apart, from the end of a cross-yard, the lower shape 
to be not less than fifteen feet above the hull. -

(3) If vessel can be passed on either hand: Four green balls or shapes, two in a 
:vertical line one over the other, not less than six feet apart, on each end of a cross-yard; 
the horizontal distance between the shapes at the two ends of the cross-yard being not 

· 1 Once their presence is generally known, wrecks may, if desired, be marked in the same manner as natural dangers. 
• Where a wreck which can be passed on either hand, is marked by two lighted buoys, one at either end of the 

wreck, the two buoys may be difterentiated by different periods of occultation. 
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less than fifteen feet and not more than twenty-five feet. The two lower shapes to be 
not less than fifteen feet above the hull. 

(c) Lights: Fixed green lights corresponding in number and arrangement to the shapes 
described above. 

A wreck-marking vessel shall not carry the ordinary riding light for a vessel at anchor. 
(d) Sound signals: During fog, mist, falling snow or heavy rainstorms, a deep-toned 

bell shall be rung at intervals of not more than thirty seconds, as follows: 

(I) If to be passed on the mariner's starboard hand: three st.rokes in ~uccession. 
(2) If to be passed on the mariner's port hand: two str~kes m su~cesswn. 
(3) If vessel can be passed on either hand: four strokes m successwn. 

GENERAL. 

21. Buoys whose purpose is not defined in these Regulations shall be painte?- in such a way 
as not to lead to confusion with buoys whose purpose is defined in these Regulations. 

22. The use of fixed lights on buoys should be avoided wherever practicable. 
23. In the case of lights placed on permanent works at the entrance of harbours and whose 

principal purpose is to mark the sides of a channel, the colour and rhythm should, as far as possible, 
be in accordance with Regulation No. IO. · 

24. When coloured sectors are used on lights forming part of the lateral system of buoyage, 
it is desirable, when circumstances permit, that their colours should be in accordance with Regulation 
No. Io. In cases where this is not considered practicable, the colours should preferably be allocated 
in accordance with a definite rule laid down for a particular region, in order that the sectors 
may be arranged in the same manner when the circumstances are identical. 

25 .. Fixed supports of lights forming part of the lateral system of buoyage should, as far 
as practicable, be painted in the colour characteristic of the position of the light in that system. 
If the correct characteristic colo)lr cannot be used, the opposite colour should,. wherever possible, 
be avoided. · 

RESERVATION. 

26. The_ I?rovisions of t~ese R~gulations may be departed from only in cases where, owing 
to local ~ondihons or excep~wnal circumstances, they cannot reasonably be carried into effect, 
~d particularly where the1r adoption might endanger navigation or where the expenditure 
mvolved would be out of proportion to the traffic concerned. · 

Su~h departu;es from these Regulations should, moreover, be as limited as the exigencies 
of the s1tuat~on will allow, and proper notice of them should be given to mariners. 

All poss1ble steps should be taken in such cases to avoid confusion with the other marks 
provided for in these Regulations. · 
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EXPLANATORY MEMORANDUM. 

Note . ..,.- In this Memorandum, all references to starboard and port or right and left are, unless otherwise stated, 
from the standpoint of the mariner coming from seaward or proceeding in the direction of the main stream of fioodtide. 

INTRODUCTORY. 

In r883, when the Uniform System of Buoyage for the then United Kingdom was drawn up, 
which, except fo~; the provisions regarding the marking of wrecks, is substantially still in force, 
lighted buoys were comparatively few and unimportant, and consequently there is no mention 
whatever of their characteristics in the Regulations comprising that system. The recommendations 
of the International Maritime Conference, held at Washington in r88g, ares imilarly silent regarding 
the characteristics of lighted buoys, and even the recommendations of the International Maritime 
Conference held at St. Petersburg in 1912 (at which Great Britain was not represented) only dealt 
with them by inference. Lighted buoys, however, have now become such an integral part of the 
buoyage of all coasts and harbours that, speaking generally, it may be said that the present 
tendency is to substitute lighted for unlighted buoys in all positions of importance. This being 
the case, it is now impossible, or at least illogical, to lay down rules regarding the day characters 
of buoys without reference to their night characters. 

UsE OF CoLOURS BY NxGm: (Regulations ro and rg). 

Starting from that standpoint, the responsible lighting and buoyage authorities of the United 
Kingdom have carefully considered upon what principles any new uniform system of buoyage, 
which, if it were accepted internationally, they would be prepared to adopt nationally, must be 
based. The first conclusion at which they arrived was that where, by night, the two sides of a 
channel are distinguished by white lights on the one hand and red lights on the other, the red 
lights should be on the port hand. The main reasons which have led them to this conclusion 
are as follows: 

(a) · A vessel entering a channel from seaward requires the lights with the best possible 
visibility-i.e., white lights-on her own proper side of the channel (viz., the starboard side), 
so that she may direct her course towards that side at the earliest possible moment and 
subsequently keep to it. This greatly reduces the risk of collision with outward-bound 
vessels, particularly in conditions of low visibility. The outward-bound vessel, however, 
starting from a definitely known position, is not so completely dependent upon a high degree 
of visibility of the lights on her side of the channel; 

(b) The red light, at sea as on land, is, broadly speaking, always regarded as a sign of 
danger; consequently, it should mark the side of the channel which an incoming vessel should 
avoid, and not the side which she should approach in the interests of safety. 

(c) The colour red, both by day and by night, should preferably be on the same side as 
the incoming vessel's own red light, this being not only the more natural and logical arrange
ment, but also in accordance with the seaman's instinct, based upon the well-known Rule 
of the Road: 

" • • • • • Red to Red, 
Perfect safety. Go ahead!" 

As regards the use of green lights, the practice throughout the United Kingdom has for many 
·years been to reserve the colour green, both by day and by night, for wreck-marking. This practice, 
so far as day-marking is concerned, was endorsed by the Washington Conference of r88g, the 
report of which refers to the colour green as "universally used to denote a wreck:·. At .the Inter
national Conference for the Unification of Buoyage and Lighting of Coasts held at LISbon m October 
1930, however, several countries-notably France and Italy-. ma~e o'?t a stron& ~ase for a l~ted 
use of green lights in the marking of channels. The responsible hghtmg authontles of the Uruted 
Kingdom are now prepared to agree to the optional use of the colour gre~n for lights on. the starboard 
side of a channel, provided that three satisfactory characters of green hghts are definitely allocat~d 
and exclusively reserved for wreck-marking. The three characters recommended are set out m 
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. ;~· . . f lat~~hl buoyage. It >YJn:~-:~¢~n :that the 
the statement <?f the propo~ new un~fofu strl~d ° Kingdom is in respect oQ)'~tf r(l<iJ:kmg f?r a 
only change from the ex1s.tmg system m e n · . . . . , :.:·: : ; .. 
wreck which can be passed .on either hand. · . · · . 

' . 

SHAPE OF BUOYS (Regulations 3 and 8). 

. f B ge that the buoys on the two sides 
The basic principle of the 1~8~ U~iform System 0 u~~abein re arded only as an auxiliary 

of a channel should always be distmgms?ed bl shad, c~l~ all th~ res~onsible lighting authorities 
means of distinction, has again been unanm;ous Y ef o~se J from the existing rule which has 
of the United Kingdom; and no reason IS seen ?r epa mghall be on the starboard hand, and 
spread to many other parts of the world, that corneal buoys sb d that this distinction by 
can or cylindrical buoys on the port hand. It has, moreov~r, een agree ... 
shape should be made in the case of lighted as well as unlighted buoys. . 

UsE OF COLOUR BY DAY (Regulation· 8). 

Experience has shown that plain red and plain black are, in general, tht;. most. satisfactory 
day colours for seamarks. Since it has been decided, as stated.above! that red light~, If used at all, 
must be on the mariner's port hand, it is considered natural and_ log~cal to appropn'!-te the colf?ur 
red for day marking to the same side of the channel. The opposite proces.s of !eru:on!-Ilg, by which 
the day colour would first be fixed and the night colour then made to agree With It, IS re_garded as 
unsound and unseamanlike. The appropriation of the colour black to the sta.r:board s1de o_f _the 
channel follows naturally upon the appropriation of the colour red to the port side .. In ad?it~on, 
however, it has been thought necessary to provide for the use, for purpo?es of differentiation, 
of chequer buoys, black and white on the starboard hand, and red and white on the port hand, 
where required. · · 

USE OF RHYTHM IN NIGHT MARKING (Regulation IO). 

It is believed to be the general practice, not o"nly in British ship~. but also in ships of other 
nations, to apply odd numbers to boats, fittings; etc., on the starboard side and even numbers to 
those on the port side. It is, therefore, considered that, where by night the two sides of a channel 
are both marked by white lights but distinguished by the lights on the one side having an odd 
number of flashes and those on the other side an even number, the most natural and convenient 
arrangement is for the lights with an odd number of flashes to be on the starboard hand. There 
is also, however, a technical reason which renders this arrangement not merely desirable but 
necessary. On the one side of the channel there can be one-flash and, where necessary, three-flash 
white lights. Of these, the one-flash can be given at least four distinct characters-viz., one flash 
every second (or every half-second), one flash every z% seconds, one every 5 seconds, and one 
every IO or 15 seconds. On the other side, there can be two-flash and, where necessary, four-flash 
white lights, the first of which can be given two distinct characters. Thus on the side with the 
odd-numbered flashes there are at least five characters available, but on· the side with the 
e~en-numbered flashes only three characters. It is, therefore, considered essential that the lights 
'Ylth the. even number of flashes shall be appropriated to the port side of the channel, where red 
~ghts, 'Ylth any desired number of flashes, are available to provide additional variations. The 
lights With the odd number of flashes consequently go to the starboard side, where certain characters 
of green li~~~ _are als? avail'!-bl~, if required. ~his divisi?n o_f light characters gives practically 
equal possibilities of differentiation on the two s1des of an mtncate channel where differentiation 
by rhythm alone or by colour alone would be insufficient for the needs of na~gation .. 

NUMBERING OF CHANNEL MARKS (Regulation g). 

. Th_e r:ule of odd to starboard and even to port having been est~blished in the case of channel 
hghts, It ~ natural to apply the same rule to the numbering of the marks, such numbering and 
also l~ttenng where used, commencing on either side from seaward as recommended by the 
Washington Conference of I88g. 

MIDDLE-GROUND MARKS (Regulation II). 

Uni?he Se of spherical buoys for ma~king the ends of middle grounds forms part of the I883 
. ~-rm 1stem of Buoyage, and expenence has shown the great value of this type of buoy The 

ba~h~g 0 these buoys ir~· ~lack-a~d-white or red-and-white horizontal bands is also c~vered 
Y I883 system; and 1t IS considered by the responsible lighting authorities of the United 
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' or danger which can b~ readily understood by mariners of all nations. It has been decided, _how er, 
~o differentiate clearly between the use of black-and-white and the use of red-hia~d-;hi: ~~ds 
m the same sense as between black and red in channel marking; black-and-w e an emg 
used where it is desired that the incoming vessel, using the main channel, shdalll':r~./fe :m~ 
on her starboard hand, and red-and-white bands in the opposite case. Re -an -w ~ e a~ 
would, therefore, be used in the case of a middle ground with equally good ~hann~ls on either SI~e, 
if it were desired (as it usually would be) to have one-way traffic, both mcommg and outgomg 
vessels leaving_ the middle-ground ,marks on their port hand. 

TOPMARKS FOR MIDDLE-GROUND MARKS (Regulation II). 

. Thes~ have been accept~d by the responsible lighting authorities of the United Kindgo~ as 
a useful means of distinguishing, where necessary, between the inner and the outer ends of mid~e 
grounds where there are main and secondary channels or channels of equal importanC:e· A case m 
which the desirability of using them appears to be clearly indicated is the one m~nhon~d above, 
where, with channels of equal importance, it is desired to have one-way traffic ~n e1ther side of the 
middle ground. To make this clear to the outgoing vessel, and tc;> distinguish this case ~om th~t of 
the main channel to the right, a topmark at least at the inner end of the middle ground IS requrred. 

LIGHTING OF MIDDLE-GROUND MARKS (Regulation 12). 

· A very complete system for lighting these marks, distinguishing between the outer ar,d the 
inner ends of middle grounds and indicating the relative importance of the different channels, has 
been drawn up by the Corporation of Trinity House. An alternative system, also discussed, is the 
use of occulting lights for middle-ground marks, in contradistinction to flashing lights at the sides 
·of a channel. In view, however, of certain objections to both systems and the possibility that 
technical progress will before long render available some other method of distinctive lighting, it 
has been decided only to lay down the rule that the lights shall be of a character different from 
neighbouring lights on marks at the sides of the channel. 

MID-CHANNEL MARKS AND LANDFALL MARKS (Regulations 13 and 15). 

In both these cases painting in vertical stripes has been adopted; the responsible lighting 
authorities of the United Kingdom having endorsed the general principle that vertical stripes 
should indicate relatively deep water in contradistinction to the use of horizontal bands to denote 
shoal water or danger (see above under "Middle-Ground Marks"); 

SCOPE OF REGULATIONS. 

The Regulations are intended to be applied only in the sense that, where marks are used for 
any one of the particular purposes mentioned in the Regulations, they shall be of the character 
prescribed for that purpose. There is no obligation, for example, to use middle-ground marks or 
landfall marks at all; but, where such marks are, in fact, employed, they should have the characters 
laid down in the Regulations. · 

Provision for varying the Regulations or adapting them to lo~al conditions or exceptional 
circumstances is made by Regulation No. 26, the main intention bemg that efficiency shouldnot 
be sacrificed to uniformity. . 

It is believed that the proposed system is based upon sound principles, is.clear and simple, 
and is easy to understand and remember, and that it allows for the necessary elasticity in those 
matters which are not susceptible of uniform treatment. 

Board of Trade, London. November, 1931. 



SYSTEME. UN I FORME DE SAUSAGE LATERAl 
ET D' I RLAN DE DU BRETAGNE , 

SA MAJESTE DANS LE DU GOUVERNEMENT DE GRANDE ROYAUME UNI DE PROPOSITION 

UNIFORM SYSTEM OF LATERAL BUOYAGE 
PROPOSALS OF H. M. GOVERNMENT IN THE UNITED KINGDOM OF GREAT BRITAIN AND NORTHE~N IRELAND 

•. 

----- ___ _,_ ___________ .L_. ---·\-·--- . ------' 

NORD 

~L'Clll'" -4' LA aRTe:..Q.WTc Afl ~ C:O'i'8. M. S4J. .fS\11. Y.W. 
• "'~c11,w.q £c caw UVI>t!RI6UR OROn: 
' .•... -;, . ..... . . 

C'ORRI6~N/)(/A.f TO 8C AFF/xeo.·lYJ THC TOP. 1?16HT-~N.O l!?RHeQ 
OF THC r:NART AT$Ne.O lp 4fOC:·.C .9'?8. M.§~J. !.9<1/. nv. . . 

.. 

' 

,S.D.. N. t TltAN<S.J 60~. 



[Distribut~d to the Council and-,~. 
the Membe~~ of the L~~-e.} , 

• 

.... 
Official No.: C. 98'(.: M. 546. 1931. VIII. 

[C:O\ T~ 500.] 
·. . 

Geneva.; November 18th, 1931. 

LEAGUE OF NATIONS 

·_ \ 
ORGANISATION FOR COMMUNICATIONS AND TRANSl-~ 

REPORT OF THE SPECIAL COMMITTEE OF ENQUIRY ON THE 
NEGOTIABILITY OF RAILWAY TRANSPORT DOCUMENTS 

The Committee consisted of the following members: 

:M. G. RIPERT, Professor at the Paris Faculty of Law, Chairman. 
General R. DE CA.NDOLLE, former Managing Director of the :Buenos Aires Great Southern 

Railway Company, prevented from attending the second session of the Committee. 
Dr. G:auNEBAUM, Ministerial Councillor at the Federal Ministry fqr Commerce and Com

munications, Vienna.. 
Mr. T. A. IIIAM, .Assistant to the President of the Canadian National Railways, Van

couver, replacing Mr. Hotchkiss at the second session of the Committee. 
Mr. HoTcmass, Consulting Lawyer to the Canadian National Railways, Detroit,. 

Mich., U.S.A., prevented from attending the second session of the Committee. 
Dr. G. LEGUIZAMON, Secretary-General of the South American Railway Congress, 

:Buenos Aires, prevented from attending the second session of the Committee. 
M. G. Sl:NIG.ALIA., former Chief Inspector and Adviser to the Board· of Directors of the 

Italian State Railways. 

The following also took part in the Committee's discussions in an a.«:J.visory capacity: 

For the International Chamber of Commerce: 

Dr. :B. DoLCETTA, General Manager of the Ba.nca. Commercia.le d'Ita.lia. 
M. DE KE:Esz, Director~of the Association of Hungarian Banks and Savings Banks, 

prevented from attending the second session of the Committee. 
M. M. NORDBERG, Administrative Commissioner of Finland to the International 

Chamber of Commerce. 
Dr. P. Wom., Director of the Transport and Communications Service of the International 

Chamber of Commerce. 

For the International Railway Union: 

M. Gaston LEVERVE, Secretary-General of the International Railway Union, Paris. 
M. Georges PADER, Assistant Secretary-General of the International Railway Union 

replacing M. Leverve at the second session of the Committee. ' 
Dr. Walter SPmss, Director of the Deutsche Reichsbahn, Berlin. 

BeorettWiat: 

M. J, L. METTERNICH. 

S. d. N. 81!6 (F) 7~ (A) 2/32 - Gratia. Rome. 

Series of League of Nations PubU~ons 
VIII. TRANSIT V 
1931. VIII. 23. 



-2 

I. 

The Special C~mmittee of Enquiry on the Negotiability of Railway Transport Documents 
was appointed by the League of Nations Advisory and Technical Committee for Communications 
and Transit at its thirteenth session in March 1929, in accordance with the request submitted 
t~ the latt-er by its Permanent Committee on Transport by Rail. 

At its first session, held at Geneva .from October 27th to 29th, 1930, the Special Com
mitt-ee found that the creation of negotiable transport· documents, at present prohibited for 
transport subject to the provisions of the International Convention concerning the Transport 
of Goods by Rail (C.I.M.) signed at Berne, October 23rd, 1924, would be greatly to the 
advantage of production and trade for the following reasons: 

(a) There would be every guarantee for the payment of the price of the. goods, which 
the J:ecipient could not claim from the transporter without producing the negotiable 
document J:eceived by him in .exchange for payment. 

(b) The goods could be sold in the course of transport, delivery being effected by 
banding over the document to the purchaser. 

(c) The bearer of the negotiable document could raise money on the goods .transported, 
and in particular offer this document as security for bills issued by him. 

The Committee, while admitting the desirability of the creation of these documents, at 
the same time found that it would be likely to involve a considerable number of legal, admi
nistrative and technical difficulties, which it would be well to refer for further consideration 
to the International Railway Union and the International Chamber of Commerce. 

At the beginning of its second session, held at Geneva from November 16th to 18th,· 1931, 
the Committee took note of the resolution adopted by the Fourth General Conference on Com
munications and Transit on October 22nd, 1931, in the following terms: 

" The Conference, 
" Recognising the utility from the economic and commercial point of view of the crea

tion of a negotiable transport document for 'the international transport of certain goods 
by rail over certain routes; .. 

" Recognising further that the introduction of such a transport document may in
volve certain difficulties of a legal, administrative, technical and financial· nature in certain 
countries; but hoping that it will prove possible to surmount these difficulties; 

" Having noted the progress of the studies undertaken in this connection by the Special 
Committee of the Communications and Transit Organisation of the League of Nations on 
the one hand, by the International Chamber of Commerce and the International Railway· 
Union on the other, from which a concrete resmt may be hoped for in the near future: 

"(1) Requests the Advisory and Technical Committee for Communications and 
Transit to continue the work in connection with this question, in co-operation with the In
ternational Chamber of Commerce and the International Railway Union and. to communi- · 
cate the result of this work to the Governments and to the Central Office for International 
Railway Transport for any action that may be necessary; 

"(2) Recommends that the Council of the League of Nations dr~w the attention of 
the -Governments to the importance of the problem in order that a practical solution may be 
adopted within the shortest period compatible with the provisions of the International 
Convention on the Transport of Goods by Rail. · 

. The ?ommitte? also had before it the results of the studies undertaken by the Interna
tional Railw~y Um?n and the International Chamber of Commerce. It considered the proposals 
of t~ese bodies, which are annexed to the present report, and arrived at the following con
clusiOns. 

II. 

. The Internatio~l ~ail way Union stated that the introduction of a way-bill ~o order would 
mvolve a far-reachmg disturbance of the present system of international transport and its ac
cep!an~ ;~uld appear to be difficult, but that it was prepared to meet the views.of the Inter
~atiOna t . mber of Commerce to the extent of considering the creation of a special transport 
~cumen mtended to _allow of transfer of the right to dispose of the goods. · The proposed 
in ct~~en~:;ould co~ta~, under the address of the consignee, the address of a person domiciled 

P . of destmatwn (local addressee), and this local addressee would be entitled to name 
a ne;h:nsigne? for the goods, modifying to that extent the transport contract. 
an . Com1n1ttee found that the creation of a transport document of this kind would be 
the Im;;~vement on the :prese~t system (1) by not giving the consignee the right to take over 
lecti!n of' P~;c:,t ~~ :prt~entati?n of the duplicate of the way-bill, thereby facilitating the col-. 
more readil a:~ ass~in e consJ~or; (2) by allowing the consignor to sell the goods cons~gned 
of the Ioca{~ddressee. g the dehvery of the goods to the purchaser through the intermediary 
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The Committee further found that a document of this kind would be of advantage to the 
transporters as enabling them to ascertain with certainty the identity of the real consignee of 
the goods, the local addressee being required to inform the railway of the name of the new 
consignee. 

Nevertheless, after careful consideration of the proposal, the Committee was of opinion that : 
.(1) The creation of a document of this kind would not make it possible to attain the 

object which the traders have in view - namely, the transfer or pledge of the goods; 
and that the transfer or pledge of the goods really necessitates the creation of a document 
representing the goods themselves, capable of being remitted by the consignor to the pur
cllaser or to the consignor's banker. 

(2) The proposal represents only a slight improvement on the system prevailing under 
the Berne Convention (C.I.M.), since, under the latter, the consignor loses all right to 
dispose of the goods on remitting the duplicate of the way-bill to the consignee, so that the 
only change would be in respect of the possibility to change the original consignee and the 
obligation on the consignee to present the duplicate of the way-bill. 

(3) The railway administrations under this proposal, by allowing the designation of 
a new consignee by the local addressee, will be compelled to verify the regularity of the 
change of consignee, and will have similar difficulties in doing so to those which would 
arise in the event of the creation of a document to order. 

(4) If the transporter has an interest in knowing the identity of the consignee in 
order to be able if necessary to send him the requisite advice, it is possible to designate 
a local addressee, even where the transpott document is a document to order; and it makes 
little difference to the railway whether the consignee makes himself known or not, since the 
railway has no right even under the present system against a consignee who refuses to 
take dt>livery of the goods. 

The Committee, while recognising that the International Railway Union has ma-de a serious 
effort to satisfy the requirements of trade by its proposal for the creation of a new form of 
transport document, is of opinion that the proposed document can do very little to realise what 
it is hoped to obtain from the creation of negotiable documents, and that the advantages which 
trade would derive would not outweigh the difficulties that might arise for the railways from 
the creation of such a document. 

m. 
The International Chamber of Commerce submitted a preliminary draft of proposed additions 

to the Berne Convention (C.I.M.). The Committee studied the principles of this proposal, 
the essential feature of which is the creation of transport documents to order giving the bearer 
to whom the document is endorsed the right to take over the goods at the place of destination. 
It is proposed. that this form of document should be created only in respect of certain goods 
and for certain categories of transport, and only for complete loads. It would enable the con
signors to sell or pledge the goods from the moment of their consignment. 

The representatives of the International Railway Union raised three main objections to the 
creation of such a document: 

1. The transporter cannot deliver the goods to the bearer of the document to order until 
he has verified the regularity' of the endorsements; and it is to be feared that the employees of 
the railway administrations have not the requisite knowledge to verify the regularity of a series 
of endorsements, and any errors committed by them would involve heavy responsibility for 
tl1e railways. 

While appreciating the force of this objection, the Committee was of opinion that in the 
great majority of cases the verification of the regularity of the endorsements would be quite 
simple, since documents to order do not as a rule contain more than a single endorsement or 
a very limited number of endorsements. Moreover verifications of this kind are effected every 
day in banks by clerks in very subordinate positions without any special difficulties arising 
in practice. The Committee was further of opinion that the verification by the railway would 
apply only to the material regularity of the endorsement and not to the legal operations of 
which the endorsement is the basis. It appears to the Committee, under these circumstances, 
that the railway administrations would have no more difficulty in verifying the identity of the 
regular bearer of a document to 01·der than they have under the present system in verifying 
the identity of the consignee, or than they would have a fortiori under the proposal of the 
International Railway Union in verifying the regularity of successive designations of consignees 
by the local addressee. 

2. In the second place, the representatives of the International Railway Union object 
that they are bound to know the name of the consignee in order to be able to advise him of 
the arrival of the goods, and that the document to order would make it impossible to send 
such advice. 

The Committee noted that the proposal of the International Chamber of Commerce provides 
for the inclusion in the document to order of an address of reference in lieu of destination, 
and that the Railway Union's objection might be met if it were laid down that it would be 
valid for the railway to advise the local addressee whose address (address of reference) appears 
on the document of the arrival of the goods . 

. 3. Lastly, the representatives of the International Railway Union objected that, in certain 
cases, transporters may reqttire, while the goods are in transit, to obtain instructions from the 
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ronsignors, and that, as the responsibility of the consignors ~eases on the transfe~ of t~e docum~nt 
to order, it would be impossible for the railways to know m such a case who IS entitled to gJve 
instructions for the continuance of the transport. 

The Committee recognised the seriousness of this objection. I~ is ess~ntia! to gi~e the 
bearer of the document to order the right to dispose of the. goods m transit, smce he IS the 
o"\\ner of th~ goods or at the least has a claim on them as his collateral. But it ~l be ~or the 
bearer to make himself known to the local addressee (address of reference). It IS possible to 
conceive of cases where the railway will apply for instructions to the local addressee, whose duty 
it is to transmit the advice to the holder of the document, and the holder will take the necessary 
steps to make himself kno"-n to the addressee, if he desires to retain the power of ~upervisi~g 
the transport. It should be added that, in practice, so long as the goods are 

1
m transit, 

the addressee specified on the document to order will, in ~ost cases,. also ?e .the reg~ar bear~r of 
the document to order and will therefore be himself entitled to give his mstructwns or, if he 
bas passed on the doc~;ment to a third part.y, will have no difficulty in notifying the third party. 

Article 6 of the proposal of the International Chamber of Commerce wishes the railway 
to be required to certify the weight and number of packages in loads forming the subject of a 
document to order. It also suggests that the transporter should not be entitled to deliver a 
document of this kind except in the case of goods, the state and packing of which are seemingly 
satisfactory, subject to reservations in the case of closed packages. 

The Committee is of opinion that this part of the proposal of the International Chamber 
<>f Commerce would impose on the railways a responsibility to which they are not subjected 
under the present system, and that it is not feasible to impose such an additional responsibility 
on them. In the first place, there are cases where the weight and number !Jf the packages are 
not ascertained by the railway - e.g., in the case of complete loads loaded by the consignor 
himself. The railway cannot be required to certify in all cases the number and weight of the 
packages. It would be sufficient to give the consignor the right to call for such verification 
on compliance ·with the conditions laid down by the railway for the purpose. In the second 
place, if the railway is not to deliver documents to order except in the case of goods in apparent 
satisfactory condition, the delivery of such a document in the case of goods not conforming to 
this stipulation would involve the responsibility of the transporter. The latter would ac
cordingly be under an indirect obligation to verify the state of the goods, and it may be pre
sumed that difficulties would not fail to arise in the event of refusal to deliver the documents 
to order. The object of the traders appears to have been to make the transporter the agent 
responsible for the satisfactory condition of the goods, in order to facilitate the transfer or pledge 
of the documents to order. That does not appear to be one of the functions of railways. .All 
that the railways can reasonably be asked to do is to recognise the liability to show on the 
negotiable document such reserves as the transporter may have to make as to the state and 
packing of the goods handed over to him. It is for the purchasers and the banks to say what 
credit they are prepared to give on documents containing such reservations on the par.t of the 
transporter, and to require the consignors, if necessary, to produce all requisite documents to 
enable them to ascertain the exact nature and condition of the goods transported. 

IV. 

Comparative study of the two proposals submitted to the Committee shows that there is 
a considerable amount of common ground between the views of the International Railway 
Union and those of the International. Chamber of Commerce. It is recognised that: 

(1) It would be desirable to create a new form of transport document, and that its 
creation is not possible in respect of transport subject to the Berne Convention (C.I.M.) 
without amendment of the Convention. 

(2) The consignor must be enabled, either of himself or through the local addressee 
desi~ted by him, to change the consignee, and the railways are prepared to accept liability 
to dehver tho goods to the new consignee thus designated. 

(3) In practice, the delivery of the goods will only be effected to whoever is the bearer 
of the transport document or the duplicate of the way-bill. 
The differen~.e be~ween the two p~oposals is that the International Railway Union does not 

agr.ee t~ the designatiOn of a new consignee except by way of notification by the local addressee, 
wh~e, m the proposal of the International Chamber of Commerce, the new consignee is 
designated by endorsement of tlle document to order. . 

This difference of view may be important from the standpoint of the legal position in regard 
to the. tra_nsfer of the ~ocument; but It does not appear in practice to be of such importance 
as to J~st~y apprehensiOn on the part of the railways that the creation of the document to 
order ~ill ~volve complete disturbance of the existing system of international transport. 

Two different problems should be carefully distinguished in connection with the creation 
and the me of documents to order. 
h The first problem is in connection with the transfer of the ownership and possession of 
~ e goods. This is a civil and commercial question. It is for the law of each country to lay 
0~ what documents represent goods and to what extent the remittance of a document repre
~~t~~h the goods. is necessar! for the transfer of the ownership or possession, and to protect 

f th g tlas ?f parties purchasmg or accepting them as collateral accordingly This question 
o e re t10ns bet th · · · · collate 1 h ~een e co~sJgnor and the parties purchasing the goods or accepting them as 
as r\ kas n1otb~g to do With the transporter, who is not concerned with such operations 

may a e Pace m respect of the goods transported. 
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The second problem, which concerns the relations between the transporter and the party 
with a right to the goods transported, is simply this: Who is the party to whom the transporter 
is under obligation to hand over the goods at the place of destination! 

Under these circumstances, there does not appear to be any legal difficulty in the way of 
the consignee of the goods being designated by an endorsement on the document itself, leaving 
him to prove his right to the delivery of the goods by presenting th!l document. This system 
would even seem to be more simple than the system of having the new consignee designated 
by a local addressee; and it is infinitely more logical, since the party with the right to designate 
the new consignee' should be the party which is the bearer of the document and not a mere 
addressee. 

The only practical difficulty for the railways consists in ascertaining the party entitled to 
claim delivery and the party entitled to give instructions as to modifications of the transport 
contract. -

The first of these difficulties presupposes verification of the identity of the consignee and of 
the document of which he is the bearer. It will not be any greater with a document to order, 
where the transporter confines himself to verifying the existence of the endorsements on the 
document presented to him. 

The second diffi-culty would be avoided or at any rate considerably diminished, if the 
transport document contained the name of an addressee to whom the railway would be entitled 
to give notice of the arrival of the goods, and from whom it would be entitled to ask for 
instructions as to modifications of the transport contract. 

There remains as between the system proposed by the International Railway Union and 
that proposed by the International Chamber of Commerce this fundamental difference, that the 
Railway Union's proposal only allows the consignor to transfer to a consignee the consignor's 
personal right as against the transporter by remitting to the consignee the duplicate of the 
way-bill: it does not allow the consignor to transfer to the purchaser of the goods transported 
the right to their possession. The purchaser or the banker would not therefore, under the system 
proposed by the Railway Union, have any right in rem in respect of the goods; and they would 
be exposed to the risks of the consignor becoming insolvent, and perhaps also to the risk of a 
series of fraudulent sales by the consignor, whereas, with the creation of a document representing 
the goods, the party purchasing the goods or accepting them as collateral would acquire a right 
in rem enabling him to engage in operations in respect of the goods, in complete security, on 
the lines of present-day developments of documentary credit. 

The problem is thus reduced at bottom to the question whether it is possible, without 
creating more obligations and greater responsibility for the railways than they are prepared to 
accept under the new system they themselves propose, to provide traders with the facilities they 
desire by the creation of a new transport document. The Committee is of opinion that the crea
tion of a negotiable document is not calculated to modify the rights or obligations of the con
signors or consignees in relation to the transporter, and that there are therefore good grounds, 
in spite of certain technical difficulties of organisation which the creation of these documents 
may involve, for providing traders with the instrument which they consider necessary for their 
operations, and which it will be for them to develop. 

Accordingly, without going into details of the provisions which will be required, the Com
mittee confines itself to proposing the following general provisions, on the understanding that 
it will be necessary to lay down a certain number of indispensable technical rules for their 
application. 

(1) The creation, in respect of goods transport, of a negotiable document which can be 
transferred by endorsement, would present definite advantages. 

(2) For the time being, and subject to such extensions as may subsequently be suggested 
by the interests concerned, such documents would only be introduced in respect of complete 
loads of certain goods transported between certain stations; suc)l goods and stations would be 
specified in the tariffs. 

' (3) Such documents would be drafted by the consignor and signed by the transporter, 
who would then return them to the consignor; negotiable documents should preferably be drawn 
on special paper or in some distinctive form which would leave no doubt as to their character. 

(4) All negotiable documents should make mention of a local addressee (a person 
domiciled in the place of destination of the goods). The transporter would duly advise the 
addressee of the arrival of the goods and would ask him for the necessary instructions regarding 
the modification of the transport contract. 

(5) At the request of the consignor, the transporter would be required to mention in the 
document the weight and number of packages after verification or weighing at the expense 
of the consignor. The transporter would also be required to mention in the document such 
reservations as he may desire to make regarding the state and packing of the goods. 

(6) The endorsement of the negotiable document would transfer the right of disposing 
of the goods to the bearer. 

(7) The transporter's responsibilities would terminate on the delivery of the goods on 
arrival at their destination to the bearer of the document named in the endorsement. 
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(8) The right of modifying the transport contract would belong to the bearer of the 
negotiable document; if necessary, the transporter would app\y for instructions to the local 
addressee and would take his instructions from the local addressee wh.o, in his t"llrn, would be 
responsible for obtaining instructions from the bearer of the document. The bearer would be 
entitled to make himself known to the local addressee with a view to being advised in due 
course. 

(9) Goods transported under a document to order should only be subjected to supple
mentary charges in so far as such charges are justified by the additional expense or responsi
bility, which documents of this kind would entail upon the transporter. 

The representatives of the International Chamber of Commerce taking part in the Com
mittee's discussions in an advisory capacity stated that they were prepared to accept the 
conclusions of the present report, and expressed the- hope that the creation of a negotiable 
transport document will be proceeded wi1;h as early as possible. 

The representatives of the International Railway Union, who had also been 'invited to take 
part in the Committee's discussions in an advisory capacity, stated that their instructions 
were to inform the Committee of the solutions proposed by the Managing Committee of the 
International Railway Union at its last session and of the very weighty grounds for the latter's 
decisions. They were not, therefore, in a position to state their attitude in regard to the con
clusions of the Committee, which were notably different from the solutions proposed by the 
Railway Union; and they could only transmit the Committee's conclusions to the Railway 
Union for further study. 

/ 
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Annex I. 

TEXT OF PROPOSALS DRAWN UP BY THE GOODS TRAFFIC COMMITTEE OF THE 
INTERNATIONAL RAILWAY UNION AT ITS SESSION IN BERLIN, SEPTEMBER 
1931, WITH REGARD TO THE ADMISSIBILITY IN INTERNATIONAL RAILWAY 
TRAFFIC OF NEGOTIABLE TRANSPORT DOCUMENTS, APPROVED BY THE 
MANAGING COMMITTEE OF THE UNION AT ITS ORDINARY SESSION IN 
NOVEMBER 1931 AND SUBMITTED TO THE COMMITTEE OF ENQUIRY BY THE 
REPRESENTATIVES OF THE UNION. 

The Committee informs the Managing Committee that, ih its opinion, the twofold object 
aimed at by the International Chamber of Commerce in connection, on the one hand, with 
the possibility of financing consignments by rail, and, on the other hand, the possibility of 
transferring the right to dispose of the goods might be met· in the following manner: 

On the explicit demand of the consigner in the way-bill, the railway would only deliver the 
goods to the consignee if the latter remits the duplicate of the way-bill to the station of desti
nation. The way-bill should specify underneath the consignee's address the address of a person 
domiciled in the place of destination of the goods (local addressee). 

In order to allow of transfer of the right to dispose of the goods, J;he local addressee would 
be entitled to designate a new consignee at the original plac.e of destination, modifying to that 
extent the transport contract. If it is desired to modify the original place of destination, the 
goods should be re-consigned (with a new transport contract). 

The goods entitled to come under this system and the stations between which consignments 
under this system may take place should be fixed in the tariffs in agreement with the quarters 
concerned. Only complete loads of goods should be entitled to come under this system. 

The introduction of the new system should take the form of amendment of the text of the 
Berne Convention (C.I.M.). The details of the new regulations and the amendments to be 
made in revision of the Convention would be worked out later. 

The Committee is of opinion that the introduction of an (endorsable) way-bill to order can
not be contemplated under present circumstances. It constitutes an innovation which would 
involve far-reaching disturbance of the present system o.f international transports, would 
seriously increase the responsibility of the transporters, and would give rise to great difficulties 
in the rapid and regular operation of railway services which would compel the railway 
administrations to look for compensation in the form of high extra charges on consignments 
~oming under the endorsable way-bill system. 

Annex II. 

INTERNATIONAL CHAMBER OF COMMERCE. 

Washington Congress, May 4th to 9th, 1931. 

RESOLUTION No. 18 - NEGOTIABLE RAILWAY DOCUMENTS. 

The International Chamber of Commerce, 
Having eonsidered the conclusions of the Banking Committee and the findings of the Special 

Committee on Negotiable Railway Documents of the League of Nations; 
Having considered the principal objections to the introduction of negotiable documents 

raised during the enquiry of the International Railway Union; 
Whereas: 

(1) A negotiable transport document confers upon the person in whose name it is 
endorsed the 1·ight to dispose of the goods; 

(2) It is a document capable of being given as security by the seller for a bill issued 
by him; · 

(3) It enables the goods to be sold in course of transit; 

(4) It may guarantee the seller against the insolvency of the buyer, by providing 
that the buyer only receives the goods on presentation of the document; 

"Whereas it could therefore facilitate the international movement of goods by rail: 
Acknowledges receipt of the preliminary draft supplementary provisions to the International 

convention on the Carriage of Goods by Rail, of October 23rd, 1924, establishing a document to 
order for use in international railway transport prepared by a Joint Committee appointed by 
the Council; · 
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Rec~nunends that the Co-ordination Committee of its Transport and Communications 
Group summarise in a report the findings of the enquiry undertaken among National Commit
tees of Europe with a view to ascertaining: 

(a) The classes of goods for which negotiable documents are considered necessary in 
the interests of business; 

(b) The railway stations of destination to which such documents should be issued; 
.And that the preliminary draft supplementary provisions to the Convention be appended 

to this report; · 
Considers that it would be well, at first, to limit the use of negotiable documents to impor

tant stations of destination and, if necessary, to exclude from the system of negotiable documents 
those stations where, on technical grounds, it has been recognised the system cannot work in 
practice; 

0 

• 

Expresses the opinion that, in practice, the person entitled to the negotiable document will 
do everything in his power to ensure the reception of the goods without delay so as to avoid 
demurrage charges; 

.And that, on the other hand, railways can always get rid of the goods by warehousing them, 
at the expense of the party concerned, in recognised warehouses; 

Points out that the negotiable document must always be presented at the place of destina
tion indicated at the time of shipment, or at the alternative place of destination agreed upon 
with the railway administration, in accordance with the existing provisions of the Berne Con-
vention; • 

Requests National Committees of the International Chamber in countries that have signed 
the International Convention on the Carriage of Goods by Rail to present the preliminary draft 
supplementary provisions and the explanatory report to their respective governments in view 
of the next Conference for Revision of the Convention. 

Urges Governments to take over the preliminary draft supplementary provisions estab
lishing a document to order for use in international railway transport, and requests them to 
place this question upon tbe agenda of the next Conference for Revision of the International 
Convention on the Carriage of Goods by Rail; 

Emphasises the fact that these Revision Conferences are not Railway Conferences and that 
the delegates ptesent, representing Government and public interests, should also be accompanied 
by duly authorised representatives of the recognised economic organisations of the countries 
concerned, joined to the delegations of their respective Governments as experts; 

Hopes that the Conference will take into consideration the desiderata of business interests 
and especially the proposals of the International Chamber of Commerce, which is prepared to 
lend every assistance to the Conference by presenting to it the united opinion and wishes of 
all economic organisations concerned in the development of international trade. 

Annex Ill. 

PRELIMINARY DRAFT SUPPLEMENTARY PROVISIONS TO THE INTERNATIONAJ, 
CONVENTION CONCERNING THE TRAFFIC OF GOODS. BY RAIL OF OCTOBER 
23RD, 1924, INSTITUTING A TRANSPORT DOCUMENT TO ORDER IN INTERNA
TIONAL RAILWAY RELATIONS. 

ARTIOLE 1. 

Creation of an International Transport Document to Order. 

. The co~signor .may ask for the establishment of a transport document which shall be nego
tiable an~, m particular, transferable b~ endorsement. [This provision represents a derogation 
from Article 6, § 6 (d), of the ConventiOn.] · 

. The effect of this document shall be to give the beneficiary of the endorsement the right to 
dispose of the goods. 

ARTICLE 2. 

CondititmB to which Tt ansport Documents to Order are subject. 

~icles accepted for transport with a document to order shall be subject to the following 
conditiOns: 

(1) They must come under the categories and conditions specified in Annex I to the 
present supplementary provisions; 

(2) They .~ust be consigned from a station in one country to a station in another 
r:onn:try, proVIdmg always that both the despatching and the receiving stations are on the 
list m Annex II to the present supplementary provisions· 

(3) They must be consigned in complete loads. ' 

ARTICLE 3. 

Contents and Form of the InternaUonaZ- Transport Document to Order. 

§
1 

1. Every international consignment effected under the system established by the present supp ementa · · . . 0 

f . ry ~rOVISions shall Imply the establishment of a document in accordance with the 
orm contamed m Annex III to these provisions. 1 

1 
The order bill of Jading 1 1 th u o o • 

In many reope-- to th f n use n ° nttcd States of Amertc& 18 the form recommended. It is analogous 
-- e orm of the way-bill. 
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§ 2. Neither erasures nor alterations nor crossings out shall be permitted in the transport 
document to order. The original text shall alone be authentic. 

§ 3. In establishing a transport document to order, the consignor shall not be bound to 
name the person to whose order the document is to be endorsed. But no document of this 
kind shall be accepted by a railway unless it bears the name and address of a person domiciled 
in the place of destination to whom advice is to be sent of the arrival of the goods. · 

ARTICLE 4. 

Conclusion of the Transpln't Contract. 

§ 1. The document shall be established in three simultaneous copies- namely, one original to 
be remitted to the consignor, one copy to accompany the consignment, and one file copy to be 
kept at the despatching station. 

§ 2. The document shall be drawn up when the load is comple~e. 

ARTICLE 5. 

Taking Delivery. 

, Railway administrations may establish tariffs for the purpose of accelerating the unloading 
of goods transported with a document to order. 

ARTICLE 6. 

Verification by the Railway on Despatch. 

§ 1. The railway shall be required to certify the weight and number of packages in the loads 
forming the subject of the document to order. 

§ 2. The railway may not deliver a document to order except in the case of goods the state 
and packing of which are seemingly satisfactory. Nevertheless, the railway shall not be respon
sible for the nature or condition of closed packages. 

ARTICLE 7. 

Delive-ry. 
The railway shall be deemed to have fulfilled its obligations when it has delivered the goods 

at the place of destination to the holder of the document to order against a receipt for the sa~e 
and payment of the carriage charges. 

ARTICLE 8. 

Rights to alte;r Transpln't Contracts. 

The rights to alter transport contracts allowed by the Convention (C.I.M.) to the con
signor shall be extended to all regular holders of the transport document to order. 

· Further directions may only- be addressed to the despatching and receiving stations. 

ARTIOLE 9. 

List of Stations. 

The list of stations in .Annex II to which reference is made in .Article 2, § 2, of the present 
supplementary provisions shall be drawn up and kept up to date by the central office in accor

. dance with the conditions proposed in .Article 58 of the Convention. 

ARTICLE 10. 
List of Articles accepteil /In' Transport to Oriler. 

Each country shall communicate to the central office a list of the goods which it proposes 
shall enjoy the benefits of this special form of transport, and the central office shall keep a list 
of the same to be published yearly. 

Annex IV. 

EXPLANATORY REPORT SUBMITTED BY M. NORDBERG TO THE CO-ORDINATION 
COMMITT~E OF THE TRA...~SPORT AND COMMUNICATIONS GROUP OF THE IN
TERNATIONAL CHAMBER OF COMMERCE AND FORWARDED TO THE SPECIAL 
COMMITTEE OF ENQUIRY OF THE LEAGUE OF NATIONS BY THE REPRE· 
SENTATIVES OF THE INTERNATIONAL CHAMBER OF COMMERCE. 

In accordance with the instructions given by the Railway Transport Committee in · its 
resolution of November 14th and 15th, 1930, confirmed by the Council of the International 
Chamber of Commerce on December 5th, 1930, the Committee made enquiries from national 
European committees. of the Chamber relating in particular to: 

(a) Classes of goods capable of benefiting by the new system; 
(b) Stations between which negotiable transport documents would be accepted. 

It obtairied the following information: 
In France, Chambers of Commerce are now ge~erally favourable to the introduction of a 

negotiable railway transport document particularly in the south and south-east (P.L.M. system) 
and in the west centre (Orleans system). 

Thus, the CJtton, silk, hosiery and leather industries of the Roanne distdct would favour 
the introduction of negotiable transport documents from Roanne as starting-point to the capi· 
tala of central and eastern Europe and the large towns of Spain. 
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The trade in fruit and early vegetables from statio~s in tbe Rhone valley to Berlin, 
Cologtte, F~t:mkforl-on-Main, Hamburg, Geneva, Berne, Zunch, Ne~whatel, La11sanne, Lucerne, 
Brussel.' and .Antwerp. . 

The large centres of Nantes, Bordeaux and Lim?g?s also expre~sed themselyes in ~avour. of 
negotiable transport documents, without, however, gtvmg any details as to the mdustr1es whtch 
would wish to use them. . 

The Paris Chamber of Commerce agreed in principle with the opinion of the...Internat10nal 
Chamber of Commerce, without making suggestions as to the classes of goods or stations. 

The Union of Transport Offices of the French Chambers of Commerce, after consider~g 
these various recommendations, suggested the adoption of a negotiable transport document m 
international railway traffic. . : 

.As regards Italy, the administration of Italian Railways has stated that, on reconstderat10n, 
it has abandoned its former negative attitude in regard to negotiable transport documents and 
is now in favour of the reform, provided that the documents are only used for consignments 
to cert:tin large p >rts, which, however, it does not mention. 

The Italian National Committee for its part emphasises that the indnstrial and commercial 
cil'cles of Italy are favourable to the introduction of the negotiable transport document and 
would wish to use it for the transport of raw material in general and for goods and products 
that are largely used or are of a well-known and standard type. .As regards the stations, 
the Nation!l.l Committee does not name them, but thinks that the use of negotiable transport 
documents should be limited to, stations possessing suitable facilities for the withdrawal and 
deposit of goods, with general warehouses, etc. 

Simila.rly, the Administration of Hungarian Railways is definitely in favour of the reform. 
Hungary and .Austria in the Treaty of Commerce signed on June 30th, 1931, even introduced a 
clause (AJ:ticle 7, § 2) providing that a special agreement shall be concluded for the negotiability 
of transport documents. Fw:ther, the Damtbe-Save-.Adriatic Company whose system extends 
to Hungary, Italy, Yugoslavia and .Austria proposed the calling of a Conference of the above
mentioned States to settle the question of negotiable transport documents, at any rat'e 
provisionally, amongst these States. This Conference was to be sutnmoned by the Hungarian 
Government and held at Budapest in November 1931. 

The National Hungarian Committee also considers a negotiable transport document as 
desirable for the following goods: 

Cereals, pulse, grain, malt, wool, sugar, machines, alcohol, ·raw hides, furniture 
timber, live animals, cement, feathers, eggs, wine, lard, mineral waters, tobacco, beer, . 
incandescent lamps, all goods transported in refrigerator wagons and products of the iron 
industry; 

to the following stations: 

Budapest, Miskolc, Szeged, Peco, Nyiregyhaza, Nagykanizsa, Gyiin, Sopren, Kaposvai, 
Debrecon, Szolnok, Hatvan, Baja, Szerencs, Bares, Gyiingyiis, Hodmoziivasarhely, Oroshaza 
ozd, Salgotanjan, Szekesfehervar, Szombathaly, Keoskemit, Cegled, Bekescsaba. 

The Polish National Committee has informed us that the Polish Ministry of Communi
cations is in favour of negotiable transport documents, and has expressed the view that their 
introduction would be desirable from the point of view of Polish exports especially to distant 
places and in respect of the following goods: ' 

Cereals and their derivatives, live-stock products, eggs, furniture timber or bent wood 
flax and hemp, zinc, chemical products, glassware and, if possible, textiles. ' 

Further, the Polish National Committee considers that negotiable transport documents 
would be useful for the import into Poland of raw cotton and wool. 

.As regards the stations of destination in Poland, Warsaw, Loilz and Bielslco might receive 
goods under the new system, as they have suitable storehouses and Customs offices. 

In the Netherlands, all the replies received by the National Committee from its members are 
favourable to the int:oduction of negotiable transport documents which would be useful for the 
transJ?ort of non-perishable goods that are in great demand. Some of its members even expressed 
the Vlew that any goods may be carried on a negotiable transport document provided they 
for~ a complete wag?nload a~d are despatched to a sufficient distance for the document to 
arrtve before the constgnment 1tself. In particular, mention is made of: 

Fats and oils, machines, potatoes, onions, carrots, apples, cereals, wood, coal. 

Several members cons~dered that all stations in the Netherlands should benefit by the new 
syhstem, and ?De of them WlBhed to add a provision that the documents must be payable in a town 
w ere there 1s a bank. 
desir:S regards ~oreign stations of destination, the Netherlands National Committee would 
Bel . tha~ negotmble transport documents should be accepted by all the principal stations of gt;:i B:a~ce, Ger~ny, Luxe~bw:g, Italy and Switzerland without limitation. 
goods h" hlgian NatiOnal Comnuttee was not prepared to give an exhaustive lis{ of classes of 
in itse~ ~as woul~bcn~t by the new s!stem, so as not to restrict the scope of a measure which 
necessar use . · regards stat10ns, the Belgian Committee agreed that, if absolutely 
mittee l'J~~e nu?h~ be selection, although this would be very difficult to make. The Com
consi{,'llmfmts o~:O~ple~~~~;o~~~ferable for the system to be applied to all stations as regards 
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The Swiss National Committee considers that raw materials and certain foodstuffs might 
well be carried on negotiable transport documents, as, for instance: 

Raw materials for industry, mining products, cereals, wood, potatoes and .fruit, as well 
as eggs, the export of wbicb is of importance to certain countries of Eastern Europe. 

Only consignments of complete wagons would be covl.'red. . 
The Sv.iss National Committee considers that the limitation of the number of stations 

would naturally result from the fact that transport documents will only be issued and negotiated 
at important centres possessing warehouses, and railwavs will consider to what extent limita
tion for technical reasons may be necessary. .As regards limitation from the banking point of 
view, it is desirable not to go too far in this direction. 

The Ozechoslo11ak National Committee is also in favour of the introduction of the negotiable 
·transport document which is to be recommended for combined rail and river transport and 
in communications with seaports. 

We recently learned that the Government at Prague bad set up a mix.ed Railway an1l 
Navigation Committee to consider the question, a favourable solution of whic-h would obviate 
the oifficnlties at present arising in transit across the country. 

The National Czechoslovak Committee desires the use of the negotiable instrument to be 
limited at first to the most important classes of goods, such as: 

Corn, forage, chemical fertilisers, sugar, malt, c.otton and wool, flax and hemp, hop8, 
corn products, seed . 

.As regards stations, the use of a negotiable document would be limited to those equipped for 
storing and re-consignment, for preference in large ports and important trade centres. 

From the Scandinavian countries, the International Chamber of Commerce has received no 
reply, save from Denma1k, whose National Committee stated that it has no special wishes to 
express in .regard to negotiable transport documents. 

In Sweden, in 1929, o!le of tl1e country's best known financiers, M. 0. Wallenberg, former 
Director of the Tobacco Monopoly, General Manager of tbe Stockholrus Enskilda Bank, was 
in favour of the creation of a negotiable document within the limits mentioned by the Interna
tional Chamber of Commerce. 

The Finnish Nation:.! Committee is in favour of the re-introduction of the negotiable 
document- which had proved useful in traffic between Russia and Finland before the war
into this same traffic, as soon as, in the ncar or distant fnture, commercial relations with its 
neighbour shall a,gain become normal. 

In the Baltic States, the railway administrations of Estonia, Latvia and Lithuania, which are 
also familiar with the service formerly rendered by negotiable documents in Russian railway 
traffic, are, to our knowledge, favourable to their adoption. The same is the case "'ith 
Yugosla,via, Bulgaria and Greece. 

The Chairman of the German National Committee thinks that negotiable transport d:>cuments 
would be suitable in the first place for goolls sold on exchanges according to fixed standards 
of quality, such as: 

Corn, sugar, hemp, hops, tobacco, dried fruits, oils and fats, wine, fruit, groceries, 
forage, fertilisers, raw hides, leather, textiles, minerals, chemical products, gums, iron and 
steel, wood and articles of wood, building materials, coloured and other paper; 

could also be used for goods which, from their nature, are usually sent in small parcels . 
.As stations of destination, those places should be considered in which there are sound 

banking establishments, and the following - in Germany and abroad - are mentioned as 
examples: 

.Aix.la-Chapelle, .Amsterdam, .Antwerp, Bamberg, Bayreuth, Berlin, Bremen, DiissPldorf, 
Dillsburg, Friedrichshafen, Glasgow, Gronau, Hamburg, Hof, Hull, Karlsruhe, Kehl, Kiel, 
Cologne, Liverpool, London, Ludwigshafen, Mainz, 1\Iannheim, Munich, Pluder, Ratisbon, 
Riga, Rotterdam, Schneidemiihl, Stentsch, Stuttgart, Suehsdorf, Tilsit. 

We mentioned Germany last because, according to the reply of its National Committee, 
. opinions are divide(!, and the docum(mts accompanying the reply reflect that state of mind. 
Certain of its correspondents are in favour of solutions very different from that proposed by the 
International Chamber of Commerce. We shall revert to this later. This divergence of opi
nion is, it seems, to be explained, above all, by the fact that Germany is an importer of most 
raw materials, and that the further facilities for payment provided for by the reform will be of 
advantage primarily to countries exporting raw materials and foodstuffs that are in great dcmg,nd. 

* * * 

The enquiry of the Int<>rnatio11al Chamber of Commerce related to a third !Joint- namely, 
a previse and, if possible, reasoned statement of what Commerce had in mind in 81tgge.~ting the tntl·o
duction of negotiable tranllpO'rt documents. 
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Instead of reproducing each of the replies on this point, we have. preferre~ to give ~hem 
altogether in a summarised form. .According to our correspondents,- the mtroduct10n of negotiable 
documents would permit the consignor of goods: 

(1) To make the delivery of goods dependent on paym_ent of their value by the con
signee to a third patty, when the contract provides that delivery can only be made on pro
duction of the duplicate; thus, the consign~r is bett~r pro~ecte_d against lUlkno~ purchase~s 
or persons whose solvency is doubtful, wh10h. cons1derat10n lS llll the more 1mportant m 
that the purchaser is in a foreign country. 

(2) To send to his bank the duplicate in question for the purpose of obtaining payment 
of his bill at sight for the value of the goods, when payment is to be made on delivery, or 

(3). To obtain from his bank an advance on the security of these documents by way 
of discolUlt on his bill, when the sale is for payment at a date- in a word, the financing of 
the consignment in course of transit which is at present only possible in exceptional cases . 
.A purchaser may also ask his bank to finance a consignment by rail, and the negotiable 
document would then serve as security for the banker. In both of these cases, the con
signor would immediately be credited by the bank with the value of the whole or the greater 
part of his consignment. 

(4) The introduction of negotiable documents would facilitate combined transport by 
river and rail in .colUltries where the railway is not continuous, and also where the consignor 
might find it more advantageous to combine these two methods of transport. 

(5) It would enable the seller to despatch goods quoted on the exchange to markets 
where they are readily purchased, even if they were not sold at the moment of despatch ; 
and, at the same time, the purchaser would acquire a title to the goods in course of transit ; 
this would protect him from the risk of a fraudulent and fictitious sale. 

The negotiable instrument might in all cases serve as a bankers' security for possible 
advances on goods in course of transit; this possibility was of great value formerly in traffic 
within the old Russian Empire. In Brazil also, these documents serve to finance the coffee 
harvest. 

(6) The negotiable document might, as regards certain goods, be used as a warrant where 
there are silos or suitable warehouses, as in the United States or the .Argentine. 

In general, our correspondents consider that the negotiable document would be likely to pro
mote and increase the volume of transactions from the fact of its negotiability, which quality 
is lacking in the bill of lading at present used. It would enable banks to lend, on documentary 
security, which at present is exceptional, and would increase the circulation of capital invested 
in trade and industry. 

* * * 

So far, we have spoken only of our enquiry from those who desire the introduction of the 
negotiable document in European railway traffic. The International Chamber of Commerce did 
not stop at this; it also applied to the .American National Committee, which in itself comprises 
~ore _than 800 Chambers of ~ommerce and more than 400 economic organisations. Its opi
ruon IS a~ the mo_re valuable m that the United States of .America have gone beyond the stage 
of tentative experiments; and our statement would be incomplete if we did not take accolUlt of 
the experience acquired by our friends overseas. 

In .the first place, it is worth noting that the negotiable transport document is accepted by 
the UD;Ited St~tes_ fo~ all cla~~es of goods, with certain exceptions, such as cattle. In the second 
place, Its use lS ~nuted to age~cy stations " - about 2,500 in number - as points of 
departure an~ arriVal. These stations have warehouses, and if the influx of goods is too great for 
them, the railways have agreements with private warehouses to store the surplus it being 
clearly Wl~ersto~d that nothing shall be delivered without the order of the railway. ' 

E~en In thts. last case, difficulties rarely arise in regard to the storing of goods not removed 
on arnval. For mstance, a complete truck would remain at its destination Wltil the documents 
~rc presented. Corn is generally delivered to silos with which the railway has contracts· cotton 
IS sen~ to the presses on the same conditions; and for goods which do not fill a whoie liruck 
there lS generally room in the railway warehouse. 
. Thus, in the United States, it has not been thought necessary to limit the use of the nego

tiable document to certain classes of goods, nor to fix a complete wagonload as a minimum for 
the use of the document to be admissible . 

. ~ccording to ~me.rica~ law, the consignor, by entrusting his goods to the railway with. a 
straJg t (~ot negotmble) h1ll of lading, surrenders both possession of and title to them. With 
t:e negotmbl~ document, ~e SUITenders possession, but not title, and this distinction clearly 
s ow; t~e ObJect of .AmeriCan tr~ding circles in using the document. 

h" ht .18 ~ustomary for the cons1gnor to attach his bill of exchange to the negotiable document, 
w aJcin 18 t en presented t~ the consignee through the bank and through the " notify consignee " 
(p Y g agent). Prescntatwn of the document is a condition of delivery. .As, however, the 
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.rapidity of transport of goods has much increased, it sometimes happens that the goods have 
arrived before the documents, which may pass through several hands. For this reason, the 
railways have completed the provisions for delivery to the notify consignee in return for a banker's 
cheque or guarantee for a sum in excess of 25 per cent of the value of the goods. 

Sometimes, this method is adopted in order to avoid demurrage or warehousing charges. 
In times of depression, there may be an excessive accumulation in certain centres. But 

the railways may avoid this by prohibiting the despatch of certain goods to certain places. Such 
exceptional conditions are in no way due to the use of negotiable documents. On this point, 
the American system also differs from the European system, in which there is an obli~ation to 
carry in virtue of the C.I.M. ' 

Negotiable documents are in general use, and no special difficulties arising from them have 
been ·observed. The railways apply the ordinary tariff to such consignments. 

Our correspondents do not think that the United States could now do without the negotiable 
document, which has secured a firm position in the country's commercial life. It may here be 
pointed out that 40 per cent of exports to Europe and almost all exports to the Far East are 
carried from the interior to the ports on single negotiable transport documents (through bills of 
lading). Of the remaining 60 per cent, a large part is consigned with negotiable railway docu
ments covering only transport from the interior to the ports. 

The necessity for informing the notify agent causes no difficulty or delay. If iu exceptional 
cases, the latter should not appear within five days, the consignor would be immediately informed, 
and, in this way, undelivered goods are reduced to a minimum. It is true that, in certain cases, 
unloading is delayed, for instance, when the consignee is unable to make the necessary financial 
aJ.Tangements to take speedy delivery of the goods. But the progressive charges for demurrage 
are such that the consignor and the notify agent make every effort to take delivery. 

·.American b~nkers in general consider the negotiable document as an instrument of credit. 
When it is delivered by an authorised representative of the railways at the point of departure, 
the consignor generally draws a bill for the whole value of the consignment and despatches it to 
its destination, as stated above; and the bill must be paid before the negotiable document can 
be handed over to the consignee. Experience has shown that in many cases bankers give 
credit to the consignor for- the full value, in othe.r cases for 75 to 80 per cent . 

.American railways consider that they are incurring additional expense and responsibility 
by reason of the negotiable document and that they should make a small charge in addition to 
the ordinary tariff. But, up to the present, it has been in practice impossible to do this. 

We have _considered the whole of thill report because, on several important points, .American 
experience confirms the theoretical and, at the same time, soundly practical arguments of the 
Deutscher Industrie Handelstag contained in a document which accompanied the reply of the 
German National Committee. We will revert to this later. 

* * * 

In the light of the replies we hare received, we will now turn to a further consideration of 
tke draft prepared by our organisation and reproduced in the general report of the Co-ordination 
Committee and submitted to the Washington Congress in May 1931 . 

.ARTICLE 1. 

I ntroiluction of an International Transport Document to Order. 

The first paragraph, which gives the consignor the right to ask for a transport document 
that is negotiable and, in particular, transferable by endorsement, needs no comment. It impli
citly follows that the obligation to make out such a document would, as in the case of carriage 
by sea or river, rest oil the carrier. .Article 6, § 1, of the C.I.M. provides that the consignor 
must make out the bill of lading. In practice, the difference will not be very great. The making 
out of a transport document implies two things: 

(a) The making of a declaration of fact as to the nature of the consignment; 

(b) Responsibility for conformity between the contract and the contents of the document . 

.As regards declarations to be made on the document, .Article 1 of the Chamber's proposal will 
certainly not alter the fact that, in practice, it will always be the consignor who will fill up the 
essential parts of the document, as is also the case in maritime transactions . 

.As regards responsibility, the Chamber's draft lays no new burdens on carriers, for elsewhere 
(Article 6, § 2) it limits their responsibility. It has, however, seemed well to point out this 
difference between the C.I.M. and-the new system which assimilates the railways transport 
document to a bill of lading. · 

The second paragraph contains a declaration of principle. It has to be decided who, under 
the new system, will have the right to deal with the goods in virtue of the transport contract. 
This principle affects, inter alia, such rights as those provided for in Chapter III of the C.I.M. 
Paragraph 2 only relates to the transport contract which legally does not affect the question of 
title to the goods. 
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b ef t tbe Brussels Convention on the unification of certain rules .relating 
T us a r e.rence o . d 'd tb t tb bills £ ladin (Hague .rules) will show that that conventron also oes not proVl e . a e 

to din ° fgtbe bill of laalng shall transfer rights in rem to the goods; for this occurs han g over o . . f ·vn · 1 d · in virtue of the general principles of law or the special proVISIOns o CI or commercia co es m 
different countries. 

.ARTICLE 2. 

Conditions to which Transport Documents to Orde·r are subject. 

Certain conespondents -for instance, the Netherlands National Committee -. pointed 
out that several of their members bad asked that all stations in the Netherlands wgh~ come 
under the reform and that all goods might be canied on negotiable documents, subJect to 
certain conditions as to quantity and distance. 

:Members of the Deutscher Industrie-Handelstag consider that a too great restriction of 
stations of despatch and arrival would be an unfair privilege in favour of a minority of users. 

Article 2,- paragraph 2, of the draft must therefore not be interp~eted restrictivel;v:. The 
choice of stations to be placed on an international list must be determmed by commerCial and 
technieal considerations. The situation is different for despatching stations and for stations of 
destination. The principal argument against the reform - namely, that the person entitled 
would not take delivery of the goods on anival and that the lines would thus be encumbered 
- can only apply to stations of destination. It would therefore be well to include in the list 
a large number of stations which, owing to the nature of the traffic, would remain despatching 
stations, particularly in agricultural countries. 

Other xp.embers consider that if the negotiable document is adopted it would not be well to 
limit it to certain goods only. 

As has been said above on the subject of the United States of America, there is certainly a 
limitation as regards the stations, which at the outset of the reform were about 600 in number 
and which have since increased to about 2,500; but a complete truck is never insisted on as a 
minimum. :Moreover, American trucks are considerably larger than ours. 

Almost all goods are included in the system and those which are not included are expressly 
excluded, as are certain goods ah'eady in virtue of the C.I.:M. 

Generally speaking, all our conespondents think that perishable goods should be excluded; 
certain, however, point out that the line of demarcation between perishable goods and others 
is not very easy to draw. , 

One of our private members refers to the revolution that has been effected in the caniage 
of perishable goods by the introduction into Europe of automatic refrigerator wagons which, for 
instance, permit flowers and early vegetables to be canied from Italy to London. The most 
striking feature of this innovation is that Lloyd's issues insurance policies covering any consign
ment in these wagons against risks from a defeet in the freez·ing apparatus; so that the holder of the 
transpo-rt document, together with such a policy is practically safe from the risk of deterioration of 
the goods in course of transit. This important fact should be taken into account when the 
list of goods covered by the reform is drawn up. 

In order to take account .of the preceding observations, we think it would be well to add to 
Article 2, No.3, a provision on the lines of Article 4, § 2, of the C.I.M., that "two or more States 
DiaY reciprocally permit the carriage of SDialler consignments;" for the new Convention should 
be drawn up in such a way as to reduce to a minimum the changes which a future revision 
conference might have to make. 

Ce;tain. industrie.s Diay despatch very valuable goods of small volume for long distances, 
an~ m1gh~ Justly claim to benefit by ~ reform which would protect them from existing risks.· 
It IS preciSely these v:aluab!e goo~s which pay the heaviest tariff, and the railways would have 
to see whether, even m therr own mterest, they should not permit them to benefit by the reform 
under ~nditions to. be la~d down. Moreover, the development of the container service has 
already m~rodu~d mto :ailway tra~c a unit of load SDialler than the complete truck. Containers 
fro~ certam pomts of VIew are_ subJect to the same regulations as trucks; they are entered in a 
regiSter, ~bey are Pa.rt of the ro~g stock and will be easy to identify and handle. In these circum
stan~s, 1t seems ri~ht to pr.ov1de for the extension of the system of negotiable documents to 
consignor~ of contamers, which would be assimilated to complete wagons. 
. Certam members had understood that .each administration would be left to draw up the 

list of ~o?ds comprised in. the ~ystem of negotiable documents. It is essential that there should 
be a mimmum common list With a possibility of extension by individual agreements between 
two or more States - not necessarily contiguous. 

Article 10 of the Chamber's draft provides that " each country shall communicate to the 
ce~tral o~ce a list of the gooru: which. it proposes shall enjoy the benefits of this special form of 
transport, because the Comm1ttee Wished to emphasise that it was for the States members of 
~he_ C.I.M. to. draw up the fi!U!l list, and that the Chamber can only make suggestions and 
mdwate certam goods for which the reform would be particularly important. 
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ARTICLE 3. 

Contents and Form of the International Transport Document to Order. 

The " order bill of lading " is attached to this report (see Appendix). 
Paragraph 3, providing for endorsement in blank, is essential for the negotiability of the 

document by banks. 

ARTICLE 4. 

Oonclus·ion of the Transport Contract. 

If it were agreed that certain States might, in traffic with one another, extend the benefits 
of the reform to consignments less in volume than a complete wagonload, it might perhaps 
be well to add to § 2 of this article: "or, if consignments of a lesser volume were admitted, 
whim the goods are handed over at the station of despatch." 

ARTICLE 5. 

Removal of Goods. 

In the same connection; it might perhaps be well to employ the term "charges" or 
" penalties " instead of " tariffs " for the purpose of accclemting the " removal " (instead of 
"unloading") of goods transported with a document to order. 

ARTICLE 6. 

Verification by the Railway on Despatch. 

In paragraph 2, it would be more appropriate to say that "the railway shall not be bmmd to 
(instead of " may not ") delive1' a document to order except in the case of goods the 
state and packing of which are seemingly satisfactory." 

The proposal of the International Chamber of Commerce on this point is thus less burden
.some for the t.ransporter than the Brussels Convention for the unification of certain rules 
relating to bills of lading. Indeed, under Article 3, § 3 (c), of that Convention, the trans· 
porter is bound to issue a bill of lading showing among other things the apparent order and 
condition of the goods, whereas the preliminary draft of the International Chamber of 
Commerce releases the transporter from the obligation to deliver a transport document if 
the " state and packing " of the goods are not " seemingly satisfactory." 

ARTICLE 7. 

Delivery. 

Profiting by American experience, it might pethaps be well to provide that the transport 
document might in certain cases be in the form of a walTant, as, for example, for grain and 
cotton in the United States of America and sugar in the Argentine, and that the railway 
should be released from its obligations when it bad delivered the goods, on account of 
the party· entitled thereto, to a recognised establishment, silo or warehouse, as provided 
in the resolution of the sixth congress of the International CbambCilr of Commerce. That 
might be of great importance, for example, in the transport of wheat from the Danube countries, 
and it may be well to note the fact that the Committee to study the problem of the expert 
of future harvest surpluses of cereals (Paris, February), the Commission of Enquiry for 
European Union and the Rome Wheat Conference included the institution of negotiable 
documents among the measures calculated to facilitate the financing of consignments of future 
harvests. 

In the same connection, it. might be well to consider the conversion of the negotiable 
railway document into a river bill of lading. 

ARTICLE 8. 

Rights to alter Tt·ansport Contracts. 

This article does not call for any comment. 

ARTICLE 9. 

List of Stations. 

The enquiry did not permit of our drawing up a complete list of stations; we mentioned 
certain stations by way of example and feel that it will be for the respective States to specify 

·the stations to be included in the list. 

ARTICLE 10. 

List of Goods accepted for Transport to Order. 

In speaking of Article 2, we noted that the wording of this article might lend itself to a 
restrictive interpretation and that it was expe~ent on the contrary to interpret it in a wider 
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sense - i.e., so that States might, by means of subsequent agreements, add to the minimum 
list other goods to which they might think it necessary to extend the benefits of the reform. 

It would be expedient, further, to provide for t~e forma~ties in the event ·?f the loss of 
the negotiable document. We would point out that, m the Uruted States of .Amenca, the goods 
are sometimes delivered to the local addressee before the arrival of the documents on payment 
of the amount in question or on production of the banker's guarantee for an amount ex
ceeding 25 per cent of the value of the goods ; a similar measure might be contemplated here 
in the event of the loss of documents. The documents being entrusted to banks, the risks of 
loss are negligible. . 

Further it would be necessary to determine who should be advised in the case of damage 
or interruption of transport in course of transit. We would say both the consign0'1' ana the local 
addressee, since the first can get into touch .with the holder of the document and the second 
with the consignee unless be is himself the consignee. Nowadays, with telegraph and telephone, 
the persons concer~ed have every facility for consulting rapidly as regards instructions that 
it may be necessary to give. 

In view of the urgency attached to the reform in several quarters, the supplementary 
provisions ~hould lastly contain a clause permitting of their immediate entry into force between 
the States which have ratified them, even if those States are not contiguous, without waiting 
for the deposit of all the ratifications. 

The preliminary draft supplementary provisions commented on above were the outcome 
of a discussion at the International Chamber of Commerce on March 14th, 1931, between several 
representatives of the International Railway Union and of the Chamber, a meeting at which 
a representative of the League of Nations and a delegate from the Berne Bureau were also 
present; the preliminary draft originates, however, with the International Chamber of Commerce. 
The International Railway Union, which has not yet been won over to the principle of a nego
tiable document transferable by endorsement, ·bad raised a great many objections, the most 
serious of which concerned the possibility of accumulations in the big towns. 

Speaking of the .American experience noted above, we showed how our overseas friends 
had coped with this difficulty, which they refuse to attribute to the use of documents to order 
and regard as being due to purely economic factors . 

.All the objections of the International Railway Union, moreover, were set forth objectively 
and impartially, with the arguments in favour of the reform, in the findings of the special League 
of Nations Sub-Committee set up to examine the question of negotiable documents (pages 14 
and 15 of the report of the Co-ordination Committee of the Transport and Communications 
Group submitted to the Washington Congress). 

The International Railway Union, on its side, framed proposals with which we are not 
yet acquainted in detail but the main lines of which may be seen from the document accom
panying the reply of the German National Committee and from an article published on 
November 5th, 1931, in the Zeitung des Vereins Deutscher Eisenbahnverwaltungen, by M. J. 
Reul, of Cologne, entitled " Kassa gegen Duplikatfrachtbrief " (" Cash on Presentation of 
Duplicate Way-bills "). 

The chief resistance to the reform coming from the German Railways, it is only natural 
that, in view of the growing opinion in economic circles in favour of the introduction of negotiable 
documents, the Germans should have endeavoured to find an intermediate solution to obviate 
certain of the difficulties arising out of the present way-bill. · 

The proposal is, in brief, to make the delivery of the goods at the station of destination 
conditional on the production of a duplicate of the way-bill, without in any way modifying the 
legal character of the latter. 

It is possible that, in certain cases, this measure might have the effect of reducing the com
m~rc!al ris~s of the consignor by ruling out deliveries to insolvent or dishonest customers, but 
thlS 18, as 1t were, only a secondary point supplementary to the object which the International 
C~mber of Commerce bas in view - namely, the financing of consignments by rail, an object 
which can only be achieved by the negotiability of the transport document. 

This, ho~ever, doe~ not seem to us to represent the true position, for those called upon 
to finance railway consignments - the bankers - could not regard a way-bill thus modified 
as " a document conferring a right of ownership and of disposal of the goods, transferable by means 
of end0'1'sement" (§ 1 of the conclusions of the Committee of the I.I.C., of .April 2nd, 1930). 

It _would still be, notwithstanding what it now is, a transport contract pure and simple, 
possessmg no more value from a banking standpoint than it possesses at present. 

Why! Because bear~g the name of a consignee, and perhaps even of a local addressee 
held_ to n:>present the consignee at the place of destination it cannot constitute for the banker 
hol~g ~he seller's draft security for documentary credit .;.hich he might be prepared to grant 
to his client. He could only make himself responsible for collecting the amount, and that is 
n?t the P~pose of the proposed reform. We would point out in this connection that the maritime 
bill of lading made out to a specific party is not negotiable either. 

_The wh?le point - and this we cannot repeat too often- is to be able to mobilise the 
cdredit accrumg from a. sale directly the seller-consignor is in possession of the transport 

ocurnent. -

'Ye know that the resistance of certain railways arises chiefly from the fear of various 
techmca.l diffi ult · h · h ha 

f d c les w _Ic ve, however, been overcome elsewhere. The author of the article 
re erre to above adlUlts that the Reich Railways .Administration is coming round to the above 
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solution as the result of the suggestion of the International Chamber of Commerce to introduce 
negotiable documents, and he adds: 

"The objections to the negotiable document refer chiefly to certain difficulties of 
operation to be taken into ac(f()unt, to uncertainty as regards the :person having :power of 
disposal over the goods in course of transit and right to delivery, and the case of obstacles 
affecting transport and delivery. Reasons of competition alone will, in the long run, compel 
the railways to take into account modern requi·rements of exchanges of goods." 

It IQ.aY be well also to quote textually the Deutscher Industrie-Handelstag, which has 
collected both unfavourable and favourable opinions from among its members. 

" On the other hand, we have noted that, in important consignors' circles, the intro
duction of negotiable documents is recommended in principle for the very reason that 
owing to the present shortage of money and feeling of insecurity, it frequently happens 
that the seller does not wish to band over his goods without payment in advance, but is, 
on the other hand, obliged to serve his customer promptly, and forced to despatch the 
goods in order to avoid an accumulation of orders in his own warehouses. If the consignor 
could use negotiable documents, he would have no need to hesitate about consigning 
orders immediately upon receipt, since he could mobilise his credit on receipt of the 
negotiable document." 

This shows clearly that although, for technical reasons, the German J\.ailways are still averse 
to negotiable documents, users of the public service in question are anxious for their introduction. 
They are bound to have their way in the end, for the German Railways, whose profits are 
proverbial, have succeeded in overcoming far more serious technical difficulties. 

The Sixth Congress of the International Chamber of Commerce noted the preliminary draft 
of additional provisions, and: 

Whereas: 

(1) .A. negotiable transport document confers upon the person in whose name it is 
endorsed the right to dispose of the goods; 

(2) It is a document capable of being given as security by the seller for a bill issued 
by him; 

(3) It enables the goods to be sold in course of transit; 

(4) It may guarantee the seller against the insolvency of the buyer, by providing 
that the buyer only receives the goods on presentation of the document; 

Whereas it could therefore facilitate the international movement of goods by rail; 

recommended that the Co-ordination Committee of its Transport and Communications 
Group should summarise in a report the findings of the enquiry undertaken among National 
Committees of Europe with a view to ascertaining: 

(a) The classes of goods for which negotiable documents are considered n11cessary 
in the interests of business; 

(b) The railway stations of destination to which such documents should be issued; 

and that the preliminary draft supplementary provisions to the Convention should be 
appended to this report. 

The present report is submitted to that Committee. 
To sum up, the following passages of the resolutions of the Congress may be quoted: 

" The International Chamber of Commerce, 
":Requests National Committees of the International Chamber in countries that have 

signed the International Convention on the Carriage of Goods by Rail to present the prelim· 
inary dr&ft supplementary provisions and the explanatory Report to their respective Govern· 
ments in view of the next Conference for Revision of the Convention. 

"' Urges Governments to take over the preliminary draft supplementary provisions 
establishing a document to order for use in international railway transport, and requests 
them to place this question upon the agenda of the next Conference for Revision of the 
International Convention on the Carriage of Goods by Rail; 

" Emphasises the fact that these revision conferences are not railway conferences and 
that the delegates present, representing Government and public interests, should also be 
accompanied by duly authorised representatives of the recognised economic organisations of 
the countries concerned, joil1-ed to the delegations of their respective Governments as experts; 

" Hopes that the Conference will take into consideration the desiderata. of business 
interests and especially the proposals of the International Chamber of Commerce, which is 
prepared to lend every assistance to the Conference by presenting to it the united opinion 
and wiRhes of all economic organisations concerned in the development of international 
trade." 

November 12th, 1931. (Signed) Manno NORDBERG. 

• 
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APPENDIX 

Uniform Domesdc Order Bill of LadJa4 adopted by Carriers in Offtclal Southern and Western Classlflcatlon Territories, March 15, 1922. 

UNIFORM ORDER BILL OF LADING 
PRESCRIBED BY THE INTERSTATE COMMERCE COMMISSION) Shipper's No. . ....................... . 

ORIGINAL 

SOUTHERN RAILWAY COMPANY 
Agent's No ......... .. 

REOEIVED, subject to the classifications and tariffs in effect on the date of the issue of this Bill of Lading, 

at ............................ : .............................................................................................................................................................................. _.,, ........................................... ·-······················· 19 ....... 

from-····-·········· .............................................................................................................................................................................................................. ·······~········· ..................................... . 
the property described below, in a.ppa.Tent good order, except a.s noted (contents and condition of contents of packages unknown), marked, 
consigned, and destined as indicated below, which said company (the word company being understood throughout this contract as meaning 
any person or corporation in po~cssion of t-he property under the contract) agrees to carry to its usual place of delivery at said destination, 
if on ita own road or ita own wa.ter line, otherwise to deliver to another ca.rrier on the route to said destination. It is mutually agreed, 
as to each carrier of all or any of said propet·ty over all or any portion of said route to destination, and &s to each party at any time 
interested in aU or any of said property, that every service to be performed hereunder shall be subject to aU the conditions not prohibited 
by Jaw, whether printed or written, herein contained, including the conditions on back hereof, which are hereby agreed to by the shipper 
and accepted for himself and his assigns. 

The surrender of this Original 0 R D E R Bill of Lading properly indorsed shall be required before the delivery of the property. 
Inspection of property covered by this blll of ladin~ will not be permitted unless provided by law or unless permission is indorsed 
on this original bill of lading or given in writing by the shipper. 

Consigned to ORDER OF ....................................................................... . . ............................................................................................................................................... .. 

D<>stina.tion ....................................................................................................... . St pe of ............................................. : .................. Oounty of ................................................ .. 

Notify ........................................................................................................... . . ................................................................................................................................................. . 

At ........................................................................................................... . ............................... St le of ............................................................... Oounty of .: ............................................. .. 

Route _,., ................................................................................................. :c .. , .. = ........................... .. ...................................................... , ................................... -....................................................... . 
_ .................................................................. <n·e·u;~rt~g·o~~:r~ie~>·-·· .................. . Oar Initial ......................................... .. Oar No. 

No. 
Packages Dosortptlon of Artloles, Specl&l Marks and Exec tiona 

• Weight 
SubJect to 
orrection) 

Class or 
Rate Check 

Column 

....................................................... ....................... . 

............................................................................... 

.............................................................................. 

................................................................. 

n this shipment is to be 
delivered to the consignee 
without recourse on the con
signor, the consignor shall sign 
the following statement: . 

The carrier shall not make 
delivery of this shipment with
out payment of freight and 
aJl other lawful charges. {!-lee 
section 7 of conditions.) 

............................. ........................ ......................... ......... (Sigu·a~e·ot'·c~Mf·gno·r)· ...... . 

............................ ......................... ........................ . 

................................................................... 

............................................................................................... 

........................ ................ ........ ............................ ...................... .. 

.... :····-· .. ·:··::·: ····.··--·:····-············-·_····_····_···_···_··.·.·:·.·.·_·:::·.··.·.·.·.··::·:: .. ··:::·::::··:·::::::·~:·:·::.·····:·::·· ··········~·::::·:··::· ··.·.·.·.·.·.·.·.·.·.··.·.:·.:· ... ·:.· .• :-.::::::::::::::::::::: 
...................................................................................................................................................................................... 

If charges are to be prepaid, 
write or stamp here, " To be 
Prepaid." 

.. ............................................................ .. 

Received S ..................................... .. 
to apply in prepayment qf the 
charges on the property de
scribed hereon. 

--;.]r[fr1t:ih;;e~otlhlrlp~m;;;;;e~ntt-;m;;;o;,v;;e;;albe;;;tt;;w:;;ee;,n;;-;t:;;w;;;o;-p;;o;;-rts;:;;;-;b~~:::::ri;::-;b::--::::te::--:t~h-::";:-:::-::::-::;---;:-__!.-;:--:-:::--~-----1-· ......................... Ag;~t"O; .. ·c;~W:er 
state whether it is .. carrt.er~s or a hipper's weight". Y ~car er Y wa r, e law requires that the bill of lading shall 

the Noted.- ~helare tdhc rate is dependent on value, shippers are required to state specifically in writing 
agree or ec rc value of the property. 

be 
The agreed or declared value of the property Is hereby specifically 

not exceedin~ stated by the shlppet to 

................................................................... per ............................................................................................................. 

·········~ .................. .. Shipper 

Per ........................................................ . 
(The signature bere acknowled

ges only the amount prepaid.) 

Qharges .Advanced 

$ ........................................................... . 

Per 
. ............................................................ . ............................................................................. Agent 

...................................... ............... .............................. . Per . ................................................................................................................. ;·· .. : .......... .. 
Permarrent poet oftJoo addreu of shipper ... . , ...................... . ...... .............................. . .................................................................................... .................................................... . 
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I. - MINUTES OF THE FIRST PLENARY MEETING 

OF THE CONFERENCE.• 

Held on October 12th, I9JI, at 11 a.m • 

•• 
President : M. A. DE VASCONCELLOS. 

l. OPENING OF THE CONFERENCE : PRESIDENT'S SPEECH. 

M. DE VASCONCELLOS, whom the Council had done the honour of appointing President of this 
Conference, desired to express his appreciation. He regarded this appointment rather as a tribute 
to his country, whose navigators had been great pioneers of international communications, than 
to himself. He hoped that with the co-operation of the Conference he would be enabled 
successfully· to direct its discussions. He would take inspiration from the example of his 
predecessors, notably of His Excellency M. de Aguero y Bethancourt, who presided so ably 
over the Third General Conference. 

· He declared open the Fourth General Conference on Communications and Transit convened 
by the' Council of the League of Nations, in accordance with the provisions of Article 4 of the 
Statute· of the Communications and Transit Organisation. The delegates were aware that the 
General Conference had a: sort of constitutional function in the Communications and Transit 
Organisation, and that, apart from studying the special questions placed on the agenda, it was 
called upon to play a part in the work of the Organisation similar to that played by the Assembly 
in the general work of the League of Nations. 

At the proper time, he would explain the general duties devolving on the Conference in 
respect of its discussions of communications and transit problems, but, at the present moment, 
he wished to draw its attention to a question of a somewhat different kind from those generally 
brought before the Communications and Transit Conferences. He referred to the expediency 

' from an economic and social standpoint of stabilising the movable feasts and simplifying the 
Gregorian Calendar. . 

The Preparatory Committee of the Conference appointed by the Advisory and Technical 
Committee for Communications and Transit in its report adopted on June 13th, 1931, had pointed 
out that it would be advisable for the Conference, in accordance with a precedent adopted by 
the First General Conference on Communications and Transit, to sit from the outset in committee 
for the study of problems relating to the stabilisation of movable feasts and the simplification 
of the calendar. 

In the circular addressed to the Governments on July 30th, 1931, the Chairman of the 
Advisory and Technical Committee for Communications and Transit had pointed out that the 
first week of the Conference would have to be exclusively devoted to these discussions. The 
President supposed that the Conference would agree to adopt this programme of work and would 
sit in committee as from the afternoon session. He then submitted some observations and 
suggestions for facilitating the discussions of the Conference in committee on the stabilisation 
of the movable feasts and the simplification of the Gregorian Calendar. 

As the Preparatory Committee had drawn up a report on this question, the President thought 
it unnecessary· to explain in detail the circumstances under which the League of Nations had 
decided, as a result of the initiative taken by the International Chamber of Commerce, to examine 
questions relating to movable feasts and the calendar. • It would be sufficient to state that, from 
the outset, the Advisory .and Technical Committee for Communications and Transit had 
undertaken the examination of these questions from their economic and social aspects. The 
Communications and Transit Organisation had never considered itself competent to discuss what 
might be regarded as specifically religious problems ; it represented an association of 
,Governments and had merely desired to assist those Governments in coming to an agreement on 
questions within their competence. It had investigated the economic disadvantages that might 
arise from the present calendar. It had made some suggestions with a view to defining the state 
of public opinion. Its object had been to prepare for the time·when the Governments, after being 
made conversant with the question, might take part in a conference and officially compare their 
views as to whether a reform was desirable and advisable from the purely non-religious aspects 
of these problems. , 

This was the essential role of the present Conference. Its object was to note the opinion of. 
the Governments on the purely civil questions which might be involved in the study of the 
stabilisation of movable feasts and the reform of the calendar. 

1 The list of delegates attending the Conference is published in document C.78s.M.J80.I9JI.VIII. 
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The Communications and Transit Organisation had, however, from the outset been careful 
to keep in constant touch with the religious authorities and organisations concerned. .Those 
authorities and organisations had been invited to send observers to the pre~ent Conference ~~~hey 
desired to do so. Formal reservations had always been made for the hberty .of the rehgwus 
authorities and organisations, once th,e opinion of the Governments on the c1v1l aspects of the 
questions had been established. 

It had nevertheless appeared necessary that these authorities or organisations might, if ~hey 
chose to do so, give information to the Governments represented at the Confere~ce on the v1ews 
which they might hold in future, and th~t they .might be constantly .kept. mformed of the 
Governments' discussions and any conclusions arnved at. Naturally th1s attitude of courtesy 
and respect adopted towards the religious authorities and organisations did not imply that the 
League of Nations had any intention, or even thought it possible, to restrict in any way the freedom 
of the Governments in deciding what measures they should take in the exercise of their sovereignty 
in order to settle among themselves any questions on which they considered themselves entitled 
to take a final decision. 

Before opening the general discussion, the President was sure that he was voicing· the desire 
of the Conference in paying a tribute to the efforts pursued over a number of years in the prepa
ration of these discussions. The problems relating to the movable feasts and the simplification 
of the calendar had for a long time been the subject of individual studies, recommendations or 
international meetings ; an important step had certainly been taken when the Advisory and 
Technical Committee for Communications and Transit had created its special committee, and, 
in particular, when that special committee, under the Chairmanship of Professor van Eysinga 
and with members appointed by the Holy See, His Holiness the CEcumenical Patriarch and His 
Grace the Archbishop of Canterbury, had adopted its report. The Governments were from that 
time assured that, in respect of the stabilisation of movable feasts, there would be no insuperable 
dogmatic difficulty in the way of a reform if the common good called for such a reform. This 
report also contained a great deal of information which would assist their discussions on the 
questions of the establishment of a perpetual calendar. . 

After its report had been drawn up, the Advisory and Technical Committee for 
Communications and Transit, with the approval of the Assembly, had recommended the formation 
of special Committees in the various countries in order to sound public opinion and to enable 
this opinion to express itself more definitely. The number of these Committees, the standing 
of their members and even the contents of most of the reports received showed that the aim of the 
Communications and Transit Organisation, which was merely to facilitate an impartial· study 
of the questions relating to the calendar, had been attained. The partisans and opponents of 
the reforms had not been and stili were not in agreement, but the, elements of discussion had 
been. clearly defined and, whatever res.ult ~as r~ached by the present Conference, the problems 
relatmg to movable feasts and the s1mphficat1on of the calendar had ceased to be academic 
problems and has become concrete and practical questions which, for the first time for centuries 
the official authorities of a great number of countries were called upon to discuss: ' 
. The world .was ~t .present co~cerned with serious and urgent problems which were of greater · 
mterest to pubhc opm1on and wh1ch were a source of greater· anxiety to the Governments of the 
variou~ countries than problems relating to the calendar ; there could be no doubt on this point. 
But th1s was not a reason .for :naking light of t~e lasting interest of discussions on such a question 
as that of t~e .calendar wh1ch,.m all.epochs o~ history, had roused at times passionate interest in all 
human soc1et1es. The k~en drscus~10n t~ wh1ch the reform schemes have given rise, together with 
the corre~pondence rece1ved on th1s subject by .the Secretariat of the League of Nations from the 
most vaned corners and from all classes of ~oc1ety, proved that this interest remained unabated, 
The fact that the world was at present passmg through a period of acute difficulties and trouble 
was not a reason for the abandonment of the study of this permanent problem and for the neglect 
of the calm preparation for necessary solutions. . 

II. PROGRAMME oF WoRK. 

h d Passing tdo the question of procedure, the PRESIDENT recalled that the Preparatory Committee 
a su~e;este that the Conference should examine separately and consecutive! th · 

and soc1al aspects of the stabilisation of Easter and the economic and social aspecls of ~h~co~~:::::f 
reform o~ the ca~enda~. As regards the general reform of the calendar the Pre t C g · 
hadd co~stdered It desirable that the following points should be disc~ssed seppaarraatoerlyy odm!llittthee 
or er g1ven : an 1n e 

I. The disadvantages of the present calendar. 

2. The principle of the establishment of the t al 1 d . 
merits of the perpetual calendar and of the cale d perpt ~ ~a en ar, and t~e respective 
quarters without the introduction of suppleme~t:~ud:~s~mg srmply the equahsation of the 

3· The respective advantages and inconve · f h · . 
calendar -i.e., a year of thirteen months andmences o ft e twl o defimte plans for a perpetual 

a year o twe ve months. 
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Lastly, the Preparatory Committee had considered that it would be advantageous for the 
Conference during its discussions to distinguish between two groups of questions - namely, the 
questions relating to the desirability of the reform of the calendar either in general or according 
to some particular plan, and the questions concerning the possibility of the immediate introduction 
of the reform. 

He would therefore first ask the Conference whether it agreed to adopt this procedure. He 
would, however, also suggest that the definite discussions mentioned by the Preparatory 
Committee should be preceded by a short general discussion during which both the Government 
delegations and the delegations of authorities or organisations participating in the Conference 
might submit any statements which they wished to make. If the general discussion were in this 
way restricted, the Conference would no doubt be prepared to accept statements submitted by 
representatives of the international or national authorities or organisations, a list of which had 
been communicated to the Conference and which would thus be associated in the work of the 
Conference under the conditions specified in that list.' Those authorities or organisations would 
not take any subsequent part in the discussion, unless a special request to this effect were made 
by them to the President and submitted by him to the Conference. 

It was understood that as regards the representatives of organs which had participated in the 
preparatory work for the Conference and the organs invited to be represented in an advisory 
capacity under the conditions laid down in the statute of the Communications and Transit 
Organisation, the practice of previous Conferences would be followed at the present Conference. 

An exchange of views took place between M. SEELIGER (Germany), Sir John BALDWIN (Great 
Britain) and the SECRETARY-GENERAL OF THE CoNFERENCE, as a result of which the Conference 
decided to sit in Committee to examine the questions relating to the calendar. 

The procedure proposed by the President with a view to this examination was adopted, and it was 
agreed that the representatives of the organisations invited should, at the next meeting, state their 
point of view on all the questions relating to the calendar. · 

Ill. APPOINTMENT OF THE COMMITTEE FOR THE VERIFICATION OF CREDENTIALS. 

On the PRESIDENT's proposal the Committee for the Verification of Credentials was composed 
as follows : 

M.· DE RUELLE (Belgium), 
M. ITo (1apan), 
M. MOLLER (Czechoslovakia). 

IV. ELECTION OF VICE-PRESIDENTS. 

On the PRESIDENT's proposal, M. Silvain DREYFUS (France), Chairman of the Advisory 
Committee for Communications and Transit, and M. DJOURITCHITCH (Yugoslavia), Chairman 
of the Preparatory Committee of the Conference for the Question of the Reform ofthe Calendar, 
were elected Vice-Presidents by acclamation. 

1 See Official Instruments (document C.78s.M.J80.I9JI.Vlll). 
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2. - MINUTES OF THE PLENARY COMMITTEE FOR THE EXAMINATION 
OF THE EXPEDIENCY FROM · AN ECONOMIC AND SOCIAL 
STANDPOINT OF FIXING MOVABLE FEASTS AND OF SIMPLIFYING 
THE GREGORIAN CALENDAR. 

FIRST MEETING. 

Held on October 12th, 1931, at 3 p.m. 

Chairman: M. A. DE VASCONCELLOS. 

I. GENERAL DISCUSSION. 

M. BERTAUT (France) proposed that, as a very l~rge number of statements were to. be made 
on a subject with which the members of the Committee were not altogether unacquamted, the 
length of the speeches should be limited to ten or fifteen minutes. 

M. PoLITIS (Greece) seconded this motion. 

The motion was carried. 

The CHAIRMAN proposed that a maximum of fifteen minutes should be allowed. 

M. BLOcH.MANN (Reichsstadtebund), speaking on behalf of an Association of which there 
were members in twenty-eight countries and which had been studying this problem for nearly· 
twenty years, observed that the solution must be sound from a logical as well as from an economic 
standpoint. It was impossible to obtain a perpetual calendar unless the leap-day were placed at 
the end of each leap-year -otherwise there would be two forms of calendar, one for ordinary years 
and one for leap-years. Secondly, the new calendar must be more economically sound and simpler 
than the existing one. To avoid complicating business men's work, the calendar must necessarily 
be a twelve-month calendar. In addition, there must be quarters and half-years composed of whole 
months, which was impossible with a thirteen-month year. As regarded the stabilisation of 
Easter, he had endeavoured to determine the real date of the crucifixion, which he estimated to 
be the ninety-seventh day of the year 30 ; therefore, the true date of Easter would be the ninety
ninth day of the year. Professor Eginitis, Director of the Athens Observatory, and one of the 
five members of the first committee of enquiry into the reform of the calendar, set up by the 
League of Nations, declared his agreement with these proposals 'in a letter of August 8th 1931. · 

Dr. HERTZ (Chief Rabbi ofthe United Hebrew Congregations of the British Empire) explained 
that the unalterable opposition of Jewish and other religious bodies was due to the proposal to 
make the last week of each December an eight-day week, by considering the 365th day a blank 
day. Consequently, the true days of the week would constantly alter from year to year, entailing 
endless hardship on Jews and all others who remained loyal to the Sabbath. He implored the 
Conference not to destroy the immemorial institution of the seven-day week. Thousands upon 
thousands of Jewish congregations in Europe, Asia, Africa and Australia had protested against 
calendar reform by the introduction of blank days, thereby making the Sabbath a movable day. 
Millions of Jews in the United States of America had expressed their opposition through another 
channel. He hoped that such considered expression of the whole House of Israel and not merely 
that of a few " reactionary orthodox Rabbis " would have due weight with the Conference. He 
read a letter from distinguished Jewish laymen indicating that a blank-day scheme would be little 
sh~~ of a renewed persecution of Jewry. The argument of supporters of the scheme that any 
rehg10us difficulties mcurred by minorities would be of their own making was indeed an argument 
tha! had been used to cover persecution in all ages. If. there were a world-wide demand for 
rad1cal calendar revision (which there was not) it would be still the duty of the Conference to ask 
whether the alleged advantages were worth the tremendous cost. 
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Mr. ADLER (Representative of the Society for Safeguarding the Fi-xity of the Sabbath) formally 
presented the joint resolution of fifty-one organisations in the United States of America 
representing four million Jews opposed to calendar reform schemes. He reiterated Dr. Hertz's 
argument that there was no universal desire for change. To illustrate the tyranny of the attempt, 
he mentioned the story of Og, King of Bashan, and his bed, adding that the initiator of the 
calendar reform scheme was indeed a western Og (Procrustes). . 

. Mr. MAXWELL (General Conference of Seventh Day Adventists), after thankin~ the 
Conference for granting the Seventh Day Adventists a hearing, added that the position of this 
community of a million souls scattered throughout the world had not changed since the meeting 
of the Preparatory Committee in June I9JI. The very simplicity of their faith compelled this 
community to resist the proposals before the Conference because they believed that the Sabbath 
-was a God-given rest-day. They could never admit that calendar reformers or any legislative 
body, not even the League, had power or authority to break that divinely planned sequence of 
Sabbath days. He referred moreover to the hardships which such a change would entail and the 
confusion which would be caused in the mission field. The proposed attempt to interfere with 
divine law was a menace to religion and ~herefore to civilisation itself. He had prophesied in'June 
that the Evangelis~ic Churches would protest as soon as they fully realised what was afoot. Now, 
four months later, that prophecy had become a reality. The Seventh Day Adventists valued and 
honoured the League and prayed the blessing of God upon its labours and, for that reason, they 
were confident that the Conference would decide to inter the calendar reform proposals for ever. 

Canon HELLINS (Church of England) informed the Committee that the Regulation of the 
·Date of· Easter, implementing the Easter Act of 1928, had been passed by both Houses of the 
Convocation of Canterbury on February 14th, 1929, as follows : 

" In the event of general ecclesiastical concurrence with the object of the Easter Act 
of 1928, this House is of opinion that the first Sunday after the second Saturday in April 
should be adopted as Easter Day." 

With regard to the further modification of the calendar, a resolution had been passed by the 
Houses of Convocation of Canterbury on April 28th, 1925, to the following effect : 

" It is not desirable to disturb the regular incidence of the Sunday by excluding one or 
two days from the sequence of the days of the week." 

• 

So much for the past. With regard to the future, the Acts of Convocation were only binding 
on the Convocation which passed them. A new Convocation could take new decisions. 'rhe Lord 
Archbishop of York had written as follows (Febru~ry 12th, 1931) : 

" I do not think that it would be possible to say that the opinion of the Anglican 
communion has been ascertained on the subject of fixing the calendar. I am, however, convinced 
that there would be no objection from the Anglican side provided it was certain that this 
action would not lead to division of practice among Christians." · 

Mr. ANDERSON (Australasian Conference Association and the Australasian Union Conference) 
explained that, as the Australian Government had not felt itself able, for reasons of economy, to 
send a delegation, he had come from Australia to present personally a petition from the 
Australasian Union Conference of Seventh Day Adventists protesting against the introduction 
of a blank day. Australian Adventists felt that untold hardship and confusion would result from 
the adoption of such a scheme. Moreover, the fourth commandment of the decalogue had enjoined 
all men to reverence the seventh day of the week ; no human organisation should undertake to 
nullify what the Creator had commanded. 

The SECRETARY-GENERAL OF THE CoNFERENCE read the following communication from the 
Universal Christian Council for Life and Work: 

" The Universal Christian Council for Life and Work heartily approves the proposal 
to fix 'by international agreement the date of Easter, but, the various schemes for simplifying 
the Calendar not having been fully considered, it is not able at this stage to pronounce 
an opinion upon any one scheme. It will, however, follow with sympathetic interest the 
proceedings of the international conference called by the League of Nations in Geneva." 

' 
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Mr. LEVINE {lay representative of the League for.Safeguarding th~ ~ixity of the Sabbath) 
desired to speak in order that the Committee might reahse,that t~e oppos1t1on of Jews to ~~endar 
reform carne from the laity as well as from the clergy. The practical d1s_advantages of the t uteen-
rnonth scheme in particular were as follows : 

1. The thirteen-month calendar could not be divided into sixths, thirds, fourths or 
halves without splitting months. 

2. The present calendar made the reckoning of interest a very simple matter. 

3. The present calendar seldom terminated ~he month on a Satu.rday. Saturday was a 
half-holiday which was fast becoming a full hohday. Under the th1rteen-~onth calendar 
of twenty-eight days each month, the month always ended on a Saturday, wh1ch would make 
Saturday the hardest working day of the month. 

4· Monthly accounts would have to be closed and balanced; and bills made out and 
collected thirteen times instead of twelve times each year. 

5· Monthly insurance premium policie.s and C(;ll~tra~ts. w~uld have to be rewritten. 
Bonds bearing coupons corning due at certam rnatunhes mvolvmg the whole world would 
be thrown into confusion, involving litigation and hardship. 

6. Long-time leases and contracts, payable at a specified monthly ~e.nt r.ate and ~~tur!ng 
on a specified date under the present calendar, would lead to endless ht1gat1on and InJUStice. 

7· The number 13, a prime number which could not be divided without fractions, would 
occur millions of times a year in everyday life. . 

He begged the Committee to note that the literature apparently sent. through the ~overnrnent 
Office in Washington did not involve the United States Government m any commitment and 
that all newspaper reports to the contrary were wholly untrue. 

' 
Mr. LoNGACRE (International Religious Liberty Association) said his Association was cqrnposed 

of 25o,ooo members in which all religious denominations were represented. The Association 
was not opposed to calendar reform, if the present calendar could be improved, nor was it opposed 
to the fixing of Easter. It was, however, strongly opposed to a thirteen-month calendar with 
blank days. A petition had been signed by 220,000 persons against the breaking up of the cycle of 
seven-day weeks. In many cases, the petition represented 85 per cent of the adult population of 
certain towns and therefore gave some idea as to what a world referendum would show. Of these 
signatures, IJ,OOO carne from England, 3o,ooo from the British Westindies1 IJJ,OOo from Germany, 

· Holland and the Baltic States, 19,ooo from the Philippines, 3,ooo from Sweden, etc. His Association, 
being persuaded that business men in the United States of America had not really understood, 
in all its implications, the first questionnaire sent to them regarding a thirteen-month year, had 
therefore sent out a counter-questionnaire explaining the true results of the blank day. The 
consequence was that 6o per cent of these business men had reversed their position. Mr. Longacre 
then quoted a long list of religious authorities who had expressed their disapproval of the thirteen
month calendar reform. The general conclusion was that world opinion was not yet sufficiently 
informed and that it would be dangerous for the Conference to recommend at the present juncture 
so revolutionary a change to be imposed upon an unsuspecting world. The Association trusted, · 
however, in the good sense of the Conference to avoid such a possibility. 

Mr. RICHMOND (International Calendar Organisation) pointed out that no advance towards 
the adoption of universal time standards had been made since the time of Confucius .. In Singapore, 
for instance, where seventy races were represented and at least fifty languages spoken, about 
ten calendars were in use, two of them officially. In view of the increasing interdependence of 
nations, a national and international movement for calendar simplification was a necessity. The 
present Confere':lce was ~he climax of many international confe_ren~es since the Evangelistic 
Conference at E1senbach m 1900. The Conference on Cornrnumcat10ns and Transit had now 
narrowed down the issue to a choice of {z) a year of four quarters of thirteen weeks each and (2) 
a year of thirteen months of four weeks each. The basis of calendar reform was either lunar or 
solar, or a mixture of both. The present interest was in a purely solar calendar. An independent 
~nd s~parate lunar calendar had not been ~onsider~d. China was the only example of a country 
m which ~ lunar and solar ~alendar were m use Simultaneously. Mr. Richmond then ·referred 
to the vanous.lu_n~r systems m force-. ~.g.,. the Mohammedan, the Chinese and certain systems 
among the prnruhve pe~ples of. th~ Ph1hppmes. Other communities, appreciating the ilexibilicy 
of the figure 12, had .g1ven art1fic1al !ength t~ the moon-period, so that twelve so-called moons 
woul~ make up the t1me of the years duratiOn. The Gregorian, Julian and Hindu calendars 
were m that group. 
~ rega~ded purely solar systems, Egypt seemed to have contrived that the 36o-day year be 

used 1':1 parts of both ten and twelve. The Roman Calendar was said to have.been borrowed from 
the ongmal twelve-mont~ solar calendar of Moses. He also referred to the Mayan, Tultec or 
Az~ec calendar and the.Chmese solar calendar. They had, therefore, all the bases for consideration, 
which led the International Calendar Organisation to recommend that the commencement of the 
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year be placed at one of four astronomical points - i.e., the winter or summer solstice, or the 
vernal or autumnal equinox - for preference the winter solstice. 

With regard to leap-year adjustments, the Organisation proposed a simple rule that was 
right to within about ninety minutes at a time r,ooo,ooo years hence- i.e.: "Leap year occurs 
every fourth year, except years divisible by 128." With regard to the divisions of the year, the 
Organisation proposed primarily certain exact divisions of five parts of seventy-three days each. 
Mr. Richmond went on to explain the economic, hygienic and statistical advantages of this scheme. 
With regard to weekly divisions, in certain religious considerations, the seven-day week had not, 
under intensive industrial conditions, proved an unqualified success, but without disturbing the 
continuity of the working week, they proposed the following perpetual, symmetrical and rational 
arrangement. 

The year should contain 300 working days and 65 free days ; the year to be divided into five 
equal parts called quintals. At the end of each quintal, two free days occurred together, thus 
stabilising the celebration of special national and religious days. The year contained 6o work-day 
periods of five days each; the number 6o was divisible by 2, 3, 4, s. 6, 10, 12, rs, 20 or 30. The 
reckoning of the year by quarters, half-years and months would be eliminated and replaced by 
exact divisions of five. Even so, the old divisions of half-years, quarters and twelfths could be 
reckoned with more exactitude than under the Gregorian, Julian or Hindu calendars. With regard 
to ~he claims of certain groups that a seven-day week was according to natural law and, for that 
reason, of divine command, ·the well-known scientist M. Bestgen had shown conclusively the 
effect of solar influence on mankind, and that solar vibrations reacted to the figures 10 and 12. 
That was a matter of fact and not of sentiment. It would in any case be humanly impossible to 
harmonise the claims made by custom and religious traditions into a concrete proposal. Nor should 
decisions be left to the popular vote, which was too often subject to the publicity methods of 
interested parties. The question should be looked at squarely from an international point of view, 
and every effort made to produce from the evidence of the past, from the necessity of the present 
and for the approval of the future, a scheme which would be methodical, accurate, symmetrical 
and simple • 

. Mr. STELLING (British Parliamentary Committee on Calendar Reform) observed that the 
report from the Chairman of his Committee expressed the results of a referendum carried out 
among typical sections of the. British people (e.g., the mayors of some eighty-eight cities and 
towns) which might be regarded as representing what was called the " man in the street ", especially. 
when every other test applied produced similar results. The general deductions were that British· 
public opinion was overwhelmingly in favour of stabilising Easter, and that, when attention was 
drawn to the defects of the Gregorian calendar, reform was regarded as desirable. by four persons 
out of five. A thirteen-month calendar was definitely repugnant to British feeling. The present 
time of grave economic and political crisis was unfavourable for educative work on calendar 
reform ; under more normal conditions, the British public would welcome a reformed twelve
month perpetual calendar. As the Conference was paying some attention to Sabbatarian objections, 
he wished to refer the Committee to his reply in The Times to the Chief Rabbi to the effect that 
there was little substance in Jewish objections to the intercalary day, and that there was no question 
whatever of a floating Sabbath. The Chief Rabbi had not answered his letter nor had a single 
member of the Jewish community in Great Britain attempted to refute his arguments. He had 
recommended the adoption by Jews of an annual double Sabbath. There would seem to be now 
established a nucleus of agreed secular opinion which actively desired to see the stabilisation of 
Easter and the removal of the principal defects of the Gregorian calendar. If the Conference were 
by its decisions to register the progress that had so far been made, it would mark a definite step 
forward and would assist .the cause of reform in the future. 

Miss AcHELIS (World Calendar Association} explained how her interest had been aroused 
in the problem by attending a lecture on the thirteen-month plan. She had even then been assailed 
by doubt and had come to the conclusion that the alternative twelve-month reform scheme should 
be placed before the public of the United States of America and the public in other countries. 
There was some danger that calendar reform might become too closely identified with the thirteen
month scheme, to the detriment of all reform. No halfway measures would satisfy a sufficiently 
informed public. 

The inconvenience of the present wandering Easter was recognised on all sides. The 
Conference, however, should not be satisfied with a vague proposal to stabilise Easter apart from 
a perpetual calendar, for the two questions were absolutely interdependent. 

It was 180 years since the calendar had last been reformed, and it was not likely that they 
would see two instalments of reform in their lifetime. The number of months in the Gregorian 
calendar had nothing to do with its present irregularities .. The equal-quarter division started with 
a solid foundation and retained every desirable feature of the present calendar, particularly its 
division into twelve months. Miss Achelis quoted several advantages of quarterly periods. Full 
synchronisation, however, would only be possible under a perpetual equal-quarter calendar. 
Scientifically, the seasons could not be disregarded. The quarterly period of seasonal succession 
imposed itself upon the world as a unit of time. Probably the world was not yet ready for reform, 
but the Conference could go far to clarify the situation by making a definite announcement in 
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support of a perpetual calendar. Only by means of a perpetu~l ~alendar could comparability, 
stability and regularity be assured. The World Calendar Assoc1a~10n recommended. for a fixe~ 
Easter either April 8th or April 22nd, which was preferable to Apnl 15th. The adopt10n.o.f Apnl 
15th would cause considerable business disturbance as regarded the payment of rents, dividends, 
interest and taxes. 

Mr. MoRRIS (University Association for the Study of Calendar Re~orm~ submitted t~e 
report of Professor Wylie on this subject. The Association consisted of Umvers1ty professors .m 
seventy universities and colleges in the United States of America. The report set out the rephes 
from transport workers, educators and astronomers. There was a majority in favour of reform 
(and mainly in favour of th,e twelve-month revision) among tra!lsport worke:s! educators and 
astronomers. Opinion among bankers, on the other hand, was fauly equally d1v1ded. . 

With regard to the revision of the leap-year rule, the Association wondered whether 1t would 
be worth while formally to adopt a revision which might be discarded before taking effect. The.re 
was a great deal to be said in favour of the adoption of auxiliary calendars, which gave the essential 
advantages of a permanent calendar without waiting for legislative alteration. In general, the 
opinion of the Association was that, in the United States, the majority who had given calendar 
reform any thought were in favour of revision. There was a strong preference for a twelve-month 
rather than a thirteen-month revision. The ablest men in the United States were, however, not 
yet agreed. It would be unwise therefore to consider a change for so early a date as January 1st, 
1933. As far as the United States was concerned, it appeared that some form of t~elve-month 
revision to take effect on January Ist, 1939, might be considered. 

Mr. MARVIN (International Meteorological Committee) informed the Committee that the 
organisation he represented was perhaps one of the most co-operative and harmonious scientific 
international organisations in the world. It included commissions on clouds, solar radiation, 
marine meteorology, climatology, etc. Their views on calendar reform therefore perhaps best 
represented worldwide, as well as social and economic, opinion. But the organisation was not 
prepared to express any final opinion. The defects of the present calendar were, however, generally 
recognised, though opinions differed as to how they could be remedied. The Commission' of 
Marine Meteorology had acted in reply to the questionnaire sent out by the Committee of Enquiry 
of the Transit Committee and was printed in the Committee's report (document A.33·I926.VIII). 
On the whole, it was not in favour of the change, but saw no formidable objection to establishing 
a perpetual calendar. It thought the proposal for a leap-year approximately every six years was to 
be rejected, nor did it favour a thirteen-month system. The equal-calendar plan should not, 
however, be entirely rejected if that system had obvious advantages from other points of view. In 
September I 929, the Conference of Directors held at Copenhagen referred the question of a calendar 
to a sub-committee. That sub-committee had reported as foll_ows : . 

" The. Conference recognises the importance of the adoption of a simplified calendar 
for t~e 1!-se o_f all na~ion~. It ~ppreciat~s the initiative displayed by the League of Nations 
m th1s d1rect1on and 1t v1ews With great mterest the advances made by the League to convene · 
an International Conference to consider the question. It hopes the deliberations of such a 
Conference may lead to the introduction of an improved and simplified calendar formed of 
units as nearly equal as possible." ' 

The Commission on Climatology which met at Innsbruck had decided as follows : 

. " The Committee recognises that intervals ·of time shorter than the month are of 
importanc~ !n climatological work ; the week will be very appropriate for this purpose. 
However, 1t IS not recommended that the practices heretofore followed in the different countries 
should be changed before the projected reform of the calendar is introduced, to which persons 
could then conform. 

" The In~ernational Meteorological Committee is urged to extend assistance to the 
L~ague of Nat10ns to the end that the introduction of an improved and simplified calendar 
With equal and not too long intervals be expedited in every way possible." 

Mr. Marvin also submitted a small diagram• of which Sir Napier Shaw was the author It 
was not a civil calendar. Briefly, it consisted of twelve equal months of four weeks (twenty-elght 
days), to e~ch o_f which w~r.e add~d in the intercalary weeks one each centred as nearly as possible 
on an eqwnoct1al or solstitial pomt. The plan, however, was incapable of use under the present 
calendar or t.he propos~d scheme to eq_ualise the quarters, which split the weeks at the ends of 
all months, e1ght of wh1ch were also spht at the beginning. . 

Mr. MARTIN (:~,ord's. Day Observance Society) handed to the Chairman a written declaration 
to the effect that th1s Soc1ety was opposed to any change being made in the Sunday day of rest by 
beans of a reforl!l ?f the calenda~. It stated in its report for this year that, whatever changes might 

1 
e .ja~e, the d1vm~ laws relatmg to the Sabbath were eternal and that no ecclesiastical or 

egis atlve assembly m the world was authorised to change them in the slightest degree. The 

1 This diagram can be consulted in the League of Nations files. 
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~rd's J?ay was a consecrated day which fell on a fixed date, according to the divine order, after 
stx workmg days. It had been consecrated by God the Father on the day of the Creation, by God 
the Son on the day of the Resurrection and by the Holy Spirit on the -day of Pentecost. The 
establishment of a calendar providing for an eight-day week would outrage the religious 
convictions of British Christians. On September 28th, I9JI, the British Home Secretary had 
clearly stated in the House of Commons that the appointment of a representative of the British 

· Government to attend the Transit Conference did not imply the acceptance by that Government 
of the calendar reform proposals. In conclusion, the Lord's Day Observance Society wished 
to protest emphatically against any proposal of this kind. 

The CHAIRMAN thanked the speakers for their very interesting communications and for the 
efforts they had made to economise the time of the Committee. The Committee would consider 
the fixation of Easter at 'its next meeting. 

Communication by the Chief Rabbi of the United Hebrew Congregations of the British Empire. 

A letter was received by the Chairman from Dr. Hertz. Dr. Hertz regretted his absence 
during Mr. Stelling's speech. Mr. Stelling's proposal had remained unanswered because his 
argument for a double Sabbath in Judaism was fantastic. The Day of Atonement was a day of 
Sabbatical character on which all work was strictly prohibited. It could not fall on a Friday because 
it would be ·succeeded by the weekly Sabbath day, nor a Sunday because it would follow the weekly 
Sabbath day. An essential of the Jewish ecclesiastical calendar was the principle of preventing 
two Sabbaths from falling on successive days .. 

Communication from the National Committee on Calendar Simplification of the United States of 
America. 

With reference to the statement made by Mr. Longacre, a note was received by the Chairman 
from the National Committee on Calendar Simplification of the United States of America submitting 
the results of a questionnaire sent to the users of the thirteen-period auxiliary business calendar 
in the United States on September 15th, 1931. . . 

In reply to the question : " Have you any objections to the universal adoption of a fixed or 
perpetual calendar if the religious authorities representing a preponderant majority of the religious 
population have no objection ? "·99 per cent answered " No ". 

In reply to the question : "If you have no objection on religious grounds to such a calendar, 
do you favour the universal adoption of the thirteen-period system of dividing the year as a thirteen-
equal-month fixed and perpetual calendar ? " 94 per cent answered " Yes ". . 

SECOND MEETING. 

Held on October 13th, I9JI, at IO.JO a.m. 

Chairman: M.A. DE VASCONCELLOS. 

The CHAIRMAN proposed that the Committee should follow the procedure outlined in the 
note which had been submitted to it (see Annex 1). 

This was agreed to. 

II. STABILISATION OF MoVABLE FEASTS. 

M. LACHOUT (Czechoslovakia)! speakin~ or behalf of the National C~chosloyak Committee 
on Calendar Reform, after explairung the .d~sadvantages of an Easter. which oscdl.ated. betwe~n 
March 22nd and April 25th, was of the optmon that from an economtc, co~merctal, mdustnal 
and tourist point of view, stabilisation would be eminently desirable. The Nat10nal Czechoslova~ 
Committee proposed that if the thirteen-month year were adopted, Easter should be fixed on April 

14th of the new calendar ; if that reform ~er~ not accepted, th~ bes~ date would b~ the .Sun~ay 
following the sec<?nd Satu,rday. of April, takt!lg •.nto accoun.t ~he clunattc and geographical sttuatton 
of various countrtes and the vtews of ecclestasttcal authontles. 
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M BIRKELAND (Norwa ) said that owing to the importance of the codfisheries, which extended 
in his ~ountry until about ~pril zoth: it would be _preferable to fix Easter some~here about that 
date. If other delegations agreed with the Norwegtan proposal, he would submtt a draft. . 

M. GERAETS (Netherlands) stated that an enquiry condu<:ted ~Y. the: Netherlands National 
Committee of Enquiry into Calendar Reform showed that public <?Pinton m the N~therlands was 
on the whole favourable to a stabilisation of the movable feasts, which would be desuable from t~e 
point of view of trade, indu~try, railways, labour and education :its benefits would ~ven, to a certam 
extent, be felt in the colomes. . . h h. r A ·1 

The date might be fixed on the second Sunday in Aprtl, on Apnl. 8t at t e ear test or pn 

14th at the latest, as suggested in a letter from the Netherlands Legatton at Berne. to the League 
of Nations, dated December 14th, 1925. 

If, however, Easter fell on April 8th, the Feasts of the Annunci?tion and the Passion would fall 
on the same day. The Netherlands delegation,however,agreed w!t~ the formula proposed by the 
Calendar Reform Committee which had been followed by the Bntts~ Easte~ Act.- namely? that 
Easter should be fixed on the Sunday following the second Saturday m Apnl - J.e., on Apnl 9th 
at the earliest and April 16th at the latest. · 

M. HJELT (Finland) stated that his Govern?lent was i_n favou~ of.~ng Easter and the other 
movable feasts He had not · however recetved any mstruct10ns with regard to the date. 
Nevertheless h~ thought he co~ld say th;t, owing to the climate. in his country, the date should ' . . ' ' 

be as late as possible. 

M. ScHMIDT (Estonia) observed that the special enquiry undertaken in Esto.nia with regar.d 
to the stabilisation of the movable feasts showed that the mterested quarters were m favour of thts 
step. By a decision taken on JanuarY: zznd, 1930, the Estonian Gover.nment approved the stabilisa-
tion of Easter on the Sunday followmg the second Saturday of Aprtl. . 

M. SEELIGER (Germany). said that .the st~bilisation of Easter was .des.ired by the majority 
of public opinion in Germany, which regarded it as necess~ryand useful. With reg~rd to ~he date, 
the German Government thought that the Sunday followmg the second Saturday m April would 
be the most appropriate day. Before taking a final decision, however, it would be well to consult 
the religious authorities. · · · ' · . · · . 

M. PoLITIS (Greece) reminded the Committee that the Gree~.Governmimt ha<;l, in conformity 
with the Assembly resolution of September z6th, 1926, appointed a committee to study the question 
of the calendar and the movable feasts. · That committee had pronounced in favour of the 
stabilisation of Easter and the other movable feasts, a step which was not in any way contrary to 
the dogma of the Greek Orthodox Church. The Greek Government proposed that Easter should 
be fixed for the first or second Sunday in April, subject, however, to the reservation that any proposal 
on this subject must be submitted to the Pan-Orthodox Synod, as the matter was one of primary 
importance to the Church. 

M. MOLLER (Czechoslovakia) said that the National Czechoslovak Committee on Calendar 
Reform, whose opinion had just been expressed by M. Lachout, was independant of the Government, 
but the latter had been informed by the Committee as to its activities. The Czechoslovak 
Government, being very much occupied with other urgent matters raised by the present general 
economic crisis, had been unable to study the whole of the results of the enquiry conducted by 
the National Committee. Consequendy, he was not able to state the final view of his Government 
on that subject. Personally, however, he thought he might say that the CzeChoslovak Goverment, 
after having consulted the ecclesiastical authorities, was prepared to accept a scheme for the 
stabilis?tion of Easter and would probably confirll). the proposals of the Czech~slovak National 
Comrmttee. 

M. MARCHAND (Switzerland) stated that, as regarded the desirability of stabilising Easter, 
99 per cent of the replies received by the Swiss Committee of Enquiry were favourable .. As to the 
date, the Sunday following the second Saturday of April had found a great number of partisans ; 
some wished that the date of Easter should be advanced, others that it should he retarded. In this 
matter, however, the religious authorities would have to state their views in the first place . 

. M. M?DEROW (Pol~nd) pointed out that the results of the enquiry_conducted in Poland by the 
Poltsh National Commtttee on Calendar Reform had been commumcated to the Advisory and 
Technical Committee on Communications and Transit and to the members of the Conference 
through th~ Secr~tariat. It was desirable to stabilise Easter. Nevertheless, the question of the date 
~as o! parttcu~ar I?tportance ~o Poland ?n acc?unt of that country's geographical and climatological 
sttuatton. Sprmg m P<?la~d dtd not ?egm untt! the end of May or the beginning of June. If Easter 
were placed at the begmnmg of Aprtl- i.e, when the weather was still cold- trade would suffer. 
In the. interests of Polish t!ade, th~refore, it would be desirable to fix Easter on the Sunday following 
the thtrd Saturday of April. Ob~to.usly, the final settl.eme~t of this question could only be obtained 
~y agreement betwe~n the Chnsttan Churches, .as 1t ratsed a religious problem of the greatest. 
1mpo~!lce· The Pohsh Government had no destre to trespass on the prerogatives of the religious 
authonttes. . . 
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. ~· CIUNTU (Roumania) also thought that, as Easter was an exclusively religious feast, no 
decision could be taken without the consent of the ecclesiastical authorities. The Roumanian 
Government had no preference for any particular date. If, however, they were called upon to 
fix a date, a medial date would be preferable, and, to ensure that the choice should not be arbitrary, 
the average for the last ten or fifteen years might, for instance, be taken as a basis for calculation. 

. M. BLUME (Free City of Danzig) said that the Government of the Free City of Danzig was 
m favour of the stabilisation of Easter on the Sunday following the second Saturday in April. 

M. BERTAUT (France) informed the Committee that French opinion was rather in favour of 
stabilising Easter within a variation of seven or eight days, subject to two indispensable conditions 
-· first, agreement with the religious authorities, and, secondly, the reform must be universal 
and must be_ carried out under the auspices of the League of Nations. . 

M. DJOURITCHITCH (Yugoslavia), Chairman of the Preparatory Committee, stated that 
social and economic circles in Yugoslavia were agreed as to the desirability of stabilising Easter. 
The Yugoslav Government, hov,.-ever;would subordinate its decision to that of the two principal 
Churches of the country, the Orthodox and Roman Catholic Churches respectively. Until the 
conse~?-t of the principal Churches had been obtained, the question of the date was not of very 
great Importance. · · 

Mr. CoYNE (Irish Free State) said that there was no appreciable demand for the stabilisation 
of Easter on the part of the inhabitants of the Irish Free State. It was desirable, however, to make 
it plain that, in the· absence · of· the concurrence of the ecclesiastical authorities, the Irish 
Government would not be prepared to participate in any decision or recommendation of the 
Conference upon this particular matter .. 

. Sir John BALDWIN (Great Britain) said that the regulation of the date of Easter was a well
defined reform which was unquestionably desirable on secular grounds and which involved no 
disturbance. in business arrangements or in the ordinary life of a nation. 

An Act to regulate the date of Easter was passed by a free vote of Parliament in 1928 on the 
grounds that the Easter season was almost universally treated as a holiday and a permanent stabi
lisation of this public holiday would confer benefits upon the country as a whole and, infarticular, 
upon educational institutions and upon employers and employed in all branches o industry, 
finance and commerce. The fluctuation in the date of Easter was a source of considerable 
inconvenience to universities and other scholastic establishments and to the transport and other 
allied industries particularly concerned with the tourist traffic. All industries and trades suffered 
from interruption of, or from the necessity for, modifying their business operations at irregular 
intervals, but the textile and clothing industries were especially affected, since Easter marks the 
limit between winter and spring fashions. 

· The Act in question 'provided that Easter Day should fall on the date suggested by the 
League of Nations Committee-· that is to say; on the first Sunday after the second Saturday of 
April. The effect of this would be that Easter Day would fall between the 9th and 15th of April. 

By the passing of the Easter Act, His Majesty's Government were in a somewhat different 
position from other Governments represented at the Conference, but, although there could be no 
question of making the application of the Act in Great Britain dependent on similar action being 
taken simultaneously by any other country or group of countries, Great Britain would be very 
glad to see as many _countries as possible support the action which that country had already taken 
in this connection. · · 

His Majesty's Government, as a result of this Conference, would welcome the adoption of 
·a reasoned resolution recommending the regulation of the date of Easter in the sense suggested 
by the League.ofNatio~s Co!llmittee. A ~easoned re~olution of t'?i~ descrip~ion wou.ld. pave t~e. 
way for the senous consideratiOn of the subJect by the mterested rehgtous bodies who, 1t 1s certam, 
would be the last to oppose the general introduction of a measure conceived in the economic and 
social interests of humanity and to which, it had been stated by high authorities, there is no objection 
from the point of view of dogma. 

M. voN HEIDENSTAM (Sweden) said that the enquiry conducted in Sweden had proved, first, 
that Swedish pul!lic opinion was, generally speaking, favourable to the stabilisation of Easter ; 
secondly, that it would be possible, as regarded the date, _to adopt the Sunday after th~ second 
Saturday in April ; finally, that changes could not be adopted m Sweden unless they were umv~rsally 
accepted. · 

M. SINIGALIA (Italy) .s~id that the.Italian Governmept, aft~r having heard ~h.e inte~ested circles, 
organisations and a~thonues, recogrused the advan.t~ge~ which, from the c1vtl, soc1al and co~
mercial points of v1ew, would result from the stabihsat10n. of movable feasts. Consequently! 1f 
public opinion throughout the. w<?rld showed a tende.ncy m fayour of sue~ reform, the. Itahan 
Government would raise no objectiOns. Nevertheless, It was obhged to cons1der the questwn also 
from the religious point of view.lf the religious au~orities ~er~ opposed to the i~ea of a reform, 
the Italian Government would prefer to abandon 1t, cons1dermg that the poss1ble advantages 
would not counterbalance the disadvantages which would be caused by the adoption of a measure 
which was not generally adhered to. With regard to the date, the Ital}an Goyernment would prefer 
the Sunday following the first or at any rate the second Saturday m Apnl. 
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M. DE CASTRO BoNEL (Spain) stated that 85 per cent of the rep!ies. received ~y the Spa~ish 
Committee for the Reform of the Calendar were favourable to stabthsatton. In this connectwn, 
the Spanish Committee had made the following proposal : 

" That Easter be fixed at the latest on the Sunday following the second Saturday of April, 
and that the definite fixation of this feast be left to the Holy See and to the other Churches 
acting by common consent." · 

The Spanish Government shared its Committee's views. 

M. RIESEN (International Chamber of Commerce) stated, on behalf of the Internatio!lal 
Chamber of Commerce and of the International Alliance of Hotelkeepers, that, from a hotel-keepmg 
and tourist point of view, the stabilisation of Easter was eminently desirable. The Sunday after 
the second Saturday in April would be quite an acceptable date, since it would avoid the present 
fluctuation over a period of thirty-five days. 

M. DB RuELLE (Belgium) said that his Government had consulted a special committee, which 
had pronounced in favour of reform. As to economic circles, the Belgian Government had heard 
the opinion of the Belgian Committee of the International Chamber of Commerce, which had 
also declared itself in favour of a reform and especially of the stabilisation of Easter. Consequently 
the Belgian Government could adhere to any solution that met with unanimity, it being understood, 
however, that a final agreement could only be reached with the consent of the religious authorities. 

Mr .. RIDDELL (Canada) said that the proposal for stabilisation and the date, " the Sunday 
following the second Saturday in April ", were approved by the Canadian Government. 

Colonel SoLBERT (Committee on Calendar Simplification of the United States of America) 
was in favour of fixing Easter, a measure which would be worth several millions of dollars in the 
various industries. Of the replies to the questionnaire of the American Committee, 82 per cent 
had been favourable to stabilisation, which would also render great service to the universities. 
Nevertheless, the present proposal for stabilisation was only a partial reform. Instead of fluctuation 
over a period of thirty-five days, the maximum fluctuation would henceforth be eight days only. 
He would prefer the adoption of a perpetual calendar abolishing all variations ; hitherto movable · 
feasts would then always fall on the same dates. 

M. DE DIETRICH VON SACHSENFELS (Hungary) proposed that, in order to canalise the discussion 
the members of the Committee should base their standpoint on the law already voted by th~ 
British Parliament for the stabilisation of Easter. 

M. RESTREPO (Colombia) pointed out that his country, which was, in majority, a Catholic 
country, desired to conform to the opinion expressed by His Holiness the Pope in the letter 
which had just been distributed (see Annex 2), ~~om a P!actic~ point of _view, .any change in the 
present calendar would be dangerous. From a rehgwus pomt of vtew, the discussiOn at the previous 
meeting had proved that religious feelings were still very strong in the world and that many 
would not readily consent to any change in the calendar. It would be all the more difficult to resist 
in the name of science century-old customs and deep religious convictions, in that science itself 
had not expressed its opiD;ion and had not yet created an absolutely accurate calendar. Therefore, 
on behalf of the Colombian Government and on behalf of Catholic South America he was in 
favour of maintaining the status quo. ' 

· The CHAIRMAN noted that th~ discussion had not shown any absolute divergencies of view. 
Most of the delegates had spoken 1n favour of stabilisation, and the opposition of the Colombian 
delegate was not fo!mal. There had ~een different views regarding the date, but he hoped that it 
would be easy to d1~cover an appr?~nate date .. I~ had never been the intention of the League to 
go contrary to the _v_Iew_s of the rehgious authon~Ies. The latter had moreover recognised that, as 
regarded the stabilisation of Easter, no questiOn of dogma was involved. In any case the 
religic;>us authorities would have to express their opinion in the last resort. He proposed th;t the 
quesu~n of Easter should ~e refe~red to a ~raftin.g Committee which would submit to the 
Comlll!ttee a draft .resolutiOn which, after discussion and adoption, would constitute a final 
resolutiOn on that pomt . 

. M. SBELIGER (G~rmany) thought tha~ the discussion had raised questions which were too 
~enous1~o :lod C?f t~tr so~tflon bh a prafu!lg Co!llmittee without previous discussion. Moreover 
ISthwolud 't e b e~~ra e to e ne t. e ofrm ~n. which the Committee would express its opinion. 

ou I su mi a mere expressiOn o opm10n, recommendations a decision 0 d f treaty ? • , r even a ra t 

Co 
T~e CHAIRM.AN replied that it.had .been his intention to refer all these questions to a Drafting 

mm1ttee constituted on very Wide hnes so that the Committee m· ht h d fi · f discussion. Ig ave a e mte text or 

M. SBELIGER (Germany), after hearing this explanation, agreed with the Chairman. 
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Sir John BALDWIN (Great Britain) thought it would be desirable to adhere strictly to the 
age~da of the ~o~ference. The Committee had examined the question of Easter from a lay point 
of VIew ; the rehgious authorities would in turn have to consider the decisions of the Committee for 
sue~ action as they might deem desirable. As to form, he would propose a recommendation to the 
vanous Governments based on the strictly secular opinion of the Committee. 

' 
M. SCHLINGEMANN (Netherlands) was of opinion that a recommendation to Governments 

would .n~t have the desire~ effect, since such a procedure would not solve the problem of the 
transmission of the conclusiOns of the Conference to the Churches, especially to the Universal 
Churches. . 

The CHAIRMAN declared the discussion closed and added that the Drafting Committee would 
be asked to examine these various points and to submit an appropriate text. · . 

THIRD MEETING. 

Held on October 13th, 1931, at 3.30 p.m. 

Chairman: M. A. DE VASCONCELLOS. 

Ill. GENERAL REFORM OF THE CALENDAR. 
' 

Inconveniences of the Present Calendar. 

M. GERAETS (Netherlands) drew attention to the fact that, according to the Netherlands 
National Committee, there was not much interest taken in the question of calendar reform in that 
country. Judging from reports of other National Committees (see Annex 3), this was probably 
the· case in most other countries. Without wishing to enquire into the causes of this lack of interest, 
the question arose whether the business world, which was faced with difficult and urgent questions, 
had time to take a keen interest in matters of doubtful urgency. The indifference to which he had 
referred might be taken as a sure indication that the irregularities of the Gregorian calendar had 
not such an effect OI): business as to make a reform urgent. 

It might be admitted that these irregularities were disadvantages but he wondered whether 
· they were so serious as to exereise a considerable effect on economic and social interest and, further, 

whether the suppression of these disadvantages would not .give rise to other difficulties no less 
important. . 

The disadvantages seemed to be of a statistical nature. The unequal length of the months, 
quarters and half-years could not fail to be a source of trouble and uncertainty in drawing up 
statistics, especially in making comparisons between different parts of the same year. This might 
involve extra work in the case of large undertakings, but could not · in general be regarded 
as a sufficient reason for reforming the calendar. 

He did not think it was of great disadvantage that the dates of periodical events could never 
be definitely fixed. If such an e\rent fell on a Sunday or holiday, there would be no difficulty in 
postponing it till the following working day. Moreover, if an event were fixed fora certain day in a 
certain week- e.g., the third Tuesday in September- the variations could never exceed seven 
days. In cases when the authorities had to fix a date for a periodical event- e.g., the beginning 
of summer time - he was not aware that they had hitherto met with any difficulty. 

It could not be maintained that the variable position of the weeks in a quarter involved 
important difficulties for general statistics. For many kinds of statistics - e.g., foreign trade 
statistics - the week was too short a period. Other kinds of statistics took the week as a unit and 
neglected other subdivisions of the year. Any disadvantages which might arise in calculations 
of cost prices could be overcome by means of an auxiliary calendar. 

He did not consider that the disadvantage of the unequal value of different days in the week 
was very serious from the standpoint of the movement of trade. Such a disadvantage only existed, 
if at all, in certain special cases, while slight differences of this kind were not insuperable difficulties 
for statisticians. 
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In conclusion, he stated that the Netherlands delegation had arrived at ~he conclusion that 
the suppression of these disadvantages was not to be reco~men~ed unless It was. proved t~at 
such suppression was not calculated to give rise to other d1fficult1es of an econormc and soc1al 
nature. 

M. SINIGALIA (Italy) said the Italian Government agre_ed with s«?me _of 'the Preparatory 
Committee's conclusions, _but he proposed n~t to make a s~atement of 1ts v!ews on the defects 
of the present calendar untd the Plenary Committee came to d1scuss the next pomt on theaganda-
namely, the means _of eliminating those defects: · · · 

The CHAIRMAN stated that, if no further delegates had any remarks to make, h~ would take 
it that the Plenary Committee agree!l with the conclusions of the }:'reparatory .Comrmttee. 

Sir John BALDWIN (Great Britain) did not accept this view. The British Government did 
not question the mathematical facts recorded on pages xo and 55 of the report (Anne~ 3), but he 
could not agree that the absence of criticism implied agreement with the conclusiOns drawn 
from these facts. 

M. MuLLER (Czechoslovakia) said that, as he had already stated at the _previous meeting, 
he could not give his Government's opinion. The Czechoslovak National Committee had expre~sed 
the views of economic, industrial and banking circles, but those views had not yet been exammed 
by the Government. 

M. VON HEIDENSTAM (Sweden) said that he was n:ot prepar~d to say whether the expose 
on pages 54 and 55 of the report of the Preparatory Committee (Annex 3) represented an 
adequate statement on the weight to be given to the irrationalities. of the (!resent calendar or 
whether he could agree with the conclusions drawn from the report. 

Colonel SoLBERT (National Committee on Calendar Simplification of the United States of 
America) said his Committee agreed with the Preparatory Committee's statement of the defects of 
the calendar - i.e. : 

• ) I ' ' /. ' ) •• • i ~' I ; ; 

(I) Inequality in the length of the divisions of the year ; 

(2) Want of fixity in the calendar. 
' ' 

It also agreed with the Preparatory Committee's view of the resulting inconveniences. 
In its opinion, the principal defects were. the unequal length of the months, the fact that the 

months do not contain a whole number of weeks' and that the days of the week fall on different 
dates in different months. . 

His Committee considered that the inequality of the months was·.fa~ more inconvenient than 
that of the larger divisions. If the quarters and half-years were maqe to contain an equal number 
of weeks, this would not remedy the disadvantages resulting from the fact that. the month does 
not contain a whole number of weeks but usually has ,broken weeks at both ends. The fact that 
the days of the week fall on different dates in different months caused a constant change .in the 
kinds of days of which each month is composed. This affected the comparability of the months, 
as the economic value of some days - for instance, Saturday or Sunday -.. differed fl,'om that of 
other days. . , . 

•' 

. M. SHICHIDA (Japan) said that· his Government recognised the serious defects and 
~hsadv~ntages of _the present cal.endar. It was, however, not yet entirely convinced as to the 
1mmed1ate expediency of reforrmng the present calendar·. · · · 

The problem of ca~en~ar reform be~n~ of a universal ch~racter,_.the Japanese ·dei'egation 
was ready to examme 1t, 1f general opm1on were favourable to· th1's ·movement~ In these 
circumstanc:es, IYI· S~ichida would remark th:'-t the J?lans drawn up by the Preparatory Committee 
presented ~ertau~ d1sadvantages for countries wh1ch,_ on account of long-established' custom, 
attach part1cular 1mportance to the day and month umts, but do not attach as much importance 
as certain other countries to the week unit. ·· · · · . · · · ' 

For these reasons, which M. Shichida considered it unne"cessary to expiairi ·iii detail;, the 
Japanese Government could not accept any reform which would tend to comprise thirteen months 
m one year. ' · · · · ' 

Dr. KAISENBERG (~ermany) s~id that_, in Germany, the disadvantages of the present calendar 
had been thorou~h!Y d1scussed w1th _various business organisations, employers and employees, 
the school authontles a':ld !~len of sc1ence. T~e disadvantages of the present calendar were well 
knb7n. Th~ "Yant ?f fixity m ~e calendar and m the date of Easter was felt in various spheres of 
pu IC _adrm_rustratlon . and pnvate. business._ The unequal length of the months created 
un~ertamty m all . bu~mess . calculations. Statistics regarding production and economic results, 
which were essential m busmess, _wer~ extremely difficult to compare. The changeability of the 
~endar from y_ear to year ma~e. 1t d1fficult to fix dates for periodical events, such as markets, 
fatrS, school hohdays and the s1ttmgs of courts of justice, and no doubt involved considerable loss 



-19-

of time and energy. He pointed out that a reform of the calendar was particularly necessary 
from an econo~c point of view. 

For that reason, the present time with its economic difficulties was a particularly favourable 
moment for reforming the calendar and for breaking with antiquated arrangements which hindered 
modern economic activity. It was for these reasons that the preponderant majority of those consulted 
by the German Committee had expressed themselves in favour of calendar reform and that the 
German Government had adopted the same view. 

M. CIUNTU (Roumania) remarked that if the Plenary Committee were asked to accept the 
Preparatory Committee's conclusions this would lead to prolonged discussions. He therefore 
thought· the meeting should merely take note of those conclusions without accepting any 
responsibility for them. 

' . . ' 

· M. DJOURITCHITCH (Yugoslavia), Chairman of the Preparatory .Committee, did not agree 
with this proposal, but thought the Plenary Committee should express an opinion in its report. 

M. MARCHAND (Switzerland) said the Plenary Committee should distinguish between the 
undoubted facts contained in the report (the inequality of the length of divisions of the year and 
the of fixity in the calendar) and the conclusions drawn from them. The Swiss Government 
thought the· disadvantages of the present calendar were not so serious as to make a radical 
change necessary. It would be in favour of a small change which would not greatly affect the 
habits of the people. · . . · 

Mr. MARVIN (United States of America) said his Government had not adopted any attitude 
on the subject. He considered the present calendar had two main defects: (1) want of fixity, and 
(z) split weeks atthe beginning and end of the months. All radical changes were disadvantageous 
to the age that introduced them, and they should be made with a view to future generations. A 
small change would be easier to introduce, but would be of little value unless it removed the two 
defects in question. 

. The CHAIRMAN proposed that, in view of the diversity of opinions expressed, the question 
should be sent to a large .drafting committee which would draw up a text on which th!l Plenary 
Committee could express an opinion. · 

.. ' 

Sir John BALDWIN (Great Britain) did not agree. The drafting committee would be obliged 
to renew the discussion and no conclusion would be arrived at. He agreed that the calendar 
contained irregularities, but could not agree with the deductions drawn in the report and with 
the opinions expressed by some of the speakers. In all the statements made, especially that of the 
German delegate; the conclusions were ·based on inconveniences to business, industry and 
statistics. There· were other things 'than these to be considered. He thought the Plenary 
Committee should, take rtote ·of the deductions without expressing an opinion on their accuracy. 

' . ' ·' .r, . ' ' ' ' ' ' 

The CHAIRMAN pointed out that some· delegates had already objected to this proposal. He 
thought it better, therefore, to refer the matter to a drafting committee. 

· · Sir John BALDWIN~ (Great Britain) pointed out that a drafting committee could not begin 
to work until it had something to draft - that was to say, until a decision had been arrived at. 

'M. DJOURITCHITCH (Yugoslavia) thought the drafting committee should take note of the 
vie.ws e~press.ed an~ put them on record. :, . . . . · 

' . . . . 
M. SEELIGER (Germany) thought there was a misunderstanding as to the name of the committee 

in question. He thought the Chairman had proposed a smaller committee, because it was difficult 
to discuss details in a large meeting. The committee might be called a preparatory committee, and 
its task would be to co-ordinate the views· expressed. It could thus reach a result which could 
not be obtained in the present meeting.'· , . 

j•. 

M. RoiGT (Correspondent of the Advisory and Technical Committee for Communications 
and Transit) thought the first thing was to decide either in the plenary meeting or in a 
committee whether economic and social defects existed in the present calendar and whether the 
conclusions of the report were correct. Until then it could not propose any reform. 

. M .. DE DIETRIC~ VON SACHSENFELS (Hungary) had little sympathy with the proposal to institute 
a preparatory committee to perform what was really the work of the Plenary Committee. No 
preparatory committee was needed to decide whether the present calendar contained defects. 

M. MARCHAND (Switzerland)' asked whether the proposed preparatory committee would 
merely take note of facts or, recognising that defects existed in the calendar, would consider a 
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change to be necessary. He was in favour of the latter course. In any case, such a committee 
must be given clear terms of reference. 

M. PoLITIS (Greece) said all agreed that the calendar contained def~'cts, but they would 
perhaps not agree on the consequences of those defects. Unfortunately, there was not a separate 
remedy for each defect, but only two solutions presented the!Dselves- namely, a year of twe!ve 
months or a year of thirteen months. ~e the;efore thought It u~necessary to refer the question 
to a committee and proposed that the discussion should be contmued. 

M. MiiLLER (Czechoslovakia) thought the Committee s.hould not merely note facts on which 
there was no disagreement. · It should also draw conclus10ns as to whether those facts really 
affected economic life and called for an immediate remedy. 

The CHAIRMAN proposed to take a vote as to '":hether. the P!enary Comm}ttee merely took 
note of the report or referred the question to a committee With a view to preparmg a text. 

M. DE QuEVEDO (Portugal) thought that the Committee should merely ref~r the question 
to a drafting committee and wait until such committee p;esente~ a text UJ?On which the Plenary 
Committee could finally vote. He wondered _whether this draftmg ~omm1tt~e had already ~een 
nominated and whether it had commenced Its work. Instead of mstructmg the Committee 
at once, it would be preferable to leave to it the task of establishing a draf~ for discussion by t.he 
Plenary Committee with a view to drawing up the final text of conclusions or commenta~1es 
as to the disadvantages of the present calendar. This procedure would prevent the prolongation 
of a discussion which threatened to become platonic and fruitless. 

M. SEELIGER (Germany) pointed out that the Plenary Committee was discussing the defects 
of the calendar and the vote should therefore only refer to that question. He thought it would 
be insufficient for the committee merely to take note of the report, as this would not lead to any 
result. . 

The AssiSTANT SECRETARY-GENERAL OF THE CONFERENCE thought that there were two different 
methods by which the question now under discussion might be dealt with. On the one hand, the 
Committee could examine in detail all the different defects of the present calendar and their conse
quences, as contained in the report of the Preparatory Committee, and express an opinion on 
the merits of each of those defects. The Committee might proceed with such a detailed discussion 
either at the present moment or at any other time. On the other hand, the Committee might, 
at the end of its discussion on Point I of the President's proposals (see Annex I), ~eclare that it 
considered the defects of the present calendar to be sufficient to call for a remedy. In making 
such declaration, it would seem that the Committee would agree to consider the discussion of 
Points 2 and 3 of these proposals - i.e., the study of the possibility, and also the advisability, 
of a more or less extensive reform of the calendar. Some delegates had expressed the opinion that 
the defects of the present calendar were numerous and serious ; others had been less affirmative ; 
whereas still others had declared that they did not agree with all the conclusions drawn by the 
Preparatory Committee from the various facts. In those circumstances, the Assistant Secretary
General of the Conference suggested that the last procedure indicated might be the most 
expedient. 

The CHAIRMAN proposed to take a vote as to whether the Committee would merely take 
note of the conclusions in the report. The alternative was that a committee should prepare a text 
for further discussion. 

Six members voted in favour of merely taking note and fifteen members voted against this proposal • 

. . M. ~OLITIS (~reece) P?inted out that this result sho~ed that, in the Plenary Committee's 
opm10n! mconvemences existed. It should now be discussed whether they had unfortunate 
econoffilc consequences. 

M. DE DIETRICH VON SACHSENFELS (Hungary) proposed the following resolution ; 

" !he Comm~ttee is. of opin~on that the di~advantages of the present calendar from an 
econoffilc and social pomt of VIew are sufficient for it to consider the possibility and 
advisability of remedying these disadvantages. " 

. !he CHAIRMAN adjourned the meeting for fifteen minutes so that this resolution might be 
d1stnbuted. 

M: MtiLLER (Czech?slovakia), upon resumption, said he must abstain from voting on this 
resolution, as he had no Instructions from his Government. 

. . The SEC~TARY-GEr-:ERAL OF THE CoNFERENCE pointed out that the Preparatory Committee, 
m ~~ .suggestl<~ns regard1.ng procedure, had thought it would be expedient for the Conference 
to Bit ~~ comffilttee, as th1s would lead to a freer discussion. Later, a small committee might be 
set up m order to draft a text. The Conference should then try to reach a final agreement. 



~2J-

_ He thought the committee to be set up should not try to settle the' question, but should help 
the Plenary Committee by putting in writing the views which had been expressed. It might be 
imprudent for the !illlall committee to endeavour to establish a binding text. 

M. DE DIETRICH VON SACHSENFELS {Hungary) agreed with the Secretary-General of the 
Conference, and said his intention was merely to facilitate the work of the Conference. 

Sir John BALDWIN (Great Britain) raised doubts as to the utility of the Hungarian resolution, 
in view of the fact that it had the same basis as the invitation to attend the Conference. He therefore 
did not think such a resolution should be put. The delegates were assembled in order to have a 
frank discussion and their very presence was a sufficient reply to such a resolution. 

M. BERTAUT {France) agreed. ' 

M. SEELIGER (Germany) regretted that an agreement could not be reached on the proposal, 
which he considered formed a good summary of the discussion. Perhaps the British delegate would 
agree that the C,hairman, in closing the discussion, should state that the Committee was of opinion, 
etc., and then quote the text of the resolution. In this case, the resolution would not take the form 
of a decision by the Committee. 

Sir John BALDWIN (Great Britain) said he was present in order to be convinced that the 
existing irregularities in the calendar could be remedied. He was not sure that they were defects, 
and he did not wish to be manreuvred into stating that they were defects and had to be remedied. 

The SEcRETARY-GENERAL OF THE CoNFERENCE suggested that the resolution should be taken 
to mean that the Committee, when examining the first point on the agenda, considered it worth 
while to continue the discussion on the further points. ' 

M. DE DIETRICH VON SACHSENFELS (Hungary) said his intention had been to ascertain whether, 
in the Committee's view, the present calendar possessed defects or not. He thought the first 
step was to recognise that there were such disadvantages and subsequently to look for the remedy. 
If the Committee adopted M. Seeliger's proposal, then his own resolution fell to the ground. 

It was agreed to adopt M. Seeliger's proposal with the interpretation of the Secretary-General 
of the Conference. 

· The CHAIRMAN therefore noted that the Committee was of opinion that the disadvantages 
of the present calendar from an economic and social point of view were sufficient for it to consider 
the possibility and advisability of remedying these disadvantages. 

FOURTH MEETING. 

Held on October 14th, 193 I, at IO.JO a.m. 

Chairman : M. A. DE VASCONCELLOS . 

• 
IV. GENERAL REFoRM OF THE CALENDAR (continuation). 

Establishment of a Perpetual Calendar or Simple Equalisation of the Quarters. 

The CHAIRMAN asked the members of the Committee to give their opinion as to whether 
the Conference should choose the scheme for a perpetual calendar or only the system for 
equalising the quarters. 

M. DJOURITCHITCH (Yugoslavia), Chairman of the Preparatory Committee, explained that 
his Committee had thought fit to sub~it separa~ely the s<;heme for.equalising the quarters with?ut 
establishing a perpetual calendar, which necess1tates the mtroduct10n of a bl.ank day. In studymg 
a general reform of the calendar, it was constantly felt that the more defimte a scheme was as a 
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measure of time the more it disturbed acquired habits. T.he <?onference should t~e~efore state 
what degree of exactitude it wished to reach and how far 1t Wished to change trad1t1ons. 

The AsSISTANT SECRETARY-GENERAL OF THE CONFERENCE pointed out that two kinds of 
disadvantages in the present calendar had been referred to -namely, the lack of fixity .and the 
inequality in the length of the months and quarters. If the former was left out of account It would 
be seen that the second could be decreased by transferring one day fro~ Augu~t to Fe~rua.ry, 
so that ordinary years would have quarters of 91, 91, 91 and 92 days: Th1s relative e9.uahsat10n 
would be obtained without introducing a supplementary day. Th1s was the meamng of the 
expression " a simple equalisation of quarters ". 

Mr. MARVIN (United States of America), withou~ wis~ing to bind ~he U~i~ed States delegati<?n 
on this subject, thought the problem could be s1mphfied. In h1s opm1on, the two ma1~ 
disadvantages of the present calendar were its lack of fixity and the fact that the. weeks were spht 
at the beginning or the end of the months. It would therefore appear at first s1ght that the first 
reform would be to make the months consist of a whole number of weeks. The splitting of the 
weeks involved great difficulties for statisticians, and in particular for. m~teorol~gists, when 
comparing figures for two different periods. The month was too large a umt, and It should .be 
possible to subdivide it exactly into equal parts. The week had been adopted by many countnes 
as a subdivision of the month, but since it was split at the end of the month considerable 
disadvantages arose both for affairs in general and for trade and statistics. It would be easy to 
remedy this defect by adopting a year consisting of thirteen months of four weeks each. This, 
however, involved the question of the perpetual calendar. If no special measure were taken, the 
fixity of the calendar would not be obtained and the· reform would be incomplete. He asked 
whether, in those circumstances, it would not be better to make a clean sweep and adopt a year 
of thirteen months each consisting of a whole number of weeks, while making the year fixed. 

M. KAISENBERG (Germany) said the German Committee of Investigation had examined the 
question as to whether, in order to improve the calendar, it was indispensable to introduce supple
mentary days. It could no doubt be improved by equalising the months and quarters, but this 
would not overcome the want of fixity in the calendar ; in two different years the same date of 
the month would not fall on the same day of the week ; the Preparatory Committee's report 
showed the disadvantages to which this would give rise. 

Any reform of a calendar which had been in use for centuries would have to be complete. 
It was not sufficient to equalise each of the divisions of the year, but a further step should be taken 
and the calendar should become fixed ; this was at any rate the very definite conclusion at which 
the German Committee of Investigation had arrived. 

M. DJOURITCHITCH (Yugoslavia), Chairman of the Preparatory Committee, pointed out that 
four solutions (including the present calendar) liad been submitted to the Conference by the 
Preparatory Committee ; the proposal of Mr. Marvin to create a year of thirteen months without 
providing for the fixity of the calendar constituted a fifth solution. This last proposal had not 
been studied. 

M. GERAETS (Netherlands) said that, in his speech on the previous day, he had pointed out 
that the irregularities of the Gregorian calendar did not make themselves greatly felt in the economic 
and social life of the Netherlands. In general, there was no objection in that country to a calendar 
which would merely equalise the quarters without introducing supplementary days. It had, 
however, been pointed out that even small changes might create difficulties for settlements to be 
made on fixed dates. 

With regard to the perpetual calendar, the investigation made in the Netherlands had shown 
that the creation of a supplementary day would disturb social life, as it would render the Sabbath 
movable in respect of the week. This movability would raise difficulties for court sessions education 
~itary service, relations .between employees and .em~loyers, commercial relations, et~. It might 
mdeed be asked whether 1t would only affect a mmonty of the population. The investigation in 
the Netherlands led rather to the co.nclusion that the insertion of a blank day would affect, not 
?nlY the Jews, bu~ t~e whole of society .. It ':"as therefore no longer a question of opposing the 
mterests of the maJonty to those of the ID!nonty, but of preventing disorder in the economic and 
social life of the country. 

Although the presei_tt Conference had ~o give its ~pinion on the econ?II_tic and social aspect, 
the ~e~herlands delegation neverthele~s wished to pomt out that the rehg1ous principle of the 
contmmty of the cycle of weeks on wh1ch the Jews and the Seventh Day Adventists insisted was 
also supported by cert.ain Protestant bodies in the Netherlands. 

Apart ~ro'? the ~1sturbance~ re.ferre~ to and t.hose of a religious nature, he wished to point 
out the obJeCtions raised by sh1ppmg cucles agaznst a radical reform of the calendar The 
Co.nfe:ence would fi!ld these objections in the report by the Netherlands National Co~mittee. 
Sh1ppmg was a very !mportant b~anch of economic activity in the Netherlands, and the delegation 
?f that country considered ~hat Its attitude should to a great extent be determined by shipping 
mt.erests. .He would leave 1t to Professor Moresco to deal with the question from the colonial 
pomt o.f VIew, and concluded that, while recognising the disadvantages of the present calendar 
jn particular from the point of view of statistics, it was felt that the institution of a perpetuai 
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calendar might give rise to other disadvantages, probably greater than those to which society 
had been accustomed for centuries. _ 

M. MoREsco (Netherlands) wished to add some remarks regarding the Netherlands Indies 
to the statements made by M. Geraets in the name of the Netherlands delegation. The Netherlands 
Indies had a population of about sixty million inhabitants in which nearly all the great religions 
of the world were represented. Out of these sixty millions, about fifty millions were Mohammedans. 
He would not ~o i.nto details regarding the smaller religious groups, such as Jews, Adventists, 
etc., v.:hose obJections to a perpetual calendar were the same as their co-religionists in other 
countnes. As to the Mohammedans of the Netherlands Indies, in their relations with the outer 
world, they used the Gregorian calendar to an increasing extent and retained the Mohammedan 
or Javanese calendars for family customs and for fixing religious feasts and solemnities. This 
duality did not create any great inconvenience, as the Gregorian, Mussulman and Javanese 
calendars all had a seven-day week. If blank days were inserted in order to establish a perpetual 
calendar, this fortunate agreement would be destroyed; M. Moresco was therefore obliged to 
state that any calendar containing one or more blank days would be unacceptable for the 
Netherlands Indies. 

Mr. RIDDELL (Canada) agreed with Mr. Marvin's statements as to the value of adopting a 
perpetual calendar. If the Conference decided to reform the calendar it was preferable that the 
reform should be complete. The Canadian Government had not given an irrevocable opinion 
on the subject but had, however, instructed its delegate to recommend a perpetual calendar 
consisting of thirteen months of twenty-eight days and one blank day. 

_ Mr. CoTSWORTH (Canada) recalled that \he Chairman of the Preparatory Committee had 
spoken of the possibility of adopting a year of thirteen months without a blank day. Various 

·railway companies, factories and commercial nfirms in the United States and Canada had 
established their statistics and book-keeping on a weekly basis, with satisfactory results. In other 
countries it had been preferred to adopt the month as a unit. It was not so much a question of 
reforming the Gregorian calendar as of unifying the seventeen calendars in use in the countries 
of Western civilisation, and this unification was of value, not only to statisticians and economists, 
but to the world in general. The real solution would be to adopt a year consisting of thirteen 
months of twenty-eight days plus one blank day; it could be calculated, however, that 70 per cent 
of the advantages resulting from such a decision would be obtained by instituting a year consisting 
of thirteen months of four weeks without a blank day. In conclusion, he pointed out that for the 
small units of time- i.e., the second, minute, hour, day- absolutely fixed figures were adopted ; 
it was somewhat strange that the length of such an important unit as the month could vary from 
twenty-eight to thirty-one days. 

Mr. Cressy MoRRISON (International Chamber of Commerce) referred, in the first place, to 
the importance of the International Chamber of Commerce, which included no less than 88o 
national or local Chambers of Commerce and 2,6oo business organisations and individuals in 
almost every part of the world. For instance, among its members was the United States Chamber 
of Commerce which, in itself, was composed of I ,soo local chambers, industrial organisations 
and business institutions located in every part of that country. The International Chamber therefore 
represented the interests of production, exchange and transportation, and could be said to express 
the great business opinion of the world. It was the International Chamber of Commerce that 
first brought the subject of calendar reform to the League of Nations, and it was gratified by the 
great interest aroused and progress made under its splendid auspices. 

Since 1921, the International Chamber of Commerce had taken a constant interest in the 
reform of the calendar ; in studying this question, it had displayed a remarkable spirit of continuity, 
as shown by four resolutions voted by the International Chamber in 1921, 1923, 1925 and 1929 
(see Annex 4). 

Nothing could be clearer: The Chamber of Commerce desired a perpetual and fixed calendar. 
As delegate of the International Chamber of Commerce, Mr. Cressy Morrison was obliged 

to keep within the limits of these resolutions. He ventured, however, to make some strictly personal 
remarks. At a previous meeting, it had been stated that the present calendar presented imperfections, 
but in that respect was similar to man, who, as an imperfect creature, should not have the ambition 
of creating perfect tools. Mr. Cressy Morrison did not think this was a real objection ; these 
words were perhaps merely rhetorical and in any· case the irrational opposition encountered in 
some quarters by any fresh proposal was the real stumbling-block of progress. This was not 
merely an economic question ; there was no one, from the miner in the pit to the intellectual 
at h;s desk, for whom the creation of a new and more perfect instrument would not be a benefit. 
If it was possible to create a perfect calendar, why should this idea be abandoned ? 

In the United States of America one hundred and forty different companies had adopted 
a calendar of thirteen months for their internal use, while continuing to use the Gregorian calendar 
for their relations with the outside world. This system was stated to have proved satisfactory, 
both for statisticians and for employees. In Mr. Cressy Morrison's view, if a reform was instituted, 
nothing should be left undone to secure a complete reform. If half-way measures were adopted 
now, a further change must inevitably be made later. As the thirteen equal months perpetual 
alendar offers a complete solution of the problem, the adoption of this would remove all calendar 
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difficulties and furnish civilisation with a perfect instrument for the comparative measurement 
of time. 

Colonel SoLBERT (National Committee on Calendar Simplification of t_he Uni!ed States of 
America) pointed out that his Committee was composed of numerous and m~uentlal ~embe:s. 
Its enquiries over a period of three years had extended to I,ooo commercial and mdustr~al 
undertakings. The results were contained in the report which would be handed to the Secretariat 
(see Annex 5, for -~he part referrin~ to th~ perpetual calendar). He would, however, draw the 
Committee's attention to the followmg pomts : . 

The National Committee on Calendar Simplification considered the fixtty of the. ~ays of t~e 
week to perpetual dates to be the primary ess.ential of any reform of the calendar. Wtthout ~hts 
fixity any plan of calendar reform that m1ght be adopted would have the same senous 
disad~antages as this defect causes in the pr~sent <:alendar. . . . 

On the other hand, a calendar simply mvolvmg the equalisation of the qu~rters .wtthout 
being made perpetual would offer such slight advantages over the present calendar that 1t would 
not be worth the trouble of making the change. 

The National Committee on Calendar Simplification believed a world Conference on calendar 
reform would be subject to criticism if it offered nothing better than this to correct the defects 
of the present calendar. 

M. FoNTOURA DA CosTA (Portugal) saw no necessity for equalising the quarters of the year 
unless a perpetual calendar were adopted. The difficulties of a calendar in which the quarters 
would be merely equalised would offer approximately the same disadvantages as the present 
calendar. If, therefore, the calendar .were reformed, it should be made perpetual. 

M. DE CAsTRO BoNEL (Spain) :Uso thoug~t 1hat ~o reform of .the c~Iendar should ~e made 
unless it were complete. The Spamsh delegation was m favour of msertmg a blank day m order 
tc make the calendar perpetual. It considered that, unless such a blank day were introduced, most 
of the disadvantages of the present calendar would remain. • 

M. MARCHAND (Switzerland) said that, in Switzeiland, the introduction of a perpetual 
calendar with a supplementary day would not give rise to difficulty; This would at any rate appear 
to be shown by the investigation which had taken place in Switzerland. Some minorities had 
raised certain objections, but he thought they had exaggerated the unfavourable effects of the 
reform in question. The Preparatory Committee had already mentioned in its report that, in the 
opinion of those in favour of establishing a perpetual calendar, " the fears expressed by certain 
minorities were perhaps exaggerated; that, for example, in the case of the Jews, the obligation 
of school attendance on Saturdays which at present exists in a certain number of countries has 
not given rise to any protest on the part of the Jews in these countries and that, as regards the 
exercise of professions, if the Sabbath ciid not necessarily coincide with Saturday,. the situation 
would not be materially different for Jews from that which existed a few years ago when business 
activities were pursued on Saturdays in the same way as on other days". If the reform were adopted, 
these minorities would not fail to perceive that it was less harmful than they had imagined. On 
the other hand, scientific circles had expressed themselves in favour of the perpetual calendar. 
In this connection, he mentioned the recommendation passed by the Calendar Reform Committee 
of the International Astronomical Union in 1922 and pointed out that, thirty years ago, the Geneva 
professor of mathematics, M. Grosclaude, had drawn up a scheme for a perpetual·calendar which 
had been favourably received by the Chambers of Commerce in 1910. 

The Swiss delegate further explained that, in his country, one of the State departments -
namely, that for Posts, Telegraphs and Telephones - attached special importance to a reform 
which would not only stabilise Easter but would also make Christmas always fall on a fixed day 
in the week in view of the density of the traffic at that time. On. the other hand, it would be more 
exact to speak of a supplementary day rather than of a "blank" day, as there could be no day 
without a date. Births, official documents, correspondence, etc., or made out on that day should 
be able to be dated. The various countries would have to decide whether the supplementary 
day was to be a holiday or a working day and should choose a suitable name for the day. If, 
however, the perpetual calendar could not be adopted in the near future it would be advisable 
to equalise the quarters as soon as possible, not merely by the transfer of a day from August to 
February, but by adopting the formula JI, 30, 30 for the months composing each quarter. 

M. LACHOUT (Czechoslovakia) said the Czechoslovak National Committee considered that 
the present calendar had great disadvantages ; the months, quarters and half-years were of unequal 
len~h, the ye~rs wer~ no~ fixed and ~he we~ks were. split at the beginning or ends of the months. 
:rh1s r~sulted.m certam d1st~rbances m ordmary ~ctlvit:y al!-d especially in business. In particular, 
1t was lm_POSS!b!e t? fix de~mtely the date of ce,rt~m penodtcal events. This state of affairs created 
cert~ n dtffic~lt1es m dra:wmg up accounts, statlstlcs, etc., and it was impossible to compare results 
obtamed durmg the vanous months or quarters of the year, since these periods were of unequal 
length. Moreover, the months had not all the same number of working days 

He conside~ed tha~ the equalisation of th~ months and quarters would be an advantage for 
everybody but,.~~ parttcular, for the popu!at10ns of Eastern Europe, where the disadvantages 
of the present diVISIOn of the year were particularly felt. The Czechoslovak National Committee 
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therefore recommended the adoption of a perpetual calendar. As regards the intercalary and 
supplementary days, it proposed, after obtaining the opinion of the organisations of employers 
and .employees, to place them between the months of June and July and at the end of the year. 
The Czechoslovak National Committee further recommended that the week, the month and the 
year should begin with a Monday ; in this manner the reform, which would make the seventh 
day of the week a day of rest, would not affect the religious feelings of the members of almost 
all confessions and the local and national habits of most States. 

Mr. MARVIN (United States of America) stated that the American Government wished to 
obtain all the information possible on the advantages and disadvantages of the proposed reform. 
The Swiss delegate had mentioned certain exaggerated fears aroused by the announcement of 
the reform. He asked that the following part of a statement on the introduction of a supplementary 
day and an intercalary day should be· recorded in the Minutes of the present meeting : 

" If it can be shown that the cycle of the week has been broken even once, then it is 
inconsistent to raise any religious protest against breaking it again. 

" In what follows, any reader will see that the weekly cycle has been broken, not only 
once, but many times. These breaks have not occurred in connection with a world change 
in the calendar, because only one change has been made since the week became a part of 
national calendars. The breaks do occur, however, simply for man's convenience in the use 
of any calendar under natural conditions of life, as will be more fully explained presently. 

" Case No. I : Early Christians. -In the first place, it is well known that Jesus Christ's 
disciples and followers were all Jews, and many Jews became Christians; also that the early 
Christians soon left off observing the seventh day as a holy day, and shifted to the observance 
of the first day of the week as Sunday instead. Each such change from worship on Saturday 
to worship on Sunday involved an eight-day week once for each individual who made such 
a change. 

".These are bona fide cases in which, for purely religious reasons, devout Bible believers 
fully justified themselves in breaking the cycle of the week. 

" Case No 2: Purchase of Alaska.- Coming down through the ages, history again supplies 
a still more striking case in which a whole population again broke the cycle of the week purely 
as a calendar adjustment, purely as a matter of man-made convenience for harmoniously 
reckoning time. Many now living can remember whe.n Alaska was purchased by the United 
States of America from Russia in x867. At that time, its whole population used the Russian
that is, the old Julian- calendar. Dates by this calendar were then twelve days later than the 
corresponding dates in the Gregorian calendar used by the United States. Accordingly, after 
the aquisition by the United States, these twelve days had to be droppedout;just as Pope Gregory 
dropped out ten days in 1582; just as England and the American colonies dropped out eleven 
days in 1752. So the whole population of Alaska in x867 had to drop out twelve dates from 
its local calendar, and did so, but without breaking the cycle of the week. . 

" Strangely enough, however, even this did not bring the Alaskan Calendar into harmony 
as regards exact dates and weekday-names with the calendar used by the citizens of British 
North America, California and all the rest of the United States. Before the change, Alaskan 
days and dates were those of the Eastern Hemisphere - but, after the change, Alaskan 
week-days and dates had to harmonise with those of the Western Hemisphere. 

" Figuratively speaking, Alaska had crossed the x8oth meridian, the International 
Date Line. A week-day name and one extra date had to be added. In effect their new calendar 
had to start out with one eight-day week and the cycle of the week was then broken and has remained 
broken ever since. 

. " It is futile to try to explain away the insertion of that eighth day in the week as an 
incident like crossing the International Date Line, on the ground of travelling around the 
world and setting back our watches three hours when we travel from New York to San 
Francisco, etc. These diversions of thought on the part of certain Sabbatarian writers are 
mere smoke-screens to hide the troublesome truth, or to mislead the uninformed. 

" In the process of this change of the calendar in Alaska, none of the population made 
any changes in its clocks, no one travelled or circumnavigated the globe, least of all Alaska 
itself, nevertheless the whole population put one eight-day week in its new calendar. 

" This is bona-fide Case No.2, in which the cycle of the week has been broken to harmonise 
the calendar-reckoning with man's idea of what the calendar should be. Can anyone say 
that to consent to this kind of a calendar-adjustment in the last week of each year is a wilful 
violation of God's fourth Commandment ? 

" Even to many well-informed people, especially those not accustomed to frequently 
traversing the Pacific Ocean, the adding and dropping of days and dates on crossing the x8oth 
Meridian is a mystifying and curious question. Let me try to clarify the matter. 

.. "·First of_ all, it is one more relatively modern, man-devised artifice or arbitrary convention 
to preserve harmony of calendars in different parts of the world. 
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" The International Date Line is an imaginary line running from the North Pole to the 
South Pole down the Pacific Ocean. Throughout most of its course it !ollows exac~ly the 
18oth meridian of longitude. It is a purely imaginary,arbitrary man-dev1sed conven~10n for 
separating the calendar of the Eastern Hemisphere from that of the Weste~n ~ermsphere. 
For reasons which we shall try to make clear presently, and whether man l.1kes 1t that way 
or not, Nature makes these calendars perpetually differ from each other by JUSt one day. 

" Where the 18oth meridian passes over any land area, or over or between the Aleutian 
and South-Pacific islands the Date Line is diverted to a course that runs over water areas, 
so as not to divide area; or islands belonging to the same nation. This diverted course, 
however, never differs very much from the 18oth meridian. 

" When the sun rises on the International Date Line a new day of light dawns, but it 
is not the same calendar day and date on opposite sides of the line. Here is where the Eastern 
Hemisphere joins the Western Hemisphere. Here is where yesterday ends and !o-morrow 
begins. At the one single fleeting instant of midnight only, it is to-day on both s1des of the 
line. For one single fleeting instant, paradoxical as it may seem, A.M,. and P.M. of to-day 
co-exist simultaneously side by side. At the next instant, to-morrow 1s born, where P.M. 

• of to-day was, and throughout the extent of this date line two consecutive calendar days and 
dates co-exist perpetually side by side. 

" If it is Sunday in the Eastern Hemisphere, then it is Saturday in the Western Hemisphere 
except as explained, at the single fleeting instant of midnight on the line. Two calendar 
days and dates co-exist here perpetually. Citizens of the islands lying closely contiguo'!s 
to the date line often cross it, and in doing so must add or drop a day and a date from the1r 
calendar. No journey around the world, or any extended part of such a journey, is requisite 
to become involved in this calendar perplexity. 

" It is easy to speculate upon the enormous increase the future is certain to bring in the 
intermingling of citizens of the Eastern and Western Hemispheres, with the extension of 
populations westwards and the advent of flying from island to island, and from continent 
to continent. No one can take his old Sabbath with him, whethe:t: his religious traditions 

. justify him or not. Nature simply compels him to break the cycle of his,week, or become a 
nonconformist with his co-worshippers. 

" Among the people of the future, the occurrence of both eight-day as well as six-day 
weeks will thereby become a commonplace event. How can a small number of ultra-orthodox 
religious leaders hope to explain away their inconsistency in accepting the calendar adjustment 
at the date line, and opposing the year-day and leap-day ? Consistency compels them to 
accept both or reject both. 

" The condition that the International Date Line separ~tes the calendar of the Eastern 
Hemisphere from that of the Western Hemisphere, and that these two calendars perpetually 
differ by one day, are facts and conditions of Nature. 

" Every traveller crossing this date line (literally, he need only step across it) from the 
Orient must live through two consecutive calendar dates, dates which bear the· same week
day name. To such a person, the Decalogue Sabbaths are separated by an interval of eight . 
days. He has broken th~ cycle of the week. The cycle is always broken by every one, whether 
he crosses from the Or1ent or the Occident. · 

" This practice is simply a modern man-arranged expedient which Nature imposes in 
ord~r to :preserv; har~ony and order in o~r calen~ar, as. long as we live on a world revolving 
on 1ts ax1s and illummated by a sun. W1thout th1s arb1trary adjustment, hopeless confusion 
would soon prevail in this pre~ent age of extensive intermingling of eastern and western citizens 
v.:ho chance to cross the date lme. Each such traveller would otherwise carry to his destination 
h1s own calendar week-day names and dates, in conflict with the reckoning of the community 
in which he settled . 

. " Moreover, the whole ~djustment ha~ been unobtrusively introduced and is now 
umversally accepted and practlsed as a matter of course by all. Not a voice is ever heard 
f:om th.e most super-consci~ntiou~ B!ble believer. Not a voice is raised to say that these 
s1x-or e1ght-day weeks, commg daily mto hundreds of lives constitute a violation of God's 
fourth Commandment. ' · 

" Here again history, reason and common sense bring us face to face with hundreds of 
cases of broken cycles. No arguments or explanations can change the facts. Eastern and 
western calen~ars along the International Date .Line perpet!'ally differ by one day. No one 
can cross the ~me. fro~!'- one zone to the other, e1ther way, w1thout a real break in the weekly 
~ycle. No ~o1ce_ IS ra1sed to stop or prevent this calendar adjustment, on the ground that it 
mvolves a v10lat10n of the fourth Commandment, or any other law of God. 

" Is it not, therefore, grossly inconsistent for the Jewish and Sabbatarian leaders to 
a~cept the man-ma~e calendar adjustment on the date line, and so vigorously oppose the same 
kmd of calendar adJustment by the use of year-day and leap-day ? 

" Let us show how analagous the two adjustments are : 

"At the in~tant ?f midnight, ~etween every December 31st and January Jst, the earth 
starts out upon Its rmghty annual Journey around the sun. Whether man likes it or not it . , 
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returns to the same point in its orbit after fifty-two seven-day weeks, plus one day and a 
fract~on. In order to simplify our p~esent inconvenient calendar, the proposal is made that 
the fifty-second week of each annual JOurney around the sun consist of the customary seven 
days plus one day bearing a non-weekday name. · . 

" It is impossible to take up annually the fraction of a day, so this fraction is allowed to 
accumulate to a whole day. It is then taken up once in four years as leap-day. This proposal 
has already been fully explained. 

" The question now is, why do certain religious leaders make such a vigorous protest 
against the proposed year-end eight-day week (extending the seven-day week by one day 
in order to make every year begin on the same day of the week) whereas no protest whatever 
in made against the occurrence of numerous eight-day and six-day weeks required to cross 
the date line- which is the line where all days and dates end and begin -just as New Year's 
Day marks the point in the earth's annual journey where the years end and begin ? 

" As a question of simple reason and common sense, what is the difference, in so far 
as a violation of Divine law is involved, between the eight-day week when crossing the 
date line where the days and dates end and begin and the eight-day week needed to round 
out the calendar year when the earth passes the point in its orbit where the calendar years 
end and begin ? Is it real religion ? Is it consistent to accept the one and oppose the other ? 

" One is strongly tempted. to believe that if the practice of using year-day and leap-day 
could have been so unobtrusively introduced, as was the practice of adding and dropping 
days at the International Date Line, both would have been equally accepted and practised 
as a matter of course, and without protest. " 

The CHAIRMAN stated that this quotation would be inserted in the Minutes in accordance 
with Mr. Marvin's request. · 

FIFTH MEETING. 

Held on October 14th, 1931, at 5 p.m. 

Chairman : M. A. DE VASCONCELLOS. 

V. APPOINTMENT OF A Co-ORDINATION COMMITTEE. 

The CHAIRMAN suggested that the work was now sufficiently adva.nced for the Committee 
to appoint a Co-ordination Committee. He proposed the following : Str John BALDWIN (Gr~at 
Britain), M. DE CASTRO BoNEL (Spai~), M. BERTAUT {France), !VI· DJOURITCHITCH (Yugoslayt~) 
(Chairman of the Preparatory Comrmttee), M. MARCHAND (Swttzerland), Mr. MARVIN (Umted 
States of America), M. POLITIS (Greece), M. SEELIGER (Germany), M. ScHLINGEMANJ'II 
(Netherlands), M. MuLLER (Czechoslovakia), M. SINIGALIA (Italy), and M. KAYEL (Uruguay). 

This was agreed to. 

VI. GENERAL REFoRM OP THE CALENDAR (continuation). 

Establishment of a Perpetual Calendar ar Simple Equalisation of Quarters (continuation). 

M. DE CASTRO BoNEL (Spain) observed that the Committee's task was not only to study t~e 
advantages and disadvantages of calendar reform. . He. felt b_ound to state w~>: he was not m 
agreement with the Jews and Seventh Day AdventiSts m thetr absolute opposttJon. to t~e blank 
day as disturbing the sequence of Sabbaths. As a matter of fact, that sequence was be_mg dtsturbed 
daily by international agreement without any protest on the part of Jews, Adventists o~ <_>thers . 

. He referred in particular to the measures ~dopted w~en vessels crossed the z8oth mend~an -
normally, those going. west lost, and those gomg east gamed, a day and the matter had to be adjusted. 
Did not that disturb the sequence of Sabbaths ? But there had never been any protest. If, of 

• 
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three Jews, one remained in Geneva, a second trave~led round the world .westwards and a third 
travelled round the world eastwards (without makmg the necessary adjustment at the I8oth 
meridian), on their eventual reunion in Geneva one would say the day was Sunday, another 
Saturday, and the third Monday • . 

M. POLITIS (Greece) argued that, if the Committee were .agre~d that the present" calendar 
had disadvantages which ought to be eliminated, i~ would be illogical ~o adopt a ne"! cal.endar 
which still retained some of those disadvantages, Without an overwhelmmg compensatwn m the 
form of advantages. To do so would be to expose the League t~ ridicule and place another weapon 
in the hands of its adversaries. If action were to be taken let 1t be thorough, and let the ~eague 
adopt a perpetual calendar corresponding to the needs of the present epoch. Fears regardmg the 
interruption of the sequence 'of Sabbaths were a chimera. The United States delegate had 
clearly prove~.that the sequence o~ Sabbaths had. alread~ ~een disturbe~ '?n more than one occasio!l 
without entailing any great suffenng to the vanous rehgious commumties. What the Holy Wnt 
said was that men should labour for six days but rest on the seventh and devote themselves to 
prayer. It did not fix the Sabbath in relation to equinoctial ti.me. When o~ce the d!fficulty of the 
Sabbath had been disposed of, the way was clear for a logical and defimte solutton- namely, 
the adoption of a perpetual calendar. · 

M. ScHLINGEMANN (Netherlands) said that his colleagues had already pointed out the great 
inconvenience which, in the opinion of the vest majority of his countrymen, would be caused 
both in the motherland and in the colonies by the adoption of a blank day, the advantages of the 
new calendar not seeming sufficient to counter-balance the disadvantages of the present one. 
These were the views of industrialists and men of business, but it had been emphasised that 
there was another point of view - that of labour. .A. perpetual calendar would add to the 
monotony of existence which already weighed so heavily upon workers ; it would put an end ~o 
those slight variations which at present helped to tone down that monotony .. True, this 
consideration could not be estimated in francs or dollars, but it ought not to be disregarded 
entirely. 

M. SINIGALIA (Italy) declared that the Italian delegation had heard with great interest the 
various views put forward and fully appreciated the useful work which had been done .. It felt, 
however, that the question was not yet sufficiently mature to allow of im immediate solution. The 
Italian Government was aware of the disadvantages of the present calendar but, as they had existed 
for a long time without causing any serious disturbances, it saw no urgency for radical change 
until world opinion really demanded such change. The idea was not, at the moment, sufficiently 
developed to admit of its immediate realisation. This was all the more true, since, when the change 
came, it ought to be complete and not partial. The new calendar must be uniform and adopted 
by all countries, or else the situation would be worse than it was at present. If a new calendar 

., were adopted, century-old and deeply-rooted traditions would have to· be abandoned ; the 
· conservative spirit and the indifference which always hinders important reforms would have to 
be overcome. M. Restrepo had reminded the Conference that even a reform of such universal 
interest as the adoption of the decimal system had not yet met with a sympathetic reception by 
all civilised countries, in spite of a prolonged experiment which had been conclusive. Would it 
therefore be possible suddenly to convert public opinion throughout the world in favour of a 
reform of the calendar ? The different opinions put forward in the Committee showed· that 
such immediate conversion was impossible. The discussion, however, was very useful because 
it would enlighten opinion and pave the way for a final settlement. ' 

. The Italian Government, f'?r the.reasons which M: Sinigalia had just explained,.was not 
disposed to agree to any scheme mvolvmg a blank day, thirteen months or a leap year With fifty- · · 
three w~eks. It was just poss~ble, however, that it might consent to a simple adjustment which 
would give three quarters of mnety-one days and one quarter of ninety-two days, on condition that 
this system were universally adopted . 

. M. DE DIETRICH VON SA?HSENFELS (Hungary) said that Hungary would accept any solution 
which removed at least two disadvantages, but could not accept a solution which would remove 
only one. · 

The Committee decided that a representative of the Seventh Day Adventists might reply to 
several comments made by delegates. 

M. NusSBAUM (Seventh Day Adventists), in reply to Mr. Marvin's observation that there 
~ad already been one blank d~y in t~e course of the Christian era when Sunday came to be observed 
mstead of Saturday, th~rebr implymg that t~,er': ha? already been a week of eight days, remarked 
that the Abbe Fleury, m his very complete Histotre ecclesiastique" had demonstrated how the 
change had occurred: It had not bee!l imposed by law. The change c~me about insensibly during 
the course of centunes. !"or some tlme there were people who observed both days. In any case 
the change had been entirely voluntary . 

. Sir John Baldwin had righ~ly observed that there were other things besides indust and 
busmess: One of these was conscience. I~ the calendar were altered there would be a large rni~ority 
of mankmd- not only Jews and Adventists, but other denominations like the Disciples of Christ 
who numbered three and a half millions, in the United States, whose conscience would not allov.! 
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them to accept the change imposed from without. Both he and his parents had already suffered 
for their religious convictions ; for instance in the matter of attending school on Saturdays. It 
was not correct to state that the Bible merely said that mankind should rest for one day in seven 
- the Bible said that man should observe the Sabbath day fixed by the Eternal Himself. Months 
were based o~ the moon and the year was based on the sun, but the week was created by God. 
To impose a blank day on those who objected conscientiously would be like obliging Moslems 
to eat pork. If the minority could be convinced that they were in the wrong that was another 
matter, but until the minority were so convinced it would be sheer persecution to force calendar 
reform upon them, and that on a universal scale so that the minority would no longer be able to 
take asylum in any country. Surely persecution and the molestation of conscience were incompatible 
with the ideals of the late President Wilson and of the League itself. 

The CHAIRMAN observed that the discussion on Point 2 of his prol?osals (see Annex 1) was 
closed. He did not propose to summarise the discussion at the present Juncture, but would only 
do so after Point 3 had also been discussed, because Points 2 and 3 were so intimately connected. 

Advantages and Disadvantages of Perpetual Twelve-month and Thirteen-month Calendars. . . 

Mr. MARVIN (United States of America) wished to make his position quite clear. The United 
States of America did not advocate any individual calendar, He had expressed his personal views 
that morning - views which did not commit his Government - to the effect that a thirteen
month system would eliminate more defects than any twelve-month system. The present calendar 
had defects, and if the League could not succeed in removing those defects completely it would 
be better to avoid compromise. The delegates were assembled to consider the expediency of 
change, and if they could not agree it would be better to make no change. The Government 
of the United States of America desired to ascertain all the facts which might help it in forming 
its opinion. It will give willing and sympathetic study to all the proposals and statements that 
have been made here and will welcome the final report of the Conference. 

M. MARCHAND (Switzerland) said that Swiss public opinion was not at all favourable to the 
thirteen-month scheme. In general, however, it was in favour of the twelve-month reform -
namely, four quarters, on the 31, 30, 30 lines, December JISt being a blank day and the first 
day of the year a Sunday. That scheme would effectively balance the quarters. The twelve-month 
scheme was more likely to be approved by " the man in the street ", who, after all, formed the vast 
majority of the public. Since, then, there was a solution which allowed the maintenance of a~ 
twelve-month year as well as the comparability of statistics, why adopt another solution ? 
Comparability between the different months of the same year could never be attained, owing 
not only to seasonal but to regional differences as well as economic circumstances, which 
themselves often vary in the course of the year. It was far more necessary to secure comparability 
between the months in two different years. The main disadvantages of the thirteen-month scheme 
were (a) that it would disturb the possibility of comparisons with the past ; (b} it would disturb 
historians, meteorologists and others who already possessed masses of data and figures applicable 
to a twelve-month calendar only ; (c) above all, a thirteen-month scheme would practically 
eliminate the half-year ~nd the q1;1arters. T~e mos~ i.m.portant me~ure of time was the year 
itself, and people were m the habtt, necessarliy, of d1v1dmg the year mto half-years or quarters, . 
which were essential. Any scheme which eliminated half-years or quarters would entail many 
disadvantages from the economic and social point of view, He need only quote the case of insurance 
contracts, which provided for the payment of half-yearly or quarterly premiums. Some of these 
contracts had been concluded for ten or twenty years, or even for an entire lifetime. There was 
also amongst other things, the case of long leases, The half-year in a thirteen-month year would 
fall in the middle of a month. Those were a few of the reasons for which Swiss public opinion 
was, in general, in favour of the retention of a twelve-month year. 

Mr. CoYNE (Irish Free State) explained that the attitude of the Irish Government with 
regard to calendar reform in general was siinilar to its attitud.e '_Vith regard to Easter. There was 
no appreciable demand for calendar reform among the pubhc m Ireland. He personally would 
not be surprised if public opinion in Ireland proved, ~ in ~h~ Netherlands, to .be on. the whole 
opposed to any radical change. So far, however, as pubhc op1Il!on had expressed 1ts.elf,1t favoured 
the retention of a twelve-month year rather than the creation of aJear of thtrteen months. 
Doubtless the final attitude of the Irish Government would be influence by the general consensus 
of opinion. expressed. Unless, however, the Churches concurred, the Irish Government would 
not be prepared to participate in any action taken by the Conference. 

M. GERAETS (Netherlands) said that, although the vast majority of opinion in the Netherlands 
was opposed to any system involving blank days, if a decision had to be taken the Netherlands 
would doubtless prefer a twelve-month calendar which would maintain the relations b~tween 

·the quarters and months. The Netherlands Government was absolutely opposed to any thtrteen
month scheme, as it had stated in its report. 
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Sir John BALDWIN (Great Britain) said that as delegates were asked to express ~ opinion 
on the relative merits of the twelve-or thirteen-month system,hemuststatethatthe v~ews of_the 
Government of the United Kingdom of Great Britain an,d Northern Ireland were ent1rely OJ?en. 
His Government was not even prepared to say whether existin~ irregularities wer~ a .suffic1ent 
reason for reform or not. They were not prepared t.o advocate e1ther a twelve-or. thirteen:~on~h 
system. Their point of view was entirely non-comm1ttal. He agreed, however, w1t.h M. Sm1gaha 
that the discussiOns of the present Conference were of extre~e value as de~onstratmg the present 
state of opinion throughout the world. If, in the course of t1~e, .the questl.on ~f reform had to be 
seriously considered, the opinions expressed both _by the maJO~lty an~ mmonty. w_ould be taken 
into account. He was sure that, when the time came, the relat1ve c!am1s of statistics on the one 
hand and religious sc_ruples on the other would be most carefully we1ghed. 

SIXTH MEETING. 

Held on October 15th, -I9JI, at 10.30 a.m. 

Chairman : M. ·A. DE VASCONCELLOS. 

VII. GENERAL DISCUSSION (continuation). 

Nature of Declarations made by Delegates. 

M. BERTAUT (France), speaking to a point of order, said that the Conference consisted of 
Government delegates and representatives of certain bodies invited so that they could express 
their opinions. Some representatives had definitely spoken on behalf of their Governments, while 
others had voiced the opinions of their national committees of enquiry, and it was on this point 
that agreement was necessary. Committees of enquiry did not always take the same view as 
Governments. It was, therefore, desirable that, in future, speakers should state distinctly whether 
they spoke for a national committee, an independent association or their Government. 

T,he CHAIRMAN pointed out that the official delegations included, in addition to' Government 
representatives, experts representing national committees ; when he called on speakers he could 
not draw any distinction between the two categories. As regards representatives of associations, 
the question did not arise, since, when calling upon them to speak, he had always mentioned on 
behalf of which association they would speak. 

M. MARCHAND (Switzerland) said that though the Swiss Committee for the Simplification 
, of the Calendar had been formed under the auspices of the Federal Government it was not an 
• official body ; the Government had merely approved of its constitution and teriDS of reference. 

Its questionnaire had certainly been submitted for Government approval as well as the 
Committee's report, which had been forwarded to Geneva by the Government. Further, the 
Swiss delegation came to the Conference with the authority of the Federal Government to submit 
the results of the Committee's enquiry. The Swiss Government did not, however, feel itself 
definitely bound by such authorisation. · 

M. ScHLINGE~N (Nether!ands) also declared that the views contained in the report of 
the Netherlands Nat10nal Comrruttee merely expressed the opinion of the majority in the country 
without committing the Netherlands Government. 

M. MuLLER (Czechoslovakia) said that, so far, no misunderstanding had arisen as to the 
powers of the m~mbers of ~e Czec~oslovak delegation. M. -Lachout had spoken for the 
Czechoslovak N!'ltlonal Comm1tte~, while he, the speaker, spoke for his Government. 

M.oreover, 1t must b~ recogrused. that the work of the Special Committee, the Preparatory 
Comrruttee and of_t~e National <;~mrruttees, as well as the ~iews exchanged during the Conference, 
would greatly f~cihtate the dec1s1on. of G_overnments which had not yet expressed their views, 
or v.:ould. co~tnbute ~o the .recons1derat10n of the question which might perhaps lead to a 
m?d1ficatu~n m the pomt <?f .v1ew ~f those Governments who had already formed an opinion. In 
t~ way, divergences o~ op1rn~n might be overcome and a favourable solution found to this problem 
wh1ch presents such difficulties even at more propitious times than the present. 
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• In Czechoslovakia, the National Committee which was formed at the beginning of 1931 was 
mdependent of the Government and was of an unofficial character. It had organised an enquiry 
in .economic circles (commerce, industry, agriculture, banks, transport, etc.) and had heard the 
eVIdence of employers and employees. The result of that enquiry, which had been transmitted 
to the Government, was that the majority were in favour of a radical reform - i.e., the adoption 
of a thirteen-month calendar. 

It was interesting to note, as regards the opposition on principle in the Conference to such 
a reform, that Jewish business men - who had a strong influence in economic affairs in 
Czechoslovakia - had participated in the work of the National Committee and that no objections 
~o the reform proposed by the Committee had so far been raised by Jewish religious organisations 
m that country. 

The Czechoslovak Government being entirely occupied with other affairs of a more urgent 
nature, due to the present economic crisis, was not in a position to examine the question of calendar 
reform and M. Miiller was therefore unable to communicate the views of his Government as 
to the expediency of adopting any reform whatsoever, and in consequence could not pronounce 
in favour of either of the proposed reforms. Moreover, as the Conference had heard the day 
before, several other Governments had not yet reached a decision on the matter. 

As, according to the opinion of the Preparatory Committee, the Conference should " examine 
on which points Governments could reach an agreement ", it seemed - in the absence of a decision 
on the part of certain Governments, as well as the divergence of opinion which had come to light 
during the discussions, and other considerations which required to be taken into account - that 
the opinion expressed by the Italian delegation that 'he question was not sufficiently ripe for 
the decision of the prfisent Conference was not without reason. · 

The Czechoslovak Government was prepared to collaborate heartily and effectively to this 
end, but it should be remembered that Czechoslovakia was a small, landlocked country. Therefore, 
whatever calendar reform might be adopted in the future, the Czechoslovak Government could 
only adhere to a reform which was adopted, if not universally, at least by its neighbours. 

M. SEELIGER (Germany) supported the point of order moved by the French delegate. The 
German Government had based its policy on the report of the German National Committee and 
any speeches made by German delegates during the Conference would tally with the instructions 
received from their Government. Every delegate should state distinctly whether he spoke on 
behalf of his Government. 

Sir John BALDWIN (Great Britain) said he had always spoken and would continue to speak 
on behalf of His Majesty's Government in Great Britain and Northern Ireland. The British 
National Committee was entirely independent of the Government and had no official character. 

M. PoLITIS (Greece) explained that the Greek National Committee formed in consequence 
of the Assembly recommendation dated September 25th, 1926, consisted of representatives of 
various authoritative bodies. Its decisions had been communicated to the Government of the 
Greek Republic, which had instructed him to bring them before the Fourth Conference. The 
Government had received these decisions without studying them in detail and reserved the right, 
when the Conference adopted a conclusion, to form its own opinion .. 

M. SINIGALIA (italy) explained that all the declarations made by the Italian delegation should 
be regarded as made on behalf of the Italian Government. 

The CHAIRMAN believed that, after the explanations given, there could be no further 
misunderstanding. He asked delegates who had made no formal declaration and who might 
subsequently speak to state whether they spoke on behalf of their Government; so that this might 
be mentioned in the Minutes. 

VIII. GENERAL REFoRM OF THE CALENDAR (continuation). 

Advantages and Disadvantages of a Perpetual Twelve-month and Thirteen-month Calendars 
(continuation). 

Mr. RIDDELL (Canada) said that he spoke for the Canadian Government, though the instruc
tions received by the Canadian delegation in no way committed his Government. The latter 
considered however that on the whole, the thirteen-month calendar was more advantageous than 
the twelve:month C:Uenirr in view of the greater ease with which days and dates could be 
calculated. The advantag~ might be summed up in three words- uniformity, comparability, 
fixity. 

Mr. C:oTSWORTH (Canada), speaking as the Canadi~~ delegation.:s e~pert, sa!~ that. he also 
was authonsed by his Government to support the use of mtercalary or. blank days m order 
to make the calendar perpetual and the adoption of the thirteen-m?nth as pr~ferable to the 
twelve-month year. His instructions, however, were that the Can~d1.an delegation s~ould not 
definitely commit the Govern~ent. A year of equal months cons1stmg of twenty-e1ght days, 
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each month starting on Sunday, had the advantage of avoiding fr!'lctions of weeks at the begin~ng 
and end of ea<;h month. That explained why the system of p7nods of four full weeks was bemg 
adopted more and more widely in various Canadian enterpnses. . 

Statistics, moreover, proved that, when Christmas fell on a Monday, rallway traffic v:as 
extremely brisk. It might, therefore, be well for the Conference to recommend to all countnes 
that, as far as possible, their various national holidays should be held on a Monoay. 

The adoption of a perpetual calendar was not recqmmended so.lely .to enable more exact 
statistics to be compiled, though this ·argument alo!le "!ould suffic~ I!l v1ew of the paramount 
importance of statistics at the present day. Trade Un10ns m Gre~t. Bntam an~ Canada h~d already 
voted at their congresses in favour of a fixed week ; the Bnt1sh ~ederat10ns of Mmers l!nd 
Railwaymen levied their contributions on the. basis of a fou.r:we~k pen<?d _and the Health Sect10n 
of the League of Nations also used such penods for compllmg 1ts stat1st1cs. 

The perpetual calendar would be equally valuable in fran_llng statis~i~ for the trade and the 
economic and financial situation of individual countries. W1th the ex1stmg calendar, no exact 
comparison of exports or imports was possible. If the reform were generally adopted, the whole 
human race would benefit by the introduction of a fixed calendar divided into months of four 
full weeks. · 

M. CASTIAU (Belgium), replying to the speech made by the representative of the Se-:e':lth 
Day Adventists to the effect that millions oi<lpeople would object to a perpetual c~e~dar c::ont~mmg . 
one or more blank· days, said that the argument only strengthened M. Castlau s behef m the 
importance of that calendar. It was not desirable that all the inhabitants of the earth should rest 
on the same day. There were certain public services nowadays whose operation.s should not be 
interrupted (railways, post office, telegraph and telephone, lighting, scavengmg a':ld sewage 
services, hospitals, hotels, restaurants, etc.). The desire of one section of ~he ~opulatlon to re~t 
on a day different from that officially devoted to weekly repose would s1mphfy matter~, as 1t 
would enable the departments mentioned to form shifts which would take their leave on d1fferent 
days and thus enable the work to be carried on continuously. Accordingly, the arguments of the 
Adventists and of some Jews were calculated to strengthen the opinion of supporters of the 
perpetual calendar as to the usefulness of a blank day. 

· M. VON HEIDENSTAM (Sweden), speaking on behalf of his Government, said that the latter 
wished to keep an open mind with regard to general questions of calendar reform. For the moment, 
it preferred, in view of the opinions expressed within the country, to reserve its opinion both as 
regards the expediency of a general reform and as regards any of the schemes mentioned in the 
preparatory report. ' . 

He considered it necessary to proceed with the greatest caution in this matter. There should 
be no question of altering the present system unless, as a result, there were introduced ·distinct 
improvements and advantages, which would outweigh the disadvantages of a change and of the 
adoption of the new system. 

In Sweden, certain scientific and banking circles were opposed to any radical change in the 
calendar, since it was considered that the advantages claimed would not outweigh the disadvantages 
inseparable from a system of supplementary days or the adoption of a thirteen-month calendar. 

The Swedish Government appreciated the work of enquiry and investigation accomplished 
so far and considered that it should be continued in order to elucidate the problem in all its aspects, 
bearing in mind the necessity of the universal application of any solution • 

. , 
' M. M:ARC~AND (Swi~zerland) said.that the,Swiss Government, on whose behalfhe spoke, 
had authonsed 1ts delegatiOn to emphas1se the disadvantages of the scheme of a thirteen-month 
year an~- naturally with. a reservation as to the religious side of the question- to put forward the 
econormc advantages which a perpetual calendar of twelve months might have. It was vain to 
aspire to perfect comparability in the calendar, in view of the number of local and movable 
religious and lay feasts which divided the year differently according to the country so that the 
adoption of~ .calendar with unifor~ four-week months would not conduce to a gr~ater degree 
of comp~ab1hty. Actually, the th1rteen-month calendar did not consist of thirteen months of 
twenty-e1ght ~ays, b~t of twelve. mont~s of twenty-eight days, plus one month of twenty-nine 
days, .so that.~~ was m _any c~s~ 1mposs1ble to secure absolute regularity. There was no reason 
:why, m comp1lmg ~ertam stat1st1cs, such as those for health services, an auxiliary calendar divided 
mt? four-week pe:10ds shoul~ not be kep~, but m?st users would prefer a twelve-month calendar, 
which would enta1l ~ less rad1cal break With acq~1red cu.stoms. Furthermore, daily life would be 
less monotonous With .a twelve-11!-ont~ than w1th a thirteen-month calendar, which by creating 
~ new month would obliterate all histoncal events connected with the twenty-eight days embodied 
!n t~e suhplement.ary month: It would mean upsetting the whole system of engagements assumed 
~~ t e sp eres. of !nsurance! mt~rest o~ c::oupons a!ld shares, mortgage loans, etc., and would also 
dCSturb the scientific and h1stoncal act1v1ty of natwns in addition to the economic and social life 
haJhbilheople. Jrobm a ~ractical stand.point, it would mean doing thirteen times annually what 

ert~ o Y een one twelve tlmes ; hence a grave loss of time and money in banks 
co~hlrce, !fidustry, tFr~nallspo~, in drawing up balance-sheets, calculating wages, publishing 
mon Y reviews, etc. m y, m the twelve-month calendar, Christmas would fall on December 
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25th,~ Monday, wherea~ in the thirteen-month calendar if Christmas fell on Wednesday, December 
~5th, 1t would only be a littl~ before the end of the year and the interval of a week hitherto separating 
1t from New Year would dtsappear. It had therefore been proposed to fix it on December 23rd, 
but no one could possibly agree that Christmas, which had for centuries fallen on December 
25th, should, in the face of all tradition, be fixed for another date. 

M. DJOURITCHITCH (Yugoslavia) Chairman of the Preparatory Committee, said he spoke 
on behalf of his Government. The Yugoslav National Committee, though stressing the small 
interest shown by social and economic circles in Yugoslavia in calendar reform, observed that 
most of the replies received were favourable. They might be divided as follows : 

44 per cent in favour of the thirteen-month calendar ; 

33 per cent in favour of the twelve-month calendar with one supplementary day ; 

22 per cent in favour of simply equalising the quarters. 

The attitude of the Yugoslav Government to calendar reform depended, as in the case of 
the stabilisation of Easter, on the attitude of the Churches, which was, incidentally, the view 
taken by the League. Apart from this primary question, the Government sympathised provisionally 
with the results of the enquiry conducted by the National Committee, but would be. prepared 
to accommodate its preferences to some extent to thBse of other countries. 
. Without wishing to anticipate the conclusions of the Committee which would have to 
.co-ordinate the various schemes, the speaker thought that the reports of the National Committees 
and the Minutes of the Conference would supply sufficient material to enable the Governments 
to agree, if not on the choice of a specific calendar system, at any rate of the desirability of 
immediately submitting a request for reform to the religious authorities. 

M. KAISENBERG (Germany) stated that, in the German Government's opinion, the B and C 
schemes of reform drawn up by the Preparatory Committee of the League of Nations contained 
both advantages and drawbacks, so that choice was difficult. The advantage of scheme B, providing 
for a twelve-month calendar, was that it could be applied without essentially modifyini the existing 
calendar and that the months were mutually comparable and the quarters of equal ength. The 
months, however, would not be of uniform length, some containing four and others five weeks, 

One of the main objections to scheme C was that thirteen was a primary number ; quarters 
would not contain a whole number of months and it would, for instance, be difficult to make 
comparisons with previous years. Scheme C, on the other hand, gave months which were 
absolutely comparable with one another, contained the same I).Umber of ,days and the same 
number of whole weeks, so that each date fell on the same day of the week not only every year 
but even every month. 

As it was very difficult to form an exact idea of the advantages and disadvantages of the two 
schemes, public opinion in Germany had not definitely decided in favour of one or the other plan, 
and the German Government therefore felt it should make reservations as to its final attitude on 
the subject. It believed, however, that, whatever reform were adopted, the result should be as 
perfect and as universal as possible. It should also be understood that, before taking any final 
decision, the views .of religious bodies should be given consideration. 

M. BLUME (Fi:ee City of Danzig) observed that Danzig was not unanimous on the question 
of calendar reform. A large section of the population was hostile to any reform, although the 
majority was in favour of the perpetual calendar described in scheme B. The Free City therefore 
would probably not object to this scheme if it were universally adopted. Shollld scheme C meet 
with general approval, it might be taken that the Free City would raise no objections either, but,. 
would follow the example of the neighbouring countries. He spoke on behalf of the Government ~ 
of the Free City of Danzig . . 

M. FoNTOURA riA CosTA (Portugal) said that the Portuguese National Committee for the 
study of. Calendar Reform had been appointed by the Government. The conclusions of the 
Committee's report were as follows : 

(z) The need for reform was admitted; 

(2) A perpetual ~alendar only should be adopted. 

There was a small majority in favour of the thirteen-month calendar. The Portuguese 
Government had taken no decision, but it was quite·certain that the perpetual calendar ultimately 
recommended by the League of Nations would be adopted in Portugal, whether it contained twelve 
or thirteen months. 

Mr. Woo (China) spe~ng for the. National Govern~ent of the Chines~ ~epublic sa_id that 
the Chinese were not vitally mterested m calendar reform m the sense that, 1f 1t were dectded to 
adopt a universal calendar, China would raise no serious objections. The Chinese Government 
was therefore in favour of reform. 
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China had already had to adopt the wes.tem ~~ndar - a reform !'hich had been carrie~. out 
virtually without disturbance. Only certam familtes and groups f~tthful to th~ o~d .tradttto~ 
remained staunchly attached to the ancient Chinese calendar; As evtdence of Chma ~ mterest ~n 
calendar reform, the speaker drew the Committee's a~tention to a perpetual calendar mven~ed m 
1900 by a Chinese savant, M. Kao Meng Tan, the mam features of whtch were :a year of thirteen 
months consisting of twenty-eight days divided into four seven-day weeks, or fifty-two weeks.
a year of 364 days. One additional day was added to each year and two days for leap years, which 
occurred every four years as in the Gregorian calendar, etc. . 

M. DE CASTRO BoNEL (Spain) said that the Spanish Govem~ent had n<;>t formed a definite 
opinion on the question of a perpetual calendar or on the expediency of a stmple reform of the 
present calendar. . . . 

A national committee of experts had been set up to study the question and 1t h!ld arnved at 
certain conclusions as to the trend of public opinion with regard to calendar reform. 

The National Committee, having examined statistics, arrived at certain conclusions, which 
it included in a report which had been appr_?ved by the Spani~h Govem~ent. 

The Spanish Government was of opm10n that the Spamsh delegatiOn should expr~ss the 
wishes of the National Committee, and M. de Castro Bone! had had the honour to be destgnated 
as the representative of his Governmen!, by reason of his being Chairma!l of theN ati<;>n~l Com~ttee 
of Enqutry for Calendar Reform and Dtrector-General of the Geographtcal and Statistical Institute. 

The' Spanish delegation, as wel.l as tpe Government, had adopted and would uphold the 
conclus)ons of the National Committee (see Annex 3). 

Colonel SoLBERT (National Committee on Calendar Simplification of the United States of 
America) speaking as Secretary of this Committee said that the request sent by the League to the 
United States Government for information regarding the country's opinion on calendar reform 
had resulted in the Committee's report being officially forwarded to the League. In the conclusion 
of its' report, the Committee stated : 

" Although our Committee finds that opinion in this country relative to the best plan 
of calendar change to adopt preponderantly favours the thirteen-month fixed calendar ,it does not 
recommend that representatives of the United States Government should enter an International 
Conference committed to this plan or any other. It believes that internatiopal discussion 
of the question should be approached with an open mind and with due regard to the opinion 
of all religious bodies in so far as they may be concerned, as well as to divergent opinions 
based on practical considerations. From such discussion, a satisfactory plan of simplification 
ought reasonably to emerge, designed to serve as a universal calendar. " 

He spoke therefore not as an expert, althought he had studied the question for more than 
four years. He would merely describe the results achieved by his Committee. 

The speaker then detailed the various advantages and disadvantages of the two forms of 
pe.rpetual calendar, that for thirteen and that for twelve months. A comparison showed that the 
thirteen-month calendar corrected more of the defects and removed more of the inconveniences 
in the existing calendar than the twelve-month scheme. The feature of the present calendar was 
a lack of fixity and the existence of fractions of a week. To meet this double inconvenience certain 
commercial and industrial undertakings had for many years past adopted an auxiliary ~alendar 
o~ thirteen months and he was astonished that so imperfect a tool as the present calendar could 
still be tolerated. It was the same as using a metre which measured sometimes 98% and sometimes 
IOI%. cen~metres .. Import~nt !hough !t w~, the reform intro~uced by P_?pe Gregory XIII 
contamed 1mperfect10ns whtch·tt was high time should be remedted. If an Improved ·calendar 
were adopted, the 'Conference would leave a mark in history. Obviously there were difficulties 

. ..., _?f a religious nature, particularly that of the Sabbath, but he trusted they would not be 
' msurmountable. • 

. . It might also be poin!ed out that certain minorities still used for religious purpos~s a calendar 
dtstmct from th~ G~e~onan, and i~ th.e Gregorian c:Uendar were changed there was nothing to 
preyent those rmnontles_from contmun!-g !O use !hetr own cal~ndar. For instance, it was quite 
ac~td~ntal that the Je":tsh Sabbath comctded wtth Saturday m the Gregorian calendar. The 
comct.dence would certamly not be so marked in future if a perpetual calendar were adopted, but 
the dtsadya~tage !'ould be ol!-e-.seventh less, seeing that every seven years the Jewish Sabbath 
wo~ld comctde Wtth the C~nstlan Sunday. As a general rule, shops owned by Jews in the 
Umted ~t~tes at any rate, dtd not close on Saturdays. , ' 
. Rehg10n was .n_?t the only source of hu~an happiness nowadays ;'science had also helped to 
tmprove the condttt<;>ns of C_?tnfort and hygtene, which were after all the main foundation of all 
hum~n progres~. Sctence ~tght be depended upon, seeing that its interest in calendar reform had 
a sohd and logtcal foundation and was pre-eminently altruistic in character 

No calendar reform could be carried out if it were not adopted inter~ationall . th 
calenda~ should therefore be as perfect as possible. It was the duty of th L t Y ' · e n~w 
nade wtth a refo.rm which wou!d facilitate trade and contribute to the mainte~~ce ~£connect ~~ 
goo unterstandmg among natiOns. The time had come to combat inertia whiche wasp:hce h~ f 
enemy o any reform. Delay would mean the loss of precious time and of ~ny advantag:s~ le 
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SEVENTH MEETING. 

Held on October 15th, 1931, at 3.30 p.m . 

• 

Chairman : M. A. DE VASCONCELLOS. 

IX. GENERAL REFORM OF THE CALENDAR (continuation). 

Advantages and Disadvantages of Perpetual Twelve-month 
(continuation). 

and Tliirteen-month Calendars 

• 
• 

Mr. STILES (National Committee on Calendar Simplification of the United States of America) 
wished to emphasise the necessity of keeping a constant check on economic activities by means 
of comparative statistics. Statistics formed the fundamental basis of our economic life and their 
compilation was one of the most important functions of every Government and of associations 
representing various industries. All these statistics were based on the calendar, and he considered 
that the inequality of the months and the fact that the months did not contain a whole nwnber 
of weeks created serious difficulties. At a previous meeting it had been stated that the issue was 
the simplification of statistics versus religious scruples, as if statistics were of no great importance. 

He referred to the numerous statistics published in 'the daily newspapers such as the Neril 
York Times, and also in the Monthly Survey of Cu"ent Business, issued by the United States 
Department 9f Commerce, and the fact that every individual business used statistics to measure 
its business performance in periods of time. The defects in the calendar caused deficiencies in 
these statistics unless laborious adjustments were made. 

During the present depression, only statistics could answer the question whether matters 
were becoming better or worse. 

However, a reform of the calendar was not based alone on the necessity for accurate statistics. 
It would confer benefits on science, education, labour, agriculture and personal affairs. 

The reform could not take place without some inconvenience being incurred. But, if the 
generations of the past had shrunk from similar changes, we should still be measuring time by the 
impossible moon calendar of three thousand years ago. 

M. ScHMIDT (Estonia), speaking solely on behalf of his Government, said no definite opinion 
had been formed regarding the introduction of a perpetual calendar. Official enquiries had shown 
that there was no prospect of introducing a perpetual calendar either of thirteen months or of twelve 
months. With regard to the perpetual calendar of twelve months, its adoJ?tion would be easier, 
but, for the moment, there seemed to be no marked current of public opmion in favour of its 
introduction. He would refrain from giving any reasons, as the question had already been 
sufficiently discussed. The Conference could certainly, if it chose, dec1de on a perpetual calendar 

· even without the agreement of Estonia. Moreover, it appeared that, in the present circumstances, 
other and more important countries also objected to the reform. He considered that. no reform 
would be justified unless it were adopted by the vast majority of States. As the scheme appeared 
to be impracticable at the moment it would be better for the Conference to admit this fact. 

M. SHICHIDA (Japan) said that no national committee had been formed in Japan, but that 
the competent Ministry had recently made an official en9uiry in order to obtain the opinion of 
the principal organisations. Out of forty-three organisatiOns consulted, thirty did not consider 
there was any need for a reform, five would, if necessary, accept a reform, four were in favour of a 
reform, three of which preferred a perpetual calendar of twelve months and one a perpetual 
calendar of thirteen months ; lastly, four organisations· had not expressed an opinion. 

-Mr. MARVIN (United States of America) said that, in his previous statements, he had spoken 
in his capacity as chief of the United States Weather Bureau. He was now speaking on behalf of 
his Government. The United States Government had not yet taken a definite decision and its 
mind was still open as to the necessity for any change or the particular kind of change which 
should be adopted. It noted the existence of a considerable body of adverse opinion. The United 
States Government,- however, welcomed the fullest possible information on both sides of the 
question and would give willing and sympathetic study to the report to be submitted by the 
Conference. 

' . " "' .. 
M. PoLITIS (Greece) thought the Conference was now sufficiently informed of the advantages 

and disadvantages of the two projects. The Greek National Committee was in favour of a perpetual 
calendar of twelve months. 



. . 
M. Rurz-GUINAZU (~gentine) said the discussio~ and the nu~erods inter~tmg r~p?~s .. 

submitted to the Conference had shown the compi~"Klty of .the s~bJe.ct and the tmposs.tbdity 
of satisfying all parties. He therefore would be gla~ 1f the~e mvest1gat10ns could be contm'!led. 
The Argentine Republic, which had the largest mternatlonal trade of any South-Amencan 
country, had no prejudice on the question of this reform. · , 

M. DE CASTRO BoNEL (Spain) said his Government had set up a National Committee in 
order to form an opinion regarding a perpetual calendar or regardmg reform of the calendar· 
Certain conclusions had been arrived at which hadl been approved by the Government (see 
Annex 3). 

M. BERTAUT (France) said his Government's view was. si~lar to that of most other 
Governments. It had much sympathy for any proposals constltutmg real progre~s and reform. · 
It was prepared to consider the arguments in the documents of the Conference and m the speeches 
made by the advocates of reform. The Government, however, laid down two conditions. In 
the first place, any reform should be universal - that is to say, it should be accepte~ by all 
countries. If any countries remained outside the scheme this would tend to increase the dtsorder. 
In the second place, the scheme should be generally accepted - that is to say, n~t only by a 
certain class such as bankers, statisticians, scientists, etc., but also by the mass of busmess people. 

The French National Committee had made enquiries of numerous large organisations. 
Not all ·had replied and not all the replies were clear. It would appear, however, that the 
preference was for a thit:teen-month calendar, as this would Cf?nstitute the most radical reform. 
Public opinion, however, had remained absolutely indifferent to the question. The country and 
rhe world in general was faced by such serious problems that it was impossible to regard calendar 
teform as an urgent question. 

The objections of the religious bodies, particularly of the Catholics, were of considerable 
importance. As the question could not be settled without their assistance,. he thought the 
Confyence should not recommend a solution which it had no power to adopt. France, like the 
Netherlands, had also a large Mussulman population in its colonies and had to consider that 
factor. It had been stated by a previous speaker that religion should not be brought into contact 
'With economics. There was nevertheless a contact between moral and material values. The fact 
that the influence of the League was based on moral authority was of particular importance 
in this respect. 

M. HJELT (Finland) said he had no definite instructions from his Government. This did 
not imply that the Finnish Government was hostile to reform. The investigations were still 
proceeding, but the Government had hitherto not been able to reach .a decision. 

M. CIUNTU (Roumania) said his Gove;nment, while realising the disadvantages of the 
present calendar, had been chiefly strUck by the very large number of reform schemes submitted 
to the Preparatory Committee. The two schemes submitted by that Committee had met with 
considerable criticism from religious and other bodies and he wondered whether any scheme 
could. overcome that criticism. In his country, public opinion was not greatly interested in the 
question, which he considered was not yet ripe for decision. He thought the question should be 
postponed until the public as a whole should have formed a definite opinion on the matter and 
should have pronounced that opinion in a more convincing manner. 

M. MtiLLER (Czechoslovakia) referred to his previous statements to the effect that no protests 
ha.d been received from Jewish business men in respect of the proposal to establish a year of 
thirteen months. After the meeting, Rabbi Hertz had shown him protests from 126 Jewish . 
comm1~nities in Slovakia. He wished to explain that this information had not reached the National 
Committee and he had therefore not been aware of it. · . 

"'!. ~· DE RUELLE (Belgium) thought a primary condition for calendar reform was that it should 
be umversally accepted ; otherwise, great confusion· would be created. · 

Religious feelings must also be taken into consideration. 
In following the disc~ssion, he ha~. noted that the most important advantage claimed. for 

calendar reform was that 1t w~uld facdttate the pr~paration of statistics. This might be true, 
but the argument.was ~ot suffic1ently strong. Statist1cs, however theymight be calculated, should 
always be read w1th dtscernment. The use to which they might be put by inexperienced people 
was dangerous. 
•· It had been claimed, moreover, tha.t the fixation of movable feasts would help to regularise 

the school year and would benefit certam seasonal trades. This also was true ; but the fixation 
of E~ter.and other. movable feasts was a matter on which the Committee should be particularly 
cautious m expressmg an .opinion, sin~e. this question was one which fell pre-eminently within 
the competence of the rehgtous authonties. · 

He would report the discussions to his Government. This was all that he could do at the 
~hme~, ex~ep~1to expres~ the ~ope that, later on, a solution would be found which could be 
a e~e •. to y parttes, mcludmg the religious bodies. 

M. P~LACHE (Phrtuguese Israelite Communities in the Netherlands) notl'.d that much time · 
money an energy ~d been spent in endeavouring to correct the disadvantages of the present 
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~alendar. In the discussions, the question of the blank day had played an important part, and 
•lt had been expressly stated that the Jews and millions of adherents of other religions would 
never agree. to such a system. He thought the League of Nations, with its desire for justice, would 
never sanct1o~ the enforcement of a system contrary to the ideals of millions of people .. 

The JeWlsh ~orld had for a long time been living in fear that such a system would be imposed 
upon them. This would amount to a method of persecution to which he was convinced the 
Lea~~ would not lend i~elf. He asked that the League of Nations should declare its 
unwdhngness to co-operate m measures which, though they might bring material advantages 
would be nothing sh6rt of sacrilege. 1 ' 

The CHAIRMAN replied that any decision would be taken, not by the League of Nations, 
but by the Governments. 

M. PoLIT~s (Greece) protested against Dr. Palache's speech, which he thought cast doubts 
on the good fa1th of the League of Nations by suggesting that it might oppress any religious faith. 
It had been agreed from the outset that religious questions should not be discussed. 

The CHAIRMAN agreed with M. Politis and pointed out that, if any reform were suggested, 
the last word would . be with the religious authorities. 

. Dr. ~EWENSTEIN (Grand Rabbi representing the Netherlands Israelite Communities) said 
1t h_ad obv10usly !?roved impo~sible to take a decision regarding a reform of the Gregorian calendar 
wh1ch would sat1sfy all part1es. Although the Netherlands delegates had opposed any radical 
c~ange, he was still afraid that the menace to the stability of the seventh day of the week had not 
d1sapp~ared. The introduction of a blank day would bring misfortunes to millions of Jews and 
Chnsbans and would bring about a rupture between parties now living in harmony. He hoped 
that the attitude of the Netherlands delegation, inspired by the ancient Netherlands tral\itiop.s 
of religious liberty and tolerance, would be taken as an example by those seeking a real improvement 
of the civil calendar. · t 

Possibility of an Immediate Application of the Reform. 

Sir John BALDWIN (Great Britain) said that, beforo.giving his views on the expediency of 
a reform in the not distant future, he would like to reply to a remark made by Mr. Stiles. The 
latter had commented on his (Sir John Baldwin's) statement as to the issue between statistics and 
religious scruples and had added, with reference to the present economic depression, that " only 
statistics could answer the question whether matters were becoming better or worse·. " Sir John 
Baldwin could only say that, if this statement were correct, judging by the events of the last years, 
the page of weekly statistics which Mr. Stiles said appears in the New York Times and the fifty-six 
solid pages of statistical information published in the Monthly Suroey of Cu"ent Business must 
have been insufficiently consulted, or that erroneous deductions were drawn from them, or that 
they did not fulfil the purpose claimed for them by Mr. Stiles. Statistics had, of course, great 
value, but he joined issue with those who tried to persuade him that the future happiness and 
good of mankind depended entirely upon rationalisation, machinery and statistics. 

With regard to the advisability of a reform, His Majesty's Government took the view that 
calendar reform was not ripe for action or initiative on their part. The schemes before the Conference 
involved, in a lesser or greater degree, the remodelling of the traditional calendar, and the 
resulting disturbances in commercial and industrial arrangements, in social life and in the J 
habits and customs of the people, would be such as no British Government could contemplate 
provoking without being assured that public opinion was prepared for and demanded such a 
change. · 
. There was no general demand at present in Great Britain for a change, and the results of the · 
examination which was recently made by the unofficial Committee of Enquiry showed that any 
proposal in that direction would meet with strong opposition. He thought that the question 
of calendar reform would not be ripe for serious consideration with a view to legislation or 
international action until its advocates had achieved more widespread and solid results than they 
had shown any signs of doing at present. In the circumstances, it appeared to His Majesty's 
Government that further action on the part of the League of Nations should be suspended until 
a far larger measure of agreement had been reached both as to the principle of the change and as 
to·the particular method of reform to be adopted. · 

~ 

M. SEELIGER (Germany) .noted that ~ir J~hn Bal~win had touched on both the legal ll:nd 
, practical aspects of the quest~on. The ~1Scuss_10ns w~ch. ~ad taken place had already supphed 
a complete reply to the questlon of the ~mmed1ate desrra.b~hty of a reform. ~~ost :111 speakers 
had said their Governments did not desire to take a decision at present. Th1s 1mphed that the 
Governments and peoples did not consider that any reform was practicable at the present time. 



-38-

M. SINIGALIA (Italy) said that be could only c~nfirm his ~~vernme~t's poi_nt of view, w!llch 
he had already explained to the Conference. The divergen~ opm10ns expressed m the Co~nu,ttee · 
and the large number of proposals which ~ad been received tended to strengthen this v1ew. 
His Government was therefore unable to decide whethe~ the advantag~s of reform were greater 
than the disadvantages. He considered that, ip. these Circ1;1mstance~, .1t was .P!eferable to allow 
time to do its work. Possibly at a later time the sta~e of pubhc and ~elig10us opimon would develop 
in a manner which would point the way to a solut10n of the quest10n. . · 

M. ScHLINGEMANN (Netherlands) said his Goverhm.ent. had been unable to form an OJ?inion · 
on the subject. Public opinion in the Netherlands was mdifferent to the matter, and he did not_ 
think an immediate reform should he contemplated. 

Colonel SOLBERT (National Committee on Calendar Simplification of the '9"nited States 
of America) pointed out that, if any scheme for a p~rpetual ca!e~dar of twelve or thir:teen months 
were ado~ted at the present time, the first opportumty to put it mto force would be m 1939· He 
agreed with Sir John Baldwin that the time for the reform was not yet ripe, but thought that 
some initiative should in the meantime be taken. The great obstacle to be overcome was 
indifference, which was due to ignorance of the defects of the present calendar and of the advantages 
of calendar reform. This indifference would in time be overcome by means of education. In reply 
to M. Bertaut's remark that the authority of the Churches was required, he pointed out that, in 
1924, the Holy See had enquired how the reform would affect g~neral ~elfare. 

Mr. Cressy MoRRISON (International Chamber of Commerce) pointed out that the initiative ., 
in respect of calendar reform had been taken by the International Chamber of Commerce, which 
had referred the question to the League of Nations because it was a subject of interest to the whole 
world. The present Conference proved that the International Chamber of Commerce had taken 
the right view. He understood that there c9uld be no question of immediate reform, but he 
protested strongly against Sir John Baldwin's suggestion that the question should be dropped. 
\The League of Nations had done splendid work in connection with this matter, and he suggested 
that a resolution should be passed which would not shelve the matter but would allow the 
discussion to be continued. 

.. 
. Sir John B~LDWIN (Great Britain) wished t? dispel. any misappre.hension which might exist 

With regard to his remarks. He had stated that, m the Circumstances, 1t would appear that action 
by the League of Nations should be suspended until a greater measure of agreement had been . 
reached not only on the principle of calendar reform but on the method of applying it. 

M. MOLLER (Czechoslovakia) said, the application of reform presupposed a definite proposal 
adopted _by the Conference. There was no such definite proposal, and he therefore agreed with· 
M. Seehger. 

M. BERTAUT (France) also fully agreed with M. Seeliger's remarks. 

The CHAIRM~, in ~ummarising the discussion, pointed out that most Governments had not 
adopted any definite attltu.de and could not express an opinion on the various systems proposed. 
As far as a .ref?rm was desued, the preference appeared to be for a pc:rpetual calendar rather than 
for regulansat1on of the quarters. He proposed that the Co-ordination Committee should meet 
and prepare a report for the Conference. 

This proposal was adopted. 
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3. - MINUTES OF THE SECOND AND THIRD PLENARY MEETINGS 
OF THE CONFERENCE. 

SECOND MEETING. 

Held on October 19th, 1931, at 10.30 a.m. 

President: M. A. DB VASCONCELLOS, 

I. TRIBUTE BY THE CONFERENCE TO THE MEMORY OF EDISON, 

On the PRESIDENT's proposal, the Conference observed one minute's silence in hon~r of 
the· memory and work of Edison, whose death had been reported on the previous day. 

I 

IJ. STABILISATION OF MOVABLE FEASTS . .. 
·'' 

Results of the Work of the Plenary Committee. 

The PRESIDENT opened the discussion on the draft declaration regarding the economic and 
social aspects of fixing movable feasts, submitted by the Co-ordination Committee. (see Annex 6). 

Declaration by the Turkish Delegation. 

· RlFAT-lSMAIL Bey (Turkey) stated that, as Easter week was not a holiday for the official 
departments, schools, trade and industry in Turkey, the Turkish delegation considered that 
the fixing of the movable feasts was rather a religious question which therefore did not interest it. 

Draft Declaration regarding the Economic and Socia! Aspects of fixing Movable Feasts. 

The Conference then examined the draft declaration paragraph by paragraph. 

Title. 

At the suggestion of Mr. MARVIN (United States of America) the word " stabilising " was 
substituted in the English text for the word " fixing ". 

- The title was adopted. 

Paragraphs x, z and 3· 

These paragraphs ·were adopted. 

Paragraph- 4· 
On the suggestion of Sir John BALDWIN (Great Britain), the word" stabilised" was substituted 

for " fixed " in the English text of this paragraph. . 

.Paragraph 4 was adopted. 

Paragraph -5· 
The French te:ct• of this paragraph was adopted and the English text would be made to agree with 

the French text. 



Paragraph 6. 

On the suggestion of M. Silvain DREYFUS (Franc~), the word "stabilisation " was substituted 
in the French text for "fixite ". 

Paragraph 6 was adopted. 

Paragraphs 7, 8 and 9· 

These paragraphs were adopted. 

Paragraph IO. 

M. CIUNTU (Roumania) pointed out that the Plenary Committee had ull:aJ?-imously a~r~ed 
that any decision on this point should be subject to the agreement of the rehgtous authont1e~. 
If it was stated that " the common good calls for the stabilisation of movable feasts ", th1s 
restricted the freedom of judgment of the religious authorities who, if they took the Conference's 
declaration literally, could only oppose stabilisation by going against the ~ommon good. ~auld 
it not be sufficient to state that the stabilisation of the movable feasts was tn accordance Wlth the 
common good .? 

The SECRETARY-GENERAL OF THE CONFERENCE said the wording was already the result of a 
compromise and made two reservations for the opinion of the religious authorities. In the first 
place, the statement that the common good called for the stabilisation of movable feasts was 
restricted to economic and social points of view. Secondly, the word " consider" showed that it 
was not a statement of fact but a mere opinion of the Conference, which any other authority 
might not share. Lastly, the expression ''the common good calls for" had been selected because 
the Holy See had itself used that expres~ion. . 

M. CIUNTU (Roumania) was not quite convinced by the arguments of the Secretary-General 
of th~ Conference, but stated that he would not insist if he was the only delegate to take that view. 

Paragraph 10 (point I of the declaration) was adopted without change. 

Paragraph I I (point 2 of the declaration). 

M. MODEROW (Poland) noted that this paragraph stated that most of the Governments which 
adopted this declaration expressed a preference for ·the stabilising of Easter on the Sunday 
following the second Saturday in April. As a matter of fact, only eleven representatives had 
expressed themselves in favour of,that solution, and it was not at all certain that in future there 
would not be a majority in favour of adopting some other day. He therefore proposed that the 
words " most .of the Governments " should be replaced by the words " a considerable number 
of Governments. " 

Sir John BALDWIN (Great Britain) wished to point out that the representatives who had 
abstained were those of the countries of Asia and South America, where the question of the date 
of the stabilisation of Easter was not of importance, as M. Restrepo, in particular, had pointed 
out. P~rsonally, he, Sir John .Bald~in, would be glad if the Conference accepted the Preparatory 
Comrmttee's proposal on thiS pomt. · 

The SECRETARY-GENERAL OF THE CONFERENCE pointed out that the wording in question was 
somewhat special in character as it had to be submitted for the opinion of the Governments. 
In these circumstances, it was perhaps difficult to state that" most of the Governments expressed 
a preference". This preference would only be known later. . 

M. SEELIGER (Germany) could not agree with the remark made by M. Moderow. Paragraph u . 
was a statement of 'Yhat had taken place; it was undeniable that a very large majority had expressed 
a preference for fixmg the feast of Easter on the Sunday following the second Saturday in April. 

.. M. GAJARD? (Chile) did not agree that the expression ·~ most~· should be retained. In his 
opmwn, the entire Conference could not express a preference which was only that of a majority. 
It wo~d t~erefore b~ more exact to say that " during the discussion which took place in the 
Co-ordmatton Commtttee a great number of representatives, etc. " · 

M. POLITIS (G~eece) s~ared M. Seeliger's opinion; "a great number" wouid mean a nu~ber 
less than. the maJonty, whlle "mo~t" would mean a number larger than the majority. He had 
had the 1mpress10n m the Co-ordmation Committee that a very large majority had expressed 
a preference for the Sunday following the second Saturday in April. 

Sir John BALDWIN (Great Britain) proposed the expression " most of the Governments concerned. " 

d. M: CASTIAU (Belgium) proposed that the Conference should vote on the point under lSCUSS!On. 

f d ti. MOLLER (Czechoslovakia) asked what the position would be from a legal point of view 
0 e egates who would be called on to sign the declaration of the Conference without knowing 
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their ~ovemm~nts' view~. In particular, what would happen if a State whose representative 
had s1gned this declaratiOn · adopted a solution different from that recommended by the 
Conference ? · 

. The SECRETARY-GENERAL OF THE CONFERENCE drew attention to the fact that the differences 
?f opinion did not refer to. what was stated to ha~e occurred in the past, but to what would happen 
m the future : the text m1ght therefore be modified as follows : " Most of the representatives of 
the Governments at the Conference expressed a preference ... ", to which the preference would 
be added after it had been ascertained by a vote. 

M. SEELIGER (Germany) and M. BERTAUT (France) supported this suggestion. 

Sir John BALDWIN (Great Britain) could not agree. In a diplomatic conference, it was not 
wise to vote unless it was quite certain that agreement could not be reached. It frequently happened 
that Governments whose representatives had voted against a proposal felt subsequently obliged 
to continue to maintain their opposition. 

A further exchange of views took place between Mr. RIDDELL (Canada), M. Silvain DREYFUS 
(Fr~nce), M. SEELIGER (Germany) and M. DJOURITCHITCH (Yugoslavia), after which the PRESIDENT 
decided to suspend the meeting for a quarter of an hour so that a text might be drafted, which 
would satisfy all delegations. · · 

When the meeting was· resumed, the SECRETARY-GENERAL OF THE CONFERENCE read and 
commented on the following text, which was intended to replace the existing text of paragraphs to, 
II and 12 : 

" The General Conference, 
• • • • • • • • • • • • .. • • • • • • • • • • 0 • • • • • • • • • • • • • • • 

" Declares that the Governments whose representatives at. the Conference have voted 
for this declaration, or which inform the Secretary-General of the League of Nations before 
May xst, 1932, that they endorse this declaration, consider, from the economic and social· 
standpoint, that the common good calls for the stabilisation of movable feasts. 

·" As regards the day that might be selected for the feast of Easter, most of the 
Governments whose representatives have expressed any · opinion on the matter have 
pronounced in favour of the Sunday following the second Saturday in April. 

.'' The Council of the League of Nations is asked to bring this Act to the notice of the 
religious ;tuthorities concerned, expressing the hope at the same time that they will consider 
in the most favourable spirit what action they may take in the matter. The Council is also 
requested to notify the Governments invited to the Conference, before April 30th, 1933, 
of any views expressed by the religious authorities on this Act and on the action which they · 
may propose to take upon it. " 

He pointed out in particular that the words " this act " had been substituted for " this 
declaration " in the· last paragraph in order to make it clear that the entire text of the document 
was referred to. · · 

.· The text read by the Secretary-General of the Conference was adopted. 1 

Adoptio~ of the Act regarding the Economic and So.cial Aspects of the Stabilisation of Movable Feasts. 

A vote was then taken on the entire Act. 

The delegates of the foll~wing countries voted in favour of i~ adoption : Albania, Belgium, 
Canada, Chile, Czechoslovakia (a~ referendum}, Egypt, Estorua, Finland, Fr~nce Germany, 
Great Britain, Greece, Hungary~ Insh Free. State (ad. referendum), Italy, LatVIa, Lu:cemburg, 
Netherlands, Portugal, Roumania (ad referendum), Spam, Sweden (ad referendum), Switzerland, 
United States of America (ad referendum), Uruguay (ad referendum), Yugoslavia. 

The delegates of the f~llowing countries voted against. its adoption : Austria, Colombia. 

The delegates of the following countries abstained from voting : China, Free City of Danzig, 
Japan, Mexico, Norway, Poland, Siam, Turkey. 

The PRESIDENT declared the Act adopted by z6 votes (including 6 ad referendum) to z, with 
8 abstentions. 1 

1 The final ten is reproduced in document C.78s.M.38o.I931.Vlll. 
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Declaration by the British Delegation. 

Sir John BALDWIN (Gre11t Britain) stated tha~ if, after voting in fav~>Ur of the adoption of the 
Act with the main conclusions of which he was m agreement, he reframed, as he must do~ rof 
si 'in it, it was because the Government of the United Kindgom was ~ound by the. actio~ o 
P!:iia!ent, which had passed the Easter Act of 1928, and beca~se ce~am. of the cons1derat10ns 
which preceded the conclusions of the present Act were not apphcable m this case. · 

The PRESIDENT noted Sir John Baldwin's declaration. 

TIDRD MEETING. 

Held on October 19th, I9JI, at 3 p.m. 

President: M. A. DE VASCONCELLOS. 

III. STABILISATION OF MOVABLE FEASTS (continuation). 

Adoption of the Act regarding the Economic and Social Aspects of the Stabilisation of . 
Movable Feasts (continuation). 

The PRESIDENT informed the Conference that the Argentine delegation, absent when tht; 
vote was taken that morning, had informed him that if it had been present it would have abstained. 
The result of the vote therefore remained unchanged. 

IV. REPORT OF THE COMMITTEE FOR THE VERIFICATION OF CREDENTIALS. 

M. DE RUELLE (Belgium), Rapporteur, read his report (see Annex 7) to the effect that the 
delegates of nine countries had full powers issued by the head of the State, one delegation had 
full powers issued by the Ministry of Foreign Affairs, one country had a decree of the President 
of the Republic appointing delegates to the Conference, while the delegates of thirty-one countries 
were accredited by a letter or a telegram addressed to the Secretary-General of the League of 
Nations by the Minister for Foreign Affairs, by the Legation in Switzerland, by the Permanent 
Representative accredited to the League of Nations, or by a personal letter of credit. 

He added that the Credentials Committee had regarded a letter from the Minister for Foreign 
Affairs or some similar document as an essential minimum for all the work of the Conference, 
including the signature of the Final Act; The Committee had indicated separately the delegates 
who ha~ re~ived full powers from the Head of their St~te, because these had power to sign a 
conventton tf necessary. 

V. GENERAL REFoRM OF THE CALENDAR. 

Results of the Work of the Plenary Committee (continuation). 

The PRESIDENT proposed that the Conference should discuss the draft " survey " submitted 
by the Co-<?rdinatio,? Co~~tt~e point by point (see Annex 8). The Survey was not a formal 
document hke the Act which the Conference had voted that morning • it was merely the 
Conference's own report to the Council. ' 

Draft SuTf1ey of the Economic and Social Aspects of the Simplification of the Gregorian Calendar. 

Paragraph 1. 

M. MoRESCo (Netherlands) proposed " adoption " instead of " application " at the end 
of the first paragraph. · 
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Sir John BALDWIN (Great Britain) said that, after further refiection, he thought it would 
be preferable to delete the words " in the immediate future ", because that phrase might be taken 
to 1mply that the Conference was " almost unanimous " that, although the present time was 
not favourable for reform, should be adopted at some future time. As a matter of fact the minds 
of most delegations were still quite open on the question. ' 

Mr. MARVIN (United States of America) urged the maintenance ofthe text as it stood because 
it represented fairly the opinion of the Conference • 

. M. DJOURITCHITCH ~Yugosla':ia) agreed with Mr. Marvin. Surely the Conference did not 
des1re to pronounce agamst any Improvement of the calendar at some future date, especially 
as several Governments already desired the reform in order to satisfy ever-increasing economic 
needs existing in their countries. 

The SECRETARY-GENERAL OF. THE CoNFERENCE proposed as a compromise the phrase " for 
proceeding to a reform of the Gregorian calendar ". 

Sir John BALDWIN (Great Britain) replied that, although the suggestion made by the Secretary
General ~f the Conference did not give him entire satisfaction, he was prepared to accept it as a 
comprormse. 

M. SINIGALIA (Italy) could accept the Secretary-General's proposal if the words " to study " 
were inserted after the word " proceeding_ ". 

Sir John BALDWIN (Great Britain) thought that the word "reform" itself prejudged the 
question. Personally, he was not entirely convinced that re.form was necessary. 

Mr. MARVIN (United States of America) suggested that the Conference was forgetting ~he 
true aim of the survey. The survey was merely intended to provide an accurate reflection of the 
Conference's discussions. No useful purpose could be served by discussing every point in detail 
again. He had no precise instructions, but would state that the desire of the United States Govern
ment was to obtain definite information regarding the views of other Governments. It desired 
an impartial statement of those views. Personally, he believed that the present " survey " was 
a thoroughly impartial statement of the discussions and the most satisfactory document that 
could be obtained. He hoped that M. Sinigalia would not insist on his addition of the words 
" to study ". 

M. BERTAUT (France) agreed with Mr. Marvin. The document had been carefully drawn 
up by the Co-ordination Committee on the instructions of the Committee of the Conference, 
and represents a summary of the discussions. 

M. MARCHAND (Switzerland) suggested " simplification " instead of " reform " in the last 
sentence of the paragraph. The Swiss delegation could not agree with M. Sinigalia's proposal 

· to add the words " to study ". 

. · The SECRETARY-GENERAL OF THE CONFERENCE did not agree that the word "reform " prejudged 
the case. Some reforms were good and others not so good. On the other hand, there could be no 
objection to " simplification ". 

M. DJOURITCHITCH (Yugoslavia) urged that, as some forms of " simplification " might 
involve in certain cases - according to some opinions which had been expressed - complication, 
it would be better to leave " reform ". 

M. SEELIGER (Germany) suggested that, as the term " reform of the calendar " had been 
used at the outset, it would be very undesirable to alter that term now. 

M. KAYEL (Uruguay) agreed with M. Seeliger. 

M. · Silvain DREYFUS (France) suggested that as " simplification " occurred in the third line 
there was no need to repeat it in the last line. . 

The PRESIDENT suggested " modification " . 

M. Silvain DREYFUS (France) submitted that" modification"," simplification" or" reform" 
would be considered, in the present case, as synonymous. 

Sir John BALDWIN (Great Britain) could not agree. I.n E~glish," reform" impli~d a certain 
amount of improvement. In the present case, a .mod1fi~t10n of the calendar rmght be an 
improvement or it might not. He was not convmced e1ther way. He therefore favoured 
" modification ". · 

The Conference decided to substitute " modification " for " reform ", the sentence to read : " for 
proceeding to a modification of the· Gregorian calendar ". 
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Paragraph z. 

M. MARCHAND (Switzerland) thought that the " survey " weighed rather too h~avily, in 
paragraph 2, against a non-perpetual twelve-month. calendar, an~ rathe~ too much m favour 
of a non-perpetual thirteen-month calendar in paragraph 4· It d1d not, m fact, represent the 
true proportion of the Conference's opinion. In particular, the expression " a great number of 
delegations " was too strong. The phrase should be left absolutely vague, or else the exact number 
should be stated, as ascertained by a vote. 

In reply to the President,. M. Marchand added that he definitely wished a vote to be taken 
on that point. · 

M. VON HEIDENSTAM (Sweden) agreed that this paragraph seemed to be rather strongly worded: 
In any case, it left no place for what was the attitude .of the Swedish Government - namely, 
an entirely open mind on the subject. · 

The SECRETARY-GENERAL oF THE CoNFERENCE, in reply to M. von Heidenstam, proposed 
that a new paragraph should be added after paragraph I, saying that certain · delegat~ons 
expressed no definite opinion either way, but preserved an entirely open mind on the question. 

M. MOLLER (Czechoslovakia) seconded this proposal, which was adopted. 

The SECRETARY-GENERAL OF THE CONFERENCE, in reply to M. Marchand, pointed out that 
the Co-ordination Committee had already altered the expression " most delegations " . to " a 
great number ". Was there any doubt that the great majority of the delegations had felt that 
considerable difficulty would be encountered in breaking with established traditions? On the 
other hand, the Co-ordination Committee; in endeavouring to be absolutely impartial, had merely 
said with regard to the non-perpetual thirteen-month scheme : " It was suggested to the Con
ference ... " 

M. SINIGALIA (Italy) observed that the provisional text had been drafted solely on the basis 
of the impressions of the Co-ordination Committee, after hearing a number of speeches on the 
same scheme. It should be remembered, however, that the several speakers had spoken on more than 
one occasion, whereas many delegations had expressed no opinion at all. Hence the origin of 
these impressions. On reading the Minutes after the Co-ordination Committee had completed 
its work, he noted that ten delegations had said that they could express no opinion whatever 
with regard to the thirteen-month scheme - apart from that, only five delegations had expressed 
a favourable opinion, and five delegations the contrary view. As, in the fourth paragraph, a definite 
number, " two delegations ", was ·mentioned, it would be preferable to be equally accurate in 
this case and state the exact number of delegations which had expressed a definite _view. 

M. SEELIGER (Germany) pointed out that, although several delegations had not expressed 
any opinion.in fav:our of or against a twelve-month or thirteen-month scheme respectively, they 
had said that, once any reform was undertaken, that reform should be thorough. It would be 
desirable to ascertain by a vote how many delegations held that view. 

Sir John BALDWIN {Great Britain) agreed with the Swiss delegate that the statement as it 
stood did not seem to be quite fair. The expression " it was suggested " did seem to imply that 
some delegations at least were more in favour of a thirteen-month non-perpetual calendar. If 
the two plans were to be compared, they should be compared in exactly the same way. 

M. DE CASTRO BoNEL (Spain) pointed out that a quite definite proposal had been made by 
the German delegate, on which the Conference ought to vote. 

Mr. MARV~N (United States of America) suggested that the Conference ought not to draw 
comparisons between the various paragraphs of the " survey ". The " survey " merely attempted 
to state impartially the various facts. Was it not a fact that all were agreed that a change would 
disturb century-old habit§ ? 

He would like to see the paragraph maintained in its present wording, though a vote might 
be taken to establish the actual feelings of the Conference on each stated fact. 

M. MOLLER (Czechoslovakia) proposed that the text of paragraph 2 might stop at the words 
" defects of the present calendar ", without giving any examples. 

(The meeting was suspended for a quarter of an hour). 

The SECRETARY-GENERAL OF THE CONFERENCE, assuming that the Conference accepted the 
first se';ltence, proposed that the text should, after the vote had been taken indicate that " 
delegatiOns were of opinion that, for instance, a mere equalisation . ·. • " ' · · · 

M. SINIGALIA (Italy), like his Swiss and Czechoslovak colleagues recommended that the 
sentence should stop at the words " defects of the present calendar ". ' 

b Tkhe PRESIDENT replied that, as a formal request had been made for a vote the vote must 
eta en. • 
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M. SINIGALIA (Italy) was of opinion that a vote would be useless as proving nothing at all. 

M. POLITIS (Greece) said he, must insist upon the closui:e and that the vote should·be taken. 

. The vote was first taken on the Swiss, Italian and Czechoslovak proposal that everything 
m Paragraph 2 should be deleted after the words " defects of the present calendar ". 

The motion was lost by fourteen votes to six. 

On the second point - i.e., the number of delegations which had expressed an opinion -
M. SINIGALIA insisted on a vote by roll-call .. · 

~Ieven delegations replied " Yes ", four delegations replied " No ", and nineteen delegations 
abstamed. 1 

M. SINIGALIA (Italy) asked whether the Colombian delegate had ·given any indication as to 
which way he would vote. 

Th~ _SEC.:RETARY-GENERAL OF THE CoNFERENCE replied that he had said that he voted against 
the stab1hsat1on of Easter and any calendar reform, but he did not think that he (the Secretary
General) was entitled to interpret the Colombian delegate's intentions in this particular instance. 

. ¥· CIUNTU (Roumania) suggested that the Conference was following a wise procedure. Was 
~t senously proposed. that the Conferenc~ should vote in this way on each separate paragraph 
m the survey? In h1s own case, abstentiOn merely meant that he had no definite view one way 
or the other. 

Sir John BALDWIN (Great Britain) agreed with M. Ciuntu. The vote which had just been 
taken would not be of any help to Governments in forming an opinion. He himself had not 
been able to do anything else but abstain, because if he had said "Yes" that would have implied 
that he agreed there were advan~ages, and if he had said "No" that would have implied that he 
agreed there were no advantages. As far as he was concerned, neither of these implications 
would have been true. 

. The PRESIDENT understood as a result of these declarations that the Conference decided not 
to vote on the other points. 

M. SrNIGALIA (Italy) was very glad that this decision was in conformity with the opinion 
which he had already expressed. · 

M. SEELIGER (Germany) observed that one effect of the vote was to show that the expression 
" a great number " was inaccurate. The proper term would be " some delegates. " 

Mr. RIDDELL (Canada) was glad that the Conference had decided to avoid taking a vote on 
each point. Mter all, the survey merely attempted to sum up the various views expressed. He 
quite realised, however, that, as the Conference had decided to vote, no other course was open 
to the President. 

M. DJOURITCHITCH (Yugoslavia) recalled that the Co-ordination Committee had looked 
upon the vote as a test, in the event of any objections being raised in the Conference as to the 

f . . h " " " rt . b " t d b h accuracy o certam expressiOns! sue as .m?st , a. c~ am num er .• e c., propose y t e 
Committee. In accordance w1th the maJonty of op1ruons expressed m the Conference, the 
expediency of an immediate reform had been set aside ; but care must be taken that the positive 

. result which had been obtained should not be annulled owing to the abstention of a large part 
of that majority. He proposed that, if the Conference wera decided to disc.uss the meaning of the 
vote a small drafting committee should be set up to embody the results m a text. It would be 
bett~r, however, to decide on the text henceforward. 

Sir John BALDWiN (Great Britain) pointed out that the only useful indication given by the 
vote was afforded by the number of ·abstentions. . 

The SECRETARY-GENERAL OF THE CONFERENCE suggested that the Conference should agree 
that the result of the firs~ vote was that the whole sentence should be retained, and, of the second 

1 The delegations which replied" Yes "wer_e as follows :Argentine, Canada, Germat!y, Greece, Hungary, 
Latvia, Portugal, Spain, United States of Amenca (ad referendum}, Uruguay, Yugoslavta. 

The delegations which replied " No " were : Belgium, Czechoslovakia, Italy, Switzerland. 
The delegations which abstained were : Austria, Grea~ Britain, Chile, China, Free City of Danzi~, Egypt, 

Estonia, Finland, France, India, Japan, Luxemburg, Mextco, Norway, Netherlands, Poland, Rownarua, S1am, 

SwedTh~ following delegations were absent : Albania, Bulgaria, Colombia, Cuba, Irish Free Stata, Lithuania, 
Peru. 
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vote, that the number of delegations in favour or against should be inserted in the blank space 
left in his proposal for the purpose. 

This was agreed to. 

On the proposal of the FRENCH DELEGATION, the following sentence was added to Paragraph 2 : 

" A great number of delegations expressed the opinion that any reform of the calendar 
could only be put into practice if it came into force simulta~eously throughout the world, 
or at least in a very great majority of States, and it was for th1s reaso!l th~~ the study of the 
question had been placed under the auspices of the League of Nat10ns . 

Paragraph 3· 

M. CIUNTU (Roumania) felt that it was incorrect to say that " most delegations thought that ", 
the fact being that most delegations had no final opinion on the subject. 

M. SINIGALIA (Italy) agreed. As he had pointed o~t before, only five delegations had spoken 
in favour and five ag~inst. 

The SECRETARY-GENERAL OF THE CONFERENCE observed that it had never been the intention 
.of the authors of the draft to sort out the various partisans. He suggested as an alternative phrase, 
" some delegations thought ... but it was also held ... " 

M. SINIGALIA (Italy) could not accept this wording, which would imply that the whole 
Conference had held definite views either one way or the other - which was not the case. 

M. SEELIGER (Germany) said he could not underst~nd how members of the Co-ordination 
Committee, which had taken great pains to make the survey as objective as possible, could now 
wish to bring all these details into discussion again. If the majority of the Conference objected · 
to the word " most " that word should be deleted. All subsequent observations in the survey 
were qualified by the statement in the first paragraph .that the Conference did not regard calendar 
reform as feasible at present. 

The SECRETARY-GENERAL OF THE CoNFERENCE observed that, in making any change, the 
Conference should bear 'in mind that the Co-ordination Committee's text had meant that the 
same delegations held the views set out in the survey both as regarded the thirteen-month and the 
twelve-month calendar. ·. 

M. Silvain DREYFUS (France) suggested the following text in order to avoid the difficulty : 
" it was pointed out . . . on the other hand that ... " ' 

This suggestion was approved. 

Paragraph 4· _ 

M. MARCHAND (Switzerland) thought the expression "if not impossible " was too strong. 
The Conference coJ!ld not now express an opinion as to what might be possible in the future. 
The survey emphasised negative opinions, but rather neglected positive opinions. He proposed 
that they should insert a phrase to the effect that many delegations had emphasised the positive -
advantages of a perpetual calendar; 

. The SECRETARY-G_ENERAL ?F THE. CONFERENCE replied that the words " if not impossible " 
d1d not mean that act10n was 1mposs1ble. If a strong movement occurred the situation would 
change. 

M. MARCHA~D (Switze~land) _submitt~d an additional phrase to the effect that " the drawbacks 
from the econom1c and soc!al p~mts of v1ew which wo~d be suffered by a minority as a result 
of ~ef?rm should not prevail agamst the advantages wh1ch such a reform might have for a large 
~Jonty ". -

~- BE_RTAUT (~ranee) P?i~ted out that, _if the Conference adopted this amendment, it would 
be gomg nght outs1de the luruts of the social and economic aspects of calendar reform. 

" M: MA~~HAND (Switz~r!and) replied' that the survey had already done so by referring to 
. ~rtam reh~:ous com!llumtles ". He suggested that his amendment was really well within the 

hrmts of th~ econom1c and social aspects " of the question. 

When put to the voie, the Swiss delegation's proposal was rejected by sixteen votes to four. 

F. .. The Conferen;ce agreed toM. Sinigalia's pr~posal that" some delegations" should be substituted 
,QT two delegatwns ". 

On the proposal of the FRENcH DI!LEGATION, the words " in the same. year " were added at 
the end of the last 1entence of paragraph 4· 
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Paragraphs 5 and 6.' 

These paragraphs were adopted with one or two minor drafting changes. 

Adoption of the Survey of the Economic and Social Aspects of the Simplification of the Gregorian 
Calendar. 

The PRESIDENT then put the whole document to the vote. 

The delegations voted by roll-call. 

There voted in favour, 27 deiegations; 1 delegation voted against; 4 delegations abstained. 

· Sir John BALDWIN (Great Britain) ·expressed his opinion that the survey now gave a very 
fair and accurate summary of the discussions,t although it obviously could not satisfy the individual 
wishes of all delegations. He thanked the President for the fairness, ability, patience and impar
tiality with which he had presided over the meetings. He also wished to thank the Secretary-General 
of the Conference and the Secretariat for their very valuable services. 

On the proposal of the CHAIRMAN, it was decided to annex to the Minutes a communication 
received from the World Calendar Association containing a statement made by Mr. Gandhi on the 
question of calendar reform (see Annex 9). 

1 The final test is reproduced in document C.78s.M.J8o.I9JI.Vlll. 
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ANNEX 1. 

[4th C.G.C.T.s] 

PROPOSALS BY THE PRESIDEN! RELATING TO PROCEDURE. 

In order to facilitate the discussion, the· Conference will perhaps permit me tCJ make a few 
suggestions in regard to procedure. 

I would first remind the Conference that the Preparatory Committee suggested that the 
Conference should examine separately and consecutively the questions of the ecdnomic and 
social aspects of the stabilisation of Easter and the economic and social aspects of the ge~eral 
reform of the "calendar. As regards the general reform of the calendar, the Preparato~ Committee 
considered it desirable that the following points should be discussed separately and m the. order 
g1ven : 

( 1) The disadvantages of the present calendar ; 
(z) The principle of the establishment of the _perpe~ual _calendar and t?e :espective 

merits of the perpetual calendar and of the calendar mvolvmg s1mply the equahsat10n of the 
quarters without the introduction of supplementary days ; 

(3) The respective advantages and disadvantages of the two definite plans for a perpetual 
calendar - i.e., a year of thirteen months and a year of twelve months. 

' . ' . 

Lastly, the Preparatory Committee considered that it would be advantageous fdr the 
Conference during its discussions to distinguish between two groups of questions - namely, 
those relating to the desirability of the reform of the calendar either in general or according to 
some particular plan, and those questions concerning the possibility of the immediate introduction 
of the reform. · 

Consequently, I will first ask the Conference sitting in Committee whether it agrees to adopt 
this procedure. I would also, however, suggest that the definite discussions mentioned by the 
Preparatory Committee should be preceded by a short general discussion during which both 
the Government delegations and the delegations of authorities or organisations participating 
in the Conference might submit any statements which they might wish to make. This general 
discussion might be opened at the meeting of the afternoon of October 12th. It is to be hoped 
that the statements made will be short enough to enable the general discussion to be concluded 
at the following meeting. The special discussion of the question of the economic and social 
aspects of the stabilisation of Easter would thus begin at the latest on the afternoon of October 13th. 

If the general discussion is limited in this way, the Conference will no doubt be prepared 
to accept statements submitted on behalf of one or other of the international or national 
authorities or organisations, a list of which has been communicated to the Conference and which 
would thus be associated in the Conference's work under the conditions specified in that list.' 
Those authorities or organisations will not take any subsequent part in the discussion unless a 
special request to this effect is made by them to the President and submitted by the latter to 
the Conference. It is understood that, as regards the representatives of organs which have 
participated in the preparatory work for the Conference and the organs invited to be represented 
in an advisory capacity under the conditions laid down in the Statute of the Communications 
and Transit Organisation, the practice of previous Conferences will be followed. 

ANNEX 2. 

REPLY BY THE HOLY SEE TO THE INVITATION TO SEND A 
REPRESENTATIVE TO THE CONFERENCE. 

SECRETAEUAT OF STATE 
oF Hrs HoLINESs. 

Vatican City, October 8th, 1931. 

I ha:ve the honour to acknowledge receipt of your note in which you were good enough to 
commumcate to me the text of a letter from the· Chairman of the Preparatory Committee of the 
Fou~h Ge~era} Conference on Communications and Transit, the agenda of which includes 
~he examma~10n ?f ~he expediency from an economic and social standpoint of fixing movable 
1easts and of s1mphfymg the Gregorian calendar. " 

1 
See document C.78s.M.J80.I9JI.VIII. 



-· 49 -· 

The Secretariat of State has already informed you, through the Apostolic Nunciature at 
Bern~, that the Ho!y See regrets its inability to change its point of view already stated on several 
oc~as~ons an~ partic~ar!y in ~gr. Maglione's note of March 7th, 19;4, to your Excellency on 
a s~n_illar subject, which Is, particularly as regards the fixing of the date of Easter of an eminently 
rehg10~s c~aracter and therefo~e within its own province. For these reasons, the Holy See does 
not thmk It necessary to appomt an observer to attend the proceedings of the Conference. 

(Signed) Cardinal PACELLI. 

ANNEX 3. 
[4th C.G.C.T.z] 

.REPORT OF THE PREPARATORY COMMITTEE 
adopted on June 13th, 1931. 1 

SECTION I~ - Terms of Reference of the Preparatory Committee and Scope of the 
Discussions in the Conference . . . . . . . . . . . . . . . . . . . . . . . 

SECTION 2. -"Fixing of. Movable Feasts : 

· ·A.· Inconveniences of the Present Situation and Plans for Reform 
B. State of Public Opinion . . . . . . . . . . . . . . . 
C. Information received as to the Attitude of Religious Authorities. 

SECTION 3·'- General Reform of the Calendar : 

A· Disadvantages of the Present Calendar and Schemes for Reform 
B~ State of Public Opinion . . . . . . 

· C. Attitude of the Religious Authorities . . . ·. . . 

SECTION 4· - Procedure of the Fourth General Conference . 

Analytical Table . . . . . . . . . . . . . . . . . . . . 

Section 1. 

':r:ERMS OF REFERENCE OF THE PREPARATORY COMMITTEE . 
. AND SCOPE OF THE DISCUSSIONS IN THE CONFERENCE. 
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61 
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1. At the request of the Advisory and Technical Committee for Communications and 
Transit, the Council of the League of Nations has placed on the agenda of the fourth General 
Conference on Communications and Transit the following question : 

Examination of the Expediency from an Economic and Social Standpoint 

(a) Of fixing movable feasts, 
(b) Of simplifying the Gregorian c;alendar. 

2. To assist the Conference in itS work, the Advisory and Technical Committee appointed 
this Committee with instructions to draw up a general report summarising the results of the 
enquiries made in the several countries into the problems submitted to the Conference, specifying 
the questions which the Conference would have to discuss and placing before it, as regards both 
its procedure and the actual subjects submitted for discussion, any suggestions that might facilitate 
its work. · 

3. As the Governments invited to the Conference are aware, questions relating to calendar 
reform have already been. reported on by a Special Committee set up by the Advisory and 
Technical Committee for Communications and Transit (document A.JJ.Igz6.VIII). This 

1 The report of the Preparatory Committee has bee? completed with informat:o~ from the reports of 
national committees, received between the end of the sesston of the Preparatory Comnnttee and the end of 
the session of the Fourth General Conference. 
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Special. Committee had carried out specific enquiries concerning the fixing of what are at present 
movable feasts; as regards, however, the more general ques~ion of the possibility of establishing 
a perpetual ~en dar, so as to admit of m?re exact .companson be~":een years and between the 
different penods of any one year, the Spectal Commtttee was of optmon that, before there could 
be any international examination of the question, it was necessary to institute a more complete 
enquiry among repr~sentatives of the various int;rests co~cerned within. the indiyi~ual countries. 
For this reason, nat10nal commtttees or unoffictal comnnttees of enqmry, conststmg of persons 
representative of the various interests concerned, have been constituted in the majority · of 
countries. 

4. At the date when this Preparatory Committee met, the reports of . the- follow_ing. 
Committees had been received by the Secretary-General of the League of Nations : Belgtan, 
Brazilian, British, French, German, Hungarian, Italian, Netherlands, Polish, Portuguese, Swedish, 
Swiss, United States of America, as well as a telegraphic communication from the Czechoslovak 
Committee. 

The Preparatory Committee has been able to take into consideration the views expressed 
in these reports. The Committee has also received additional oral information from its members 
as to the work done in their respective countries and the state of public opinion there. Further
more, with reference to the fixing of movable feasts, it has had before it the results of the enquiry 
undertaken by the Special Committee referred to above. 

5. The Preparatory Committee sat at Geneva from June 8th to IJth, under the chairman
ship of M. Djouritchitch, former Director-Geneml of the Yugoslav State Railways and a member 
of the Advisory and Technical Committee. The Chairman was appointed by the latter Committee. 
It comprised the following : 

Professor Giuseppe ARMELLINI, Director of The Royal Astronomical Observatory at Rome, 
Rapporteur of the Italian National Committee on Calendar Reform; 

M. Andre F. BERTAUT, Member of the Paris Chamber of Commerce, Member of the 
Permanent Committee of the French National Economic Council; 

Professor Honorato DE CASTRO, Director-General of the Geographical; Cadastral and 
Statistical Institute, Madrid, nominated by the Spanish National Committee on 
Calendar Reform ; 

M. Rudolf FERNEGG, Secretary-General of the German Industrial Federation in Czecho
slovakia, Member of the Czechoslovak National Committee on Calendar Reform; 

Captain Abel FoNTOURA DA CosTA, Professor at the Naval School, Lisbon, Chairman of 
the Portuguese National Committee on Calendar Reform ; 

M. T. KoBAYASHI, Secretary at the Japanese Ministry of Communications (Observer); 
Dr. Charles F. MARVIN, United States Weather Bureau, Department of Agriculture, 

Washington, U.S.A., Vice-Chairman of the United States National Committee on 
Calendar Simplification ;• · · 

Count Paul MORSTIN, Counsellor of Legation at the Permanent Delegation of Poland accredited 
to the League of Nations (Observer) ; . 

Dr. Hans PLATZER, Director at the Statistical Office of the Reich, Vice-Chairman of the 
German National Committee on Calendar Reform; · · · 

M. Honorio RoiGT, Publicist, nominated by the Argentine National Committee on Calendar 
Reform; 

Sir· Amhers~ SELBY-BIGGE, Bart., ~:C.B., formerly Permanent Secretary to the Board of 
Educat10n? Member of the Bnttsh · Calendar Reforlll: <;ommittee of Enquiry ; 

M. E. R. SJOSTRAND, Counsellor at the Central Adnnmstration on· Social Questions · 
Permanent Representative of the Swedish Government at the International Labou; 
Office; 

M. Affonso A. DE VASCONCELLOS, nominated by the Brazilian National Committee on 
Calendar Reform ; 

M. Yassa U. YovANOVITCH, Vice-Chairman of the Chamber of Industry Belgrade Chairman 
of the Yugoslav National Committee on Calendar Reform. ' ' 

Also pre~ent was M. STE.UE~AGEL, Director of the. R~ilway Compimy of the Reich, member 
of the .Co~mtttee for the Umficatton ?f .Transport Stattsttcs of the Communications and Transit 
Or~amsat10n an~ member of the Statlsttcal Sub-Committee of the International Railway Union 
which had prev10usly conducted an enquiry into the calendar question. 

6. At their own request, the following gave evidence before the Committee : 

The Chief Rabbi Israel LEVI, President of the Israelite Committee concerning the Reform 
of the Calendar ; 

Dr. HERTZ, Chief Rabbi of. the United Hebrew Congregations of the British Empire: 
Rev. Dr. M. HYAMSON, Prestdent of the League for Safeguarding the Fixity of the Sabbath; 

1 
The National Committee of the United States of America proposes that th d" f th 

vernal eq';'ffi<?x and the adop~ion of an improved leap year rule be exarhined by th: ~ J~tmGnt o I Ce d~te for the 
Commumcauons and Trans1t. A document giving the views of the N . 1 C 1!0 eno;ra on.erence on 
published separately. [Document 4th C.G.C.T. 1. (Vol. I), Suppleme':].na omrruttee on this subject has been 
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Dr. Pinchas KoHN, delegate of the " Agudas Jisroel " 
Dr. F. LEWENSTEIN, Chief Rabbi, Zurich; 
Professor Adolf KELLER, Secretary-General of the <Ecumenical Council for Practical 

Christianism ; · 
Mr. A. S. MAXWELL and Mr. L. H. CHRISTIAN, nominated by the General Conference of 

Seventh-Day Adventists; 
Miss AcHELIS, President of the World Calendar Association; 
Mr. Broughton RICHMOND, Secretary of the International Calendar Association; 
Mr. Moses B. CoTSWORTH, Director of the International Fixed Calendar League. 

7. The Committee felt that, as its members did not represent the Governments of their 
respective countries and did not look upon themselves as the spokesmen of the whole public 
opinion of those countries, it could not possibly express any preference or offer any opinion on 
such problems as may become controversial in the Conference. The delegates at the latter are 
alone competent to express with authority the views of the nations which they represent. The 
Committee held that this report should merely put before the Conference a systematic summary 
of the questions with which the latter wot!ld have to deal and the ideas advanced, more particularly 
in the report of national committees on those questions, and submit to the Conference any 
suggestions the Committee might think desirable as to the Conference~s procedure. 

8. The Preparatory Committee would remind the Conference that, in the view of the 
Advisory and Technical Committee, which requested the Council to place on the Conference's 
agenda the questions relating to the fixing of movable feasts and the simplification of the Gregorian 
calendar, questions of an essentially religious character which may arise out of the discussion 
of such matters should be left entirely to the decision of the religious authorities concerned. 
The Conference would be called upon simply to co-ordinate and sanction the views of the various 
lay circles concerned, by placing on record the opinion of Governments from a purely economic 
and social standpoint. The Committee has adhered to this principle. While its enquiries might 
cover the possible effects of any particular proposed reform on the economic and social life of 
certain religious communities, the Committee felt that neither it nor the Conference itself had 
any authority to consider whether any particular proposed reform was incompatible with any 
particular religious belief. 

Section 2. 

FIXING OF MOVABLE FEASTS. 

A. INCONVENIENCES OF THE PRESENT SITUATION AND PLANS FOR REFORM. 

9. · The report of the Special Committee of Enquiry into the Reform of the Calendar 
(document A.JJ.I926.VIII) gives a general survey of the disadvantages of the non-fixity of Easter 
and the other movable feasts. The date of Easter varies at present between March zznd and 
April 25th - i.e., ov~r a perio~ of thirty-five ~ays, and _involves a corresp~ndi~g displa~ell?'e.nt 
of other movable festivals. Th1s causes many mconvemences. School, umvers1ty and JUdicial 
work and commercial interests, including those relating to transport, are particularly affected. 
The beginning of the scholastic year and ~o~e .of its ho!i~ays a_re ~ed, wh~reas others are moyable. 
The same disadvantages apply to the JUdicial, adm1mstrat1ve, mdustnal or popular hohdays. 
Many commercial _transactions and the tra!lsport. services <;onnected . with _them ~re seve~ally 
prejudiced by the changing date of Easter; m particular, busmess deahng. Wl!h textiles, articles 
of fashion and the hotel-keeping industry. In a general way, the orgamsauon of traffic and 
transport is disturbed by the changing da!e of Easter. . . . . . . 

While the Special Committee of Enqu1ry felt that no dec1s1on ~m wh~t IS ess~~tlally a rehg!o_us 
question was practicable without an agreement among the vanous h1~h rehg1ous authontles 
concerned, it suggested that East~r should be ~xed for the Sunday followmg the second Saturday 
in April Naturally if the question of Easter 1s separated from that of the general reform of the 
calenda; or to be ~ore accurate, that of establishing a perpetual calendar, the term " fixing " 
in the strict sense of the word could not be applied to the reform scheme ; the expression 
" stabilisation " is the only correct term, because, if the cale~dar is no~ perpetu~l and if, _as is 
almost universally considered, Easter must fall on a Sunday, 1ts date will unavoidably oscillate 
within a seven-day period. 

B. STATE OF PUBLIC OPINION. 

10. With regard to the stabilisation of movable fea~ts, the ~pecial Co~~ttee of En9ui_ry 
had already sought information from Gove~nments an~ mternauonal orgamsat10ns and, m Its 
opinion, this information led to very defimte conclusions. 

11 The Special Committee consulted the International Chamber ?f Co~merce which, 
in Mar~h 1923, adopted the following resolution confirmed by the resoluuon of Its subsequent 
Congress in 1925 : · · 
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" Whereas the Chambers of Commerce have repeatedly a~serted both severally and 
collectively at different Congresses and Conferences that the adoptiOn of a fi_xed date for Easter 
would be in the general interest the Congress supports the recommendatiOn of the London 
Chamber of Commerce and exp;esses the hope that the International Chamber of Commerce 
will take all necessary steps to bring about this long overdue reform. " · 

The Congress held in Amsterdam in 1929 adopted the following resolution.: 

" The International Chamber of Commerce, earnestly desiring that the date of Eas~er 
should be fixed without delay and that the calendar should be reformed, reaffirms at 1ts 
fifth congress in Amsterdam its previous resolutions at the first congress at London, 1921, 
the second congress at Rome, 1923, and the third congress at Brussels, 1925. 

" The Chamber notes with satisfaction that several nations at the instance of the League 
of Nations have organised special committees to study calendar improvement and the fixing 
of Easter. 

" The Chamber urges that othernations should folfow that same practical course and 
that the League should convene an International Conference to secure without further 
delay the improvement for which the world's commerce has so often asked. " 

12. The Special Committee also collected information from all the administra~ions whi~h 
are members of the International Railway Union. The railways of Czechoslovakia, Estoma, 
France, Germany, Great Britain, Greece, Hungary, Luxemburg, ~oland, Spain (Madrid:~ara~ossa
Alicante), Switzerland and the Oriental railwa~s pronou!lced m favo1;1r of ~h~ stab~1sa~10n of 
Easter. Since the close of the work of the Special Committee of EnqUlry, th1s mvest1gat10n has· 
been continued by the International Railway Union. 

The Union, of which all the principal European railway administrations and certain others 
are members, arrived at the following conclusions : If all the public holidays were fixed, the 
preparations for working and traffi,c on those holidays_ could be more regularly and simply m~de ; 
Whitsuntide would always come under the summer time-table and not, as at present, sometimes 
before and sometimes after the change of time-table. Nearly all the administrations affected 
by the non-fixity of Easter think that the date should be fixed, and those which are not affected 
raise no objection. The administrations which are members of the International Railway Union 
are in favour of Easter being fixed on the Sunday following the second Saturday in April. 

13. The Special Committee thought it particularly important to obtain on this question, 
in as many countries as possible, the views of persons concerned with education. A circular 
was accordingly sent to Governments. A great majority of Governments and educational 
authorities pronounced strongly in favour of the principle of stabilisation. In particular, secondary 
school authorities were of opinion that the stabilisation of Easter offered large advantages, inasmuch 
as the curricula could remain unchanged from year to year and the school terms could be more 
satisfactorily distributed over the year. 

Certain Governments stated that, in their view, the principle of fixity or stabili,sation was 
entirely a matter for the religious authorities to decide. The German Government, referring 
to a previous reply in favour of stabilisation, said that, before giving its opinion, it had consulted 
the various circles affected, including education authorities. The proposal for stabilisation had 
also been approved by the Governments of all the countries of the German Reich. The Danish 
Government said that, while the question presented no great importance for institutions of 
higher education, the inspectors of secondary schools most strongly recommended the stabilisation 
of E~ter in view of its effect on curricula and holidays. Similar views were expressed by the 
Estoman and Spanish Education Departments, the Ministries of Education of Finland and 
France, and the Governments of ·Canada, Czechoslovakia, Greece, India, the Netherlands, New 
Zealand, Roumania, Sweden and Switzerland. 

14. The same general demand for the stabilisation of Easter is found in the reports received 
by the Preparatory Committee from most nation~ committees. According to· the German 
Committee's report, the n~cessity of stabilising Easter is unanimously recognised in Germany, 
even by those who are not m favour of a more extensive reform. This question is regarded as of 
the first importan~e and it is felt that it must be settled even if a ge.p.eral reform cannot be carried 
t!uough. In Austna the F~deral Department of Railways gave an opinion in favour of the stabilisa
tiOn of Easter. T~e Belgtan Committee unanimously pronounces in favour of fixing Easter on 
the Sunday foll?WIDg the second Saturday in April. As the Cuban National Committee has 
expressed Itself m favour of a ~ed cal~ndar of thirteen months, as proposed by Mr. Cotsworth, 
Easter :w~uld be fixed on Ap~Il I sth m the new calendar (corresponding to April 9th in the 
Gregonan Calendar). The Umted States Committee finds opinion favourable for a fixed Easter. 

~5.. The Spanish ~ation~l Committee finds that the advocates of a fixed Easter are in 
a InaJOnty. To the quest10nnaue sent out by the Spanish Committee, s76 replies are in favour 
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and I 74 are . against. .I~ a large number of replies, it is urged that the question be settled in 
agreell_lent Wlth the reltgtous authorities. As to the date, the majority are in favour of the Sunday 
followmg t~e second Saturday in April. 

Accor?~ng. to the Frenc~ Committee's report, French opinion is particularly favourable 
to the stabt!I~atwn of Easter ; mdeed, opinion is unanimous on this point. Religious circles refer 
to t~e. dec~siOn~ of religious authorities, scientific circles raise no objection, ·economic and 
adin_Ims~rative ctrcles do not merely approve the suggestion but urge that it should be speedily 
earned mto effect, whether or not they are in favour of a general reform of the calendar, and all 
reque~t that Easter should be fixed on the second Sunday in April. The Committee accordingly 
subnutted to the Fre~ch Government an opinion entirely favourable to the stabilisation of 
E~ster and .e;cpressed the desire that every effort should be made to carry out this suggestion 
wttho~t waiting for a general reform of the calendar. 

16. According to the British Committee's report, public opinion in Great Britain attaches 
!~lore importance to this question than to any of the other' changes that calendar reform would 
mvolve. Any scheme that did not include this stabilisation would be badly received and if the 
other proposed changes are to be seriously considered, it is important that the public should 
have an assurance that the reform in connection with the movable feasts will be carried through. 
Moreover, an Act of Parliament was passed in 1928 fixing the date of Easter on the first Sunday 
after the second Saturday in April. This Act was to come into effect on a date to be fixed by 
Order-in-Council. It provided for a draft order to be submitted to both Houses and approved 
by them. Before the draft order was framed, consideration was to be given to the official views 
expressed by any Christian church or institution. 

The Greek National Committee recommends the stabilisation of Easter without indicating 
its preference for any given date. • 

The Hungarian National Committee held that the only question it was desirable to settle 
was that of the fixing of Easter and the other movable feasts. The Italian Committee, being opposed 
to a general reform of the calendar, expressed itself disinterested in the question of the stabilisation 
of Easter and preferred to abide by the decisions of the Roman Catholic Church. 

17. The Netherlands National Committee's report advocates the fixing of Easter between 
April 8th and 15th - i.e., either on the second Sunday or on the Sunday following the second 
Saturday in April. The Portuguese Committee is of opinion that, with regard to the stabilisation 
of Easter, the Portuguese public would accept the decision of the Holy See and of the other 
competent religious authorities. 

18. According to the Swedish Committee's report, Swedish opinion generally seems 
favourable to the scheme for the stabilisation of Easter. With regard to the date it agrees to the 
Sunday following the second Saturday in April. The Swiss National Committee considers that 
the stabilisation of Easter should be carried out whether in conjunction with the reform of the 
calendar or independently ; it regards the Sunday following the second Saturday in April as 
the best date. The Polish National Committee also expresses itself in favou'r of th~ stabilisation 
of Easter but suggests, in view of the Polish climate, that Easter should be fixed on the Sunday 
following the third Saturday in April. 

19. The Czechoslovak National Committee proposes the stabilisation of Easter round 
about April 15th. This question has attracted the special attention of the Czechoslovak Chambers 
of Commerce and Industry and has. been discussed in _great .detail. . . . . 

The Yugoslav National Comm1ttee also declares 1tself m favour e1ther of the stab1hsatiOn 
or of the fixing of Easter without. indicating. its prefe!e!lce f?r any ~iven date .. The ~ommittee 
has conducted an enquiry embracmg the vanous admmistratlve, soctal, economic and mtellectual 
interests, and the replies received have been unanimous on this point. 

C. INFORMATION RECEIVED AS TO THE ATTITUDE OF RELIGIOUS AUTHORITIES, 

20. At the close of its work, the Special Committee of Enquiry stated that the stabilisation 
of Easter was a reform on which the Christian religious communities would have to pronounce 
before anything decisive could be done. 

21. On November znd, 1923, at the request of the Advisory an~ .Technical ~?mmittc:e 
for Communications and Transit, a circular letter was se.nt out to the reh~tous auth~nties .. T.his 
circular referred to the resolution adopted by the Advisory and. Techmcal Com~Ittee, st.ttmg 
in conjunction with persons appointed by the Holy See, by Hts H?hness the <Ecu.memcal Patnarch 
and by His Grace the Archbishop of Canterbury. The resolutiOn stated that tt was clear from 
the declarations made : 

(I) That, from the point of view of d?gma, strictly speaking, tlie idea of the r~form 
of the calendar, both with regard to the fixmg of E~ster .and t~e more general quest.ton of 
the reform of the Gregorian calendar, did not meet With difficulties that could be considered 

insuperable ; 
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(:z) That, in the opinion of all, no reform of t~e c~lendar a~d, in pa~i~ular, no decision 
regarding the fixing of Easter - a question wh.1ch 1s. essen~u1!ly a rehg'?l;IS one - wa~ 
practicable without an agreement between the vanous h1gh rehgwus authontles concerned , 

(3) That any disturbances in existing traditions, such as are inv~lved by a reform, 
would not be justifiable and acceptable unless ~uch changes ~ere de~mtely demanded by 
public opinion for the improvement of public hfe and economiC relations .. 

22. I~ reply to a circular letter, the Holy See, by means of ll; lette~ dated March 7th, 1924, 
from the Apostolic Nuncio at Berne, stated that any ~hange.s wh1ch m1ght. be ma~e as regards 
the fixing of Easter, though they would meet with no ddficultles from. t~e pomt of VI~W o! dogma, 
would nevertheless involve the abandonment of deeply rooted trad1t10ns. from wh1ch It _would 
be neither legitimate nor desirable to depart except for weighty considerations connected _w1th the 
general interest · it added that it did not consider there was sufficient reason for changmg what 
has been the perpetual usage of the Church handed down by immemorial tradition and sa'?-ctioned 
by Councils from early times. Even if, therefore, it were shown that some change m t~ese 
traditions were demanded by the general good, the Holy See would not be prepared to consider 
the question except on the advice of an <Ecumenical Council. 

23. In a letter dated February 18th, 1924, the <Ecumenical Patriarchate of Constantinople . 
informed the Special Committee that the Pan-Orthodox Congress had decided at meetings held 
on May 23rd and June 5th, 1923, subject to a common agreement being reached between the 
Christian Churches, that the Orthosfox Church would be prepared to pronounce in favour of the 
fixing of the date of Easter. 

24. By a resolution of the Convocation of the Church of England dated April 28th, 1925, 
this Church expressed the opinion that, from the point of view of dogma, there was no reason 

·why the Church should object to the choice of a fixed date for Easter ; but the Church of England 
could only consent to the proposed modification if it were accepted by the other Christian 
communities. · , · 

25. The Archbishop of York has since drawn the British Committee's attention to the' 
following resolution adopted by the Upper House of the Canterbury Convocation and endorsed 
by the Upper House of the York Convocation : 

" Should a general agreement be arrived at in the Church on the object of the Easter 
Act of 1928, the Assembly is of opinion that the first Sunday following the second Saturday 
in April should be adopted as the date of Easter. " · 

26. The Federal Council of the Churches of Christ in America, the German Evangelical 
Church Committee and the Council of the Federation of Swiss Protestant Churches have shown 
themselves in favour of the reform or have declared themselves ready to accept it. The same 
opinion was forwarded to the Special Committee by the representative of eighty-two Protestant 
Churches or Federations of Churches in America, Austria, Belgium, Czechoslovakia, Denmark, 
France, Germany, Great Britain, Hungary, Italy, Lithuania, the Netherlands, Norway, Poland., 
Roumania, Spain, Sweden and Switzerland. 

27. To sum up, as the Special Committee of Enquiry found, the majority of the Christian 
Churches have declared their willingness to accept the stabilisation of the date of Easter on 
condition that such a step should simultaneously be accepted by all the Churches. . . 

28. The Holy See emphasised that it did not think it possible, without very serious reasons, 
to dep~rt from a time-honoured religious tradition, but agreed that if it were demonstrated that 
the fixing of th~ date of E~ster would be universally beneficial it was ready to submit the question 
to an <Ecumemcal Counc1l. · 

29. The Preparatory Committee has thought it advisable to lay this information once 
more before the Conference, without prejudice to the observations it has submitted in Section I 
of the. present report, with regard to the main object of the Conference's discussions on the 
exclusively economic and social aspects of the stabilisation of Easter and of the· reform of the 
calendar. · 

.~· . In order to ~eet the views of the Holy See, the object of the Conference, so far. as the 
stab1}1satwn of Easter ts concerned, would be to ascertain whether the Governments represented 
constder, from a purely civil point of view, that in the words of the above-mentioned letter 
from the Holy See, the stabilisation of the date of 'Easter is or is not " demanded by the general 
good ". 

Section 3. 

GENERAL REFORM OF THE CALENDAR. 

A. DISADVANTAGES OF THE PRESENT CALENDAR AND SCHEMES FOR REFORM. 

r. Defects of the Present Calendar. 

b 31. d' The Special Committee of Enquiry pointed out the main defects, which, moreover; seem 
to e un tsputed, of the present Gregorian calendar. It drew attention to : 
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(a) The Inequality in the Length of the Divisions of the Year. 

· The divi~ions of the year the months, quarters and half-years, are of unequal length. The 
~onths conta!-11 from 28 to 31 days. As a result, the number of days in the quarters are respec
tively 90 (91 10 a leap year), 91, 92 and 93· The first half-year, therefore, contains two or three 
days less than the second. 
. Another result is that the months, quarters and half-years do not consist of a whole number 
of weeks. The weeks are usually split a~ the beginning and end of months, quartel!;, half-years 
and years. 

. T~e uneq~ lengt~ of ~onths, quarters and half-years is a cause of confusion and uncer
ta10ty 10 econormc relations, 10 the arrangement of all statistics and especially statistics concerning 
trade production, sales, transport accountancy, etc . 

• 

32. ~he fact that the months contain 28, 29, 30 or 3 I days is responsible for the fact that 
all calculatiOns of salaries, interest, insurance, pensions, leases and rent which are fixed on a 
monthly, quarterly, or half-yearly basis are inaccurate and do not correspond with one-twelfth, 
one-quan;er or ha!f of the year; ·In order to make daily calculations in current accounts with 
comparatlv~ certamty and spee.d, banks are opliged to make constant use of special tables. 
Moreover, 10 most of the countries of Europe, the unequal length of the months has led financial 
co!lcerns to calculate deposit and current accounts on the basis of a year of twelve months of 

. th•;tY days, or ·a year of 360 d.ays, whereas in the discounting of bills the year is still reckoned 
at Its exact number of days, Fmally, the months, quarters and half-years do not contain an exact 
number of weeks. 

(b) Want o/Fzxity in the Calendar. 

33. The Calendar is not perpetual ; it changes each year. The year, in fact, consists 
of 52 weeks plus one or .two days. Thus, if first day of the year is a Sunday, in the following 
year it is a Monday (or even a Tuesday in the case of a leap year). Were it not for the extra day 

' of leap year the calendar would only have seven different alternatives corresponding to the seven 
days of the week on which the year can begin; owing, however, to the extra day of the leap year, 
the exact reproduction of the calendar of any year only takes· place once every 28 years. Thus, 
the day of the month falls each year on a different day of the week from the one on which it fell 
the'previous year.·. · . ·.. . : . . ' . ' ' 

34. · In c9nsequence : 

· · (a). The dates of periodical events can never be fixed with precision. Such. a date can, 
in' fact,· only be determined in two ways - either by the day of the month (August 13th for 
example)' or by the day of the week in the month (the third Tuesday in October). With the 
present Gregorian 'calendar, this double method is not precise, for, if the day of the month is 
fixed for periodical events, this day may sometimes fall on a Sunday or general holiday. · 
... 'Each year, therefore, the authorities have to make a special decision, as, for instance, for 
the meeting of a tribunal, the convocation of Parliament, ,the dates of holidays, fairs, markets, 
administrative assemblies, the fixing of summer-time, etc. On the other hand, if a special day 
(the· first Monday in the month, for example) is fixed for these events, other difficulties arise, 
as the· date corresponding to this day varies continually from month to month and from year 
to year. · ' · · 

. If the calendar were perpetual, the dates of these events could be fixed once for all. They 
would fall on the same dates as well as «;>n the same days of the week. 

(b) The position of the weeks in the quarters varies each year - that is to say, the weeks 
overlap the divisioJ!S of a year in a different way each time, and complications accordingly arise 
in the reckoning of accounts, statistics, etc. · ' 

· (i:}' The fust, fifteenth or last days of a month are sometimes Sundays.' · When the first 
of a month falls on a Sunday, it is not possible to revise and verify immediately all the work of 
the previous. months an~ quart~rs and ~o establ!s~ witho!lt del~y the variol;IS comparisons whfch 
are essential from a busmess pomt of v1ew. This 1s a senous d1sadvan.tage 10 respect of accounts 
and statistics. The fifteenth and the last day of the month are very Important dates as regards 
the falling due and the payment of rents; When these dates are Sundays, the payments must 
be postponed or advanced. · 

· (d) Finally - and this is perhaps the greatest drawback from a statistical and commercial 
point of view-· since the various days of the week are not of the same value as regards the volume 
of trade, and the years and the months ~o not .fr?m year to .year include the same number of 
individual weekdays, there can be no genwne statiStical comparison between one year and another, 
while the various subdivisions of the year itself - the half-years, quarters and months - are 
likewise incapable of comparison. 

t The Preparatory Committee note;; that this disadvantage !'ubsis~ and seems even to be aggravated jn 
certain plans for calendar reform. Thus, m the pi~ _of the lnte!fUitlOnal Fnced Calendar League, all months begm 
on a Sunday and in the plan favoured by the Brazthan Commtttee ?tey all end 01_1 a Sunday. The support<:rs of 
this scheme state, however, that in case of a perpetual.calendar, ~ state ~f affatrs would not ro;ally ~ve nse to 
such serious inconveniences, as business would necessanly and easily adapt 1tself to a state of affa1rs which would 
always remain the same. 
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2. Schemes of Reform. 

(a) Equalisation of the Quarters without establishing a Perpetual Calendar. 

35. In order to remedy, to a certain extent, the .inequality in ~he length of the ~ivisions 
of the year~ without, however, instituting an unchangmg calendar, 1t was pr?posed stmply to 
carry out an approximate equalisation of the quarters. Each quarter would cons1st of two months 
of 30 days each and one month of 3 I days and one of the .quarters would include a "supplementary" 
day•. It is contended by the promoters of this scheme that regularisation of the quarters would 
bring very real advantages as regards statistics of quarterly tra~sactions, s'!c~ as returns of sto.ck
exchange transactions, bank accounts, etc., and for the companson of stattstlcs ,pf meteorological 
avera~es. It would also simplify calculations to determine the day _of t_he week on which ~ gi~en 
date m a month falls in the course of a year. A less perfect and still stmpler reform of thts kmd 
was proposed. It was suggested that the 3 ISt day of Augus~ should be tr~nsferred to the e~d. of 
February of the following year. These proposed reforms mvolve less disturbance .of tndttlon 
than others. They involve only the difficulties inherent in any reform of whatever nature. The 
only question which they raise and which, indeed, has been raised, is whether their advantages 
would justify a change. 

. . 
(b) Perpetual Calendar involving 364 Days bearing Weekday Names, plus one " Supplementary " 

Day (Two in Leap Years) not bearing the Name of a Weekday. 

36. As already explained, the reason why the calendar is not perpetual is that a year cons~sts 
of 52 weeks plus 1 day (or 2 days in leap year). This difficulty could be remedied by reducmg 

. ordinary years to 364 days and adding a " supplementary " week in certain years ; but such a 
calendar - proposed by certain representatives of religious authorities opposed to a break in 
the continuity of the week - would, in the opinion of the Special Committee of Enquiry - and 
the Preparatory· Committee acted in conformity with that opinion - be inferior to the existing 
calendar and cannot be considered at all. Any scheme of reform instituting a perpetual calendar 
without changing the length of the Gregorian year thus necessarily means that one day in the 
year (or two in leap years) must be regarded as "supplementary". The" supplementary" day 
which would be added annually to the days of the 52 weeks might be inserted at the end of the 
year (December Jist, if the I2-month year were kept, when quarters would be JI, 30 and 30 days 
long respectively, or December 29th, if 13 months of 28 days were adopted. The" supplementary" 
day in leap years would be inserted at a date to be selected). 

37. Eliminating, as was done by the Special Committee, any scheme which changes the 
beginning of the year or divides the year into months of considerably different length, the Special 
Committee and National Committees, in considering calendar proposals involving the introduction 
of a " supplementary " day or days, devoted their consideration exclusively to the two following. 
plans of reform : 

(I) Thirteen Months of Twenty-eight Days. - The advantages claimed for this .scheme as 
compared with the present calendar are as follows : 

(I) Each month has the same number of days; each month has the same number 
of days of the same name ; each month has, with the exception of civil and religious holidays 
the same number of working days. ' 

(2) Each month has the same number of whole weeks and no month contains fractions 
of a week at the beginning or the end. Each quarter has thirteen weeks. . · 

(3) Discrepancies between the days of the week and the dates in successive months 
and years are avoided. It is easier to fix permanent dates for public meetings law court 
sessions, educational courses, etc. · ' 

(4) !he period~ for which _monthly salaries are calculated correspond with the periods 
of expendtture. Farmly and busmess budgets are simplified. 

($) The months are all comparable with the exception of holidays, and, since they 
contam an equal number of d~ys and no fractions of weeks, require no adjustment. Wage 
payll_lents for parts of weeks (m the case of monthly salaries) are avoided. Office work is 
con~Ider~bly l~ssened and ~cono~y can be made when preparing book-keeping or statistical 
reports, ,m pnvate or pubhc busmess and certain scientific occupations, and in reckoning 
servants wages. 

. 38. It is contended, on the other hand, that this plan would involve the following 
disadvantages : 

(I) The number thirteen is not divisible by 2, 3, 4 or 6. 
(2). The quarters and half-years (at present comprising three months and six months 

respectively) would not contain a whole number of months. · 

i (~ fThere wo~ld be .thirteen mont~ly busines~ balancings and thirteen monthly payments 

knste~ 0 twelve, mvolvmg to a certam extent mcreased work in connection with book
eepmg and payments. 

1 
An additional day would be added to one of the quarters in leap years. 
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(4) During the period of transition, this plan would mean a greater number of 
adjustments in comparing statistics and dates than would be necessary under the twelve
month system. 

39. (2) Twelve Months each containing Thirty or Thirty-one Days. - In this scheme, the 
twelve months are retained, each quarter consisting - subject to the above-mentioned addition 
of one or more supplementary days - of two months of thirty days and one month of thirty
one days. 

The advantages claimed for this system as compared with the present calendar are as 
follows : 

(I) The half-years and quarters are equal and have a whole number of months and 
weeks- i.e., thirteen weeks in the quarter. . 

(2) Quarters and half-years, with the exception of civil and religious holidays, can be 
statistically compared without adjustments for varying lengths. 

(3) This system would involve little disturbance in established traditions and would 
involve less difficulty in the period of transition. 

40. On the other hand, the following disadvantages have been pointed out : 

{I) The months are not of the same length and are not directly comparable. Moreover, 
they differ as to the number and, economic value of individual weekdays - e.g., one may 
have five Saturdays and another five Sundays. , 

(2) It would seem less essential to equalise the half-years and quarters than the months, 
since accountings for these periods are less frequent and less important than monthly 
accountings. • 

(3) The months do ·not contain a complete number of weeks, thus involving, for 
instance, payments for fractions of a week at the end of a month where payments are made 
monthly. 

(4) The dates do not fall on the same day of the week in each month. 

B. STATE OF PUBLIC OPINION. 

41. The following is a summary of public opinion in the several countries so far as it can 
be collected from the reports of National Committees : in some cases, the opinion recorded is. 
that of particular circles or interests rather than that of the public at large. 

Most of the reports indicate the methods of work of the National Committees, whereas 
others do not contain any indication as to how the Committees have arrived at their conclusions. 

The German Committee made a very extensive enquiry to ascert-ain the attitude of the 
German people towards calendar reform and obt_ained replies from the principal organisations 
of industry, commerce and transport, from the big industrial leaders and from the Chambers of 
Commerce. The Association of German Teachers, the Association of Civil Servants, the 
Organisation of Commercial Employees and labour organisations have also stated their opinion 
on the question. The Austrian Government has communicated the results obtained up to the 
opening of the Fourth Conference from an enquiry instituted among organisations and institutions 
representing different classes of professional interest, thirteen of which communicated their 
opinion. 

The Brazilian Committee set up four. Sub-Committes, each of which was entrusted with 
the examination of one or more aspects of the question. These Sub-Committees were composed 
of persons especially competent to represent the different authorities or groups concerned ; 
such as, for instance : the Commercial Association of Rio de Janeiro, the Centre for Commerce 
and Industry, the Banking Association of Rio de Janeiro, the Associations of Commercial 
Employees, the Geographical and Agricultural Society, the Society of Engineers, women's 
associations, the Railway Accountancy Office, the Statistical and Meteorological Services, the 
Navigation Office, the Astronomical Observatory and labour organisations. · 

The British Committee drafted a memorandum summarising the principal disadvantages 
of the Gregorian calendar and explaining the two possible methods of reform and their 
advantages and disadvantages. A questionnaire accompanied this memorandum and both 
documents were sent to 6oi organisations representing industry, commerce and various professions, 
including the chambers of commerce, rotary clubs and women's associations. 

The Cuban Committee, which was appointed by decree of the President of the Republic, 
has drawn up a pamphlet in order to instruct the public in the question of calendar reform. This 
pamphlet has been distributed among all classes of society. The Committee has also organised 
a Press and wireless campaign, with a view to enlightening public opinion. Many replies and 
reform proposals have been received, which the Committee have taken into consideration in 
drawing up its report. 

The Spani~h Committee has .undertaken an en~uiry by m~ans o~ questionnaires ; 523 replies 
have been recetved. from enterpn~es and corpo~atwns ?f vanous k_mds and I,359 fr?m private 
persons. The Spamsh Press has dtsplayed keen mterest m the question and all professtons, social 
classes, associations and groups of any importance have expressed their views. 
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The United States Committee conducted three enquiries and drew up two reports, the 

first in 1929 and the second in 1931. Questionnaires were sent to a l~rge numb':r of Stat~ or 
local organisations, representing industry, commerce and finance, sc1e~ce,. pubhc educat1~n, 
labour, journalism, agriculture and social interests .. Fr?~ thes~ orgams.atlons! ~,43~ reph~s 
were received. Further, a considerable number of mdividual~ m ~~enca, d1stmgm~hed m 
different fields of business and professional life hav~ stated their opm1<_ms. The .e~qmcy: also 
asked for an opinion on the desirability for the Umted States of Amenca to participate m an 
international conference on the question of cale'!-da: reform. . . . . . 

The French Committee undertook an enquiry mto t~e attitude ?f. the rehg1_ous. auth.ontles 
(including the Protestant Federation of France and Israelite comm~mtles), of scientific circle~; 
Bureau des Longitudes, Academy of Science and Astronomical Society of Fra'!-ce, and of econo~1c 
organisations representing the interests of P.rod.ucers and consumers,; of City and country hfe, 
of transport and tourism and of labour orgamsatlons. The Confederation of Intellectual Workers 
was also consulted. · 

The Hungarian Committee first drew up a report explaining the question of calendar reform 
and the work done by the League of Nations in this IJ?-atter, reprod:ucing al~o three plans for 
calendar reform which had been selected by the Comrruttee of Enqmry. Th1s report was sent 
to religious au~porities and to organisations representing economic interests, banking, trans_Port 
(inland and maritime navigation, . aviation, railways, post, telegraph and telephone services) 
to the automobile club and th_e touring club, asking them for an opinion on the matter. . 

The Netherlands Committee issued a circular letter to which two comprehensive 
questionnaires were attached. This letter was sent to organisations representing industry and 
commerce, navigation, railways and tramways, banks, insurance ,companies, educational authorities, 
the Pres~. labour and women in charge of households. 

The Polish Committee tried to ascertain through lectures, meetings and the circulation 
of questionnaires, the opinion of institutions and organisations representing the majority of 
the populations interested in the question. Among the. organisations consulted werelthe following : 
the Institute for Scientific Organisation of Labour, the Polish Committee on Standardisation, 
the Chamber of Commerce and Industry and the Warsaw Observatory. On. the other hand, 
representatives of all the confessions in Poland had the opportunity of giving their opinion. 

The Portuguese Committee first drew up a report explaining the work done by the League 
of Nations in order to educate public opinion. It then organised lectures and published articles 
in the Press for the same purpose. Finally, a questionnaire was sent out to 299 institutions and 
organisations representing public administrations, scientific and educational institutions, 
commercial, industrial and agricultural interests, finance, journalism, religious authorities and 
organisations, women's associations and labour organisations. 

The Swiss Committee sent out a circular letter with an explanatory report and a questionnaire 
to different authorities and organisations, especially to ecclesiastical and political authorities, 
representatives of science and schools, commercial and industrial associations, arts and crafts, 
agriculture, banks, insurance associations, transport undertakings, hotel businesses,' employers 
and employees. . · · , · 

The Czechoslovak Committee, which was set up under the aegis of the Prague Chamber 
of Commerce and Industry, has conducted a far reaching enquiry among the authorities and 
~sociations representative of the vari~us economic, social, scholastic, legal and professional 
Interests. · 

T~e Yug~slav Com~ttee ~as conduct~d an enquiry among the organisations representing 
the vanous soc1al, ~conorru~ and mte~lectual Interests and has consulted the competent authorities. 

The Int~rnatlonal Ra1!way Umon made two enquiries among the administrations which 
for~ t.he -qmon : the fir~t m May. 1930. ~d the second at the beginning of 1931. Twenty-two 
adrrumstrat10ns commumcated their opm10ns. · · 

' 
I. Desirability of a Reform remedying the Disadvantages of the Existing Calendar. 

!he ~;S:ld':antag~s of the .existing c~en~ar are not disputed in any report, but, as regards 
pubhc op~?n m t~eir respective countnes, .'t would appear from the reports submitted by the 
French, Br!tiSh, Italian and yugoslay Comm1tte':s• as well as from oral information given by the 
rel?r~entative of the Argentine National Comrruttee to the Preparatory Committee, that public 
opm10n as a. ~hole doe~ not seem keenly interested in calendar reform. 
. The ~ntlsh Comrruttee finds that public opinion, whether general or particular is little 
mterested m plans of calendar reform, apart from the stabilisation of Easter. ' 

_ All t~e member~ of ~he Itali.an Com.mit~ee, including the member representing overland trans
phrt ~nd !nlan_d navigation, while ~ons1dermg that Italy cannot remain outside a movement for 
t e Simph_ficau_on of the calendar 1f such a movement is of an international character thinks 
that the t1me IS _not yet _favo_urable for carrying out this reform and that its advant;ges still 
6;ear_pro?lematical and Its diS!ldvantages serious. On the other hand, according to the German 
. mrruttee s report, the neces~1ty for. a reform of the ex!sting calendar is generall reco nised 
~~ Germah;'. A!flong the replies received from the orgamsations consulted by thaf comJ;ittee 
!!me-ten! are m fa_vour of calendar reform, and these organisations in general display a kee~ 
mterest m the questiOn. The work of the United States Co · t · · · · · · 
ash regards the !nterest .taken in the question of calendar ref::.\e; fh;eA~:;k~ar ur:,y.ressi~f 
t e 1 >433 rephes received to the questionnaire So.s er · n pu IC. 

simplification and 82 per cent declared themselve~ in ·fav~ur ofe~~e a;:rt~p!:~~u~f ~~ec~~~~J 
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States in an international conference on calendar reform. The Swedish Committee considers 
that it is essential to ·proceed cautiously in the matter and that no change should be mad7 in 
the existing system unless it is to bring definite and important advantages. T~e Co~mittee 
is of opinion, however, that the enquiries undertaken must be carried on With a view to 
elucidating all aspects of the problem. The Swiss National Committee is of opinion that the 
simplification of the Gregorian calendar is both desirable and expedient, so long as no more 
changes are made in the habits and customs of the people than are really necessary. Of the 
replies received, 93 per cent are in favour of a simplified calendar. The Portuguese Committee 
states that, although the public is somewhat apathetic with regard to the question, the replies 
received to the questionnaire which it sent out show, in its opinion, that the Portuguese public 
as a whole is favourable to calendar reform. Lastly, the Brazilian Committee's report seems 
to show that public opinion in Brazil is favourable to reform. 

The Yugoslav Committee has discovered that interest in this question is comparatively 
slight and attributes this to the fact. that the Yugoslav public has for some time been awaiting 
an agreement between the Christian churches established in the country as to the rule to govern 
leap year. One of these churches observes the Julian calendar and the other the Gregorian calendar. 
This difference gives rise to such manifest inconveniences that, in comparison, the inconveniences 
attributed to the Gregorian calendar appear much less serious. The Committee has, however, 
noted that a reform such as that contemplated by the League of Nations would put an end to the 
difference mentioned above. 

· The International Railway Union reports that the great majority of the administrations were 
in favour of a reform, but that opinions were divided as to the solution to be adopted. 

2. Equalisation of Quarters without Establishment of a Perpetual Calendar. 

42. The French Committee sets aside any scheme of reform which would not make the 
calendar perpetual, as it considers that a universal and perpetual calendar alone would justify 
a reform. On the other hand, the British and Argentine Committees consider that,. as public 
opinion in Great Britain and the Argentine is not prepared for an extensive change such as would 
be involved by the establishment of a perpetual calendar, it would be desirable to study a plan 
involving only the equalisation of the quarters. In the case of there being a universal movement 
in favour of the adoption of one blank day in normal years and two blank days in leap years, 
the Argentine Committee would prefer a plan for a twelve-month calendar with four equal quarters. 
The Hungarian Committee is in favour of a plan for the equalisation of quarters as, in its opinion, 
it would remove the most serious drawbacks of the Gregorian calendar, while the proposals 
involving the introduction of" supplementary " days seem to it contrary to tradition and to religious 
sentiment. The Italian Committee similarly recommends that the reform at the most should be 
confined to rounding off the number of days composing each month, so as to have three equal 
quarters· of 91 days and one supplementary quarter of 92 days. The Netherlands Committee 
is also opposed to " supplementary " days and states that it has no objection to the equalisation 
of the quarters. The Swiss Committee th\nks that if a perpetual calendar were not established 
.- which it would consider a great disadvantage - a relative equalisation of the twelve months 
of the year would still be desirable. 

3· Establishment of a Perpetual Calendar. 

43. The reports of the Committees of Belgium, Brazil, Cuba, Czechoslovakia, France, 
Germany, Greece, Poland, Portugal, Spain, Switzerland, the United States of America and 
Yugoslavia think the. establishment of a perpetual calendar desirable. The Committees of Hungary, 
Italy and the Netherlands declare themselves opposed to th~ institution of a perpetual calendar 
involving the introduction of " supplementary " days. 

44. The opposition to the introduction of " supplementary " days was particularly marked 
in the case of two religious confessions, whose representatives were heard by the Preparatory 
Committee - viz., the Jews and the Seventh Day Adventists. These communities consider 
that this reform would result in serious drawbacks from the economic and social points of view. 
The Jewish religious authorities, for example, although keeping for religious purposes a separate 
calendar of their own and believing that the Sabbath should always be celebrated on the seventh 
day of each week in uninterrupted succession, the disturbance made in the regular cycle of weeks 
by the introduction of one or two " supplementary " days would have the result that the Sabbath 
would no longer always coincide with the Saturday of the civil calendar, as is the case at present 
but would have to be celebrated in turn on different days of the week. It would be the same for 
the Seventh Day Adventists. The representatives of Jewish circles declare that this situation 
would render the observance of the Sabbath difficult to reconcile with social requirements such 
as school attendance for children, and economic necessities such as the exercise of professions, etc. 1 

1 It was urged on behalf of the Jews that the employer of labour might have to dispense with the services 
of his Jewish employees on the weekday coinciding with the Jewish Sabbath. The employee would have to 
sa~fice his wages on that day ; and the difficulty of finding employment would be greatly increased for the Jewish 
apphcant. 
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The representatives of the Seventh Day Adventists also cons!d~r that a reform involvi~~ 
days outside the week would have serious consequences for the rehg1ous groups from the pol 
of view of the strict observance of the seventh day. 

45. The advocates of the institution of a peq~etual cal.endar, ~m the other hand, urge 
that the drawbacks from the economic and social pomts of v1ew, wh1ch woul.d be suffered by 
a minority as a result of the reform, should not prevail against.the a~vant.a~es which such a reform 
"might have for a large majority. They also pointed out that, m the1r opmwn, the fears ~xp~essed 
above were perhaps exaggerated; that, for example, in the case of. the Jews, the obhg~t10n of 
school attendance on Saturdays, which at present exists in a certau~ number of countnes, has 
not given rise to ~y pr?test on the part. of the Jews in. these: c~untn~s and that, as reg~rds !he 
exercise of professwns, 1f the Sabbath d1d not necessanly comc1de With Saturday, the Sltu~tlon 
would not be materially different for Jews from that which existed a few years ago when busmess 
activities were pursued on Saturdays in the same way as on other days. 

46. The two plans of reform implying the principle of the introduction of" .supplementary " 
days have met with a reception in the different countries which may be descnbed as follows : 

47. (x) Thirteen Months of Twenty-eight Days.- In Germany, i~ the co~rse of the ?nquiries 
undertaken by the German National Committee, one-third of the rephes rec?1ved were i.n favour 
of this proposal. The Committee adds that it has not been possible to ap_Praise the r?latlve.va~ue 
of the replies received in favour of one or other of the two proposals, owmg. to. the disproportiOn 
which exists between the bodies consulted from the point of view of their Importance. The 
German railways particularly, as well as many other large business concerns, declared themselves 
to be in favour of the thirteen-month plan. · 

In Austria, the Daily Newspaper Publishers' Association pronounced in favour of a perpetual 
calendar of thirteen months. 

In the United States of America, the enquiries conducted by the National Committee elicited 
a majority of replies in favour of this plan. The Committee observed that a considerable nu~ber 
of commercial and industrial undertakings in the United States and other countries used auxil1ary 
calendars to remedy the drawbacks of the present calendar and that in most cases these calendars 
divided the year into thirteen months of twenty-eight days. The. adoption of these 
auxiliary calendars, despite the drawback for these undertakings of having to use two cale11dars 
- since they need the ordinary calendar for their outside transactions - seems to show the 
superiority of the thirteen-month calendar from the economic point of view. The number of 
undertakings using such a calendar is said to be rapidly increasing. Nevertheless, the adoption 
of auxiliary calendars can only provide a solution for very big undertakings, small ones being 
unable to bear the drawbacks and expenses involved by the use of two calendars. All the replies 
received from undertakings having made practical use of a thirteen-month calendar are favourable 
to this system ; and the great majority of these undertakings ·ask for its universal adoption in the 
form of a perpetual calendar. . . · 

The Cuban Committee decided unanimously to express itself in favour of the thirteen
month calendar as proposed by Mr. Cotsworth, as the vast majority of the replies received were 
in favour of this calendar. 

The French C?mmittee has recommended that the question of the total reform of the 
calendar at present m use should be submitted to public opinion in France, as it has been in 
oth?r countries, t~rough their Na!ional Committees and that active propaganda should be carried 
on m order to enlighten the pubhc as to the benefits of such reform, which could only be carried 
out with th~ unanimous approval of all civilised countries. It expressed its preference for a total• 
reconstruction of the Gregorian calendar and the adoption of a thirteen-month calendar which it 
considers to be the most logical solution. 

The SI:anish N~tional Commit!ee. recommends the adoption of a perpetual· calendar of thirteen 
mont~, _which obtamed a large maJonty of votes as a result of the enquiry instituted. 

Sunilarly, the ~ortuguese Com~ttee has declared in favour of a year of thirteen months. 
. Th.e same applies to the Committees of Poland and Czechoslovakia. The Polish Committee, 
m particular, c:xpre.s~ed the. opinion that. ~he thirteen-month plan distinguished itself by its 
clea~ess and Slmp!Icity, wh1ch would fac1htate international 'relations, and that the advantages 
of this J.>lan would Justify the reform of the calendar and the sacrifices which large masses of the 
populatiOn opposed to reform would be called upon to make. 

The C~echoslovak <;:ommittee draws special attention to the fact that such a calendar 
~ould perm1t of~he establishment of complete harmony between economic activity and the appor
tionment of s:Uanes. It W?uld, mor?over, be found very valuable by farmers and especially stock 
breeders. (penod of gestatiOn of vanous animals). Certain establishments in Czechoslovakia have 
~ready u~troduc~d the calenda~ ?f thirteen mont~s as an auxiliary calendar and state that it 
Vlhorks sa~Isfactonly · In the opmwn of the Committee this proved that such a calendar meets 
t e requirements of modern economic life. 
·h·lhe Brazilian National ~?mmittee has declared itself to be entirely in favour of this plan 

w JC confor~ to the traditiOn of Auguste Comte - who, in x849 ro osed his historicai 
;tn~cl ~f thlrtde~ ll?-0n~ of t.wenty-eight days -· which tradition is p~rficufarly alive in Brazil 

I d gian an Wiss om~1ttees, on the other hand, while being favourable to a perpetuai 
ca en ar, are opposed to a thirteen-month calendar . 

it se~~~;~r~oi!ara~ou~~r!epe e~ep~~urtasl thalt tdhe mfajohr.ity of the replies to the' questionnaire which 
I ca en ar o t 1rteen months 
n the course of the studies undertaken b th I · · · · 

of the railway administrations were in favo Y ~ nternat10nal Railway Unwn, the majority 
of Germany, Great Britain, Italy and Pola~~-of a thirteen-month calendar, especially the railways 



-61-

(z) · Twelve Months of Thirty or Thirty-one Days each.- The German Committee. not~d th~t, 
in Germany, subject to the reservation indicated above, the greater part of the rephes. gtven m 
the course of its investigations were in favour of this proposal. The Belgian Comrruttee also 
supports this plan. ' 

The Greek Committee pronounced in favour of a perpetual calendar of four quarte!s, each 
consisting of two months of thirty and one month of thirty-one days. This resolutiOn was 
unanimously approved by the members of the Committee with the single exception of the 
representative of the State Railways, who held a different view. 

The Swiss Committee proposes that the year should consist of twelve months divided into 
four quarters, the first three of ninety-one days (31, 30, 30) and the last of ninety-two days (by 
the insertion of one " supplementary " day) ; the three hundred and sixty-fifth day of the year 
would follow December 3oth and would be called Silvester ; the leap-year day would follow 
June 3oth and the year would always begin on Sunday, January xst. 

The French railways expressed a similar opinion in connection with the enquiry conducted 
by the International Railway Union. 

C. ATTITUDE OF THE RELIGIOUS AUTHORITIES. 

48. The communication made by the Holy See, in reply to an enquiry on the part of the 
Advisory and Technical Committee for Communications and Transit, which has been mentioned 
above, appears to refer, not only to the question of the stabilisation of Easter, but also to the 
general reform of the calendar. The statements made to the Special Committee of Enquiry appear 
to show, however, that the general reform of the calendar, apart from the stabilisation of Easter, 
would perhaps not be regarded by the .Holy See as of such a pre-eminently religious nature as 
the question of the stabilisation of movable feasts. 

The reply from the <Ecumenical Patriarchate to the same enquiry states that the <Ecumenical 
Patriarchate wiii agree to the reform if it is accepted by all the other Christian churches. Similarly, 
the Archbishop of York, in a letter dated February xzth, 193 I, addressed to the British Committee, 
stated that he did not think it was possible to say that the opinion of the Anglican Church 
on the reform. of the calendar was accurately known, but that he was nevertheless convinced that 
no objection would be raised on the Anglican side, provided it was certain that the adoption of 
this reform would not lead to divergent practices among Christians. 

The opinion of the Israelite groups and the Seventh-Day Adventist group on the reform has 
already been given in connection with the economic and social .repercussions of the reform in 
the case of those communities. 

The Preparatory Committee has received from the Federal Council of the Churches of 
Christ in America a communication to the effect that, in the Federal Council's opinion, the 
proposals for the simplification of the calendar do not involve any question of morality or religion 
and are outside the sphere of action of the Federal Council. With the co-operation of this Council, 
the National Committee subsequently sent a questionnaire to the ministers at the head of the 
various sects, asking for their personal opinions. Out of x,soo replies received, not including 
the Seventh-Day Adventists and Seventh-Day Baptists, who are opposed to the reform, 75 per 
cent were in favour of the simplification of the calendar and the adoption of a fixed perpetual 

·calendar. . 
The foregoing particulars in regard to the attitude of the religious authorities are submitted 

to the fourth generaJ. Conference on Communications and Transit, in the same way as those 
concerning the attitude of the religious authorities towards the stabilisation of Easter, without 
prejudice to the observations submitted by the Preparatory Committee at the beginning of its 
report with regard to the scope of the discussions of the Conference. 

Section 4. 

PROCEDURE OF THE FOURTH GENERAL CONFERENCE 

49. The Advisory and Tedinical Committee for Communications and Transit asked the 
Preparatory Committee to submit to the Conference helpful suggestions in regard to the proce
dure to be followed by the latter in discussing the questions dealt with in the present report. 

Like the Advisory and· Technical Committee, the Preparatory Committee considers that, 
in examining problems which have rarely been the subject of official international discussion, 
and are thus likely to be of a somewhat delicate nature, it would be expedient for the Conference 
to sit in committee from the outset, according to the precedent adopted by the first general 
Conference on Communications and Transit, for the examination of certain questions. The 
discussions would be freer, and the opinions expressed would not bind the Governments 
immediately. The results of the discussions in committee would then be communicated to the 
Conference at a plenary meeting, and at the second stage the latter might with advantage set 
up a small committee to consider the points on which an agreement could be reached between 
the Governments, and the form which it might take. . 

The Preparatory Committee would suggest to the Conference sitting in committee that 
the question of. the econ<?mic and social aspects of the stabilisation of Easter and the question 
of the econorruc and soctal aspects of the general reform of the calandar should be examined 
separately and consecutively. As regards the general reform of the calandar, it might perhaps 
be advisable to discuss the following points separately and in turn : (x) the drawbacks of the 
present calendar; (z) the principle of the establishment of a perpetual calandar and the respective 
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merits of the perpetual calendar and of the calendar simply involving the equalisation of the 
quarters, without the introduction of " supplementary " days ; (3) the respective advantages 
and inconveniences of the two definite plans for a perpetual calendar - i.e., a year of thirteen 
months and a year of twelve months. · 

In the Preparatory Committee's opinion it would also be advantageous for the Conference, 
during its discussions, to distinguish between two groups of questions -namely, those relating 
to the desirability of the reform of the calendar either in general or according to some particular · 
plan, and those questions concerning the possibility of the immediate introduction of the reform. 

At the conclusion of its work, the Conference will have to consider what action could be 
taken on the results of its discussions as regards decisions within the competence of the religious 
authorities. In accordance with the decision of the Council of the League, the religious authorities 
concerned will have the right to be represented at the Conference by observers. It would 
nevertheless be useful if the Conference could make suggestions as to the manner in which -
possibly following the procedure of the Advisory and Technical Committee with regard to the 
work of the Special Committee of Enquiry - the observations or decisions of the religious 
authorities concerned might be transmitted to Governments, in order that the competent organs 
of the League might assist the Governments, immediately upon receipt of communications from 
the religious authorities, to take such action as, from anon-religious point of view, may be involved 
by the decisions of the Conference. 
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BY INTERNATIONAL CHAMBER OF COMMERCE 
CONGRESSES IN 1921, 1923, 1925 AND 1929. 

LoNDON REsoLUTioN, 1921. 

I 

3 

2 

3 

3 

17 

22 
12 

This Congress of the International Chamber of Commerce approves th~ resolil.tions adopted 
by the Preliminary Commission for the reform of the Calendar -that is to say, the principle 
of the convocation at an early date of a special Congress grouping together representat_ives of 
science and business and of religious bodies, and entrusted with the task of adopting an 
unchangeable and perpetual calendar. 

ROME RESOLUTION, 1923. 

·Whereas the desirability of fixing the date of Easter in the interests of all sections of the 
community has been repeatedly affirmed by Chambers of Commerce individually and collectively 
at various Congresses and Conferences for many years past, 

This Congress, 
Adopting the resolutions of the London Chamber of Commerce : 
Recommends that the International Chamber of Commerce take all possible steps towards 

the accomplishment of this long-delayed reform. 



BRussELS REsoLUTION, 1925. 

This Congress of the International Chamber of Commerce, 
Having regard to the worldwide expression of opinion in favour of fixing the date of Easter : 
Reaffirms the resolutions adopted at the Second Congress of Rome, 1923, calling upon the 

International Chamber of Commerce to take all possible steps towards the accomplishment of 
this long-delayed reform. 

· This Congress takes cognisance of the useful work already performed by the Chamber in 
pressing the question at the League of Nations, and 

Decides that the Chamber will renew its efforts in this and other directions so that the 
resolutions may be carried into effect at the earliest possible date. 

AMSTERDAM RESOLUTION, 1929. 

The International Chamber of Commerce, 
Anxious that the date of Easter should be stabilised without delay and that the calendar 

shoJild be reformed : . · 
· Reiterates at its fifth congress in Amsterdam its previous resolutions of its first congress 

(London) in 1921, its second congress (Rome) in 1923, and its third congress (Brussels) in 1925. 
The Chamber records with satisfaction that several nations, at the instance of the League 

of Nations, have organised special committees to study calendar reform and the stabilisation 
of the date of Easter. 

The Chamber urges that other nations should follow the same practical course and that the 
League convene an international Conference to secure without further delay the reform 
commercial interests have so often demanded. 

ANNEX 5. 

VIEWS OF THE UNITED STATES NATIONAL COMMITTEE ON 
CERTAIN POINTS SUBMITTED BY THE PREPARATORY 
COMMITTEE FOR EXAMINATION AT THE CONFERENCE. 

THE !'ERPETUAL CALENDAR. 

We understand that by a perpetual calendar is meant a calendar in which each year always 
begins OJ:1. the same day of the week. Such a calendar would fix the days of the week to perpetual 
dates fJ::om year to year. . . 

We consider the fixity of the weekdays to perpetual dates is the primary essential of any 
reform of the calendar. Without this fixity, any plan of calendar reform that might be adopted 
would have the same serious disadvantages as this defect causes in the present calendar. To state 
them specifically : 

(a) There would be seven patterns of the calendar for ordinary years and seven for 
leap years, requiring the use of calendar tables as at present. 

(b) No week in any one year would be the same as the corresponding " week " in 
' a previous year. This is a defect of the present calendar which causes difficulties in making 

comparison and analyses of economic and scientific data based on the week as a unit - as, 
for example, railroad traffic and weather statistics for each week from year to year. A week 
may begin on January 1st, but five or six years later this " same " week begins on January 
6th, and becomes practically the second week of the year instead of the first. 

{c). Neither the months, quarters, nor half years would be the same from year to 
year in the composition of the days of the weeks they contain. It is especially important 
that the months should be the same in the composition of their days of the week otherwise 
for economic uses, no month in one year can be directly compared with the s~me month 
of the previous year, since different days of the week have different economic values. 

(d) .The weeks would overlap the months, quarters and half years in a different way 
each year JUSt as in the present calendar. Incessant change of the position of the weeks 
in the months would deprive them of the uniformity necessary for economic purposes. The 
months would contain fractional parts of weeks as at present. 
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ld b fi d 'th ·s· n This is a serious (e) The dates of periodical events cou not e xe WI preci IO • 

defect of the present calendar. . . . . 
(f) Holidays would continue to fall on a different day of the week each year, or m 

cases in which holidays are determined by a day of th.e week, such as ~abour Day. and 
Thanksgiving Day in the United States, they would contmue to fall on a different date each 
year. . 

(g) If any country should desire to adopt the proposal to celeb.rate all hohda~s .on 
Monday because of the social and economic advantages that would be obtamed from comb!mng 
holidays with Sunday, some of these advantages would be lost because the dates of the hohdays 
would change each year as at present. 

THE EQUALISED-QUARTERS UNFIXED CALENDAR. .. 

We believe that a calendar simply involving the equalisation of the q~arters without being 
made perpetual offers such slight advantages over the present calendar that It would not be worth 
the trouble of making the change. 

The advantages claimed with regard to quarterly stock exchange transactions, bank accounts, 
etc., would be relatively slig.ht compared .w~th the disadvantages resulting. from unequal months 
and changing weeks on which such stati~tlcs are largely ~ased, and wh~ch, have a far grea;ter 
economic value. With regard to the claim of advantage m the companson of meteorological 
statistics, such statistics are chiefly based on the week and the month, the most important being 
weekly statistics which are subject to the variability of the position of a given week from. year 
to year. 

The plan most advocated for this type of calendar is merely to suppress the thirty-first day 
of August and add an extra day to February, with the result that the quarters would have 91, 
91, 91 and 92 days. . · 

. We cannot but regard this plan as an academic fancy. Who would be benefited by this· 
change ? What advantage has it over the present calendar sufficient to ask people to take the trouble 
of making' the change ? . 

It not only fails to remedy the disadvantages of the present calendar inherent in its lack of 
fixity, but it fails to correct the inequality of the months or make them commensurable with 
the weeks. Its equalised quarters would consist of months arranged in a sequence that is no 
less irrational than that of the present calendar, as follows : 31, 29, 31; 30, 31, 30; 31, 30, 30; 
31, 30, 31.- and none of them divisible by seven. · · · .. 

We believe a World Conference on calendar reform would be subject to criticism if it offered 
nothing better than this to correct the defects of the present calendar. 

ANNEX 6. 

[4th C.G.C.T.12] 

DRAFT DECLARATION REGARDING THE ECONOMIC AND SOCIAL 
ASPECTS OF FIXING MOVABLE FEASTS SUBMITTED BY TBE 

CO-ORDINATION COMMITTEE. 

Whereas this Conference is called upon to give its opinion on the expediency from an economic 
and social standpoint of stabilising the movable feasts ; 

yYhereas the present. i~~bility. ~f. movable feasts disturbs the regularity of i~dustrial, 
financi~, co~erci~ and JUdicial actlvitles,·as well as the application of a normal plan of school 
and uruversity studies ; , 

. Wh;reas the ~aster ~eason being almost universally a holiday period, the stabilisation of 
this f~stlval at a suitable tlme would oa:er genuine advantages to the population as a· whole, and . 
especially to employers ~nd employees m all.branches of industry, finance and commerce; 
. Wher~as large. sections of the populatiOn and particularly economic circles and those 
Interested In education have expressed the almost unanimous desire that movable feasts should 
be fixed; 

Wher~as stabilising the movable feasts is a .P!e eminently .r~ligious question and any solution 
of the subject therefore depends on the free decision of the rehgwus authorities . 

~d whereas the Conference has .not~d that, according to ~he views express~d by the Special 
~mmit~ee on Calendar R~form, which mcluded representatives appointed by the Holy See, 
His I;Iohness, the <Ecumemcal Patriarch, and His Grace the Archbishop of Canterbury consi
deration of calendar reform,.as regards both the fixing of Easter and the more general question 
?f the reform ?f the Gregonan calendar, does not encounter difficulties which can be regarded 
m advance as Insurmountable ; 
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And whereas the Conference has also noted that, by a letter dated March ']th, 1924, sent to 
the Secretary-General of the League pf Nations through the Apostolic Nuncio in Switze~land, 
the,J:loly See an.nounced that, if it were· proved that the general welf~re called for ch~nges m the 
venerable traditions . at present followed in determining ecclesiastical feasts, particularly the 
feailt of Easter, the Holy See would only examine the question after a preliminary recommendation 
by· an <Ecumenical Council ; , . · 

. And whereas, in· the preliminary proceedings, . the other religious bodies intereste~ have 
raised no objection to the fixing of movable feasts provided that such reforms meet w1th the 

·approval of all the Christian churches ; · 
.. And whereas it is the duty of the Conference to voice the opinion of the Governments on 

the ~ecular aspects of stabilising Easter and the movable feasts dependent thereon ; 
;~ . 

· · The General Conference declares : 
•• I':\. ' .. 

(1) That the ~Governments whose representatives at the Conference have voted for 
th,is. declaration, or who inform the Secretary-General of the League of Nations· before May 
1st, 1932, thatthey endorse this declaration, consider, from the economic and social standpoint, 
that the common good calls for the stabilisation of movable feasts. 

(z) .That most of the Governme~ts which support .the present ·d~claration express . 
a preference for the fixing of th¢ feast of Easter on the Sunday following the second Saturday 
in April. . · . · · · 

,: . ':The Council of the League of Nations is asked to convey this declaration to the religious 
authorities concerned, expressing the hope at the same time that these authorities will consider 
it in the most favoura~le spirit,: with a v~ew to such action as they may be prepared to take in the · 
matter. The Council is also requested to notify before April 3oth, 1933, the Governments invited 
to the Conference of any views expressed by the religious authorities on this declaration and. on 
the action which they may propose to take upon it. 

ANNEX 7. 

[4th C.G.C.T.u] 

REPOR'f'BY THE CO¥MITTEE ON THE VERIFICATION 
OF CREDENTIALS. 

The Committee appointed by the Conference to verify the credentials of the delegates has 
examined the documents submitted by the forty-two delegations taking part in thi:; Conference 
which were communicated to it by the Secretariat. 

• . It ·noted that the delegates of the following S.tates had received full powers from the Head 
of the State : · .• 

Albania 
Czechoslovakia 
Estonia 

Germany 
Netherlands 
Norway. 

Sweden 
Switzerland 
Turkey 

' Finland produced full powers from 'the Minister of Foreign Affairs. . .. 
France pre~nted a decre.e from the President of the. Republic appointing its delegates to 

the Conference. . 
'·. · The delegates of the following .States have been accredited to take part in the Conference 
by a letter or telegram sen~ to the Secretary-General of the League of Nations either by the 
Minister for Foreign Affairs, or by their Legation in Switzerland, or by the permanent representative 
accredited to the League of Nations, or by a personal letter of credentials : · . . 

.·Argentine Egypt Peru 
Austria • Great Britain Poland 
Belgium Greece Portugal 

• · · Bulgaria Hungary Roumania 
Canada · . Irish Free State Siam 
Chile ' Italy· South Mrica (Unioi:i of) 
China Japan Spain 
Colombia Latvia United States of America 
Cuba Lithuania Uruguay 
Danzig (Free City of) Luxemburg Yugoslavia 

Mexico •· 
'y 

The Credentials Committee considers the representatives of the above-mentioned countries 
to be duly accredited to take part in the proceedings of the Conference. 

The Governing Commission of the Saar Territory has also sent a representative to the 
Conference. . 

. ' . 
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ANNEX 8. , 

DRAFf RESOLUTION SUBMITTED BY THE 
COMMITTEE., 

r4th C.G.C.T.13) 

• 

CO-ORDiNATION 
· . . :· 

~ \ \~ 
' \ , • I' ..... ~ 

The Conference decides to transmit to Governments invited to the Conference the followmg 
survey of the economic and social aspects of the simplification?~ the Gregorian calendar. · · 

e • ' . . • 1 •• • 

SURVEi 
~ .. ... ~ . . 

The Conference has taken cognisance of the r~por~ of ~he Prepar-~tory C?mmittee: on the 
question of the .economic and social aspects ·.of the stmphficatwn of the Gregonan calendar 11nd 
has heard the statements of the representatives of the;vanous Governments as well as the 

. additional information supplied by some of these with-~egard .to the. desiderata of the. various 
National Committees. The Conference was almost unanup.ous m corrung to the conclusiOn' that 
the' present time is not a favourable one, taking into..account the state of opinion, for considering 
the application in the immediate future of a reform of the Gregorian calendar. . · 

Most of the delegations to the Conference have clearly recognised that the present calendar 
has certain disadvantages, as explained in the report io the Preparatory Committee, and have 

. expressed an opinion that it would certainly be desirable' in principle.'.t~ secure a _simpler measure 
of time more accurately appropriate to the needs of modern econbrruc and soctal hfe._ . A great 
number of delegations also thought that, as any reform of the calenqar, however moderate, would 
involve a rather awkward change in -century-old habits, it would be preferable not to consider 
any reform which would .. not remedy· the most serious defects of the present calendar ; that, for 
instance, a mere equalisation of quarters would not be accompanied b)!' advantages sufficient 
to counterbalance the difficulties which must necessarily be encountered in connection -with 
any modification of traditions or any period of transition., lt was also pointed out that such a small 
change from the present calendar would not confer any noticeable benefits on future,generations. 

The Conference examined the respective merits of the perpetual calendars of twelve and 
. thirteen months as set out in the report of the Preparatory Committee. Most delegations thought 
that the thirteen-month calendar was theoretically more perfect, pat1;icularly if appropriate measures. 
could be contemplated for the purpose of safeguarding existing contracts during the transitional 
period, bqt most of them also held that the p~x:petual calendar of twelve months possessed the 
advantage of disturbing acquired habits to a muC'h smaller extent. • _ .. . . 

The introduction of supplementary days bearing no weekday name, a necessary aqjunct • 
in practice to all perpetual ·calendars, roused the opposition of varipus religious communities • 
and certain social organisations, whose representatives were heard by the Confereace. · Two 
delegaf:ions expressed the same view. Most delegations were agreed that, failing a strong 'mov~ment 
of opinion in favour of a perpetual calendar, that opposition would, at least in .certain ·couhtries 
make it very.diffic.ult if not i!flpossible _to in~ro~uce ~he.perp~tual ca!endar. It was suggeste4.!~th~ · 
Conference m this connectiOn that, tf this sttuatwn contmued, 1t would be possible. to' make 
appre~iable improvements in the present calendar without introducing a perpetual calend!4'; by 
adoptmg a non-perpetual calendar of thirteen months without the introduction of supplementary 
days. That calendar would not permit, so accurately as a perpetual calendar, an exact comparison 
of corresponding periods in different years, but would nevertheless, iJ,'l the opinion of its advocates · 
have the advantag~ of diyid_ing up th~ ,year rationally, and of allowing .an' exact comparison to b~ 
made be~vo:een penods wtthm the sa~e year. It would also do away wtth the drawljack of having 
weeks dtvtded between two successtve' months. . · 
. In t~e same connection, the Conference's attention was drawn in particular to the use 'which 
IS beco~mg more and more extensive among .l~rge commercial and industrial undertaklngs, of. 
an auxdtary calendar, u~ually b~sed c;>n t~e dtvtsion of the year into thirteen months.,. It was 
suggested tha~ ~he expenence gamed m thts ~atter should be properly co-ordinated ; if: the use 
of th~se. auxiliary calendar~ -~eca~e . su~ctently: general among commercial and industrial 
orgam~a~to~ and among stattstl~al msttt~t10ns, and pa~icul~r~y if they were employed by public 
authonues, 1t woul_d g~adu~lly ·be posstble for· pubhc opm10n, to perceive more clearly the 
conse9ue~ces of a s1mpbficat!on of the calendar. It was also suggested that it was even possible 
th!lt, 1f t~s were; done, certam States in whose territories these calendars calil.e into general use 
rrught _thin~ fit m . due c~urse to. confer upon them an official character as auxiliary calendars 
r~cogms.ed m cert:un offictal o_r pnvate economic activities concurrently, at all events for a certain 
t1me, w1th the use of the c;>rdmary calendar, • , 

The _Co!'ference cons1d~red that the efforts of the Advisory and Technical Committee for 
~~mmhm~t~s. an~ zranst~, through i~ Special Committee for the Reform· of the Calendar, 
d~~ t h htJ:!na ommtttees set up tn consequence of a resolution of the League Assembly 

an roug t ,e rreparatory Committee for the Conference, had not been in vain. · ' . . 
' 
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For the first time, public opinion as a whole has begun to be in a position seriously to dts~uss 
'the advantages and drawbacks of the simplification of the Gregorian calendar. For the first time 
it lias begun to perceive clearly that it rested with it alone to take whatever decision it consider~d 
advisable with regard to this simplification. It is also for the first time that Governments m 

. general have been' brought to regard the; simplification of the calendar as a definite question 
~apable of discussion between them in the«:ourse of bffi,c,ial deliberations. The preparatory work 

· mentioned above, and·also the discussions in the Conference, to which Governments will doubtless 
· devo~e ·attention, .. will, for the first time, provide the competent Government departments with 
'the material necessary for. a considered decision. . . 

• In view of the situation. set forth above, the Conference did not think fit to express any opinion 
on the principle of calendar reform, but the Advisory and Technical Committee for Communi

. cations. and Trari§it will follow up the·· efforts which will doubtless continue to be made for the 
. purpose otenligl;ltening opinion as to the advantages or difficulties of a reform. It will also keep 
the Goyemment8·reg1,1lariy informed on the ni'atter. It will thus continue its task, which has always 
consi~tecl, not in';iQ.y 'particular propaganda; but in the impartial ehlightenment of public opinion 
on, an economic and ~ocial proble,m whic.h, as c,xperience has shown, and whatever th« arguments 
advanced for or ·against the reforlll of the cal«mdar, arouses a lively interest in a large number of 
countries t!u"o'\lghout,,the w~r!d; · ,. ' · 

... ~' . -· -:--'. 

. ·, 

ANNEX's. 

TELEGRAM RECEiVED FROM· LONDON. BY THE 
. y- ~ .. - • ' ' • . . 

·.··.. WORLD CALENDP,.,R ASSOCIATION ON OCTOBER 17TH>· 19J1, 
' - - ' . '"" . - ' . ~ 

· ,TRANSMITTtNG A-.SIGNED STATEMENT• BY MAHATMA' GANDHI 
. '.' O'ij THE SUBJECT OF CALENDAR REFORM. 

j _. , . 
.. ~·3y •• 

·• 0.. . .~. . . 

. · . In India; there are severaL calendars· in current use. Many racial groups have their own 
·calendars, in• which the year begins on a different date and ends on :t different date. In these 
·calendars,_ different holidays ,are obser-ved, and this results in much confusion. . 
"·•'. It woUld be a splendid thing if our 35o,ooo,ooo people could have a single unified calendar.· 
As mostljJf the Indian calendars are arranged on a twelve-month basis, it would obviously be 
easier to meet on this commori ground. I am in favour of such a calendar. I ami~ favour of a 
standardised calendar for the whole world, just as I am in favour of a uniform coinage for all 

.. countries and !!.supplementary language - like Esperanto, for instance - for all peoples. · 
· ·· · ·. l·have been informed of, and I welcome,' the" international mqvemen,t for calendar reform. 
· Th~· efforts made by the·. AmericanS in this direction are particularly laudable, because. they 

represent a pure philanthropy. But their progress is hampered by national ~ealousies anQ. ~tiona! 
shortsightedness. . · • ' 
·. · Recently I received a request from some of the promoters of calendar reform to attend their · 
~ec;.ti.Qg in Geneva. I replied that while I' was in favour of it, my special activities would not 
.permit .me to identify myself actively wit}l their movement. But I am always ready to endorse 
any.. honest movement which will help to unify the peoples of the world. · · 
'-;.'· ·- '· ._·. 

•, 

.. 
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MINUTES OF THE FOURTH TO THE THIRTEENTH PLENARY 

MEETINGS OF THE CONFERENCE. 1 

FOURTH MEETING. 
Held on October zoth, I9JI, at IO.JO a.m. 

President: M. A. DE VASCONCELLOS. 

I. SPEECHES BY THE PRESIDENT AND VICE-PRESIDENT. 

The PRESIDENT read the following speech : 

"The Fourth General Conference on Communications and Transit, having terminated the 
first part of its work, now reverts to the more usual items of its agenda. 

"The study of communications questions,. their progress and growth, has always l;>een parallel 
to the study of the growth and-progress of civilisation itself. Our generation, however, is passing 
through one of those critical periods of human history in which the changes are so rapid that they 
almost seem to be projected onward by the force of upheaval. In the technical sphere, the internal
combustion engine symbolises this stage of civilisation, as the steam engine symbolised the 
mechanics of the nineteenth century, and draught animals still earlier stages. The applications 
of the internal-combustion engine and recent electrical inventions are paramount factors in the 
most formidable transformation the world has ever witnessed in the mechanics of communications. 
On the seas, on the railways, on the roads, in the air, under the waters, the thirst for speed brings 
all sorts of races into contact, brings far-off countries nearer together, and propagates 
instantaneously the most frnitful - as well as the most destructive - ideas. Through the Press, 
by telephone, by photographs, by the cinema, by wireless telegraphy and telephony, the ideas, 
facts and documents of our era are communicated hourly to millions of men who utilise them with 
equal speed in every sphere of their activities. 

"We can hardly realise the infinite variety and complexity of the international problems 
raised by the development and instantaneousness of means of communication. Legal, technical, 
economic and social problems are occupying the thoughts of academies, congresses, international 
conferences and the technical organisations of the League. We have studied some of these 
problems ; the Advisory and Technical Committee will submit to you others of an increasing 
- and perhaps fundamental - importance for the solution of the crises or disasters now bearing 
so heavily on certain countries. 

"We see, for instance, the duel between rail and road still further complicating the old struggle 
between rail, and waterway. This duel is a most serious matter for railways throughout the 
world. Wireless telegraphy and telephony menace the costly and ancient submarine cable 
systems which are only holding out temporarily against such competition by means of provisional 
economic agreements. The cost of progress is becoming heavier, because progress is more rapid 
than in the past. The annihilation by new inventions of millions of capital threatens with ruin 
the most flourishing enterprises of the previous decade, before those enterprises have had time to 
recupera.te the vast sums invested in their installation. · 

" Moreover, the constant speeding up of communication, and the subtle mechanisation of all 
technical functions are gradually turning machinery, which used to be man's helper, into nothing 
less than his rival. When all can be done by machinery, there may be nothing left for man, unless 
it be to destrqy the machines which have condemned him to unemployment. This crisis of 
transformation through which we are now· passing is further aggravated by the fact that 
mechanisation, production and consumption are very far from being synchronised. 

"Immense problems call imperiously for the co-operation of all technicians, of economists 
and, first and foremost, of all nations with their utmost effort. To ensure international agreement 
by permanent action with a view to co-ordinating all these endeavours - that is the formidable 
task which lies before the League and its technical organisations. 

" I now come to the more practical and urgent part of our work. 

' The list of delegations attending the Conference. is published in document C.78s.M.380.I93I.V1Il. 

a 
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c f t now perform ~ne of its most important functions, which is to proceed 
" Theal : eren~~ ~~s the work done by the Communications and Transit Organisation since 

to a geneCr f scusslo In the Communications and Transit Organisation, the General Conference's 
the last on erence. . · · d d b d t th review of the activities of the Advisory and Technical Comrruttee may m ~e e compare o e 
Assembl ·s discussion of the report on the wor~ of the League_ of _Nations. Su~h a ge~eral 
discussidn Jays down the guiding principles on which. the C?rnrnumca~lO?~ and Tra~sit Committee 
can base its future efforts, and enables it to judge which of Its past achvihes have Yielded the most 
fruitful results. 

"A memorandum on the principal questions investigated _by_ the Advisory and Technic~ 
Committee since the Third General Conferen.:;e has been distnbuted (see Annex r). !his 
memorandum is nothing more than a summary, and all the Governments ha~e r~gularly receive_d 
the annual reports submitted to the Assembly on the work of t_he _Commun~catlon~ and !'rans~t 
Committee. I do not propose to review, however. bri~fly, the pnncipal questiOns w~th which this 
memorandum deals. I nevertheless think that It might se:ve .a useful purpo_se If I ~aw the 
Conference's attention to those activities which ~he Commumcatlons and Transit Committee has 
undertaken since the last Conference and which may, to some extent, be regarded as new 
developments in the work of the Organisation. 

" In its early stages, the task of the C?rnrnuni~ations and Tr~sit Organis~tio~ consisted 
mainly in laying down the principl~s of the .m~ernat10nal law governm~ c~~umcat10ns. The 
Organisation h~ not. abandoned _this tas~ ; It IS, on the contr~ry, .contmumg Its efforts for the 
progressive codification of the I~ternational law ?f cornrnumcatlons. Its p~ese?t tendency, 
however, is to deal increasingly with the mor~ det~ed aspects _of the communications p~ob~em, 
and to work in general along technical and :practlc~ lmes. When It asked that ~he Cornrn~c~tions 
and Transit Organisation should be proVIde!i With the organ for the collectiOn and diffusiOn of 
information, which it had previously lacked, the Third General Conference had thoroughly 
understood this new tendency which was to characterise the future work of the Organisation. 
Better equipped than in the past, though continuing to take advantage of the expert knowledge 
of the specialists of whom its permanent Committees and special Committees are formed, the 
Organisation has been in a position to deal with problems which could not be successfully solved 
without detailed technical investigation. ' . . 

" Thus, in regard to shipping, the organs of the Advisory and Technical Committee have just 
prepared a set of international regulations on the tonnage measurement of sea-going vessels. 
And, further, it was enabled to prepare the Conference on the Buoyage ~nd Lighting of Coasts, 
which was held last year at Lisbon. That Conference was unable to complete its task, but it 
nevertheless led to the collection of information indispensable to the rapid pursuit of its work, 
and on.certain points it succeeded in reaching important and final results. It was due to the same 
factor that the Conference on the Unification of River Law, and the Conference on Road Traffic, 
which were systematically prepared and were held at the end of rg3o and in the spring of I93I 
respectively, both achieved complete success, and this success is in no way lessened by the fact 
that the Conference on Road Traffic was obliged to adjourn the discussion on the question of 
commercial motor transport, which was one of the points on its agenda. In addition, the Advisory 
and Technical Committee has been able to draw up a scheme for the unification of statistics 
on the various kinds of transport, which will shortly be submitted to all Governments with a view 
to an international discussion. The Communications and Transit Organisation, finally, has been 
able to b~ making a contribution _to the international organisation of air navigation, in 
accordance With the request of the Third General Conference on Communications and Transit. 
The Air Transport Co-operation Committee will shortly resume the work which it commenced 
in July rg3o. Air transport questions have become an international problem of the first rank 
and any progress made towards co-operation in this sphere cannot fail to facilitate intercours~ 
between peoples, and contribute to the solution of other and more general problems affecting 
international political relations. . ' 

"In my opinion_. oll:e of the_new deyelopme~ts worthy of more special attention is the attempt 
to m~e the \)rgamsahon. a kmd of I!lternat10nal service for the investigation of the, general 
questions relatmg to p_ublic works, which. are now claiming the attention of the Governments. 
Once already, the Advisory_ an~ Technical ~ommittee has lent the assistance ot its experts to a 
Government for the ex~mahon of certam qu~tions relating to national equipment. The 
~ecent r~quest of the National Govern~ent of Chma for the .co-operation of the Organisation 
~ draWing up a plan for the economic reconstruction of China is obviously of the highest 
1mportal!-ce. The steps already taken by the Advisory and Technical Committee prove that the 
latter w~ spar~ no e~orts to enable the Chinese Government to take the fullest advantage of 
~h~ adVIce of 1IDpartJal experts. More recently still following certain attempts which were 

emg made by the International Labour Office to r;duce unemployment the Council at the 
requ~ ~f the Assembly, instructe~ the Committee on Public Works and' National Eq~ipment 

w c ~as set up by the Advisory and Technical Committee and has the assistance of 
refprhesentatives of the International Labour Organisation and if. necessary of representatives 
oteLeagu' . dfi . , , t b e.s econo1n1c an nanc1al organisations- to collect the schemes for public works 
~ e commumc_a~ed by !he G~ve~ments for the purpose of co-ordinating them on an international 

P. ne, of expedi~mg thetr realisation and of following up their application. It is only a few days 
SlFce the Co~m1ttee on Public Wor~s held its first meeting, and, without regarding the execution f ~{;t public works-. th_e_financmg of which will inevitably be difficult- as a magic reme¢l.y 
(/ ~ pr~sent .economic cns1s, we may hope that in this sphere the Communications and Transit 

rgamsahon Will be able to give the Governments valuable assistance. 
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" The general discussion will no doubt enable the future Advisory and Technical Committee, 

which the Conference will have to appoint, to collect the opinions of delegates members of the 
Organisation on the most urgent problems. It is through the periodical General Conferences 
that the Advisory and Technical Committee is best able to keep in touch with the opinion of groups 
specialising in the study of questions relating to communications and public works. In addition 
to the representatives of the majority of Governments, the General Conference groups those of 
the great international institutions, both official and private, which have always given the 
Organisation their practical support. The present General Conference, I feel sure, will again 
demonstrate the value of the provisions of the Statute for the Communications and Transit 
Organisation, in virtue of which these Conferences meet every four years." 

M. Silvain DREYFUS (France) (Vice-President of the Conference) spoke as follows : 

"Mr. President, Gentlemen .. - In my absence you have done me the very great honour of 
electing me Vice-President of the Fourth General Conference on Communications and Transit. 
I am greatly touched by this kind proof of your esteem and thank you from the bottom of my 
heart. 

"I may assure you that we of the Advisory and Technical Committee on Communications 
and Transit, of which I am Chairman, welcome the fact that this Conference is to discuss the work 
for which we have been responsible, and I need hardly add that we shall be particularly gratified 
if our efforts meet with your approval. We are anxious for the guidance of a bodyof men so well 
qualified to speak on these matters, and shall follow with gratitude such proposals as you may 
make for our future activities. 

" It is for me a great pleasure once more to note that the mechanism of our Organisation, 
which rightly boasts that it is the oldest in the League of Nations, is functioning with smooth 
regularity. This mechanism was aptly described in a booklet published a few years ago by the 
Information Section of the Secretariat of the League of Nations. After showing the fundamental 
imp9rtance of the part assigned to the General Cr;mferences, the author of this booklet points out 
that the Transit Committee, which is a smaller body than the Conferences, is responsible for 
ensuring the continuity of the work and plays the part of a board of directors. ' 

" Such a comparison contains nothing to which we need object, provided that you are willing 
to regard yourselves as a meeting of shareholders, and that you at once give up all claim to any 
distribution of dividend. All that we can offer you is a dividend in the abstract in the shape of 
resolutions, conventions and proposals of various kinds, and we are convinced that you will 
study our work in the frame of mind in :which it was carried out- that is to say, with no other 
feelings than those conducive to justice and solidarity. 

" As the Secretariat of the League of Nations considers that the activities of the Transit 
Committee are similar to those of a board of directors, may I, following the example of those who 
have preceded me, pay a tribute to the high abilities of our manager, if I can thus refer to the 
singularly outstanding personality who, as you know, so ably performs the duties of secretary
general of the Transit Committee and of the General Conferences. I should indeed no longer 
regard M. Robert Haas as our manager, I should give him the title of managing director, for this 
very year he has deservedly been promoted to the rank of Director of the Communications and 
Transit Section, and on this occasion you will, I am sure, join with me in warmly congratulating 
him. 

" Ever since it was set up, the Transit Organisation has been directed with the utmost skill 
and, that being the case, it could not fail to develop with impressive regularity. When I think 
of the growing importance of our functions, I cannot help being reminded of the remarks made by 
one of our most distinguished Presidents at the Second General Conference to the effect that in 
1922 the Transit Committee had been obliged to cudgel its brains for questions worthy of discussion 
in order to carry out the task which had been allotted to it. At that_period the Committee was 
starting life, it was young and delicat~ ~nd, as we all know,_ t~e nounshment of ~ew-born babes 
requires infinite precaution and ever-":Ig:ilant car~. To-day ~tIS clear that t~e c~d has gro':l'n : 
it has filled out with unexpected rapidity and, If we may JUdge by the thirty-nme resolutions 
adopted by the Transit Com~ittee at its last session, its capacity_ for work leaves nothing to ~e 
desired. It is for you to decide, gentlemen, whether the Committee has made good use of 1ts 
powers. 

"For my own part I should consider that I was not doing my duty if I failed to emphasise 
here two highly interesting remarks which were made in the Assembly of the League of Nations 
on the activity of the Communications and Transit Organisation. 

"In the first place, M. Nagai pointed out in his. rg~8 report that, i~ setting _up its committees 
after the Third General Conference, the Commumcatlons and Transit Comnnttee had success
fully appealed for the co-operation of.ex~erts with the ~ost vari~d qualification~ and t~at it ~ad 
thus made it clear that the Commumcatlons and Transit Orgamsatlon was taking an mcreasmg 
interest, not merely in Europe, but in other parts of the world also. 

" In the second place, as the President of this Conference has reminded you, the Twelfth 
Assembly which met in Geneva last ·month congratulated itself through M. Costa du Rels, 
Rapporteur, that 'while our.Organisation was at first obliged to attach special importance to 
questions of principle relating to the legal settlements of international difficulties in respect of 
communications, it is at present, in view of the economic problems which occupy a predominant 
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"ti" • the nu"nds of all nations endeavouring more and more to co-operate in the work of 
posi on m ' "al k f 1 · · t"al · f th economic reconstruction and to carry o?t the ess~nti ftas o p ~cmt~ an 1mdpar 1bli semcke otr the 
study of the great _eco~omic and techmcal questions o commumca IOns an pu c wor s a e 
disposal of all natiOns . 

.. This new tendency on the part ~f ourOrg~n~s~ti~n met with the full approval of th~ Assembly, 
and the confidence which it showed m our actiVIties 1s bound to encourage us to contmue boldly 
along the way which has recently opened before us. 

•• The Transit Conunittee'smemorandum has, moreover, apprised you of the conditions in which 
following the mission successfully carried o~t in China b~ the D~ector of the _Q~ganisatio~, the 
Committee decided : (I) to set up a Comnuttee of Enqurry relative to the trammg of engmeers 
specialising in public works ; (2) to set up a Committee of Enquiry into general questions relating 
to public works. I may add that the scope of this second Committee has been considerably 
extended at the suggestion of the International Labour Office and the Committee of Enquiry 
for European Union. In pursuance of a resolution passed by the Assembly on September 24th last, 
the Council has referred to our Conunittee of Enquiry on Public Works and National Equipment 
the proposals put forward by various Governments with a view to the carrying out of great public 
works intended to alleviate the effects of the economic depression and contribute to the resumption 
of activities, thus ameliorating the conditions of workers in every country. 

· .. The Committee, which will have to base its decisions more particularly upon the utility and 
productivity of the works proposed, and whose duty it is to co-ordinate these schemes on the 
international plane, while accelerating and supervising their execution, came into being at Geneva 
on October I4th and ISth, I93I. With the assistance of several representatives of the Interna
tional Labour Office, it lost no time in applying itself to its task. 

" In the first place, it examined the problem of the execution of public works intended to 
alleviate unemployment and the effects of the economic crisis. To this end it decided to circularise 
the Governments concerned without delay and to ask them to send it at the earliest possible 
moment concrete proposals in the form of definite and detailed schemes. It was at the same time 
understood that preference should be given to schemes likely to improve living conditions in the 
countries where unemployment is especially serious .or whose national equipment is at present 
inadequate. . 

" In the second place, the Committee proceeded j:o a preliminary exchange of views on the 
questions "raised by the request of the Chinese Government, and it decided the broad lines of its 
procedure relative to the examination of the schemes for works to be carried out in China and also 
relative to the conditions in which it may recommend the application of certain measures to the 
Chinese Government. -

"In every way, gentlemen, we are therefore entitled to hope that once again the assistance 
of the Communications and Transit Organisation of the League of Nations will not have been 
appealed for in vain." 

The SECRETARY-GENERAL OF THE CONFERENCE thanked the President and the Vice-President 
for the appreciation expressed ~t the present meeting and at that of the previous day, adding 
that the success of the Secretanat's work depended not so much on its intrinsic value as on the 
confidence which the delegations placed in it. 

II. REPORT BY THE SECRETARY:GENERAL OF THE LEAGVE OF NATIONS ON ACTION TAKEN ON THE 
DECISIONS OF PREVIOUS CONFERENCES (see Annex I, section I). 

The PRESIDENT opened the discussion on this item on the agenda. 

No observations. 

Tk Conference noted the report of the Secretary-General of the Leag1te of Nations. 

Ill. EXAMINATION OF THE MEMORANDUM ON THE PRINCIPAL QUESTIONS DEALT WITH BY THE 
, CoMMUNICATIONS AND TRANSIT COMMITTEE SINCE THE THIRD GENERAL CONFERENCE. . 

Road Traffic (Annex I, section 2, III). 

h M .• ~ene MAYER (France) ~?served that in the last line of paragraph 2 (French text) the 
P .rase actuellement en cours should read " actuellement en cours d'etude" · otherwise "t 
m1ght be thought that the fiscal rules for motor-cars in France were already being ;evised wh· 

1
h 

was not the case. ' IC 
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The SECRETARY-GENERAL OF THE CoNFERENCE replied that the correction would be made when 
the memorandum was reprinted together with the other texts concerning the work of the Confe
rence. 

M. BoRRIELLO (International Chamber of Commerce) said that the International Chamber 
of Commerce, which had attended the European Conference on Road Traffic, had been mainly 
interested in the draft Convention on the International Regime for Commercial Motor Transport 
and the Convention on the Taxation of Foreign Motor Vehicles. Present difficulties were due, first, 
to the different national laws regarding the taxation of motor traffic ; secondly, to the practical 
impossibility .for certain countries to make foreign vehicles contribute to the cost of the upkeep 
of roads ; and, finally, to the competition between motor traffic and railways. 

Another difficulty was the limitation of triptychs to tourist vehicles. The International 
Chamber of Commerce had recently received a complaint from the Algerian Chamber of Commerce : 
Algerian commercial travellers proceeding to Morocco by motor-car could not obtain triptychs 
because they were not tourists ; they were therefore obliged to leave a deposit at the Customs. 
If this principle were strictly applied, only persons proceeding to watering-places or driving about 
for pleasure would be allowed the benefit of triptychs. 

The difficulty was not due to tourist associations. The International Tourist Alliance, for 
instance •. had said that its component associations were prepared to grant triptychs to all motor 
vehicles. The International Association of Recognised Automobile Clubs had asked that trailers 
should be admitted on triptychs ; again the International Chamber of Commerce had, at its Fifth 
Congress at Amsterdam in I929, adopted a resolution asking·for the simplification and general 
application of triptychs owing to the impossibility in practice of drawing a distinction between 
vehicles used solely for tourist purposes and vehicles used for business and professional purposes. 

The International Chamber of Commerce noted with satisfaction that the Advisory and 
Technical Committee in its recommendations concerning triptychs had recommended the 
extension of the system. It would have been· glad if the European Conference on Road Traffic 
had obtained more tangible results, but the draft Convention on International and Commercial 
Motor Transport had not' been adopted and the Convention on the Taxation of Foreign Motor 
Vehicles had only been signed by the countries which already granted favourable terms to foreign 
cars : the only country whose signature would have been important did not sign. It was obviously 
difficult to conclude international conventions on questions which had not been definitely settled 
either under national legislation or by a sufficient number of bilateral agreements. 

The two principles which the International Chamber of Commerce would like to see applied 
were: 

I. Equality of treatment for public motor-transport undertakings as regarded their admission 
to concessions. 

2. A general extension of the triptych system. 

The International Chamber of Commerce considered that, should the Convention not be 
applied generally, the question of the international system for commercial motor transport and 
that of the taxation of foreign motor vehicles should be studied at the same time as the whole 
problem of the co-ordination of the various means of transport. So long as the relations between 
the railways and motor transport were not defined more clearly, the legal system for commercial 
motor transport and the methods of financing the roads could not be made definite. 

The International Chamber of Commerce was at present preparing, together with the various 
other international organisations, both official and private, for a general conference on the various 
means of transport. This Conference would consider the above questions. The International 
Chamber of Commerce hoped that the Conference would be assisted by Government experts. 
It would be glad of the help of the League of Nations in preparing for the Conference, which might 
also deal with certain questions which the European Conference on Road Traffic had left on one 
side for further study. 

M. Silvain DREYFUS (France) pointed out that at its session in May-June I93I, the Advisory 
and Technical Committee for Communications and Transit had adopted the following resolution 
on this question : 

" The Advisory and Technical Committee : 

" Having noted the resolution adopted by the European Conference. on Road Traffic 
held at Geneva in March I93I, concerning the suspension of the work on commercial motor 
transport: 

"Requests the Secretariat to collect documentary material on the national laws of the 
various States concerned relating to commercial motor transport, as also on ~conomic 
conditions prevailing in the different countries which are liable to infl!Jence the development 
of such transport ; 

".'Asks the Permanent Committee on Road Traffic to take such action on the above
mentioned resolution of the European Conference on Road Traffic as may be necessary 
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f ·t f rther enquiry the co-opeiation of experts who are especially well 
and to secure or I s u f •h t" " (D t C 417( ) · _, 1 "th the economic and legal aspects o , e ques 10n. ocumen . a . quahfied to ,.ea WI . 

M.r73( a).I93I.VIII.) 

tl the AdVI.sory Committee had certainly not lost sight of this important question. Consequen y . · . 

Rail Transport (Annex I, section 2, IV). 

M. HEROLD (Switzerland), as Chairman of the Permanent Committee for Transpor~ by Rail, 
st ted that he was satisfied with the efficacy of the procedure adopted by the Advisory and 
T:chnical Committee for the settlement of disputes r~lating to certain railways which had occurred 
in the Successor States of the former Austro-Hunganan Monarchy. . 

With regard to the negotiability of railway transpor~ do_cuments, a mov~ment ha~ ru;sen 
in the countries which had adhered to the Berne Convention m favour of the mtroductlon mto 
railway legislation of the principle of negotiability. The Co~fere11:ce for the revision of ~he Berne 
Convention which would probably meet in 1933, would deal With this problem, and those mterested 
should not fail to communicate the-results of their investigations to the Central Office at Berne. 
This documentation would be useful to the 1933 Conference. 

The International Chamber of Commerce had expressed its regret in a memorandum that the 
discussions of the Berne Conference had been between technicians and experts only, and that the 
economic circles concerned had not been heard. That reproach appeared to be unjustified. The 
Governments had not failed and would not fail, to consult economic interests before giving 
instructions to their expert~. The economic aspect of the question, in view of its primary 
importance, should be given special consideration.· 

M. GRUNEBAUM (Austria), returning to the question of the negotiability of railway transport 
documents, pointed out that for a long time the Austrian Government had encouraged efforts 
in this direction. As early as 1905 the Austrian representatives at the Second Berne Conference 
suggested that waybills to order should ,be introduced into the goods transport system, but that 
proposal was defeated by seven contracting States to three. In spite of this, sight had not been 
lost of the question, and efforts had been made to reconcile the claims of industry, trade and other 
users of the railways with the legitimate anxiety of certain railway companies. 

The Austrian Government greatly appreciated the setting up by the Advisory and Technical 
Committee of a special Committee of Enquiry of which M. Griinebaum was a member. 

The Commercial Treaty concluded on June 30th, 1931, between Hungary and Austria 
contained a provision (Article 7, section 2) of the General Agreement on Exportation 
which stipulated that a special agreement should be concluded with regard to the negotiability 
of transport documents. The Austrian Government hoped that this example would be followed 
by other countries. The Danube-Save-Adriatic Railway Company (former Southern Railway 
Company), the principal office of which was at Vienna, and which extended into Hungary, Italy, 
Yugoslavia and Austria, had examined this question, and, in consequence of the investigations 
undertaken by its Board, proposed to convene a Conference of the countries into which the railways 
penetrated, in order to settle the question at least provisionally. The Hungarian Government, 
in pursuance of the Company's suggestions, had convened a Conference which would be held in 
Budapest in November 193r. The Austrian Government proposed to support these efforts, 
which, apart from any immediate result, would certainly supply a useful basis for the work of 
the next Conference for the revision of the Berne Convention, whose duty it would no doubt be 
to settle the question of a universal and final agreement. · ' 

In conclusion, M. Griinebaum hoped that the Advisory and Technical Committee would 
endeavour to co-ordinate the various efforts already made in this direction in order to prepare the 
ground for the Berne Conference and enable it to achieve successful results. 

M. NoRDBERG (International Chamber of Commerce) pointed out that the International 
Chamber of . Commerce had for !he past three years been working for the introduction into 
Europea~ railway traffi_c of neg?tlable t~ansport documents, the use of which was widespread on 
the contment of Amenca, particularly m the United States. It thanked the Communications 
and Transit Organisation for its help in this matter. 

Since the session of the Special Committee, the International Chamber of Commerce had 
prep~red draft provisions to be a1ded to the Convention on the international transport o{ goods 
by rail. _It ~as at present prepanng a supplementary report which would first be laid before the 
Commurucabons and Transit Organisation's Special Committee. When the draft had received 
the final approval of the Board, the International Chamber of Commerce would send it to the 
Central Office for international transport by rail, which woulc1 be asked to bring it to the notice 
of the Governments concerned. 

The International Union of Railways had also drawn up certain proposals. 
From M. Griinebaum's statement, it seemed that the help of Governments could also be 

expect~d; The Con!erence on the disposal of surplus wheat held at Paris in February, the 
Com~ISswn of EI_Jqmry for European Union and the Rome Conference were all dealing with the 
question of negotiable waybills. 

Th~ Intemat!onal Chamber of Commerce was well aware of the difficulty of introducing this 
reform m the contment of Europe, divided as it was into a large number of States, but was convinced 



- I3-

that, once the reform was adopted, it would be asked why it had not been introduced sooner. 
The negotiable railway transport document, like the bill of lading, the bill of exchange and the 
cheque, without which it was impossible nowadays to conceive of international trade, could be 
considered as a new credit instrument. 

M. DE DIETRICH VON SACHSENFELS (Hungary) thought the efforts which had been made in 
various directions in.this matter were a cause for satisfaction and hoped that the 1933 Conference 
would be able to settle a problem the great importance of which, particularly in time of crisis, 
wa.S generally recognised. 

· M. LEVERVE (International Railway Union) pointed out that, on being notified by both the 
Advisory and .Technical Committee and the International Chamber of Commerce of the desire 
in commercial circles for a negotiable transport document, his Union had devoted its attention 
to that question. Obviously an innovation of that kind in connection with transport would raise 
numerous difficulties. The Goods Committee of the International Railway Union, after studying 
the principal aspects of the problem, drew up a system containing measur._s for giving satisfaction 
to the desire for a negotiable instrument which would at the same time not upset the international 
railway regime. These measures would be submitted to the Management Committee of the 
Union for a decision, after which the International Union of Railways would be in a position to 
reply to the International Chamber of Commerce and the Advisory Committee. 

M. SEELIGER (Germany), supporting the procedure to which M. Leverve had called attention, 
proposed that the Conference should await the result of the Management Committee's investigation. 

· M. MuLLER (Czechoslovakia) sta,ted that his Government had set up a joint railway and 
navigation committee with a view to arranging collaboration between railways and navigation 
undertakings. This Committee was also studying the question of a single document for the two 
means of transport which might at the same time be used as a negotiable document. Czecho
slovalda experienced special difficulties with regard to the combined transport of goods, for 
example, passing by rail from the Danube to the Elbe across Czechoslovalda, which was essentially 
a transit country. A single negotiable transport document would remove most of those difficulties, 
and it was to be hoped that the Governments represented at the next Berne Conference would 
pe able to reach agreement on that question. 

M. PoLITIS (Greece) proposed that the Conference, recognising the importance of the question 
of negotiable transport documents, should pass a ;resolution recommending that the enquiry 
should continue, in order that precise and definitive conclusions might be placed before the Berne 
Conference in 1933. This recommendation should be forwarded to the various Governments and 
to the International Chamber of Commerce, the International Union of Railways and the Advisory 
and Technical Committee on Communications and Transit. 

M. Politis' proposal was adopted. 

The PRESIDENT asked M. Politis and M. Herold to prepare a draft resolution for the 
Conference's approval. 

FIFTH MEETING. 

Held on October 2oth, I9JI, at 3.30 p.m. 

Pres£dent: M. A. DE VASCONCELLOS. 

IV. EXAMINATION OF THE MEMORANDUM ON THE .PRINCIPAL QUESTIONS DEALT WITH BY THE 
COMMUNICATIONS AND TRANSIT COMMITTEE SINCE THE THIRD GENERAL CONFERENCE 

(continued). · 

Inland Navigation (see Annex I, section 2, II). 

Statement by the Chairma.n of the Permanent Committee for Inland Navigation. 

M. Silvain DREYFus (France), as Chairman of the Permanent Committee for Inland 
Navigation, stated that, since the Third General Conference, his Committee had held two sessions, 
one in 1929 and the other in 1931. · 

RIVER LAW. 

During the 1929 session the Permanent Committee, after hearing the explanations given by 
one of its members who had taken part in the work of the Committee for the Unification of Private 
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Law, decided to approve that Committee's report and to forward it to the Tra:n~it Committee with 
a proposal to request the Council to convene a European Conference for the spnng of 1930. 

The memorandum in the document under discussion contained the results. It stated that 
the Conference for the Unification of River Law was held at Geneva~ November and December 1930, 
and gave details of the three Conventions and three recommendations a~opted by ti:e Conference. 
M. Silvain Dreyfus would only add that the C~ntral. Committee .for Rh!ne Navigll;tlon note~ the 
success of the Conference "'ith the greatest satlsfactlo!l, and at. Its sess10n ~f Ap~il 1931 pomted 
out the importance of putting the Conventions on nver law mto force simultaneously and as 
quickly as possible. · . 

UNIFICATION OF TRANSPORT STATISTICS. 

The Permanent Committee for Inland Navigation in rgzg again dealt with the que.stion of the 
unification of transport statistics. A report by the Unification Commi~tee, ref~mng oJ?ly to 
inland and maritime navigation, was submitted to the Permanent Comrm~t~e, which c<_>nsidered 
that it would be premature to request the Transit Committee to take a deCisiOn concernmg those 
parts of the report relating to nomenclature and the statistics of goods and passengers tran~port~d. 
Moreover, it proposed to introduce immediately some changes in the report of. the Umficatton 
Committee regarding water transport ; these changes were almost a:Il accepted m January. I«;)3I 
by the Inland Navigation Section of the Committee for the Unification of Transport Statistics. 
A draft Convention referring to the transport of goods by sea, river and rail had been drawn up 
by the Drafting Committee of the Unification Committee, and after approval by the Unifi.c~tion 
Committee and the Transit Committee would serve as a basis for discussion at the Internat10nal 
Conference which would probably meet two years hence. 

NAVIGATION ON NATIONAL WATERWAYS. 

At its 1931 session the Permanent Committee for Inland Navigation in the first place examined 
the request made by the Preliminary Conference with a View to Concerted Economic Action held 
at Geneva in February-March 1930 to study the possibility of coming to an international agreement 
regarding navigation on national waterways, which agreement would embody in particular the 
principles at present contained in the Additional Protocol of the Barcelona Convention of rgzr. 

The Permanent Committee noted that the agreement contemplated by the Preliminary 
Conference would have a much wider scope than an additional Protocol. It considered that, 
before proposing to the Transit Committee to pursue the conclusion of such an agreement, 
information on the subject should be collected. The Permanent Committee therefore drew up a 
que'>tionnaire which would enable the Governments concerned to supply the Secretariat with 
definit~ information on the conditions under which foreign vessels were allowed to navigate 
on th.err n~tioJ?-al waterways_. When the Committee was in possession of the replies to this 
queshonnarre, It would consider what further steps could be taken on the suggestion of the 
Preliminary Conference with a View to Concerted Economic Action. · 

PASSPORTS FOR NAVIGATION STAFF. 

Lastly, M. SilvaiJ?- Dreyfu~ po~ted out.that the Permanent Committee on Inland Navigation 
had dra'_'l'll the Transit Committees attention to a resolution adopted by the Conference of the 
Internabon:U Chamber of Comm~rce on Danube Navigation. This resolution, which was voted 
at Cra~ow ~ September 1930, aJIDed at establishing an identification card for permitting the 
freer crrculat10n of members of the crew and staff of shipping companies. 

The Transit Co~ittee, which had already exami~ed the question of abolishing the obligations 
of officers and seamen m respect of passports, had decided at its last session that this examination 
should. extend to the identification papers of the staff of inland navigation, as the Permanent 
Comrmttee had proposed. · 

SUMMARY. 

river~~ Sil:~ Dreyfus said! in summing up, that, apart from the question of the unification of 
. wti.. ~ch hwas thhe subJ~ct of tlrree Conventions, three main questions were at present under 

examma on m t e sp e1e of inland navigation : • 

r. The unification of transport statistics ; . 
2. International navigati~n on national waterways ; 
3· Passports for navigation staff. 

GENERAL DISCUSSION. 

~· D~ RUELLE (Belgium) said the Belgian Government had submitted the three Conventions 
~m .ntsver w to the Superior Council for Inland Navigation a body composed of shipowners 
JUriS etc fo th · · · T ' ' Th B' 1 .• , r err opm1on. he Council had expressed itself in favour of the Conventions. 
f e e giahn Go":e~ment would therefore submit them to Parliament and under these conditions 
oresaw t e poss1bility of their being ratified shortly. 
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M. SITENSKY (Czechoslovakia) said. his country was greatly interested in the introduction of 
uniform river law, as it possessed three navigable rivers, all of which were mostly in foreign 
territory. The Government had signed all three Conventions, but it had not been possible to 
proceed to their ratification, because the law putting into effect the regulations contained in the 
Conventions had not yet been passed. He hoped this would soon be done, after which the 
Conventions could be ratified. 

He thought that the work of unification had, however, not been completed by the Conference 
of the previous year, and that it should be continued. The only question being dealt with at 
present concerned working conditions of the crews of vessels. But there were other questions of 
river law which had not yet been dealt with, the unification of which, however, would be equally 
desirable. M. Sitensky was of opinion that the work of unification should at once be commenced 
by the drafting of questionnaires to be sent to the Governments of States concerned, in order to 

· have a basis for future work on unification. 

· M. HosTIE (Central Commission for Rhine Navigation) recalled the fact that the work of 
unification was being carried on in conjunction with the River Commissions, and that according 
to long-continued practice the Committee on the Unification of River Law of the Communication 
and Transit Committee worked on the basis of schemes submitted to it by the River Commissions. 
The Central Commission for. Rhine Navigation would discuss at its next session the continuation 
of the work of its Committee on River Law. 

The ASSISTANT SECRETARY-GENERAL OF THE CoNFERENCE said the reductions in credits 
voted by the Assembly had affected the budget of the Transit Organisation so that its activity 
next year would be restricted to the most urgent questions. It would probably be impossible for 
the Unification Committee to meet in I932. This did not mean that the preparatory work 
suggested by M. Sitensky should not be undertaken by means of correspondence between the 
members of the Committee. In this way the Committee, when it met, could be well supplied with 
full information. 

M. SITENSKY (Czechoslovakia) agreed with this procedure, which he thought would provide 
a basis for future work. 

M. MULLER (Czechoslov;!.lda) said the International Danube Commission had applied to the 
Transit Committee regarding the difference in social insurance legislation in the inland navigation 
of the different countries through which disputes had arisen. He would like to know the present 
position of this question. 

M. HosTIE (Central Commission for Rhine Navigation) said that this question had been dealt 
with by a Committee of Experts constituted by the Governing Body of the International Labour 
Organisation in accordance with a resolution of a mixed Committee composed of delegates of the 
Communications and Transit Organisation and of the International Labour Organisation. The 
Committee of Experts had held its first meeting in September I930. Two questions had been 
set aside for fut:ure examina.tion : 

r. That concerning hours of work : it was understood that the question of night rest 
should be examined first ; 2. That of conflicts of law concerning administrative mutual 
aid in questions of accident, sickness, invalidity and old-age insurance. 

Certain misunderstandings seemed at one time to have arisen in the Governing Body of the 
International Labour Organisation with regard to the mandate of the Committee of Experts as 
established by the Mixed Committee, but these misunderstandings seemed to ~ave disappeared. 
The composition of the Committee of Experts was completed, and a second meetmg would be held 
at the beginning of r932. 

M. BORRIELLO (International Chamber of Commerce) noted with pleasure the work 
accomplished, especially in respect of the unification of statistics relating to transit. traffic and the 
admission of foreign vessels into national waters. Thanks were due to the International Chamber 
of Commerce for the resolution voted at Cracow with the object of establishing an identification 
card for the crews and staffs of shipping companies. 

The delegates of the International Chamber of Commerce at the European Conference for the . 
Unification of River Law had drawn attention to the disadvantages created by the fact that the 
vessel causing a collision was not obliged to assist the other vessel. The Brussels Convention on 
Collisions at Sea provided for such an obligation. It was considered that the question of assistance 
was not so important in inland navigation as in maritime navigation. This was true for rivers 
with frequent traffic such as the Rhine. But the case was quite different on rivers such as the 
Danube or on large lakes such as Lake Constance. The International Chamber of Commerce 
was glad that, although the European Conference had found it impossible to insert in the 
Convention a clause compelling vessels to render assistance, it had nevertheless taken this question 
into account by a resolution on the subject. 

He desired to urge on the delegates to the Conference the necessity for issuing legislative 
provisions in conformity with that recommendation in all the countries concerned. 
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M. GRCNEBAUM (Austria) asked whether it was proposed that. th~ Mixed Commission. ~reated 
by the Transit Organisation and the International Labour Orgamsatlon should take deciSions or 
create a basis for future negotiations. 

1\f. MuLLER (Czechoslovakia) thanked M. Hostie for his information. He noticed that the 
future work was based on proposals made by the River Co~missions. As far as th~ Internation~ 
Danube Commission was concerned, he was not aware of this procedure, and he believed that this 
(:ommission was not aware of the fact that a proposal was expected of it. 

M. HosTIE (Central Commission for Rhine Navigation), in reply toM. Griinebaum, said that, 
as regards night rest, this was, above all, an attempt to render the various regulations uniform. 
\Vith regard to social insurance, it was, on the contrary, primarily (but not necessarily exclusively) 
a question of solving difficulties arising from conflicts of law. 

In reply to M. Miiller, he supposed the decision of the Transit Committee had been 
communicated to all River Commissions, but stated that, up to the present, only th~ C_entral 
Commission, which had of its own accord dealt with the unification of private law 111 111land 
navigation, had drawn up proposals. · 

The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE replied that the Transit Committee 
had communicated its decision to all the River Commissions, but only the Central Commission 
for Rhine Navigation had taken preliminary steps by setting up a special Committee. 

M. MuLLER (Czechoslovakia) said there must be some misunderstanding. He had referred 
only to social insurance, on which the Danube Commission had not been informed of the decision 
of the Transit Committee. 

M. HosnE (Central Commission for Rhine Navigation) said that, as regarded labour conditions, 
none of the River Commissions had started to examine the question. The Central Commission 
and the International Danube Commission had merely sent to the Communications and Transit 
Organisation and to the International Labour Organisation certain complaints which had been 
brought to the notice of the Committee of Experts. 

Sir John BALDWIN (Great Britain) wished to warn the River Commissions against an 
exaggerated conception of perfection. A Convention which from the legal point of view was 
perfectly applicable to the Rhine might be unsuitable for the Danube; and he hoped the authors 
of future conventions would endeavour to curb their legal consciences and try to arrive at something 
applicable to all conditions. 

M. SEELIGER (Germany) agreed. In Germany it was impossible to enact different laws for 
different parts of the country. Germany had four large river systems and it was necessary 
therefore to create satisfactory legislation applicable to all the systems. 

M. DE RuELLE (Belgium) agreed that in negotiating conventions an objective view must be 
taken and the practical necessities should be taken into consideration . 

. ~ith r~gai:d to M. Borriello's remarks in resp~ct of assistance to be granted to vessels in 
collisiOn on 111land waterways he stated that such assistance was compulsory on Belgian waterways. 

Communications Questions affecting Relations between 
Poland and Lithuania (see Annex I, section 2, VII). 

M. Silv~n DREYFUS (F:ance), in r~ply t.o a qu~stio~ put by a delegate, reminded the Conference 
of the ~onditlons under v.:hich the Polish-L1thuaman dispute had been brought before the Transit 
Comrruttee by the Council. 

. . By its r~solution _of December 14th, 1928, the Council, in view of the fact that the documents 
111 Its poss~sston m~nttoned obstacles in the way of freedom of communications and transit, invited 
!he Tra~stt Comrruttee _to report upon the practical steps to remedy the situation or to lessen its 
mternabonal r~percuss!ons. It was further specified that the Transit Committee should take 

. account of the mternahonal undertakings in force. · 

The fir~~ obse~ation to wh_ich this gave ri~e was that the Council; having stated that the 
documents mention obs~acles m the way ", Without stating that the documents establish the 
fact that such obst~cles extst, the first duty of the Transit Committee was to ascertain objectively 
whe~her there were 111contestable obstacles in the way of freedom of communications and of transit 
and 111 that case clearly to define such obstacles. . ' 

The second observation ~as that, under the wording used by the Council, the Transit Committee 
w~ to propose O?IY prac~tcal steps. The Conference was in a position to note that on these two 
pomts the Transtt Comm1ttee endeavoured to conform scrupulously with the Council's intention. 
t- . 'J!le t~ird observa~ion. was th~t the Transit Committee considered that, in carrying out its 
ask, It enJoyed a certam liberty, smce under the Council's resolution it had the latitude of either 



- I7-
pursuing the removal of the obstacles noted or of proposing to lessen their international 
repercussions. The Committee noted the existence of : 

I. Obstacles in the way of freedom of direct communication between Poland and 
Lithuania; 

2. Difficulties in the way of direct consular relations between Lithuania and Poland ; 

3· Obstacles in the way of freedom of communications and transit through the territories 
subject to the Lithuanian and Polish authorities in connection with : 

(a) The transit of goods both by river and rail ; 
(b) The transport of passengers by rail; 
(c) Postal and telegraphic transit. 

After examining the situation, the Commission thought fit to utilise its right to take into 
consideration the idea of lessening the effects. It abandoned the idea of pursuing immediately 
the removal of all the obstacles noted, in the first place because the steps to be taken for that 
purpose would in certain cases give rise to complicated and costly operations without being of 
prim:rry general interest, and in the second place beca~se some of the questions raised were 
relahvely easy to solve. 

On the other hand, the Committee did not think it should interpret the expression " interna
tional repercussions " in too wide a sense. Although it might indeed be maintained that all the 
difficulties arising between two countries were international difficulties, it was reasonable in 
questions of communications and transit to give special consideration to cases where disagreement 
between neighbouring countries resulted in undoubted difficulties for the communications affecting 
other States. This was the line which the Transit Committee adopted and it expressed the 
opinion without adding other proposals that an end should be put, on the one hand, to the 
interruption in the transit floating of timber on the Niemen and, on the other hand, to the 
interruption of the railway section from Landwarowo to Kaisiadorys. It did so because both 
cases were instances of specific obstacles to freedom of transit of goods which gave rise to serious 
economic consequences for other c;ountries than Poland and Lithuania. 

These were the two reasons which led the Committee to m;J.ke moderate proposals and to 
limit itself to requiring the re-establishment of railway traffic only on a certain line. 

The fourth observation was that after referring to Article 23 (e) of the Covenant, under 
which Members of the League must secure and maintain freedom of communications and transit, 
the Council in its resolution of December 14th, rg28, asked the Committee to take into account 
international undertakings in force. 

Under these circumstances the Committee was able to confine itself in respect of the general 
obligations arising out of the Covenant to pointing out that the situation appeared to be in 
contradiction to the aims of Article 23 (e). On the other hand, it laid stress on the other inter
national undertakings contracted by the two countries concerned and arrived at the conclusion· 
that the obstacles to the freedom of transit which it proposed should be removed were incompatible, 
as far as Poland was concerned, with the Convention on Freedom of Transit ratified by that country, 
and, as far as Lithuania was concerned, with the ·Convention relating to the Memel territory 
ratified by Lithuania. 

In reply to a remark by M. DoBKEVICIUS (Lithuania) to the effect that the question dealt 
with by the Transit Committee had been submitted to the Permanent Court of International 
Justice, which had called upon the Chairman of the Transit Committee to lay before it his 
Committee's point of view, M. Silvain DREYFUS (France) pointed out that he had only spoken of 
the way in which the Transit Committee had dealt with the question at the request of the Council . 

• 

M. DOBKEVICIUS (Lithuania) understood from M. Silvain Dreyfus' statement that the Transit 
Committee based itself principally on legal arguments which would oblige Lithuania to open 
certain railways and waterways to traffic in transit. Regarding the Niemen waterway, which 

· Lithuania had undertaken under the Memel Convention to open to timber-floating, it should 
be stated that no obstacles had been raised and, if timber had not been floated, it was not 
Lithuania's fault. 

As for the question of opening to traffic in transit certain railways and in particular the 
Landwarowo~Kaisiadorys, the speaker recalled that, in the opinion which it had recently expressed, 
the Permanent Court of International Justice had not recognised the legal point of view of the 
Transit Committee and had declared that the international engagements in force did not in the 
present circumstances oblige Lithuania to open to traffic the line Landwarowo-Kaisiadorys. 

M. Silvain DREYFUS (France) replied that the Council, after receiving the Transit Committee's 
report, which had just been analysed, thought it advisable to obtain an advisory opinion from the 
Permanent Court of International Justice. It had not put to the Court the entire question that 
it had put to the Transit Committee but only a part of that question - namely, "Do the 
international engagements in force oblige Lithuania in present circumstances and, if so, in what 
manner, to take the necessary measures to open for traffic, or for certain categories of traffic, the 
Landwarowo-Kaisiadorys railway sector ? " It was for the Council to make what use it desired 
of the Court's opinion, and he thought the Conference was not entitled to intervene. 



-IS-

In order however to show that the Court had not destroyed the entire thesis prepared by the 
Transit Com~ttee, ~ might be concluded from M. Dobkevicius' remarks, M. Silvain Dreyfus 
quoted extracts from the advisory opinion given by the Court on October 15th, I93I. The 
Permanent Court, having explained that "Article 23 (e) of the Covenant - "":hatever may be 
~e obligations which do arise from it for States Members of the. Leagu~ of Nat10ns -.do~s n?,t 
unply any specific obligations for these States to open any parhc~ar lines of commurucatw~ , 
expressed itself as follows:" It is unnecessary for the Court to constder whether a State refusmg 
to establish any communication with one or more other Sta!e~, also Men;bers of the Lea~e, 
would not be contravening Article 23 (e) of the Cov~nant, eve~ If It had ~ot stgned any con':enhon 
prescribing freedom of communications and transit. In this c~n:nechon, ~he ~ourt desires to 
emphasise that the present Opinion is not to be construed as gtvmg any VIew m regard to the 
opinion expressed on behalf of the Advisory and Technical Commi~tee, to th~ effect that, by the 
terms of Article 23 (e), 'the Members of the League have certainly the nght to request any 
Members at least to refrain from acting in opposition to the objects of this article ' ". ' 

It was therefore impossible to say what the decision of the Court would have been if it had 
had to consider a question similar to that placed before the Transit Committee. · 

The PRESIDENT, having noted the procedure to be followed by the Transit Corrunittee in 
intervening in this question, thought the Conference could not discuss the action taken by the 
Council or by the Permanent Court of International Justice. He brought the discussion to an end. 

Communications of Importance to the League of Na#ons in Times of Emergency 
(see Annex I, section 2, VI). 

(a) The League Wireless Station. 

Sir John BALDWIN (Great Britain) noted that under the contracts the installation and 
equipment of the station should be completed by December Ist, I93I. He asked if the're was any 

·change in. this date, 

The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE replied that the scheme provided 
for two transmitting posts and two receiving posts. One of the transmitting posts and the two 
receiving posts could very probably be terminated by the date fixed. The company responsible 
for the other transmitting post would be six weeks or two months late on its contract. It was, 
however, expected that the entire station could function normilly by the beginning of the 
Disarmament Conference. ' 

Sir John BALDWIN (Great Britain) asked whether there was any change in the cost of equipment 
mentioned in the report. 

The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE stated that there was no change. 

(b) Facilities to be granted to Aircraft and Motor Vehicles carrying out Transport of Importance 
to the League. · 

The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE read th~ resolution passed by the 
Twelfth Assembly on this subject (see Annex 2). . . . -

. ~·. GRUNEBAUM (Austria) noted the statement at the end of the report that negotiations would 
be !ffitiated between the Secretary-General and the Governments concerned. In view of the 
achon taken by the Assembly he gathered that this was no longer necessary. 

The ASSISTAN~ SECRETARY-GENERAL .OF THE CONFERENCE replied that this referred to 
c~rrespondence _earned on by the Secretary-General with the various Governments in compliance 
With the resoluhon of the I930 Assembly. 

(c) Construction of an Aerodrome near the Seat of the League. 

M. HE~<?LD (Switzerland) said the _federal authorities had not yet had an opportunit to 
fkorm an opmton on the proposals submttted by the Geneva cantonal authorities or to ma?e it nown. 

M. Sil.vain DREYFus (France) referred to the last sentence to the effect that a new re ort of 
~~~~':u~t:h:tfh~t;~~tb~~s~!~1examined .by the Twel~th Assembly. He had heard /stated 
and asked if that was the case. y had dectded to submtt the question to further investigation 

draw;:e ASSISTANT SECRET~Y-GENERAL OF THE CONFERENCE replied that a technical re ort 
up by a small Commtttee of Experts had been submitted to the Twelfth Assembly which 
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had establishe~ that, alt~ough the technical side of the question had been sufficiently discussed, 
the non-technical questlons had not been discussed between the Swiss Government and the 
Secretariat. The discussion had therefore been postponed until next year. 

Miscellaneous Questions (see Annex I, section 2, IX). 

(a) Obstacles to Freedom of Transit: Recommendation adopted bv the Third General Conference on 
the Latvian Delegation's Proposal. . • 

No observations. 

(b) Unification of Transport Statistics. 

No observations. 

(c) Passports and Identity Documents. 

No observations. 

{d) Transport of Newspapers and Periodicals. 

. M. Re_n~ MA'I:'ER (France) said the French ra~ways had submitted, for the approval of the 
H1gh Admrmstratlon, the measures necessary to giVe effect to the recommendations in question. 

s~ John BALDWIN (Great Britain) said the British Government had decided to permit the 
droppmg of newspapers subject to the approval of the Air Ministry, subject, also, to the kind of 
apparatus used and the method and place of dropping the newspapers. 

M. MALTESE (Italy) said that the regulations regarding the international transport of 
newspapers by rail had been adopted as a recommendation by the International Railway Union. 

(e) Competition between Railways and W ~tterways. 

No observations. 

(f) Adoption of a Standard Horse-power Measurement for Aeroplanes and Dirigible Engines. 

Sir John BALDWIN (Great Britain) said tl!e Bdtish Government could not accept the formula 
adopted by the Committee of Experts, as it. was impracticable as a means of ascertaining the 
comparative· horse-power of aircraft. 

M. DJOURITCHITCH (Yugoslavia) replied that the formula was empirical and subject to revision. 
It had been drawn up with a view to the approaching Disarmament Conference, account being 
taken of the present state of the art of construction so as not to affect the progress of this art and 
to avoid as far as possible the abuses to which every formula would be open. It contained 
coefficients which would have to be revised frequently. It had been drawn up by specialists, and 
it would be difficult for the Conference to discuss the technical details of the formula. 

The AssiSTANT SECRETARY-GENERAL OF THE CoNFERENCE pointed out that the Committee 
of Experts had been requested to find a formula in accordance with a resolution of the Council. 
This was part of the preparation for the Disarmament Conference and the formula was intended 
to make the statistics regarding military aircraft comparable. The Committee gave the formula 
unanimously, while admitting that no perfect formula was obtainable. The method of taking 
measurements at the brake was rejected, as it was thought it would not give the same results in all 
circumstances. It was finally decided to base the formula on certain criteria which could always 
be checked, such as cylinder capacity and weight. 

Legal Questions (see Annex I, section 2, VIII). 

(a) Interpretation of the St.Petersburg Telegraphic Convention. 

Mr. RIDDELL (Canada) asked if the Conference intended to consider the question of the secrecy 
of telegrams only from the point of view of narcotics or also from that of criminal proceedings . 
for other offences, such as, rum-running. · · 

. M. Rene MAYER (France) replied, as a member of the Legal Committee, that that body, at the 
request of the Council, had examined the question of the exchange of facsimiles of telegrams 
in connection with the smuggling of opium and other dangerous drugs. The Legal Committee 
had investigated the general question as to whether it was possible to authorise the communication 
of the originals or copies of telegrams to other parties than the sender or addressee. It had 
.reached the conclusion that this was impossible under Article 2 of the St. Petersburg Convention, 
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which formall en aged the contracting States t? !ensure absolute secrecy for international 
telegrams. Tle Le~al Committee had drawn attention to the fac~ that a Conference was to meet 
in 1932 at Madrid for the revision of the St. Petersburg Convention, and had suggested that the 
question should be referred to that Conference. 

Mr. RIDDELL (Canada) said this di~ ~ot reply ~o his 9uesti~n. The.report stated that the 
Legal Committee recognised that th~ nght to obtru!l copies ~f mternational telegrams should 
not be confined to criminal procee~nl?s for traffic m narcotics. He therefore asked to what 
subjects it was proposed to ex:tend tht'> nght. . . 

The PRESIDENT explained that the enquiry had been made ·at the request of the Advis?ry 
Committee on Traffic in Opiu~ and Other Dangerous Drugs. . I_t had been found _that t~e. ~chon 
of the judicial authorities agamst drug traffickers had. been Impede~ by the tmpossibili~y of 
obtaining copies of telegrams. In one case the production of such copies would have pernutted 
the arrest of smugglers and the seizure of drugs. 

M. HosTIE (Central Committee for Rhine Navigation) stated that, in his capacity of member 
of the Legal Committee, it did not seem to him possible to give to the question raised by Mr. Riddell 
a more complete answer than had been given by his colleague M. Rene Mayer. If it was considered 
desirable to modify the absolute principle of Article 2 of the St.Petersburg Convention in order to 
assist in the suppression of the drug traffic, it seemed obvious - and there was a definite indication 
to this effect in the report of the Legal Committee - that the derogations should not be limited 
to thi:: isolated case of mutual international assistance between legal authorities. In fact there 
\\<ere certainly other cases of crimes or offences in which it would appear equally necessary, or 
even mere necessary, to apply such derogations. In order to carry ~onviction, it would suffice to 
quote, as an example, crimes of common law such as murder. But the Legal Committee was not 
called upon to fix such cases. There were thus, aside from the drug traffic, other cases of smuggling 
with regard to which it could not be stated a priori that mutual international assistance was 
necessary. 

M. Rene MAYER (France) said the best interpretation of the passage in the report quoted 
by Mr. Riddell was contained in the Legal Committee's report, from which he read extracts. 1 

Mr. RIDDELL (Canada) thanked M. Rene Mayer and said that the extracts read by him made 
it clear what types of offences the Legal Committee had in mind. · 

M. HosnE ·(Central Commission for Rhine Navigation) Member of the Legal Committee, 
observed that it followed from the passages read by M. Rene Mayer that the Legal Committee 
thought that it was according to the general or special.dispositions of the Convention that it should 
be determined .in which ~ases mutual ~ssistance between legal authorities was called for and steps 
taken to o!g~ruse the assiStance accordin~ to the nee~s o~ the case. But th~ derogations necessary 
to the ~nn~Iple of secre~y of telegraphic coml!lurucations mus~ be applied to the telegraphic 
Convention m ordtr that 1t could legally be appl!ed to telegrams ill cases where mutual assistance 
is provided for in the Convention. · 

M. SEELIGER (~e~any) thou&ht that, in tl).e passage cited by Mr. Riddell, the emphasis should 
be o_n ~he words " cnmillal proceedillgs ". If there were criminal proceedings, it was easy to obtain 
facsrmiles of telegrams. If there were no such proceedings, it was desirable to alter the Convention 
in order to enable measures to be taken. 

M. DJOURITCHITCH (Y~goslavia) thought !twas not for the Conference to go into the question 
?f th': terms of refe~ence grven by the Council to th~ Legal Committee or to discuss the manner 
ill whic~ ~he. Commtttee ~ad been led to take a decisiOn a£ a result of this mandate. In order to 
keep wt~hin ~ts sphere t~1s Conference should rather merely draw attention to any disadvantages 
of the vwlahon of the nght of secrecy. 

M. _Rene MAYER (France) stated, in reply to M. St:eliger, that even in the case of criminal 
pro~ee~gs the St. Petersburg Convention did not permit the communication to third parties of 
fa srmile> o telegrams. 

f M. DoBKEVIcrus (Lithuania) thought the Conference was not called upon t d · th · · 
given by the Legal Committee. 0 lscuss e opillton 

. The P~SIDENT agree~ that the Conference should merely take note of the 'Le al Committee's 
mterpretatlon. The questiOn would no doubt be dealt with at the Madrid Conf~rence. 

1 
See document C.663.M.276.I93o.Vlll, pages 44 and 45· 

• 
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SIXTH MEETING. 

Held October Zist, I93I, at II a.m. 

President: M. A. DE VASCONCELLOS. 

V. ALTERATIONS IN THE COMPOSITION OF THE DELEGATIONS. 

The PRESIDENT stated that the United States Legation at Berne had appointed Mr. Charles E. 
Lyon to take part_ in t~e work of the Conference on Communications and Transit as an expert in 
place of Mr. Prenttss Gilbert, who had been called away for other work. He welcomed him to the 
Conference. In addition, M. SCHMIDT (Estonia) would be replaced by M. K6DAR. 

VI. EXAMINATION OF THE MEMORANDUM ON THE PRINCIPAL QUESTIONS DEALT WITH BY THE 
COMMUNICATIONS AND TRANSIT COMMITTEE SINCE THE THIRD GENERAL CONFERENCE 

( conti?tued). 

Legal Questions (continued) (see Annex I, section 2, VIII). 

(b) Codification of International Law on Communications and Transit. 

In reply to a question by M. Sinigalia, M. HosTIE (Member of the Legal Committee) stated 
that a small Committee of three members had been formed by the Chairman of the Legal Committee 
to examine tl).e codification, or rather the compilation, of texts of conventions and their comparative 
study, under the chairmanship of M. Pilotti. At its first meeting this Committee had drawn up 
its programme of work. The first part of the index had been prepared by the Communications 
and Transit Section of the Secretariat of the League of Nations and would be examined by the 
Committee as soon as the drafting had been completed. At its next session the Communications 
and Transit Committee would give instructions for the work to be continued. It would be seen 
that the enquiries into the " codification " of international law on communications and transit 
had only just begun, but they would be continued with all rapidity compatible with the complex 
nature of the subject matter and with the extent of the question. 

VII. BARRIERS TO MARITIME NAVIGATION. 

M. BoRRIELLo (International Chamber of Commerce) thanked the League of Nations for having 
once .more given the International Chamber of Commerce an opportunity of taking part in its 
work on economic subjects. After remarking that the International Chamber of Commerce was 
the authorised spokesman of general economic interests, M. Borriello stated that this organisation 
submitted to the Conference a report on various important points, such as flag discrimination, 
Customs and consular difficulties, sanitary rules in various ports and in various countries. The 
International Chamber of Commerce was of the opinion that the removal of such difficulties, · 
where possible, would greatly favour the maritime navigation of all countries. 

The International Chamber of Comn'J.erce was not unmindful of the difficulties which 
confronted the Governments and international organisations dealing with matters with which the 
report was concerned, and it had no desire to apportion praise or blame, since such criticism would 
be outside its province. It felt, however, that no good purpose could be served by concealing 
the facts of the situation, since they affected traders in their daily life. 'This report, which 
originated as a report to the Council of the International Chamber of Commerce from its Sea 
Transport Committee, had been left in its original form in the confidence that those who 
subsequently received it would accept it in the same spirit as that in which it was itself conceived. 

The Chamber had submitted the report on barriers to maritime navigation, together. with 
its resolution voted at Washington on the subject of the international m~time conventions, 1 

to the Communications and Transit Committee, which had expressed the opinion that the matter 
should be submitted to the Conference for further consideration and action. M. Borriello was 
able to inform the Conference that the International Chamber of Commerce had received notice 
from various Governments through its National Committees that measures had already been 
taken in order to relieve maritime navigation from some of the hindrances mentioned in the 
report. 

' These documents can be consulted in the files of the League of Nations. 
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The resolution adopted this year at the Congress of the International Chamber of Commerce 
at Washington was as follows : 

" The International Chamber of Commerce ; 

" Whereas many international conv~ntions of value to ~nt~rnational commerce and 
shipping have not been ratified by a sufficient number of countnes , and 

" Whereas this state of affairs may seriously jeopardise confidence in the effectiveness 
of international agreements : 

" Urges its National Committees and organisation members of ~he International C~amber 
of Commerce to do everything in their pow~r. that thes~ c~~ventions may not remam dead 
letters but be effectively enforced by all mantrme countnes. 

The International Chamber of Commerce felt that great ~sistance would b~ afforded t? the 
development of the maritime trade of ~11: countries, whethe~ rn the. case ?f nat10ns possessi_ng a 
mercantile marine or in the case of nations With no mercantile marrne of rmportance but wtth a 
long coastline and numerous p~rts. An~ i~ is hoped. that the Conference will give the. matter 
the most benevolent consideration and, If It can see Its way to do so, take some defimte step 
towards the solution of the problem. · 

Mr. RuNCIMAN (International Shipping Conference) associa~ed him~elf on behalf of the 
International Shipping Conference with M. Borriello's. remarks, P?-~ticularl):' rn :espect of t~e report 
of the International Chamber of Commerce on barriers to mantrme navigatlOn. He did so the 
more willingly as the report was base~ on t~e exp~rience of members of th_e International ~hipping 
Conference during the course- of therr daily busmess. It was also satisfactory that, srnce the 
issue of the report, certain of the barriers mentioned had been removed, though of .course very 
much' still remained to be done. 

There was now ~Lt the disposal of the Conference an addendum to the report dealing with 
consular formalities. He would not repeat the facts set forth in this addendum, but two examples 
were perhaps worth quoting. The first concerned a ship of 4,000 tons dead weight loading coal 
for a foreign port in the Tyne. The total port charges amounted to £r6o, and of that total, which 
included port dues and the cost oftrimming the cargo, no less than £27, or over one-sixth of the 
whole, was for consular charges. This was by no means an exceptional case. In the other 
example, a liner sailing from Australia and calling at a European port with a very small 
consignment was involved, in order to earn a freight of just over £r, in consular expenses of 
over £7. This latter was, of course, exceptional, but served to show what might happen. The 
International Shipping Conference would welcome unreservedly any practical step taken to 
simplify and, above all, to make cheaper and quicker the passage of the ships of all nations through 
the ports of the world. 

A matter which was not perhaps within the competence of this Conference, but was so tied 
up with consular formalities that Mr. Runciman begged leave to touch on it, was that of bills 
of health. The International Health Office had considerably simplified these documents, whose 
v~ue _in these days of telegraphs and wireless had been often questioned, and the International 
Shipp~g _Conferenc~ would be much gr~tified by an expression from the present Conference of 
appreciation for this work and of the rmportance of securing the co-operation of the various 
Governments in furthering it. · 

. Finally, while in no wa;Y ~nderestimating the importance of principles, Mr. Runciman hoped 
It. would _not b~ taken annss If_ ~e s~ated that what interested the man engaged .in the often 
~o~ragmg dail:y: tas_k of runn~g ships was not so much the principle as the way in which the 
pnncip~e was camed mto practice, and he was apt to judge organisations not so much by what 
the_y said as by what the~ got done. The removal of hindrances like those mentioned in the report 
wJ;Uch, even w~en small rn thems~ves! were nevertheless grave in their cumulative effects, would 
~aiSe the prestige of the ~ommun~cations and Transit Organisation in the eyes of the shipping 
rndustry more than anything else It cou11 do for maritime navigation. 

. M. VON HEID~NS~AM (Sweden) said that Sweden was keenly interested in the question of 
hindrances to navigation. He would not go into the details of the report submitted by the 
Chambe~ of Co!fit;ner~e, and would merely state that the Swedish Government desired that the 
Conventions eXISt!J!g m respe~t q~ ports and navigation should be adopted by the greatest possible 
~ha~b~f ~~ c~untnes !lnd applie~ ~n the most loyal manner. The Swedish Government considered 

• I. . e onvent~on on ma;ttrme ports and the Convention on the simplification of Customs 
f~~ahbes were put mto prachc~, this would greatly assist in attaining the object of the Chamber 
0 f mJ:rce. t~w~den had ratified both these Conventions and was examining the possibility 
0 acce g dto . e onvention of rg26 on sanitary questions. He would be prepared to agree to 
a recommen ation to be made by the Confe f · · l"b · · · · and accelerati·ng · f ali . . renee or givmg greater 1 erty to mantrme navigation vanous orm ties m the ports. 

Inte!~J:~o ~E Q~EvEroc(Portugal) said h~ had been surprised to learn that the report of the 
am er o ommerce on bamers to maritime navigation had been sent to the 
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'members of the Communications and Transit Committee, especially as the report contained 
accusations and complaints against countries to which some members of that Committee belonged. 
As regards ~ortugal, these accusations and complaints were entirely baseless, and· it was to be 
hoped that, m future, unnecessary recourse should not be had to such procedure: 

. Portugal was referred to on several occasions in the report by the International Chamber of 
· Co~erce, and M. de Quevedo was glad to be able to make statements which he hoped would 

entrrely satisfy the Conference. · 

The strict measures which the Portuguese Government had been obliged to take solely with 
a view to favouring national navigation, which was passing through an acute crisis the effects of 
which it desired to reduce, had been cancelled by subsequent decrees, and M. de Quevedo thought 
he could now state that the position was almost entirely changed. 

The Decree of September 12th, 1930, provided that from the beginning of the working year 
1931-32, that w:as to say fro~ July ~st, 1931, the Customs premium formerly adopted in order to 
protect the na~LOnal merc~tile manne would be gradually reduced, and would finally disappear. 
Portugal had rmposed this sacrifice on her mercantile marine so that it could not be said that 
inequalities and differences of treatment existed in the country in respect of navigation. The 
C~s~ms bonus granted to the national mercantile marine had therefore been suppressed in 
prmc1ple and would soon entirely disappear. This strict point of view had not been taken from 
the outset, because it was felt that too radical steps should not be taken against a branch of 
ac?-vity which provided a livelihood for several thousand workers, and that a sudd~n change 
rrught lead to grave consequences for Portuguese business in the difficult period which all countries 
were at present traversing. The Customs bonus in question should therefore be reduced gradually 
as other opportunities for work arose. This new work, however, could not be invented or instituted 
~ediately, in view of the present difficulties of obtaining credits. The Portuguese mercantile 
manne was suffering from these 9iffi.culties and did not possess all the means for dealing with the 

. crisis which were at the disposal of the mercantile marines of other Powers. 

It should be remembered that Portugal was closely dependent in her economic life on shipping 
on account of the extent of her oversea colonies, and the great importance of the Portuguese 
centres in Brazil and other American countries. The Decrees ·of July Ist and October 3rd, 1931, 
applied absolutely identical treatment from the point of view of shipping dues to Portuguese and 
foreign merchant ships. The Decree of October 1931 cancelled the lighthouse dues, the tax 
intended for maritime police, entrance dues and the shipping tax on cargo which had been 
previously imposed. The commercial shipping tax on merchant ships was maintained, but the 
Government was authorised to grant in commercial treaties a reduction of 2S per cent on this tax. 
On the other hand, the shipping taxes known as dues, duties, percentages, taxes, surtaxes, etc., 
on passengers taken on board or lan~ed had been cancelled in respect of tickets sold within the 
territory of the Republic. 

The Decree of June 30th, 1931, provided for the same pilotage dues for Portuguese merchant 
ships as for foreign merchant ships. These dues were not applicable to warships and tourist 
vessels or to vessels on scientific or charitable missions of an international character, whether 
Portuguese or foreign, if they did not take a pilot or, if they took a pilot, when they landed 
shipwrecked members of the crew or sick passengers. The pilotage tax was reduced by so per 
cent for warships and tourist vessels and for vessels entering solely to load coal, provisions or 
water. All these dues, whether they were levied on Portuguese or on foreign merchant ships, 
were reduced under the Decree of June 3oth, 1931, by so per cent for steamers belonging to lines 
calling regularly at the port of Lisbon. The Decree of January 30th, 1931, published in the 
Portuguese Official ] ournat of February 3rd, laid down the same taxation rules for Portuguese 
and for foreign merchant ships ; these general principles had been put into practice in the provisions 
of the decrees which M. de Quevedo had just mentioned, and which were at present applied in 
Portugal. That country could therefore not be accused of establishing a principle in favour of 
the national flag ; it would be seen from the legislation on the subject that that statement, like 
many others, was void of foundation. 

The Portuguese maritime laws only required a list of passengers for each port entered by the 
vessel. · The same legislation required that .ballast certificates should be forwarded by the 
Portuguese consulate. These documents might be considered as being issued free of charge, since 
they formed part of the consular documents required for each merchant ship. 

The Decree of October 31st, 1930, re-established the provisions existing previous to the 
Decree of March 1928 regarding consular invoices. According to the Decree _of April 30th, 1927, 
the consular invoice had to be legalised· at the port where the goods were shipped, whether they 
were subsequently transhipped or not. 

According to the Decrees of March 13th and November 13th, 1930, regulating the question 
of assistance to Portuguese emigrants on board Portuguese or foreign vessels, there must be 
Portuguese doctors and nurses on board all vessels transporting Portuguese emigrants in third 
class or in intermediate classes up to, but not including, the second class. These provisions 
applied to Portuguese travelling as emigrants leaving the country or returning from America. 
They were due to humanitarian considerations, and M. de Quevedo thought it unnecessary to go 
into further details. 

Portuguese emigrants, who numbered several thousands yearly, and who provided a 
considerable income to the shipping companies whose vessels called at Portuguese ports, required 
on board medical assistance from Portuguese doctors with a knowledge of their language, habits, 
food, etc. 
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With regard to the special case mentioned on page 10 of the report by the Internati?nal 
Chamber of Commerce, the companies whose vessels transported ermgrants were only obliged 
to ship the Portuguese doctor and nurse back to the Portuguese port w~ere·they went on board. 
For this purpose they could use any vessel which called at the P?rts of ~lSbon or Oporto. Lastly, 
Portuguese emigrants returning to their country were often m J?articula~ _need of Portuguese 
doctors, as they frequently returned to their country in a poor p_hys1cal_condit10n~ These z:emarks 
proved the necessity for legislation providing Portuguese medical ass1stance to these em1grants. 

It was stated on page 16 of the report by the International. Chan;ber of Commez:ce that 
"Portuguese consular charges on a vessel calling at eleven ports,. mcl~ding port o_f loading .and 
discharge, totalled £6o 3s. 3d.". There must be a mistake on this po!-llt, as the ~hest charges 
of the Portuguese tariff were as follows : in the first port £4 and m the followmg ports £2. 
Consequently, a merchant ship calling at eleven ports would pay, not £67, but £24. 

With regard to the statement on page 17 of the same report, M. de Quevedo J?Oin.ted ou! that 
the parties concerned, if they were quite certain of the fact, should m~ke a cla1m 1mmediat~ly 
to the Portuguese Ministry for Foreign Affairs, since Portuguese law prov1ded that t_he preparatiOn 
of consular documents should not give rise to additional charges when the operatiOns connected 
with the same shipment were prolonged beyond the official hours of the Portuguese consular 
offices. · 

In conclusion, M. de Quevedo stated that these legislative provision.s on maritime questions 
had been adopted by the Portuguese Government often at the sacrifi:ce of P?rtuguese i_nterests, 
since it was the earnest desire of Portugal to work towards closer mternational relatiOns and 
co-operation in which all countries were impelled by present difficulties to take part. 

M. DE CASTRO BoNEL (Spain) wished on behalf of his country to make a statement similar 
to that of M. Vasco de Quevedo. Since February 1931, when the report of the International 
Chamber of Commerce had been published, 'the situation had changed considerably in Spain. 
M. de Castro Bonel thought it was both inadvisable and unjust towards that country to place the 
question of hindrances to navigation on the agenda of the Conference. Spain was at present 
revising all measures regarding ports and navigation, some of which had been taken during the 
dictatorship of General Primo de Rivera. In the report by the International Chamber of Commerce 
on barriers to navigation, an allusion was made (page 10) to a decree issu~d by the Spanish 
Government on December 31st, 1929. This decree had been repealed and shipping companies 
would perhaps be obliged to refund to the State the amount of the premiums received under its 
provisions. On the other hand, it was well for the Conference to lrnow that; in respect of 
contribution to port expenses, Spanish vessels in Spain were called on to pay a tax from which 
foreign vessels were exempt. If, therefore, there was any inequality on this point, it was to the 
detriment of Spanish vessels. • 

Lastly, the Decree of December 2oth, 1924, although it was issued during the dictatorship, 
was nevertheless just. Spain could not abandon her emigrants to the shipping companies. . This 
was an absolutely indispensable humanitarian provision. 

In conclusion, M. de Castro Bonel drew the attention of the Conference to the annex to the 
report by the International Chamber of Commerce containing the views of the Spanish Chamber . 
of Commerce. 

Sir John BALDWIN (Great Britain) was sure that all the delegates to the Conference had been 
glad to hear the statement of the Portuguese delegate to the effect that measures had been taken 
or would shortly be taken by Portugal to eliminate the barriers to maritime navigation existing 
in Portugal, and referred to in ~he report of the ·International Chamber of Commerce. The 
Co~erence had al~o noted that, If there were any discrimination in Spain, it was rather to the 
detriment of Sparuards. · 

The question of barriers in the way of maritinle navigation had been placed on the agenda of 
the ~onference before the events to which M. de C~t~o Bonel ~eferred had taken place. The 
S~anlSh ~elegate ought not then to regard the. descnJ?tiOn as unJust and inexpedient. Leaving 
as1de Spam and Portugal, however, there were still barners which the Conference ought to examine 
The _Go~ernments he had t_he honour t?. represent were in favour of a more general and stricte; 
application of t~e Co~ven~10ns on manti~e ports a~d the sinlplification of Customs formalities. 
~e ~eed on th1s pomt w1th the observat_10ns subrmtted by the Swedish delegate. He had few 
illusiOns _as t? the results ~f recommendations made by international conferences in general, but 
thoug~t 1t m1ght be not entrrely usele~s for the Conference to adopt a resolution worded in energetic 
terms ~ favour o~ !he reco!fliD~ndat10ns of the International Chamber of Commerce with regard 
to bamers to mantime naV1gat10n. · 

. . M. SCHLINGE~ANN (Netherlands) noted that the International Chamber of Commerce had 
m 1ts report mentioned a large number of actual cases in which flag discrimination Custo 
consular or other formalities caused great inconvenience to maritime navi ation ' He hm~, 
however, ~eard with satisfaction.the. state~ents made by the Spanish and PoJugues~ delegat~s: 

He did not p~opose to exarmne 1~ detail the complaints made by the International Chamber 
of ~m.merce, as 1t woul~ be very di~cult to state in each case whether there reall had been 
an mfnnge~ent of any given Convention. It was certain, however, that the facts ie orted b 
the Inte~at!onal Chamber. of Commerce show~d an underlying spirit contrary to the tfeedom J 
f~:=~~catJOns and transit - a freedom Which had been recognised as necessary in the general 
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The Netherlands Government would be glad to know how the situation referred to by the 
International Chamber of Commerce could be remedied. It must be admitted that there were 
great difficulties, because certain Conventions had not been ratified or even signed by various 
States. Did the International Chamber of Commerce desire the present Conference to reach a 
definite decision on the action to be undertaken ? 

M. BIRKELAND (Norway) said that the Norwegian Government was very keenly interested 
in the question of barriers to shipping, and thought that it might profitably be studied by the 
competent organs of the League. On this point he agreed with Sir John Baldwin, M. Schlingemann 
and M. von Heidenstam. He quoted the case of a vessel which had to pay a European consulate 
the sum of £2.15s.od. for a formality which lasted for ten minutes, because that formality had to 
be accomplished outside ordinary office hours. It would seem that some countries almost deemed 
it a punishable offence for vessels to call at their ports. 

M. KAYEL (Uruguay) referred to two allusions to Uruguay in the report of the International 
Chamber of Commerce. If these statements were correct, the facts need only be reported to the 
Uruguayan Government, which would certainly take steps to prevent their recurrenct. 

M. MoREsco (Netherlands} said that the representatives of maritime countries like the 
Netherlands could not but endorse the efforts of the International Chamber of Commerce to 
bring to light any hindrances which the law or administrative rules placed in the way of the freedom 
of trade and maritime navigation. The International Chamber of Commerce was perfectly right 
not to confine itself to formulating complaints in general terms, but to quote a list of definite 
cases in which the legal interests of shipping seemed to have been sacrificed on the altar 
of exaggerated protectionism, red tape, or unjustified fiscal measures. 

Naturally, to secure its full effect, a list of that kind should only contain well-established 
facts, carefully verified by consulting the relative laws. He regretted to note that this precaution 
had not been taken as regarded the complaint made on page 24 against the sanitary authorities 
of the Netherlands East Indies. 

The question in point was one of the application of the Paris Sanitary Convention of 1926, 
with regard to the deratisation of vessels for preventing the introduction of bubonic plague. The 
complaint was : (1) that a certificate of deratisation, issued three months previously and visaed 
by the Netherlands consul iit Newcastle, had not been recognised, which obviously meant that a 

. new deratisation had been demanded ; (2) that the cost of fumigation in certain cases had been 
out of all proportion to the results achieved, and (3) that in some. cases the consular visa was 
required which, in view of the Convention, was entirely uncalled for. 

He was first obliged to ask whether it was justifiable to appeal to the Sanitary Convention 
- an· act which had only been ratified by the Netherlands and Netherlands East Indies on 
November 14th, 1930. The document in question was a report of the Committee on Maritime 
Transport, which required approval by the Council of the International Chamber of Commerce 
and was then published in the Journal of the Chamber in January 1931. The fact referred to 
therein as having occurred in the Netherlands East Indies could hardly, therefore, have taken 
place after the date of ratification. 

He would not limit his comments to that point, however, particularly as the principles of the 
Sanitary Conventio:q had been applied in the Netherlands East Indies long before its formal 
ratification. He was therefore ready to examine the substance of the complaints and see whether 
they would have been justified if the Convention had then been in operation. 

According to Article 28, periodical certificates of deratisation were valid for six months. 
But the last p~agraph but o~e of the a:!icle laid do'Yn that its provisions did not ~ect 
the recognised nghts of the samtary authonbes under Articles 24 to 27. Under those articles, 
and Article 27 (2) in particular, deratisation could be required even in the cas~ of uncontaminat~d 
vessels in exceptional cases and for adequate reasons which must be commumcated to the captam 
in Wljting . 

. Moreover the Protocol of Signature of the Convention noted that the Netherlands 
plenipotentiaries had declared : " that the~ Governm~nt resen:ed the right, in so far as !he 
Netherla.Ilds East Indies were concerned, to mterpret Article 27 (2) m the sense that the destruction 
of rats prescribed in that article might be applied to ships carrying a cargo from an area infected 
with rat plague, if the sanitary authority considered !hat s~ch ~argo was like!~ to harbour rats and 
that it was loaded in such a manner as to prevent the mvesbgabons referred tom the last paragraph 
of Article 24 " - i.e., investigations with a view to ascertaining whether the death rate among 
rats was unusual. 

The other complaints did not ca~ for a~y detailed reply: The r_neaning of the stat~ment 
that the costs of fumigation had been, m certam cases, out of all proportion to the results achieved, 
depended upon what was meant by" results achieved". Did that mean the number of dead rats 
found after the operation ? He hardly thought so, but, in any case, the statement was not clear. 

There was nothing in the Convention to show that consular visas would no longer be required, 
since Article 49 of the Convention mere~~ recommended ~overnments to conclude special 
agreements with a view to the gradual ~bolihon of cc;msular VIsas. He h3;d been ~ ey_e-Witne~ 
to the ravages which plague could cause m a country like Java, the population of which, m certam 
regions, exceeded a density of 6oo inllabitant~ to the squ~re kilometre. Since the time when it 
made its first appearance, twenty years previOusly, the disease had caused the death of tens of 
thousands of human beings and payment in hundreds of millions of money. In those 
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circumstanres, it was quite understandable that the sanitary auth?riti~s, who bore all the ~ery 
heavy responsibility, should make every endeavour to apply consc1entrously all the precautlo~s 
prescribed by science. . . 

He repeated that he was sorry to have to criticise a detail ~ th~ document subm1t.ted to the 
Conference by the International Chamber of Commerce, because, like h1s colleague M.Schlmgem~nn, 
he was convinced that, on the whole, the document was of great value and should be taken mto 
serious consideration by the Governments concerned. 

M. SEELIGER {Germany) said that all persons who had had ~o deal with maritime navigation, 
the transport of passsengers and goods, knew how many b~~rs were encountere~. On many 
occasions the German Government had had to take up cases similar to those set out m the report 
of the International Chamber of Commerce ; masses of diplomatic notes had been e:x;changed ~m 
the subject and, generally speaking, it had always be~n ~cult to persuad~ certam c~unt;nes 
that they were acting contrary to their own interests m settmg up such barners to naVIgation. 

The German Government entirely associated itself with the complaints mad.e by the 
International Chamber of Commerce and had instructed him to do all he could to obtam, on the 
basis of the statements of the International Chamber of Commerce, full and entire freedom for 
navigation. · 

He wished to emphasise the great importance of international navigation. Apart from the 
fact that it brought nations closer together, it brought benefits to all nations, even to those which 
possessed no mercantile marine. It was one of the mainstays of international trade. Not so 
much, therefore, because they were bound by the provisions of conventions, as because of their 
higher interests, States should avoid placing barriers in the way of maritime navigation. 

Those barriers might be grouped into three categories : privileges granted to the national 
flag, vexatious Customs formalities, and sanitary rules which savoured of an administrative 
protectionist policy. . 

The League, in the· three Conventions already concluded ~nder its auspices, had already 
improved the situation. The German Government was of opinion that if these three Conventions 
- namely, the Convention on the International Regime of Maritime Ports, the S::onvention on 
the Simplification of Customs Formalities and the International Sanitary Convention - were 
ratified by all countries and applied everywhere, both in the letter and the spirit, the Conference 
on Communications and Transit would need to take no other steps. · 

But in the circqmstances, particularly as human weakness was as apparent in this as it was 
in other questions, the Conference on Communications and Transit was obliged to make efforts 
to induce countries to ratify these Conventions and even to consider the possibility of amplifying. 
the Convention on Customs Formalities. 

He did not propose to submit a draft resolution to the Conference. The list of speakers 
was long and.the moment ~;td come to &:a~ a co~cl~sion from the discussions. He would merely 
say that he did not share Srr John Baldwm s pesslffilsm and was sure that a recommendation from 
the Conference would produce very effective results. · 

. He had been very glad to hear the Portuguese delegate's statement. M. de Quevedo had 
intimated that Portugal would, in the future, be a veritable paradise for navigators':' He hoped 
that these promises would soon be duly honoured. In any case, he warmly congratulated the 
Portuguese Government.· · 

With refe:ence to a st~tement by M. de Queyed? to the effect that Pon;ugal had, upon occasion, 
negl.ect~d the mterests ~f 1ts own me:chant manne m order to respect the mterests of international 
~a~gatron, h~ would pomt ~ut that, 1f a country ~ave greater. liberty to foreign maritime navigation 
m 1ts ports, 1t was not ~ctmg contrary to the mter~sts of 1ts own vessels, because traffic led to 
further tr~c and the ~creas~ of trade due to a liberal policy was of benefit in the first place 
to the natiOnal !Dercantile manne of the country which: h~d adop~ed that policy. . . 

He ~op~d, m any case, that the Conference would m 1ts decisions be guided by the principle 
that naVIgation must be free and that this freedom should be safeguarded. 

He hoped that the Conference would be guided by the Latin maxim : navigare necesse est. 

SEVENTH MEETING. 

Held on October Zist, I9JI, at 4 p.m. 

President: M. A. DE VASCONCELLOS. 

VIII. BARRIERS TO MARITIME NAVIGATION (continued). 

No~!·-~~ ~~E~z;!el~u1m) a~eed with the statements ma~e, especially by the Swedish, British, 
of La ~ 't . n .e egatiO~s. The. Conference was nerther a Board of Enquiry nor a Court 

w · 1 s a~ W<l;S to tmprove mternatlonal relations by defining the rinci ~es which sh uld 
govern com.murucabons between the various countries. The first of thes~ pri/ciples was th~ of 
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unhampered freedom, which was the underlying principle of the conventions already in force just 
as it would be the basis of future conventions. No country should take umbrage at the remarks 
which had been made. It was within the scope of. the Conference to examine objectively whether 
certain administrative measures which had been brought to its notice were justified and whether 
they were not rather of a purely fiscal nature, which would be the case if the charges made on the 
application of these measures did not correspond to the services rendered. The same would 
apply to measures restricting the freedom of navigation which exceeded what was necessary to 
protect the national flag withi? reasonable limits. Any such barriers were contrary to the principle 
of freedom and the States whtch employed such measures laid themselves open to public criticism. 
That was what had happened, and the ~nternational Chamber of Commerce had in the document 
before the Conference merely drawn attention to cases which seemed to it to infringe the principles 
defended by the League of Nations. Thanks were due to the International Chamber of Commerce 
for its_praiseworthy initiative, and, in addition; it was a matter for congratulation that those 
countnes.represented at the Conference which had been asked to institute reforms had, to a very 
large extelJt, already taken steps to this effect. 

General MARENA (Italy) wished to reply to three points raised in the report of the International 
Chamber of Commerce : 

r. With regard to the observation concerning Italy on page 2I of the report, the Italian 
Government felt that the International Chamber of Commerce had been inadequately informed. 
As a matter of fact, on April I6th, Igz8, the S.S. W arkworth arrived at Venice from Cuba. The 
Customs authorities, who had to say whether the quantity of bags mentioned in the bill of lading 
was correct, noted that nine sacks of sugar were missing. Obviously, the explanations of the captain 
could have no weight with th~ Customs authorities nor could they exempt the captain from his 
responsibility for errors in the bill of lad,ing. At the most, the captain's explanations might incline 
the authorities to inflict a lighter fine. After the spontaneous and unconditional declaration 
of the party concerned, the lightest possible fine was levied under Article 8o of the Italian Customs 
law (No. 20 of January 26th, I8g6). The Italian Government was sure that undue weight would 
not be given to so minor·an episode, particularly as the good faith or negligence of captains could 
not warrant the description of " particularly vexatious " of certain Customs formalities which 
were indispensable -in the interests of international maritime trade itself. 

2. The report referred to " flag discrimination ". Did the International Chamber of 
Commerce mean to refer to· coasting trade ? . 

The view of the Italian and of many other Governments had always been that the Convention 
on the Freedom of Maritime Navigation did not apply to coasting trade, and the Italian 
Government could not admit any endeavour to make the Convention apply to such trade. 

3· With regard to the ratification by Italy of the Convention and Statute on the International 
Regime of Maritime Ports, the Italian Government hoped that this would soon be an accomplished 
fact. If, as a previous speaker had said, navigare necesse est, could it be imagined that Italy, 
the responsible heiress of Rome's sea-power, would do anything to hinder the progress of that 
civilisation which had issued from her midst ? 

M. KRAHE (Spain) explained that M. de Castro's remarks at the meeting referred only to certain 
arguments which had been advanced, but not to the substance of the question, which was of great 
importance. Spain would do all that lay in her power to solve the problems raised. 

Mr. RIDDELL (Canada) was favourable to the principle of the resolution proposed by the 
International Chamber of Commerce. Canada would support all measures to further the freedom 
of maritime navigation. At present, the Canadian Government was examining certain Conventions 
with a view to their ratification. 

M. CoNTOUMAS (Greece) would personally have willingly followed the advice given by M. de 
Ruelle to countries mentioned in the report of the International Chamber of Commerce. But 
as subsequently the. representatives of most o! those co1;1ntries had preferred to rep!y t? the 
accusa~ions concernmg them, the Greek delegation was obliged to say a _few words, l~t 1ts silence 
might be interpreted as an acknowledgment of the truth of the complamts made agamst Greece. 

On page IO of the report it was said that. the Greek C~msulate-G~neral_in New York Ievie?, 
for the visaing of passports o~ tr~vellers who did not patr~mtse Greek lines: h1~her charges than m. 
the case of passengers travellmg m the-vessels of the National Greek NaVIgation Company. The 
International Chamber of Commerce, in its legitimate desire to ensure the greatest possible 
freedom for maritime transport, had endeavoured to collect evidence right and left by touching 
on a question which had nothing whatever to do with the real object of its enquiry. That object 
was defined on page 4 of the report, where it was said that the International Chamber of Commerce 
" was convinced that this result - i.e., the final abandonment of flag privileges - would be 
attained by the ratification and application of the Convention on Maritime Ports ". Thus, the 
International Chamber of Commerce had decided not to examine the question of barriers de lege 
ferenda, which would have led it to enquire into all the aspects (subsidies, etc.) of direct and 
indirect protectionism in the matter of navigation, but stated that it took up its position solely 
on the basis of existing international law and particularly the provisions of the Statute of I923. 
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That would mean that Greece which was bound by the Statute, had, through the practice 
adopted by her consulate at New York, infringed certai~ international agreements- a_conclu?ion 
which was absolutely inaccurate. He would quote Article 2 of the s~e Statute, wi?ch obhged 
every contracting State "to grant the vessels of every other. contractl~g. State equ~ty of terms 
with its own vessels, or those of any other State whatsoever, m the mantlffie ports Situated under 
its sovereignty or authority as regards freedom of aq:ess to the port, the us~ of the port and the 
full enjoyment of the benefits as regards navigation ahd commercial operations which it affords 
to vessels, their cargoes and passengers ". • 

The port of New York was not under. the soverei~ty _or authority of the Greek Governr_n_el!-t, 
so that the passport visas charged surely dtd not come w1thm the scope of the freedom and facihtles 
mentioned in the Statute. The chapter on Greece was therefo_re irrelevant ~ the repor~ of the 
International Chamber of Commerce. It had qoubtless been mserted by mistake, parhc~arly 
as the procedure adopted by the Greek consulate in Ne~ York was c~m~mon to other countnes
Italy for instance -which the Chamber of Commerce did not quote m Its report. 

Nevertheless, the Greek Government was prepared to support any proposal for examining 
the whole range of actual parriers to maritime navigation and for their avoidance. · 

M. GARCIA-OLDINI (Chile) said that, with regard to the first point raised by the International 
Chamber of Commerce, he had carefully read the Official J oztrnal of his country and had not found 
any decree granting special rights or a privileged situation to Portuguese vessels. His Gov<:rnment, 
in accordance with existing practice, treated ail countries on a footing of absolute equahty. As 
there was no special treaty granting Portuguese vessels an exceptional situation, and as there were 
no particular circumstances which could justify such privilege, he supposed that the passage in 
question was a printer's error which the International Chamber of Commerce could explain without 
difficulty. · 

With regard to the second point, he thought that, when documents, like the present document, 
were published, every care should be taken in editing the text. That had not been so in the 
present case, since the report of the International Chamber of Commerce said : " the revenue from 
Chilian consular fees is used to subsidise shipping lines, etc.'.' Anyone reading that paragraph 
would think that the whole Chilian consular revenue was used for the purpose, which was not 
correct. · 

The law to which the International Chamber of Commerce referred laid down that the 
President of the Republic might indeed use a sum up to 2,ooo,ooo pesos to subsidise ·national 
companies which had for two years at least maintained a regular service through the Panama 
Canal. As the Conference would note, the sum in question did not amount to the whole consular 
revenue, but to only a very smaii part thereof. If the question were careful~ studied, it would 
be seen that the case was not one of a mere subsidy, but of an authorisation under which the 
Government could pay a sum to national companies which were bound by the provisions of the 
law ; on the other hand, it also ailowed the Government to participate in the profits of these 
companies. Thus the subsidy reilly amounted to participation in the capital issue of the 
companies. · 

In order properly to understand the situation, it was absolutely necessary to take into 
consideration the position of each country in the light of the present problem; · 

European nations, which had arrived at full economic development, were situated in the 
· ~entre of II_laritime 1!-a.vigatio~ and enjoyed ~II modern means of communication, could, if they 
liked, refr~ from ruding therr merc~ant marme. Other nations, however, situated as they were 
at extremities of the globe, therr only link with the economic and commercial centres 
being maritime navigation, could not afford to forgo the creation and maintenance of a national 
merchant marine without endangering their economic development and the continuity and 
independence of their communications with other countries. 

!!or ~these reasons the ~~ilian delegation thought that the whole question, together with its 
preVIous . his!ory and the OJ?lillOns e?'press7d during the discussion, should be referred to the 
Commumcations ~d Transit Comm1ttee, m _order tha_t the !atter might, in conjunCtion with 
Governments, constder the best means of reachmg a solution which would safeguard au the interests 
concerned. 

In reply.to the Assistant ~ecretary-General of the Conference the representative of the International 
Chamber of Commerce explazned that the word "Portuguese" in the French text was a misprint· 
it should have been " national " as in the English text, wlfich was correct. · 

M. R_urz-Gl!INAZU (Argentine), referring to the various paragraphs in which his country 
was. mentioned m the "Customs _and Consular Difficulties" chapter of the report, said that 
obVI~usly the charges were for services rendered - and they varied according to the nature of the 
sety~ce - ~ut these. c_ould no! b:y: any effort of the imagination be deemed to constitute barriers 
to mtern~tlOnal manh~e naVIgation. It was, for instance, an exaggeration to say that" charges 
ofrf a particululsarly vexatious nature were those levied for three copies of the invoice only obtainable 

om cons at about r/- per sheet " Sh' · · d · · · d t ul · · Ippmg compames an agencies possessed these mvoices 
an no tconsh a~es. Consulates, in fact, were not obliged to provide them but if they did so they' 
were no aut onsed to charge any fees Th ul h d ' ' ' to Ar f dm' · . ·. . e _con~ ar c arge was rna e for legalisation: according 

a r~e~ I~e a li!-!Strahve !aw. the o_ngmal_I~Voice and two copies for the shipper were the only f pe ffi .~Ich reqmred legalisahon ; In add1hon, two other copies were supplied free of charge 
or 0 !arc! Ph~rposes (one for the Customs of the country of destination and the other for the consu arc 1ves). 
ffi As regarded consular office hours, Article 24 of the Consular Rules laid down that consular 

0 ces must be open from II a.m. to 5 p.m., or during the usual consular office hours in each 
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country.. ~xtra ~ees were indeed charged for work outside office hours but that was an accepted 
legal pn_ncrple, smce consular officers ought not to be required to work on holidays or at 
extraordinary hours. Sometimes, however, shipowners wished to send off their vessels at night 
or at daybreak, in which case supplementary fees were charged. It was to avoid such disregard 
of office h?urs that a new Decree had been promulgated on March I7th, I93I, establishing 
compensation for work done outside office hours of IO gold pesos (in addition to the 6 gold pesos 
for every hour or part of an hour indicated in Article 32 of the official tariff) when the vessel had 
to sail between the hours of 8 a.m. up to the time of the opening of the office or after the closing 
of ~he office up to 8 p.m. During the night, from 8 p.m. to 8 a.m. the charge was IS pesos. On 
holidays, the charge was also IS pesos at any time. That decree consolidated the official tariff and 
a?olis~ed all other sul?plementary charg~. As regarded deratisation, the special geographical 
srtuahon of the Argentine should be taken mto account. Buenos Aires and other Argentine ports 
~ener:llly fo~ed the termini of rail~ay lines.. Before reaching those ports vessels were almost 
mvanably obliged to call at ports mfested wrth bubonic plague, of which rats were the most 
dangerous propagato~s. The measures taken were in strict conformity with the advice of science ; 
but, as the International Chamber of Commerce recommended, the Argentine Government also 
?-ccepte_d certificate~ of origin f<_>r sanitary inspection. Sometimes only ordinary additional 
mspectron was requrred. If the list of fees on page 24 of the report were consulted it would be 
seen that Argentine consular fees were very moderate. ' 

He had, however, noted the observations made and would being them to' the notice of his 
Government, which had always made every endeavour to simplify formalities in view of the volume 
of its trade. 

M. SHICHIDA (Japan) stated that the Japanese delegation was in agreement with the 
resolutions of the International Chamber of Commerce. 

M. BoRRIELLO (International Chamber of Commerce) thanked the Belgian delegate for his 
statement. The only aim of the International Chamber of Commerce had been to study and 
discuss any possible existing barriers to maritime navigation. The examples quoted should not 
be treated as comparisons. The International Chamber of Commerce had tried to deal with the 
problem of flag discrimination and had given certain examples which were not in any way intended 
to be accusations. 

The .Portuguese delegate had stated that many of the hindrances mentioned had now 
disappeared. The Portuguese decree had been. promulgated at about the same time as that at 
which the International Chamber of Commerce had drawn up its report. He particularly welcomed 
the statement of the Portuguese delegate regarding the steps which had been taken and were 
about to be taken. He also wished to thank the Spanish delegation for the similar assurances 
it had given, particul¥1Y the statement of the Spanish Minister for Foreign Affairs that the 
Memorandum of 'the International Chamber of Commerce was to be considered by a special 
committee appointed by the Government, on which the Spanish representative in the International 
Chamber of Commerce would sit as a member. 

He would request the Secretary-General of the International Chamber of Commerce to send 
all further details to the Uruguayan Government and was very glad to note that the same 
Government proposed to take the necessary steps to eliminate such difficulties as still remained. 
The last case noted in the memorandum in connection with the Netherlands East Indies had 
occurred in May I930 and, of course, the Netherlands East Indies had signed the Convention 
subsequent to that date. He apologised for a misprint on page 24. The second paragraph under 

. the heading "Netherlands East Indies" was not meant to apply to the Netherlands East Indies 
but was intended to be a quite general observation. With regard to the points raised by the 
Italian delegate, the International Chamber of Commerce had never wished to suggest that vessels 
should not submit to the form of inspection existing in the countries they visited. The case was 
only quoted as an example of the possibility w):rlch Customs authorities had of raising barriers if 
they wished to do so. As a matter of fact, if the agent of the company had applied to the proper 
authorities, the fine would have amounted to about S/- only. The authorities were generally 
very clement, but the fines which they were authorised to impose if they judged fit were very 
heavy. The International Chamber of Commerce had meant to suggest that all countries, not 
only Italy, should investigate this point. 

He quite agreed that the coasting trade ~as not even in question. He welcomed the 
declaration that the Italian Government hoped soon to be able to sign the Convention. With 
regard to Greek consular fees in New York, the International Chamber of Commerce had intended 
to refer to flag discrimination in general. Surely if the fees charged for visas varied according 
as to whether passengers travelled on Greek or foreign vessels, that was a form of discrimination. 
The comments in connection with Chile were based on a communication from the British Legation 
in Santiago to the Norwegian Legation in that city, to the effect that the Chilian Law 48IS of 
February 3rd, I930 (Articles 2 and 4), accorded a rebate of so per cent to Chilian vessels as 
compared with foreign vessels. As regarded the references in the report to the Argentine, he 
thanked the Argentine delegation for its full and frank explanation. There again changes had 
been made in the hours and regulations of the consular services subsequent to the preparation 
of the memorandum. He was glad to note (vide letter from the British Minister of Health datt'd 
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September r8th, I93I) that deratisation exemption certjficat~ and deratisation certificates were 
now being accepted in the Argentine. Personally he still believed that most o~ the facts set out 
in the memorandum were correct, but the Secretary-General of ~~e InternatiOnal Chamber of 
Commerce would always be prepared to reply in detail to all enqumes. . 

With regard to sanitar~ arrange~ents, the International Chamber of Commerce had m 
May I93I adopted the followmg resolutiOn : ·' 

" The International Chamber of Commerce desires to state ho~ highly it appreciat~s 
the International Sanitary Convention of I92? for the ~provement ·1t has brought about m 
shipping and trade conditions· so far as samtary requrrements ~re con;erned, and tha~ks 
the International Office of Public Hygiene for the encouragement 1t has g1Ven to the practical 
application of the Convention. 

" It draws attention to the fact that numerous difficulties are still encountered in various 
countries as regards the strict application of the provisi~ns of _the Conye~tion, and 
recommends that the efforts of the International Office of Public Hygtene to elimmate these 
difficulties should be supported. It recommends that this Off!ce should c~ntinue and int~n.sify 
its efforts and that Governments should avail themselves as Widely as poss1ble of the proVIsiOns 
of Article 49 of the Convention for the conclusion of bilateral agreements. " 

As several delegations had asked whether the International. Chamber of C~mmerce had 
anything definite to propose, he would. venture to read th~ fo_llowmg draft res~lut10n, although 
he was aware that an outside body could not move a resolution m the Conference. 

" Since the principle of the freedom of communications and transit and an equitable 
treatment of commerce has already been raised in the Covenant and subsequently defined 
by the Conventions concluded under the auspices of the League of Nations, and since it is only 
by the application throughout the whole world of the letter and spirit of the Convention and 
Statute on the International Regime of Maritime Ports and by the adoption of a liberal 
policy with regard to consular and Customs formalities, that in the domain of maritime 
navigation these principles can exercise their full effect, and confidence in the efficacy of 
international agreements can be maintained ; 

" The Conference requests the Council of the League of Nations to authorise the Secretary
General of the League to draw the attention of Governments Members of the League to the 
importance not merely of ratifying the Convention on Maritime Ports (if they have not already 
done so) and. the other Conventions connected therewith, but also, as regards consular and 
Customs formalities, of adopting an attitude which will make it easier for vessels flying any 
flag to pass through their ports freely, rapidly and with little expense. 

" It also requests the Advisory and Technical Committee for Communications and 
Transit to study and recommend appropriate steps to enable it to remedy cases, brought 

• to its notice, of barriers raised against maritime navigation and international trade." 

M. CruNTU (Roumania) stated that the errors and omissions in the report of the International 
Chamber of Commerce to which a certain number of delegates had referred ·made him think that 
the barriers- in any case small- mentioned in the report with regard to his country were really 
even ~mailer than would appear. He thought it wa.S a cause for congratulation if the report 
contamed all that could be said concerning barriers to maritime navigation in Roumania. As for 
the task at ~resent before the Conf~rel?-ce- i.e., th~ abolition of barriers to maritime navigation -
he thought 1t hard!~ nec~sary to ms1st up?n the mterest taken by his country in the question, 
and upon Roumama s desrre to collaborate m the best spirit. · 

The PRESIDENT agreed that an outside body could not submit a draft resolution to the 
Confe;ence. Any delega~ion could, however, propose a resolution embodying the suggestions 
subm1tted by the InternatiOnal Chamber of Commerce. 

M. Vasco DE QUEVEDo (Portugal) confirmed the statement that, whereas the memorandum 
had bee~ prepared m February I93I, Portuguese legislation abolishing all discrimination had been 
passed 1!1 January and promulgated in February, therefore the recommendations of the 
International Chamber of Commerce had been forestalled. The efforts of the International 
Chamber of Co~me;ce to fac~tate navigation m~rited the gratitude of Governments. With 
regard. to M: Seehger s observations, he agree<! that m normal times the erection of barriers would 
be entrrely ~ncomprehen.sible. In present circumstances, however, it should be recognised that a 
cou~tfiry which voluntan!y aban~oned all means of economic defence was making an undoubted 
sacn ce to the cause of International co-operation. 

not i~te~ONTOUMAS (Greece) w~ gl3:d: to note that the International Chamber. of Commerce did 
New Yo : to ch~ge ~reece With failing to honour her international undertakings and that the 
. r consu. r VIsas had merely been quoted as a general example of a case in which 
~~:ovement~ might be made in the future. He would remind the Conference that the fees 
char~~ ~~~~;fu;:e~r~~=~~~d ~ys~m bofbr

1
eciprdocity with ?ther c?untries. If other countries 

, ar Y e arne for adoptmg rec1procal treatment. 
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Sir Joiu;t BALDWIN (Great Britain) was in sympathy with tl1e draft resolution suggested by 
the Inte~atlonal Chamber of Commerce. He would willingly have moved that resolution himself, 
but he s~ill .doubted the value of general and somewhat platonic resolutions. For years the 
Commumcations and Transit Committee and the Conferences had been drawing the attention 
of Governments to the necessity of signing the Conventions mentioned in the International 
Chamber of Commerce's draft resolution. Some of the gist of that resolution, therefore, already 
fo~ed part of the League's constitutional procedure. He wondered whether it would not be 
possible to find some more practical means of achieving results. Would it not be better to submit 
the q~estions raised in the memorandum to the appropriate Committees of the Advisory and 
TecJ:nical Committee for Communications and Transit with a request that they should enquire, 
not mto individual cases, but into the principles which those cases involved, and should, if necessary, 
communicate direct with Governments ? 

. M. SEELIGER (Germany) suggested that the substance of the question had now been ftilly 
discussed. The time had come to reach a decision. No one had ever contested the right of 
countries to take steps to develop their own trade, but all countries must limit their freedom in 
such a way as not to infringe the freedom of other countries, which would be contrary to the 
fundamental principle upon which the League of Nations is founded. He was in favour of utilising 

·the machinery of the Communications and Transit Committee in order to carry this question a step 
farther. 

M. Silvain DREYFUS (France) said that the French delegation associated itself willingly with 
the reasonable and just remarks made by so large a number of speakers concerning the necessity 
of suppressing as completely as possible the barriers to the freedom of maritime navigation in 
conformity with the desires expressed by the International Chamber of Commerce. Regarding 
the conclusions to be drawn from this discussion he was of opinion that the best solution would be 
simply to refer the question to the Communications and Transit Committee, which had already 
had occasion to deal with it. This procedure should satisfy the International Chamber of 
Commerce, the representative of which had stated at the last session of the Transit Committee 
that the Chamber desires the moral support of the authority of the Conference. There could 
be no doubt that the Transit Committee would study the question with the great care it merited. 

M. Vasco DE QUEVEDO (Portugal) entirely agreed with M. Seeliger's remarks. 

M. SCHLINGEMANN (Netherlands) agreed that the question should be referred to the Transit 
Committee. It should be understood, however, that the Committee would be entitled to take 
action of its own accord before the Fifth Conference met. 

Sir John BALDWIN (Great Britain). said he proposed to submit a draft resolution (which he 
read). 

M. SINIGALIA (Italy) agreed that' the matter should be referred to the Communications and 
Transit Committee. 

M. Silvain DREYFUS (France) (Chairman of the Communications and Transit Committee) 
assured M. Schlingemann and M. Sinigalia that, in conformity with all :precedents,. ~he 
Committee would take such steps as it thought to be urgent and necessary, Without awrutmg 
the convening of the Fifth General Conference. 

M. POLITIS (Greece) and M. DJOURITCHITCH (Yugoslavia) agreed with M. Silvain Dreyfus. 

M. SCHLINGEMANN (Netherlands) observed that. Sir Jo~n Baldwin'~ draf~ resolution (eferred 
only to Custqms and consular barriers. Other barriers which were qmte as rmportant had been 
mentioned in the memorandum. 

Sir John BALDWIN (Great Britain) replied that ~t ":ould be undes~able to ~numerate all the 
points in the draft resolution. When the Commumcahons and Transit Committee took up the 
question, it would naturally examine all the points involved. 

The PRESIDENT observed that Sir John Baldwin's text was not now under discussion. The 
text would be distributed and discussed later. 

M. GARCIA-OLDINI (Chile) hoped tha~ the question would no~ be reg:arded from .one stan~point 
only. It would be impossible for countnes to agree to any solution which would hinder therr own 
economic development and trade expansion. 

The PRESIDENT suggested that Sir John Baldwin and the Bureau should draft a text on the 
lines of the discussion. That text could then be discussed at a later meeting. 

This was agreed to. 
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EIGHTH MEETING. 

Held on October zznd, I9JI, at IO.JO a.m. 

President; M. A. DE VASCONCELLOS. 

IX EXAMINATION OF THE MEMORANDUM ON THE PRINCIPAL QUESTIONS D:EALT WITH BY THE 
. COMMUNICATIONS AND TRANSIT COMMITTEE SINCE THE THIRD GENERAL CONFERENCE 

(continued). 

Ports and Maritime Navigation (see Annex I, section 2, I). 

(a) International Conference for the Unification of Buoyage and Lighting of Coasts. 

M. ScHLINGEMANN (Netherlands) remarked that the period of one year, mentioned in the last 
paragraph of the resolution concerning the continuation of work relating to the unification <;>f 
buoyage, had now elapsed. The Lisbon Conf~rence _seemed to have been rather too optimistic 
in fixing such a short interval for the resumption of 1ts work. He hoped, nevertheless, that the 
Governments concerned had had time to form an opinion on the question and that theConference 
could continue its work in the not too distant future. 

M BIRKELAND (Norway) quoted in this connection the following extract from the Second 
Committee's report to the last Assembly: 

" The Assembly naturally expects that the Communication§ and Transit Organisation 
will not propose the smnmoning of a second Conference until it has taken every care to ascertain 
that such a Conference would be likely to meet with complete success." 

During the discussion in the Second Committee, the Norwegian delegate had been distinctly 
opposed to the premature summoning of a fresh Conference, a view fully shared by some other 
delegations. Shipping circles also were not at present in favour of a Conference which, prematurely 
convened, would not be a complete success. He wondered whether a new buoyage Conference 
might not be postponed indefinitely without any harm being done to any vital intere~ts. 

General MARENA (Italy) stated that, after considering the proceedings of the International 
Conference held at Lisbon from October 6th to 23rd, 1930, and in view of the favourable opinion 
expressed by an Italian inter-ministerial Committee which was asked for its views, the Italian 
Government expected that it would be able to ratify the recommendations which it had supported 
on certain questions forming part of a complete international buoyage and lighting system . 

• 
Sir John BALDWIN (Great Britain) said that his Government had no wish to precipitate a 

fresh Conference, but it must not be forgotten that the following resolution had been adopted 
unanimously by the Lisbon Conference :, · 

" The Conference : .. . - d~cides to postpo~e its work o~ buoyage questions and 
expresses the hope that 1t will be given an opportumty of resuming 1ts work in about a year's 
time, with a view to allowing the Governments concerned to make fresh efforts to reach 
complete agreement after consideration of the proceedings of the present Conference." 

It had ~een s?ggest:d that a new Conference ~ho~ld be held at the end of this year ; that 
seemed .t? hrm an 1mposs~ble dll;t~, but _he had no obJections to the Conference being held in 1933. 
The ~ntJ.l?h Govern~en~ s pos1hon With re&ard to buoyage and lighting of coasts was rather 
peculiar: m Great Bntam alone, to say nothing of the Colonies and Dominions the Government 
had to consult a larg: nm~ber of authorities in order to co-ordinate their view~. It should also 
be remem~ered that, m thiS sphere, local aut~orities enjoyed a good deal of independence. 

He did n?t, ho"":ever, share the view of the Norwegian delegate that the Conference should 
be postponed mdefimtely ; 1933, he thought, would be a reasonable date. 

The declaration m<:Lde at Lisbon by the delegates of the principal European States that they 
were prepare~ at that time to come to an agreement on the points left unsettled by the Conference 
could not be rgnored and he trust~d, therefore, that the Norwegian delegate would not press his 
proposal. 

Ag 
M:. Silvain DREY!~S (Fr~nce) announced that the French Government had ratified the two 

reements o!l Mantr~e Srgnals and on Manned Lightships not on their Stations · the 

bRecommendatrons o~ Lrghthouse Characteristics and Radio-Beacons would be applied in F~ance 
y means of regulatwns. 
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The inte:ryal_of a year, stipulated by the Lisbon Conference, was certainly rather optimistic. 
The Commurucatwns and Transit Committee had not gone so far as the Conference since it had 
passed the following resolution : ' 

. " The Advisory and Technical Committee ; 

" Associating itself with the resolution adopted by the Confere~ce for the Unification 
of Buoyage and Lighting of Coasts on October 23rd, 1930, concerning the continuation of the 
work for the unification of buoyage : 

. " Requests the Council to take the necessary steps for the interrupted work to be resumed 
m 1932, or, at latest, at the beginning of 1933. · 

" It requests its Chairman to communicate the present resolution in good time to the 
Secretary-General of the League for transmission to the Council, the Chairman being authorised 
to set up a preparatory Committee to facilitate the work of the Conference, should he consider 
such a course desirable." · · 

T~e Transit Committee had therefore been extremely prudent. He supported Sir John 
Bald~m's vie'Y, and thoug~t that the General Conference might adopt the standpoint of the 
T!anst~ Committee. He ob]ec~ed, on the other hand, to any proposal to adjourn the Conference 
sme d~e. · 

. M. HJELT (Finland) said that the competent Finnish authorities had in principle supported 
both the Lisbon Agreements by signing, but ratification had been delayed owing to the cost 
which their adoption would involve, a cost out of all proportion to the benefits fishing and 
navigation would derive from such alterations. It did not follow that the Finnish Government 
waS' opposed to carrying on the work in connection with the u11ification of buoyage, but in the 
present crisis it could not introduce changes involving extra expenditure which it could not afford. 

M. SEELIGER (Germany) shared the views of the British and French delegates. His 
Government had endorsed the Lisbon Conference's resolution and could not understand the 
Fourth General Conference rejecting it; all it had to do was to endorse it. 

The PRESIDENT, summing up the discussion, thought that the Transit Committee, when 
this question came before it, should in due course propose the convening of a fresh Conference. . 

M. BIRKELAND (Norway) asked whether the Communications and Transit Committee proposed 
to ascertain in advance the intentions of Governments regarding the buoyage and lighting of 
coasts. 

The SECRETARY-GENERAL OF THE CONFERENCE replied that he could reassure the Conference 
on this point. The Transit Organisation would shortly receive from the British Government 
proposals which would form a basis for fresh discussions. These proposals would be forwarded 
to the Governments concerned, whose views the Transit Organisation proposed to secure. A 
small preparatory committeec~uld, if necessary, be formed, to ensure the complete success of the 
new Conference. 

Sir John BALDWIN (Great Britain) confirmed the statement of the Secretary-General of the 
Conference, and explained that the British Government's proposals to the League would 
naturally take account of the proceedings of the Lisbon Conference. They should reach the 
Secretariat this month, or, at the latest, next. 

M. GAJARDO (Chile) objected to an adjournment sine die; care should be taken to consult all 
the Governments, to prevent the coming Conference being a failure. , 

The PRESIDENT assured M. Gajardo that the Transit' Committee would take every precaution 
before summoning the Conference to make sure that i~ had every prospect of success. 

(b) Unification of Maritime Tonnage Measurement. 

The ASSISTANT SECRETARY-GENERAL OF THE,\-CoNFERENCE explained that an error had 
occurred in the text of. the memorandum (see Annex I, I). The last sentence of paragraph (b) 
should read as follows : 

. " The draft regulations will be submitted to all the Government~ concerne~ which will 
be asked to give their views on the subject and forward any suggestions regarding the best 
procedure to be followed for giving effect to the regulations." · 

This was agreed to. 

General MARENA (Italy) said that, in view of the great interest taken by' the. shipping world 
in solving the problem of the unification of maritime tonnage measurement, the Italian Government 
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would certainly send a representative to the International Confe~ence, '":hich would probably 
meet in 1933, to discuss the draft tonnage. measur~ment regul3;tions which would have been 
examined by the Communications and Transit Committee and which the Governments concerned 
would for their part have examined. 

Sir John BALDWIN (Great Britain), speaking for himself as well a? for his Government, was 
gratified to note the changes which had just been made i~ the wordin~. of paragraph (b), but 
could not endorse the statement of the Italian representative. The Bntish Government would. 
prefer to leave it to the Governments concerned to consider what action they should take. 

• The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE wondered whether the British 
delegate's statem~nt could be interi>reted. as referring ~nly to the question of _Proced?I"e and did 
not mean that the British Government obJected to a umform system of regulations .bemg adopted 
for tonnage measurement. He would like to point o~t that the draft .r~gulations had. been 
unanimously adopted by a Committee of Experts on which there was a Bntlsh representative. 

Sir John BALDWIN (Great Britain) replied that that was the general sense of his statement . 
. His Government's main objection was to the procedure, particularly the summ~:ming of~ ~onferen~e 
for 1933 or any other date. Until the Governments concerned had exammed and grven their 
views on the draft regulations, there could be no question of convening a Conference.• 

The PRESIDENT said that the views expressed would be duly noted. 

(c) Penal Consequences of Collisions at Sea. 

General MARENA (Italy) said that, as everyone knew, Italian shipping law was among the most 
advanced. Italy, therefore, supported the Transit Committee's resolution regarding the penal 
consequences of collisions at sea. The Italian Government realised the iinportance of the questions, 
considerations and recommendations which the Committee thought might with advantage be 
brought to the attention of Governments with a view to ascertaining th.eir opinions and, if necessary, 
proposals, without touching on the legal question at issue. . · 

The PRESIDENT said that this statement would be noted. 

(d) Coasting Trade. 

General MARENA (Italy) remarked that at the Second General Conference on Communications 
and Transit in 1923, on the proposal of the Italian and Japanese delegates, a .recommendation 
on coasting trade was unanimously adopted. Last year, when replying to the questionnaire sent 
by the ~eague Secretariat to Governments, Italy defined its views more clearly on the question 
of coastmg trade, taking current national legislation as a basis . 

. The Italian Government, which had always shown and would continue to show the keenest 
desrre to co-operate, was also considering the possibility of an international definition of the term 
" coasting trade ". This would ensure the equitable treatment of commerce and the freedom of 
international shipping traffic, as well as safeguard certain commercial and economic principles 
closely connected with each country's pacific aspirations. 

· The PRESIDENT poiJ;tted o~t that the question was under investigation, and the Conference 
would doubtless be unanimous m favour of such investigation being continued. . 

I 

This was agreed to. 

(e) Comparative Study of National Laws governing the Granting of the Right to fly a National Flag. 

~- SCHLINGEMANN (Netherlands) asked whether the st~dy of this question had led to anything definite. . 

The AssiSTANT SECRETARY-GENERAL OF, THE CONFERENCE said that the replies received from 
Gove~ments had enabled a large amount of information to be collected and published 1 The 
question, however, had not yet been submitted to a Special Committee. · 

Sir John BALDWIN (Grea~ Britain) took it that, from what was said under this headingin the 
memorandum there was no Idea of making al · di 1 · · . • . propos s Imme ate y but merely of contmumg a 
~mpa~tlv~ s1~d~ ?f national laws and pra~tice regarding the grant and transfer of the national 

ag. e wou o Ject to any Conference bemg held for unifying the procedure under which such 

1 See document C.248.M.II2.19JI.VIII. · 
' 
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grant~ and !r~nsfers wlsere m~~e. The Transit Committee should merely investigate the possibilities 
open o cer am vesse of sailing under a flag to which they were not entitled. 

Finl Md. SEEL~GdER d(Gthermany)- remarked that, when the Tran~it Committee had at the request of 
an consi ere e qu t• f a.1 h 1 lin ' • . es 10ll o co o smugg g, the hope was expressed that by a convention 

on the transfer of _flags It would be possible to restrain smuggling by v e1 fl · .,. fl t hi h 
they were not entitled A th · . . ess ~ Jlllo a ag o w c 

. · s ere was a certazn amount of opposition to this procedure a general 
enq~ ha_d been proposed concerning present legislation on the granting of the right to fly a 
flag :U: vanous cou_ntnes. He stated that he could not understand the purpose of this enquiry 
to whi~~ he ~ad ?bJected. On beh~f of his Government, he would therefore now support Sir John 
Bal~wm s obtecbons and asked that the question should only be studied for the purpose of collecting 
full mfonnatlon. 

' 
- .. M. ScHLING~MANN (Netherlands) endorsed the British deiegate's views. His only idea in 

raiszng the question was to clear up the point for his own satisfaction and that of the Conference 
also. - -

General M~ENA (Italy) explained t~at both in Italy and the Italian colonies the legality 
of the s~e •. cessiOn or other ~r~sfer of 11:abonal vessels to foreigners depended on the prior sanction 
of the Mznis1;ry of Commumcabons, which dealt with all questions affecting the mercantile marine. 
Deeds .c?ncluded co~trary to t~s provision were considered as void, and shipping or consular 
authontles w~re forbidden ~o _register them. Furthermore, before sanctioning the sale of an Italian 
ves~el t~ foreigners, the MinlStry made a thorough investigation of the motives for the sale, the 
nationality of the purchaser, the kind of traffic in which the vessel would be engaged under the 
new flag,_ etc., so that sales were always attended by all kinds of precautions and guarantees on the 
general lines of the recommendation made by the Finnish Government to the League of Nations. 

M. HJELT (Finland) trusted that the study undertaken would lead to satisfactory results. 

Miscellaneous Questio~s (continued). 

Transport of' Newspapers and Periodicals (continued) (see Annex I, section 2, IX). 

• The PRESIDENT said that, as the resUlt had not been clear, the discussion of this question 
would be resumed. 

M. LEVERVE (International Railway Union) stated that the position . as regards the 
International Railway Union was as follows : ·· 

·In December 1930, the Managing Committee of the Union had adopted regulations to which 
it had given the character of recommendations concerning the international transport of 
newspapers and had, in addition, instructed ~he Goods Committee to continue its examination of 
certain practical difficulties relating to rates and allowances and to the extension of the regulations 
to the transport of periodicals. At its meeting in April 1931 this Committee had examined these 
various point-? and had proposed to the Managing Committee that the regulations should be made 
obligatory, but that their application should not at present be extended to the transport of 
periodicals. As regards transport it thought that a distinction should be made between daily _ 
newspapers and periodicals, and that the new regulations, temporarily at least, should not apply 
to the latter. 

The Managing Committee wonld shortly meet in Paris to take a decision on these proposals. 

Sir John BALDWIN (Great Britain) asked whether no exact definition had been found and 
unanimously accepted for periodicals. 

The AssiSTANT SECRETA~Y-GENERAL 'OF THE CoNFERENCE replied that the Permanent Legal 
Committee had been asked to define the term " periodical ", but had not yet reached a definite 
decision. :pending such decision, therefore, the International Railway Union preferred to exclude 
periodicals from the regulations. 

· M. LEVERVE (International Railway Union), confirming the explanations given, added that, 
if periodicals were put on the same footing as newspapers, it might lead to e:cpress trains being 
overloaded and their departure delayed, to the detnment of proper operatiOn of the system. 
The Goods Committee, therefore, had felt unable, for the moment, to apply the regulations for 
newspaper transport to periodicals. 

M. Rene MAYER (France) thought it would be better to give up the idea of finding a legal 
definition for periodicals, in view of the almost insuperable difficulties involved. The question 
should be considered from the practical standpoint - to what extent railways could conveniently 
transport periodicals on the same terms as newspapers. 



x. DRAFT RESOLUTION suBMITTED BY M. Pouns AND MG. HEROLD RERGARD(ING AA NEGOT)IABLE 
DOCUMENT FOR THE INTERNATIONAL TRANSPORT OF OODS BY AIL See nl!eX 3 . 

General Discussion. 

M. Rene MAYER (France) thought that, if the Coll:ference wished th!s resolutioJ:?- to tacilitate 
the introduction of the negotiable railway document mto European railway practice, It should 
contain more information on the utility of such a document ; the proposal would be more successful 
if it were confined to what the circles concerned had asked for. The Conference, therefore, should 
advocate the negotiable instrument for the transport of certa~n l?oods rathe: th~ for the transport 
of goods generally: Similarly, it would be pr~ferabl~ to _md1cat~ that It did_ not apply t<? all 
consignments but only to consignments for certam destmations which could easily be. deterlll:med 
beforehand. With these limitations the utl:Iity of the reform would be much more easily admitted 
by the Governments of certain countries where the railway administrat~on~ still hesit~te~. to 
conform to this requirement of trade, as they would b~ reluc~ant to see the pnnc1ple: of negotiabil1~y 
extended from the international to the national service, which would not be permitted by certam 
national legislations. He therefore suggested altering the first paragraph as follows : 

" Recognising the utility, from the econOJ?iC and ~ommercial point of ~ew, t:1f the.creation 
of a negotiable transport document for the mternat10nal transport by rail of certam goods 
for certain destinations ,. . . " · · 

M. HEROLD (Switzerland) accepted the proposed amendment. . . . 
'" .. , 

M. PoLITIS (Greece) thought M. Rene Mayer's remarks were quite correct, but the authors 
of the draft resolution had deliberately refrained from going into details ; paragraph I, to their 
mind, was not a definition but a kind of heading to the draft resolution. The Conference had 
neither the time nor the means to consider every special case ; that was the business of experts. 
These remarks did not inean that he objected to the changes suggested by M. Rene 'Mayer. 

M. SEELIGER (Germany) thought extreme care should be taken in drafting the resolutiort not 
to commit themselves one way or the other, seeing that the Conference was still uncertain as to 
what would happen when the question of a negotiable transport document was considered by the 
Managing Committee of the International Railway Union. He therefore supported the changes 
proposed' by M. Rene Mayer. . 

M. NoRDBERG (International Chamber of Commerce), to reassure M. Rene Mayer, stated 
that the International Chamber of Commerce had already made allowance in its proposals for the 
objections just raised and had even ,introduced a third kind of limitation by stipulating that 
goods should be transported in full wagon-loads. 

M. MALTESE (Italy) proposed that the words in the amendment "for certain destinations" 
should read "for certain connections", the latter being the technical expression used in railway 
terminology for stations of departure and arrival combined . 

• ' . 
M. SINIGALIA (Italy), recalling that the 'reform had been: requested some time ago and in view 

of the fa~t that it was of reco~sed utility, stressed its urgent nature and accordingly asked that 
the openmg words of the resolution should read: "Recognising the utility and the urgency etc." 
In support of his r~quest ~e point~d out that, if it was desired to follow the usual proced~e and 
postpone ~he que<;tl<~n until I93~, 1t woul~ be neces~ary to wait at least six or seven years before 
the. neg~tiable waybill was put mto practical use ; 1t having been proved by experience that the 
ratifications of the amendments to the Berne Convention took four years, or even more. 

M. CoLOMB (Central Office for International Railway Transport) pointed out that the insertion 
of the word "urgency:·. would not affect ~he matter, since the date of I933 for convening the 
Conference for th~ ReVIsion of th~ International Convention on the Transport of Goods by Rail 
follo:ved automatic~y f:om Article 6o of the Berne Convention on Goods Transport. The 
openmg words of this article read as follows : 

" Article 6o. Revision of the Convention·: 

" § I. The delegat~s of the contracting States shall meet to revise the Convention on· 
the summons of the Sw1ss Government, not later than five years after the mod'fi t! 
adopted at the last Conference come into force." 1 ca Ions 

The International Convention on the Transport of Goods came into force in October I 
2
g . 

five years from the latter date would mean October I933 which was the last te f 9 · ' 
the Conference for revision. ' rm or convenmg 

!d: N?~DBERG (International Chamber of Commerce), on behalf of th Ch b rt d 
M. Silllgalta s proposal. e am er, suppo e 
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M. PoLITIS (Greece) also supported the proposal. 

. M. HEROLD (Switzerland) thought, on the other hand, that in view.of M. Colomb's statements 
the Conference should no~ adopt M. Sinigalia's suggestion. A reference to urgency would not 
~e~t the date fo~ convenmg !he Conference, which was governed by a special clause. Moreover, 
1t rrught create m1sunqerstanding and even unjustified expectations. 

The ASSISTANT SECRETARY-G~NERAL OF _THE CoNFERENCE thought that the question of 
urgency referred, no~ merely t? the mterval. which would elapse before the .Conference for revision 
met, ?ut also the penod _Preceding the entry mto force of the prPvi.sions adopted by that Conference. 
The 1dea of urgency rrught therefore be accepted without violating the provisions of Article 6o 
of the Berne Convention. 

' . 

, M. DE D~E!RI~H YON SACHSENFELS (Hungary) supported the interpretation given, and 
endorsed M. Srmgalia's proposal the more heartily since Hungarian business circles took a keen 
interest in this question. ! 

!"!· SEELI~ER (~ermany) dissented. He agreed with M. Herold that a reference to urgency 
was mcompat~ble_W1th the procedure to be followed. It might eventually be inserted at the end 
of the resolution m the following form : "Recognises that the Council of the League of Nations 
in the near future, etc." 

11' 

M. SINIGALIA (Italy) was the more surprised by M. Herold's opposition, seeing that his proposal 
had been supported by M. Politis who was the other person responsible for the draft resolution. 
There seemed to be no reason why the Conference should not draw the attention of Governments 
to the urgency ofadopting such a measure. , . 

It seemed to him somewhat strange that the utility o{ a certain measure should be recognised 
and that at .the same time a procedure, which ·could be·• modified by an agreement between 
Governments, should be eagerly followed, with the result that the adoption of this measure was 
postponed to a very far-distant date. 

Continuation of the discussion was adjourned until the next meeting. · 
.~ 

:1 

NINTH MEETING. 

Held on October 22nd, I9JI, at 4 p.m. 

' i 

President: M. A. DE VASCONCELLOS. 

"' XI. DRAFT RESOLUTION SUBMITTED BY M. PoLITIS AND M. HEROLD REGARDING A NEGOTIABLE 
DoCUMENT FOR THE INTERNATIONAL TRANSPORT OF GOODS BY RAIL (continued) 

(see Annex 3). 

Paragraph I. 
• ~·:~ 

M. NoRDBERG (International Chamber of Cortrmerce) said that M. Sinigalia's motion could 
only apply after the Convention had been .revised. · He thought a transitional clause :eould be 
inserted to meet urgent needs. . 

M. SEELIGER (Germany) suggested that the word " urgent " should be omitted from the first 
paragraph and that a remark should be inserted at the end of the resolution to the effect that action 
should be.taken as quickly as possible. 

M. Rene MAYER (Fran<;e) sugge~ted, in order to meet M. Sinigalia, that the last paragraph of 
the resolution. $ould read as follows : . 

· " 2 . Recommends that the Council of the League of Nations draw the attention of the 
Goveinments to the importance of the problem, so that a practical solution may be arrived 
at in the shortest time consistent with the provisions of the International Convention on the 
Transport of Goods by Rail." 

M. SINIGALIA (Haly) said that it w~ indifferent t~ him whethe~ the id~a of urgency was placed 
at the beginning or end of the resolution. He ha~ mtroduced his m?tion, b~cause he thought 
the International Chamber of Commerce attached rmportance to a rap1d solutiOn of the problem 
in view of the present economic situation. It would now appear that the International Chamber 
of Commerce regarded the matter as being of only relative urgency. He could therefore agree to 
the expression " in the shortest time ". . • 
. With regard to M. Rene Mayer's proposal, he could not agree that 'Qle "shortest time" should· 

be subordinated to" provisions, etc." The Governments were aware of their engagements under 
the Convention ; they alone could decide on the procedure to be followed, and it was unnecessary 
to insist. ' 
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With regard to the French text of the first paragraph, he asked whether the C~nfere~ce, 
as he thought, fully recognised the utility of such a document. The words " que pour:rut avorr " 
(omitted from the English text) would seem to show there was some doubt on the subJect. 

M. Rene MAYER (France) said there was no doub~ as to the u~ility of the document, and the 
words in question were used because that document did not yet exist. 

M. SINIGALIA' (Italy) said this, was not quite true, as the document existed in some American 
countries and its utility wa<> fully recognised . ... 

Sir John BALDWIN (Great Brit~fn) pointed out that the discrepancy -b~tween the English and 
French texts should be remoyed. 

Paragraph I was adopted, subject to the .English text being brought into harmony with the 
French text. 

Paragraph z. 

•• • 

M. SEELIGER (Germany) sugge5ted that the second paragraph should be inserted· after the 
fourth paragraph, as this would be more logical. 

• M. SINIGALIA (Italy} suggested that, after the words " International Railway Union ", a 
phrase should be added _such as.,.'' negotiations taking place between certain States ". .. 

'"' M. HEROLD (Switzerland) asked to what negotiations M. Sinigalia referred. The Confere~ce · 
could only mention negotiations o£ .. which it had cognisance - na1nely, those of the Special 
Committee of the International Ch3.Inoer olCommerce and of the International Railway Union. 

'·· ' 

M. GRUNEBAUM (Austria) said M. Sinigalia had no doubt referred to negotiations between 
Austria and Hungary on this subject to which he, M. Griinebaum, had drawn the Conference's · 
attention. He had no _objections to those negotiations being noted by the Conference. 

M. PoLITis (Greece) agreed with M. Herold. 'l:he Austro-Hungarian negotiations referred 
to a regional agreement to which it was unnecessary to refer in the present resolution. • 

I 
The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE pointed out that the resolution 

only referred to the work of the Special Committee. The International Chamber of Commerce 
and the lt:t"temational Railway Union were the only bodies mentioned in the text, because the ·• 
Special Committee had expressly asked these two bodies to study the question. The Special 
Committee would, of course, be informed of the discussions in the Conference. It would thus have 
knowledge of the negotiations' carried on between . certain Governments. Should these 
negotiations produce any results before the meeting of the Special Committee, detailed information 
arising from such results would certainly be available for exa1nination by the Special Committee. 
In these circumstances it might seem unnecessary to refer specifically to the above-mentioned 
negotiations in the present resolution. . . 

M. SEELIGER (Germany) was afraid that, if the negotiations in question were mentioned, this 
might raise the question as to whether they were compatible with the Berne Convention which 
he thought might forbid such agreements. 't · ' 

. . 
~f.,;Re!le ¥A~R (France~ agre~d .. To con~inue in thi~ strain would considehbly lengthen 

the discuss10n m Vlew of the difficulties inherent m the question raised by M. Seeliger. Moreover, 
the Conference had not " noted " these negotiations but had merely been informed of them. 

M. ~RUNE~AUM (Austria) agreed wi~h M. Rene Mayer. The question raised by M. Seeliger, 
though mt_erestmg, would exceed the limits of the present discussion. The statement made 
by the AssiStant Secretary-General of the Conference had given him entire satisfaction. 

M. SINIGALIA (Italy) did not insist on the addition which he had proposed .. 

M. SEELIGER (Germany) did not insist on his proposal. 

Paragraph z was adopted, subject to its position in the resolution. 

Paragraph 3. 

f M1 · alHEadmROL~ _{Swit~erland) s?ggested that the end of the paragraph should read : " difficulties 
o a eg , mlStrahve, technical and financial nature ". 

' 
• and ~· s::;~G:IA /It~) thought this .enumeration might not exhaust all possible diffi~ties 
alwa~s~ avoide:d. ore e better to say s1mply '' certain difficulties ". Such enumerations should 

M. POLITIS (Greece) thought this would leave doubt as to the natu;e of the difficulties. 

I. 
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· M. SEELIGER (Germany) thought the difficulties should be enumerated in the same way as the 
advantages were enumerated. . 

The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE asked whether the difficulties 
in q~estion· were merely those which would be experienced by the railway administrations when 
pu~tmg t~e scheme in~o force, or whether difficulties would also be experienced by commercial 
or mdustnal undertakings. If the nature of the difficulties were not stated, it might be assumed 
that they referred to ecOiiomic and commercial matters. The word " financial " might be taken 
to refer to the difficulties of the Banks. .. 

M. SINIGALIA (Italy) said that, as opinions were so divided, this was all the more reason for 
not enumerating the difficulties. The Governments could themselves judge of the nature of the 
difficulties. If they were enumerated, the entire question would have to be discussed, so that the 
Governments might be informed. He therefore thought it was sufficient merely to refer to the 
difficulties without defining them. ·' . ' .. 

M. SEELIGER (Germany) explained the nature of the difficulties likely to arise. There were 
legal relations between the carrier and the consignor which might have to be changed by legislation. 
These were legal difficulties. Administrative and technical difficulties would arise when it was 
desired to set up the new regime. In many countries which have, like Germany for example, 
a very dense traffic, it would not be possible to have at all small stations officials who would have 
to learn how to handle the negotiable document in question. Financial difficulties would be 
involved by the increase in the number of officials. If the words in question were omitted, this 
might give rise to some misunderstanding. If they were inserted, this could do no harm and 
would prove to the Governments that all sides of the questiol;l had been examined. . 

. ~, ~ ·~ ... . ·' ·. 
M. SrNIGALIA (Italy) said it was not the proper place to enter into a discu~sion of the difficulties. 

It could be done, but to enter into the details alluded to by M. Seeliger it would be necessary 
to proceed to a detailed examination which could not be demanded of the Conference. He would 
therefore merely state that some countries might not experience such ~~ilt difficulties as others, 

~ 

. M. Rene MAYER (France) agreed with M. Seeliger that some idea of the nature of the difficulties 
should be given. . ' . 

. ' 
Sir John BALDWIN (Great Britain) suggested inserting the words" in certain countries". 

M. SINIGALIA (Italy) agreed. 

M. SEELIGER tGermany) also agreed. 

Paragraph 3 was adopted. 

Paragraph 4· 

M. PoLITIS (Greece) suggested amalgamating paragraphs 3 and 4 into one paragraph. 

This suggestion was adopted, paragraph 4 was attached to paragraph 3 and worded : " but 
hoping that it will prove possible to sunnount thes~ difficulties ". . 

t ·~ 

Paragraph 5 (Paragraph I of the Resolution). 

M. Silvain DREYFUS (France) suggested the following wording : 

"I. Requests the Advisory and Technical Committee for Communications and Transit 
to continue its work in co:-operation with, etc.", 

omitting the reference to the" comp~tentCom.mit~ee" of the T~ansitCommjttee: Under th_e Statute 
of the Communications and Transit Orgarusahon the AdVisory and Technical Committee was 
solely responsible and decided _free!y as to the contra~ it wished to exercise on the resolutions 
adopted by the Committees which it had set up. It ~id not ~eem ?Pportu~e for t_he Conference 
to indicate the procedure to be followed by the Transit Comrruttee m carrymg _out its work. 

M. HEROLD (Switzerland) and M. PoLITIS (Greece) agreed. 

M. SINIGALIA (Italy) agreed, but would add that the result of the work should be communicated, 
not only to the International Central Railway Transport Office, but also to the Governments . 

.. 
M. CoLOMB (International Central Railway Transport Office) recalled the existence of Article 6o 

of the International Convention of October 23rd, I924, concerning the transport of goods by rail, 
which determined the main lines of the procedure of revision. He said the Central Office would 
receive with pleasure and interest any communications. ~ade by the Advisory ~d Technical 
Committee in respect of the preparatory work for the reVlston of the Berne Convention. 
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For some time the Office had endeavoured to collate all the information collected with regard 
to criticisms, discussions, suggestions, etc., which had arise~ ~ the ap~lication of the Convention 
which had been in force since October rst, 1928. This mform~hon had ~eady. assumed 
considerable dimensions, and reproduced a number of ;ecommendabons made, mter aha, by the 
users of the railways. It would shortly be commumcated to the q~vernments of the. States 
concerned, in order to assist them in drawing u~ pr~posals ~or the reVIslO.n of the ~onvenbon. , 

The Central Office hoped that the commun~cabons. which ~he Trans:t Committee thought It 
well to send would arrive in time to complete satisfactorily and m a praebcal way the preparatory 
work for the revision of the Convention. 

M. SINIGALIA (Italy) s~id he h~d never suggested that the Berne Office should not be informed, 
but had thought that the Governments should also be informed, as s~me of them were not parties 
to the Berne Convention. 

M. HERoLD (Switzerland) was afraid M. Sinigalia was under a misunderstanding. M. Colomb 
had merely implied that the Central Office was a normal channel for communications. There was 
nothing to prevent the Transit Committee from giving the information to the Governments, and 
he agreed with this course. · · 

M. Silvain DREYFUS (France) also agreed. 

Sir John BALDWIN (Great.Britain) also agreed: The Central Office had in thg'past shown 
no in~erest in the British Gov:ernment, which would naturally like to have the information in 
question. · 

M. CoLOMB (International Central Railway Transport Office) thought M. Sinigalia had 
misunderstood his statement. Th,e Central Office was willing to serve as a channel for the 
information in question, but did not seek to exercise a monopoly which had no justification. 

M. SINIGALIA (Italy) stated that there was nothing in his statements to justify these doubts . 
• 

Paragraph 5 was adopted, with the addition of the words "and to the Governments". 

{ 

Paragraph 6 (Paragraph 2 of the Resolution). 

" T~e PRES!DENT point~~ out that M. Sinig:Wa had already suggested omitting the words 
consiste)lt With the proVIsions of the International Convention on the Transport of Goods by 

Rail". • . 

M. Rene MAYER (France) hoped the words would be retained. M. Sinigilia had stated that 
the Governments ;.vere aware of their engagements and that it was unnecessary to recall them. 
He thou9ht, for his part, that xt was pot unnecessary that the Conference should record that it 
had not Ignored the provisions of the International Treaty called the Berne Convention. 

M. HEROLD (Switzerland), M. SEELIGER (Germany) and M. PoLITIS (Greece) agreed with 
M. Rene Mayer. 

M. SINIGALIA (Italy) maintained his opinion. 
'· 

A vote 'Yas taken by ~oil-call, the result ~f which was 3 votes in favour of omitting the words 
14 votes agamst the omiSSion and II abstentions. ' ' 

Paragraph 6 was adopted in accordance with M. Rene Mayer's proposal. 

AdoptfioGn ofd theb DRrajt Resolution regarding a Negotiable Document for the International Transport 
o oos y a~l. . 

. The PRESIDENT pointed out that a vote would be taken o~ the entire text Accordin to 
~l~~e ~:fdthe Jtatute f~r the Communications and Transit Organisation, a two~ thirds majo~ty 
That .ias t~ ~ay ~~er :t~~e 10 ~f t~e Rules of ~rocedure, account would be taken of abstentions. 
a ualifi d .' . w s maJ?n y'Was requrred of all delegates present. If this method gave 

~~~r:~~ :~:~~[~~~~fs!~;:i::ih!:iu~~~~db~~1 ~1~tvh~~~~s~ot;~~~s:~~~~.s~~!tf:~o~~t~~: .t~! them as absent. 0 rep Y o . err names. He would m that case consider 

A vote was taken by roll-call with th f ll · u1 · 
at the Conference, 23 were in favour 

0
; t~ o;rnf1•res r f;omamongthe 44 delegations represented 

were u abstentions. e ra reso utwn, no votes were against it, and, there 

The resolution was therefore adopted. 1 

1 The final text ia published in document C.78s.M.38o.Ig3I.VIII. 
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XII. EXAMINATION OF THE MEMORANDUM ON THE PRINCIPAL QUESTIONS DEALT WITH BY TilE 
COMMUNICATIONS AND TRANSIT COMMITTEE SINCE THE THIRD GENERAL CONFERENCE 

(continued). 

Air Transport (see Annex I, section 2, V). 

M. ~EROLD (Switzerland) referred to the statement which he made on August 26th, 1927, 
at the Third General Conference on Communications and Transit in which he referred to the lack 
of international co-operation in air transport. He was glad to 'note that since that time great 
progress had been made, and the field of application of the International Air Convention had 
been greatly extended. It might be foreseen that uniform air legislation for all countries would 
soon be. reached. He was glad to note that, the 1929, amendments to the International Air 
Convention had been ratified by the great majority of countries interested. In view of the 
fact _that some countries outside Europe had not yet done so, it was to be desired that everything 
poss1ble should be done to persuade these countries to ratify within a short time . 

. M. ROPER (International Commission for Air Navigation) also referred to his remarks at the 
Third Genef~ Conference on Communications and Transit, and outlined the progress made by 
the International Commission for Air Navigation since that time. The Commission, in 1922, had 
.already undertaken the revision of two important articles of the 1919 Convention, and had brought 
abou~ a number of changes which had come into force in 1926. It was, however, possible to state 
that, m 1927, a number of important States did not form part of the Commission, which was ready 
to take account of their observations and wishes, but it had naturally to wait until they made 
known their requirements. · . . 

The German Government had made certain proposals for a revision of the Convention, and 
the Commission decided, in 1929, on the basis of those proposals, to call a World Conference of 
all States, including those non-parties to the 1919 Convention, in order to make the necessary 
changes. That Conference met in Paris in 1929. It included representatives of seventeen 
countries which were not parties to the 1919 Convention. A considerable number of articles of the 
Convention were amended, and the amendments were adopted by the forty-three States present. 
The Amendment Protocol now only required the ratification of a sufficient number of States. The. 
number required-was twenty-six, of which the Secretariat of the Commission had alteady received 
twenty-two. 

in view of the complicated formalities connected with the ratification of conventioQ.s in many 
countries, he thought that the result obtained in the course of two years was distinctly favourable. 
Ratifications were no':Y awaited only from Japan, Chile, Persia and Uruguay, all of which were 
distant countries, and the International Commission for Air Navigation in June last adopted a 
procedure, in order to expedite matters, w~ch it had successfully used in 1926 with a view to 
acceler.ating ratifications. It requested the French, British and Italian authorities to take 
diplomatic action with these Governments. It was therefore to be hoped that the last ratifications 
would soon be obtained, which would permit the States ,not parties to the Convention to adhere 
to it and to ensure the unification of air law. 

M. GAJARDO · (Chile) replied to the statement made by M. Roper regarding the ~hilian 
ratification of amendments to Articles 3, 5, 7, 15, 34, 41, 42 and the final clauses of the Convention 
regulating air navigation of October 13th, 1919. 

He noted the observations of the Secretary-General of the International Commission for Air 
Navigation and stated that the Chilian delegation would not fail to bring these observations to 
the notice of the Government. 

Referring to the measures which it had been stated would be taken with the Chilian 
Government by the diplomatic representatives of France •. Great Britain an~ Italy in orde! to obtai_n 
ratification of the Protocol of June xsth, 1929, amending the International Convention on Air 
Navigation of October 13th, 1919, the Chilian delegate ventured to state that any representations 
would be received and examined by his Government with the utmost attention. 

M. NORDBERG (International Chamber of Commerce) said that the International Chamber 
of Commerce had noted M. Roper's statements with great interest, particularly as his Organisation 
had for many years examined these questions in co-operation with the other int~rnational, official 
and private organisations. The Committee for air transport of the Internabonal Chamber of 
Commerce had, at the request of the International Commission for Air Navigation, drawn up a 
report on the revision of Annex H of the Air Navigation Convel}tion of 1919, that was to say, the 
part dealing with Customs regulation of air traffic. A report on the barriers to air navigation 
had been submitted to the Economic Consultative Committee of the League of Nations. A 
number of draft conventions had been prepared on the seizure of aircraft, insurance and other 
subjects which were at present being studied by the International Technical Committee of legal 
experts for air navigation, and other competent organisations. ?-'he Int~rnati?nal Chamber of 
Commerce was particularly gla~ to note that the prese~t regu1atwn ?f rur mails -:vas based _on 
reports prepared by its Committee. Its proposals, which had preVIously been discussed With 
the representatives of the postal administrations, had been sent in 1927 by the Secretary-General 
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of the International Chamber of Commerce to all the postal administrations in the world. ~hortly 
afterwards, at the request of the Soviet postal administration, _the Berne ~ffice of the Uruversal 
Postal Union had convened an International Air Mail Conference m order to discuss those proposals. 

That Conference had met on September rst, 1927, a~ The Hague, simultaneously with. the 
Third General Conference on Communications and Transtt. Th~ Fourth Conference 'Yas I~ a 
position to note that the Communications and Transit OrganisatiOn was now also dealing With 
these questions. He hoped that its work ":ould be_ succ~ssful, and he requested the 
Communications and Transit Organisation to take mto con:Ideratlon the work ~egun and already 
completed by other international organisations~ i~ parttculro: the InternatiOnal Chamb~r of 
Commerce and the International Air Traffic AssociatiOn. The Fifth Congress of the InternatiOnal 
Chamber of Commerce had, inter alia, adopted new proposals regarding a.iJ; mails, drawn up in 
common with the other international organisations co~cerned. The resolut.wn of that Con~ess 
would be communicated to the Air Transport Co-operation Committee, which the InternatiOnal 
Chamber of Commerce would always be glad to assist. He hoped the r~cent steJ?S taken by that 
Committee would assist in co-ordinating still further the work bemg carried on by o!her 
international, official and private organisations, and he understood that the ~eagu~ of N atwns 
had for this reason desired to institute an investigation of the questions mentioned m the report 
by the Secretary-General of the Conference. · · 

M. VAN DEN BERCH VAN HEEMSTEDE (International Air Traffic Association) paid a tribute 
to the Transit Committee for its work in connection with air navigation. He noted with special 
interest the resolution in the Committee's memorandum (see Annex I, section 2, V) regarding 
co-operation between air navigation undertakings and the national air organisations of the countries 
flown over. He was glad to state that the International Air Traffic Associatio_n was ":or king in 
the spirit of that resolution. The companies grouped under the InternatiOnal Air Traffic 
Association had cordial relations with the national air organisations. His Association would 
be glad of any opportunity to co-operate. 

M. DE DIETRICH VON SACHSENFELS (Hungary) said his delegation had always been in favour 
of the closest co-operation, and he referred in this connection to the draft amendment of Article I5 
of the Statute of the Communications and Transit Organisation, 1 which he had proposed at the 
Third General Conference with a view to closer co-operation with international organisations. 

He regretted to have to report a case in which such co-operat.ion had been refused. He read 
extracts from the Official Journal of the Universal Postal Union regarding a meeting of the 
European Aero-Postal Preparatory Committee held in June 1931, at Prague. That report stated 
that a request had been received from the Secretary-General of the Advisory and Technical 
Committee for Communications and Transit of the League of Nations that a representative of 
the LeagUe should be admitted to the Aero"Postal Committee as an observer. The Committee 
had decided to refuse this request, as the provisions of the Universal Postal Convention did not 
admit of the presence of representatives of organs foreign to the Universal Postal Union at its 
meetings. 

M. de Dietrich von Sachsenfels believed that no request had been made by the Committee on 
Comm!lnications and Trai?sit to be present at the mee~ings of .the. Aero-Postal Preparatory 
Commtttee. In that case 1t was unfortunate that an offictal orgamsatlon, such as the Universal 
Postal Union, should publish incorrect information. He very much regretted that the Universal 
Postal Union should be the only official international organ. in the sphere of communications which 
had no direct relations with the Communications and Transit Organisation of the League.· This 
absep.c~ o~ relations was all the mo:e ~nco~prehensible, as the Aero-Postal Committee itself specially 
stat~d ~n Its report that under el?stm~ crrcumstances the cr~atio~ of a specifically postal system 
of air lines was out of the question, smce the cost of working atr lines was so heavy that they 
coul~ not be covered by the receipts derived from the transport of mails. In consequence, the 
rece1pts from the transport of ~assenger~, goo~s, etc., and the subsidies granted by the various 
Governments had tc;> be taken _mto con:tderatlon. He thought the Prague Committee should 
ha~e drawn the logtcal conclusiOn that It was not alone competent to deal with this question 
which proved to be of a very general character. · 

In this conne~tion he re~erred to the resolution adopted by the Co.uncil on September rgth, 
I93_I, recommending that direct contact should be established between the Universal Postal 
Umon and the Commu~i<;.ations a?d !ransit. Org~isation and that the methods of co-operation 
for th~ P~!rpose of avmding duphcatlon whtch ex1st between the Communications and Transit 
Orgamsation a~d all the other international organisations dealing with questions of communication 
would be . apphed between the Communications and Transit Organisation and the Universal 
Postal Umon. He hoped that the Governments would not fail to act on the Council's resolution 
so that a greater measure of co-operation might be brought about. . ' 

. Sir John B!I-~DWIN (Great Britain) looked upon M. de Dietrich von Sachsenfels' speech as 
bCoemfg rather .cnttcal of the atjitude of the Universal Postal Union. He suggested that the 

n erence mtght · "d "t · d · had been heard. cons! er 1 ma VlSable to express any opinion until both sides of the question 

th l!~ SECRETARY-GENERAL OF THE CONFERENCE stated that, in view of the Council's resolutio~ 
e mversal Postal Union had been invited to attend the present Conference. He regretted 

1 
See document C.ssB(c).M.2oo(c).I927.VIII, page 28, 
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they had not accepted the invit t" th · - · · · t b · t I ~ Ion, as err representative could have g~ven mformation on the 
pr~s~nf su l~~ ·. t_was not qwte exact that the Communications and Transit Organisation had 

bas e ord abu onsah<?n to attend the Aero-Postal Preparatory Committee That suggestion had 
een rna e y a certam Governm t H h · · · 1 t• h d b f . en.· e was, owever, convmced that the wordmg of the Prague 

re~o ~10~ a een ramed m entrre good faith under the impression that an application had 
~c J. ~h :frn mad~ by the League. It was obvious that the Universal Postal Union could not 
~ ul';Y quesh<?ns connected with air ·navigation, and the only logical conclusion was that it 

s 0 co-_operate With other international bodies. Such co-operation had been established by the 
L~~~ WOh. other internatio~al unions! and he hoped that it would eventu;illy be established 
WI • - e mversal Post~ Umon. In VIew of the Council's resolution, all steps were being taken 
to bnng abou_t co_-operatwn and to avoid duplication of effort. In conclusion, he would state that 
the_ Co~umcat~ons a~d Transit Organisation had already co-operated with the Universal Postal 
Umon m c_onnectwn With the Conference on the Transport of Newspapers, at which the Universal 
Po~tal Umon had be~n represented by the Director of the Berne office. The relations with the 
Umon on that occaswn were entirely cordial. 

M. CouRTILET (Saar Te!fitory Governing Commission) thought M. de Dietrich von Sachsenfels' 
remarks were somewhat unjust to the Universal Postal Union. He did not know what had taken 
place at Prague, but he had been present at the Hague Conference at which the fullest co-operation 
had been established. 

M: DE DIETRICH. VON SACHSENFELS (Hungary) said that in his opinion· the report of the 
Comrmttee ?f the Umversal Postal Union constituted the one side of the question to which Sir 
John Baldwm had referred. He had found it his duty to lay before the Conference the other side. 

· Sir John BALDWIN (Great Britain) said that co-operation was most desirable, but he had some 
doubts as to whether it would serV-e the purpose to continue to underline the controversies of the 
past . 

. · M. DJOURITCHITCH (Yugoslavia) agreed with Sir· John Baldwin. He had listened with great 
mterest to the explanations given, but he thought it unwise to continue to discuss this subject. 

M. DE RUELLE (Belgium) added that the Government to which the Secretary-General of the 
Conference had referred was the Belgian Government, which had at Prague suggested that the 
League of Nations should be asked to send a representative. He did not know why the Universal 
Postal Union had adopted a negative attitude. He thought there was a misunderstanding which 
could be easily cleared up. ·· 

TENTH MEETING. 
-

Held on October 2JYd, I9JI, at IO.JO a.m. 

President: M. A. DE VASCONCELLOS. 

XIII. GRAVE OccURRENCES OF A GENERAL CHARACTER AFFECTING ROUTES OF COMMUNICATION 
(see Annex I, section 3). 

Letter from the Representative of the I nternationat Federation of Transport W ork!rs. 

Before opening the discussion on this point of the agenda, the PRESIDENT read a letter from 
M. Bratschi, representative of the International Federation of Transport Workers, submitting 
some observations on the fourth point of the agenda. While not disguising the political, economic 
and social importance of international traffic, which was appreciated by the entire staff occupied in 
transport undertakings, the representative of the International Federation thought it advisable 
to emphasise the fact that some of the troubles affecting the international transport of passengers 
and goods were due to present social conditions, the improvement of which could not be expected 
in the near future. In such cases the intervention of the League of Nations might be as unfair 
as it was dangerous, since, on the. one hand, it might take the form of moral support granted 
to one of the parties to the dispute, while, on the other hand, any interference of the League 
of Nations or of other countries, far from restricting or reducing the difficulties, might extend and 
aggravate them on account of the international organisation of the transport workers and the 
solidarity of that organisation. The right of free association was the most important aim of the 
organised workers, wherever that right was not recognised. In the struggle for the improvement 
of the social, economic and political position of the workers, the organised suspension of work 
remained of paramount importance. In many countries it was even recognised as a legal method 
of campaign. 

For these reasons, M. Bratschi drew the attention of the Conference to the danger of 
intervention by the League of Nations in the economic and social disputes arising in various 
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countries. At the same time he submitted a proposal that _the_co~petent organs of th~ League o: 
Nations should be requested to refrain from any interven!IO~l~ ~stu~~ance~cl~ ~e~~~~ ~:~~~~~ 
if the Conference did not adopt this proposal, the Internahon e era .10n wb the International 
fears expressed in its representative's letter should be closely exammed Y 
Labour Office before the League of Nations contemplated any other measures. 

' General Discussion. 

M. PoLITIS (Greece) pointed out, in the first place, that his countr_y wasinno_way concer~ed 
in the question submitted to the Conference. This was a gen~ral 9-uestloD; concernmg the totality 
of the nations placed under the regis of the League. It was m hrs c_apacrty ~s a!l expert t~at he · 
wished to make his contribution to the Communications and T~al;l.Slt Or~amsah<?n, of which he 
was one of the oldest collaborators. After reading the resolutiOn on thts _que~tiOn adopted ?n 
March rsth, rg3o, by the Advisory and Technical Committee on Co_mmumcahons and Tran~tt, 
M. Politis noted that the Conference was dealing, on the one hand, wtth ~ draft recommend~hon 
and, on the other hand, with a draft additional protocol to the Convention on the Internatto~al 
Regime of Railways. In its resolution the Transit Committee had moreover expressed rts 
preference for the draft recommendation. 

Before going into the texts submitted to the Conference, h;e thought it advisable to consi~er 
what was the course in normal times and what would happen tf, on a grave occurrence break~ng 
out in any country, international traffic was suspended orrestricte~ thr~ugh that co~ntry. ~rth 
regard merely to rail transport, which was alone of importance m thts case, the mternahonal 
traffic of goods and passengers, together with their luggage, was at present gover~ed by the 
International Conventions of Berne, which only applied to Europe, by the Convention on !he 
Freedom of Transit, which also dealt with transit by waterways, and, lastly, by the Convention 
on the International Regime of Railways. In normal times the international traffic of goods and 
passengers took place by the most direct and most economic _routes and frequeD:tly, especi~y 
in the case of passengers and perishable goods, by the most rapid routes, so far as rt was poss1ble 
to reconcile these three conditions. The administrations of each country endeavoured to attract 
international traffic to their railway systems by all the measures at their disposal within the 
limits of the Conventions in force. Thus it frequently happened that several routes could be 
used between two points, that international tariffs were established and agreements were 
concluded between railways for each of these routes. Competition was therefore free in respect 
of international transport by rail, provided it was not unfair. This competition was constantly 
becoming keener in the critical times which the railways were at present traversing. The routes 
to be followed, both by goods and passengers, were not fixed either by the railways or by the 
Conventions in force ; they were at the choice of the consignor, naturally within the limits of the 
lines referred to in the Berne Convention (Article 58). The waybill form laid down by the Berne 
Convention had moreover a special column for the tariffs and routes demanded by the consignor .. 
It was only when the consignor did not state in the waybill what route and tariff he desired that 
the railway administration itself selected the most suitable route and the most advantageous 
tariff for the consignor. 

If a grave occurrence took place in any country and suspended or restricted international 
traffic th~ough that country, the following position would arise. If the interruption were due 
to a localised t_echnical cause-at a certain point of a railway, the management, under Article 7 
of the ConventiOn on the International Regime of Railways, and particularly in its own interest, 
w_ould take all the necessary steps to re-establish traffic on that line. In the meantime it would 
dtvert _the traffic to another route, using its own lines, or, if necessary, the lines of neighbouring 
countnes. _In any cas~ such a technical interruption would be of short duration and would not 
have a particularly senous effect on international traffic. If, on the other hand, the interruption 
were ?f a general nature, extending to the entire territory of one or several States, and not due to 
techmcal reasons but_ to political or social causes, such as general strikes, civil war, mobilisation 
?r any _other calanuty of the same kind, the States would be quite unable to provide for 
~nternahonal. traffic, and they coul~ not be accused of infringing the provisions of Conventions 
m f<?rce. Wtth regard !o the question whether in providing for such circumstances it would be 
posstb~e to take prev~nbve ~easur~s or to agree o_n _new provisions other than those already laid 
down m the Convenbo~s. wrth a vre:n. not to avoidmg such occurrences, but to remedying their 
consequences, M. Pohbs felt ?bilged to reply that any remedial measures which might 
: recommended w?uld add _nothmg ~o the provisions of the Conventions on Freedom of Transit 
h don the Internatro!lal Regrme of Ratlways; these Conventions were purely technical in character, 
. ad been_ drawn up With the greatest care and contained all the provisions that could be reasonably 
mserted m them. 

The_se Conventions had been adopted and concluded at the price of mutual concessions, 
~a~~ctwns and comp_romises between the signatory States. Those who had taken part in 

ra h~~ these Conven_twns could state whether, when their bases were laid down and their texts 
were Iscussed at Pans, Barcelona and Geneva, it was intended that certain railway lines should 
g;:aran~ee free~om of transit and provide in general for international traffic. The drafters of 
~h~~h onvenho~s had very modestly but very r~asonably confined themselves to prescribing 

e contracting States" should facilitate free transit by railway or waterway on routes suitable 
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for international traffic ". This fundamental principle would be applied so long as the Convention 
was not denounced, even if only one route suitable for international traffic remained in service, . 
provided that route was not excluded for political and social reasons. 

· He wondered what would happen if some day a district in Europe or an entire country was 
engulfed by an earthquake or flood. If only international traffic were taken into consideration, 
the ine~table conclusion was that all transport in transit through the country in question would 
be de~t_ely stopped, while at the same time the neighbouring countries would endeavour to 
establish mternational relations through their own territory as quickly as possible, not only in 
order to conform to the Conventions, but particularly in their own interest. It was an ill wind 
that brought no one any good. Moreover, all available motor-cars :md aeroplanes would proceed 
to the devastated region without any invitation from the Governments concerned, in order to carry 

· out transport and take advantage of the new situation. 

In M. Politis' opinion, neither the draft recommendation nor the text of the additional 
Protocol submitted to the Conference made any addition to the Conventions in force except in the 
c~se of. grave occurrences of a political and social character. He pointed out that, during the 
d1sc~ss1on at ~he. Second ~eneral Confer~nce on the Draft Statute relating to the International 
Reglffie of. Ra~ways (Article 7), the Pohsh delegate proposed to add the words "for technical 

· reasons, " m v1ew of the remarks by the International Railway Union. 

M. Isabelle, expert of the Communications and Transit Committee, had stated in so many 
• words that, in the view of the Committee of Experts, the reasons were of a technical nature and 
that these technical reasons were referred to in Article 7. The Second General Conference, in 
order to show that the reasons were technical to the exclusion of political or other reasons, had 
decided to supplement the text proposed for Article 7 by adding that the administrations would 
endeavour to establish a normal service as early as possible " in so far as it is within their province 
to do so". · 

Since the Second Conference had adopted the idea and thesis of the Committee of Experts 
and had agreed that the Conference should draw up a technical convention and that the reasons 
referred to in Article 7 were of a technical nature, the essential character of the Convention -that 
is to say, its purely technical character - would be impaired by any attempt to give it a political 
and social character: by means of provisions extending the meaning and scope of Article 7. As a 
matter of fact, " a grave occurrence of a general character interrupting international transit 
by rail through the territory of one or more States" could only be a mobilisation, a civil war, 
a general strike or some other political or social disaster. Moreover, the promoter of the question, 
M. de Dietrich von Sachsenfels, had expressed in his proposal to the Third Conference " the extreme 
importance that .freedom of transit should not be interfered with by the effects of a general strike 
affecting lines of communications" and had requested that ".the Conference should recommend 
that the Transit Committee should make an exhaustive study of the best means of ensuring as 
far as possible, in the event of a general strike affecting lines of communication, etc.". Though 
the wording had been subsequently changed, the meaning nevertheless remained the same. In 
the recommendation adopted by the Third Conference the words " general strike " had 
been replaced by the words " grave occurrences of a general character ". These words were 
reproduced both in the draft recommendation and in the draft additional Protocol. 

M. Politis concluded by repeating that, in the case of an occurrence, however grave it might 
be, of a technical nature, the Conventions in force were sufficient for ensuring and guaranteeing 
as far as possible freedom of transit and international traffic. In the event, however, of a grave 
occurrence of a political or social character, this would not always be true, as it might happen, in 
spite of any addition or amendment of the Conventions in force, that the neighbouring States of 
countries affected by such an occurrence would be interested for political or social reasons in not 
co-operating in the re-establishment of the interrupted traffic on the grounds of exceptions provided 
for by those same Conventions. Consequently, the draft recommendation and draft additional 
Protocol submitted to the Conference ·would add absolutely nothing to the provisions of the 
Conventions in force. It might even be said that these texts would not only be inoperative, but 
they might, if adopted, injure the work and prestige of the Organisation for Communications and 
Transit in particular and the League of Nations in general. 

M. Silvain DREYFUS (France) thought that it was a question of form rather than a question 
of substance upon which the Conference would have to decide : he did not think it very probable 
that there was an intention to rescind the principles established by the Third General Conference 
which had in rg27 unanimously recommended that the Communications and Transit Committee 
should make an exhaustive study of the best means of ensuring as far as possible the maintenance 
of international transit in the event of grave occurrences of a general character affecting routes of 
communication. A glance at the statements made in the preparatory documents (see Annex I, 3) 
would show the care with which the Transit Committee had endeavoured to comply with the 
desire expressed by the General Conference. After examining !he two reports drawn up, one 
by the small Cominittee and the ot~er by the Perman_ent CoJl!-mlttee on Tran~port by ~ail, and 
after having discussed the matter m three consecutive. sessiOns, the ~ransit CoJl!-mittee had 
adopted its final resoluti~n .on May rs.th, rg3o. It had ~ven an alt.ernahve form to Its proposal. 
because differences ·of opm10n had ansen as to whether 1t was desirable to adopt the text of a 
Convention or whether it was preferable, as the majority of the Committee thought, merely to 
draw up a ~ecommendation. It should, however, be remarked that, according to the second as 
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well as the first text, the States whose railway lines could co-operate in the resumption of the 
interrupted traffic should do so. 

The French Government, after a careful study of the question, had th?~ght that it would be 
to a certain extent advantageous to give the new text the form o~ an a?ditronal P:ot?col to the 
Railway Convention. On the one hand, the agreement under consideratiOn formed _m Itself a real 
supplement to the Convention of December gth, I923. On the other hand, a text m the form of 
a convention was more binding on the signatories and therefore gave. a greater guarantee to the 
League of Nations than a mere recomme.t;~~ation. The French delegation would therefore be glad 
if the Conference supported the draft additional Protocol. 

M. DE DIETRICH VON SACHSENfELS (Hungary) proposed to give some explan~tions ~hich would 
facilitate a choice between two solutions. He pointed out that the apprehensw~s w~1ch had led 
him to mention the occurrence of a general strike affecting t~e routes o_f commumca~10n were not 
justified. As he had definitely stated, his intention was to raise a tech~c~ and practical problem. 
He had not had in mind a concrete case, but had merely foreseen a possibility. 

In his opinion the two solutions proposed did not diff~r in re?pect of their object. He ?id 
not think there was much difference in their nature. In diplomatic language a· recommendatiOn 
was more than a wish. He had always thought that a recomm_el}-dation made by the Leagu7 of . 
Nations carried more weight than a platonic wish. An add1t~onal protocol .would certainly 
be more effective in substance. In any case it would be more lffiposmg. . It W?uld, however, 
offer certain disadvantages. No one was compelled to carry out what was Impossibl~, and there 
were very few delegates who were authorised to sign an additional act to a conventiOn, There 

. was, however, another aspect of the problem which the Conference should not lose sight of. ~he 
Hungarian delegate's initiative at the Third General Conference referred to measures of a preventive 
nature. It was essential to prevent the evil which only comes when no preparation has been made 
against it. The recommendation adopted by the Third Conference referred to the examination 
of means for ensuring the maintenance of international transit by the " preconcerted utilisation " 
of alternative routes. The word " preconcerted " had been omitted in the two texts submitted 
to the Conference, both of which were therefore defective.· When a text not involving any urgent 
matter was submitted to a Government, whether in the form of a recommendation or a convention, 
the Government in question did not attach so much importance to that text as if it involved the 
necessity of immediate examination or measures. If, on the other hand, its attention was drawn 
by the word " preconcerted ", it would think over and examine the question, would exchange views 
with its neighbours and would be prepared in exceptional cases to face any eventuality. . In any 
case the Hungarian delegate bowed to the legal opinion of the Conference and to the undoubted 
competence in railway matters of such authorities as M. Herold, M. Sinigalia and M. Politis. 

M. HEROLD (Switzerland) took his stand merely on the decision of the Third Conference in 
I927, which had served as a basis for the discussions of various Committees. The Small Committee, 
the Permanent Committee on Transport by Rail and the Transit Committee had worked under 
these terms of reference. M. de Dietrich von Sachsenfels had pointed out that the essential point 
of his proposal referred to measures for remedying consequences of an interruption of international 
traffic in certain countries by means of provisions adopted in accordance with a previous plan. 
Investigations had, however, shown the impossibility of going so far ·and of drawing up a 
preconcerted plan and providing for all eventualitjes. It was for this reason that the discussions 
had been confined to a more general plan. The idea of the Hungarian delegate's proposal, which 
was that the various States concerned should be obliged to remedy the defects of an interruption 
in traffic by means of international co-operation, had remained unchanged, and all parties were 
prepared to subscribe to it. There was not only a moral obligation, but, as M. Politis had justly 
re~ar~ed, ~ the countries concerned were interested in replacing the countries affected. .The 
obJection m1ght be raised, as it had been by M. Politis, that, if the proposal made by M. de Dietrich 
von Sachsenfels. wer~ restricte? _in this ma~mer, it would offer _no advantage worthy of note and 
wo?-~d add not~mg to ~he proVISions of Article 7 of the Convention on the International Regime of 
Railways. T!lls cons1derati?n, however, would not appear to be important. The Swiss 
~ov~rnment, m agree~ent WI~h th~ French Government, considered that something could be done 
m this sphere .. It cons1dere~ 1t adv1sable t? confirm and develop the principle laid down in Article 7 
of the C_onvenhon. It considere~ that action shoul~ not be confined to platonic recommendations. 
A text ~n the form of a conventiOn was more effective than a mere recommendation. The Swiss 
delegation would therefore give its preference to the draft Additional Protocol. 

. M. DJOURITCH~T~H (~ugoslavia) que?tioned the ?Pinion expressed by M. Politis that the 
mterest of the admimstr:'ltiOns formed m Itself a sufficient guarantee and that it was unnecessary 
to add further p_recll;utwnary measures. The Transit and Communications Committee had 
a~er. careful ,exammabon thought fit ~o accept the Hungarian proposal while rejecting everything 
re atmg to ~arantees, such as a previous arrangement with a view to future events. The social 
cau~ mentiOned by the Greek delegate were possibly well founded. It would indeed not be 
~~srr~~e.that the Le~gue of Nations should intervene in the conflict between capital and labour. 

e VISory Committee would not have taken this course if occurrences of this nature in one 
country had no effect on other countries. 

r 
0 

He concl~ded bJ:' st~ting t~at the Yugoslav delegation would be rather in favour of a draft . 
.: m;endahon, which 1t ~ons1dered to constitute a first step. Once this recommendation had 

n awn up, t~~ countnes could consult each other as to what could be done in this sphere. 
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M. GRUNEBAU~ (Austria) stated that the Austrian Government would not accept the draft 

Prot~ol, l;lecau:e 1t. would brin~ into the question other means of transport besides railways. 
The. mternal legJ.slat~on of Austna would not pennit the Government to encourag!_! motor-car 
serVlces to re-establish an interrupted transport service in neighbouring countries. He could 
not see how the Governments could fail to take the draft recommendation into account, since the 
desire which it implied was realised at the very moment when it was pronounced. Some remarks 
had been made about a hole.made in the map of Europe, and the question had been asked as to 
what would happen round this hole. Nothing would happen at all, since the normal service would 
continue as in the past in neighbouring countries. All that could be said was that there might 
be a traffic block on the railways as a result of the increase in traffic corresponding to the 
i~terruption of communications in the neighbouring country. It might be recommended, in such 
crrcu~stances, that the co.untries should take the necessary steps to remedy the traffic block on 
the railways or to ,lessen m a more general way the ·effects of the disturbance, particularly by 
appl~ng reduced rates for the addit~onal and extraordinary transports. 

M. MoDEROW (Poland) questioned the legal value of the view expressed by M. Politis in respect 
of technical troubles. In his opinion the Additional Protocol would not be valueless even if it 
referred only to purely technical occurrences. Indeed, the text of Article 7 of the Convention 
of December gth, I923, only provided for obligations incumbent on the administrations of the 
coun.tt7es w~ere the traffic was temporarily suspended. The fact that Article 7 stated that the 
adrnimstrahons would endeavour to send the traffic by another route, " if necessary with the 
assistance of the administrations of other States", did not impose any legal obligation on those 
other States.. Consequently, even in the case of purely technical disturbances, the Additional 
Protocol would introduce a new element, as it would impose on neighbouring States obligations 
which were not laid down by the Convention. He thought, moreover, that, even in the case of 
occurrences of a social and political nature, a recommendation or additional protocol would not be 
necessarily inoperative. It should be admitted that an additional protocol or a recommendation 
of this kind was in accordance with the principle of the Organisation for Communicatk>ns and 
Transit- namely, the safeguarding of freedom of transit. The adoption of such an act would 
show goodwill and international co-operation. From this point of view its utility could not be 
contested. The Polish Government was prepared to accede to either of the formulre proposed. 
Like the French and Swiss delegations it would prefer to accept the Additional Protocol, but 
would also agree to a recommendation. · 

M. DE RuELLE (Belgium) did not think the subject was of sufficient importance to prolong 
the discussion. The Belgian Government was prepared to agree to the solution favoured by the 
majority. But he regretted that the Conference had not had before it a report on the subject by 
the Permanent Legal Committee. It would be interesting to know whether, from the legal point 
of view,-there was a gap to be filled. Was it only a question of a recommendation ? Otherwise 
an additional protocol, which would add nothing to the present law, would be still more superfluous 
than a mere recommendation. Two contradictory adages might be cited : " bis repetita placent " 
and " non bis in idem ". Which of the two was the more applicable to the case ? Some jurists, 
and not the worst, considered that the fact of repeating something which was already established 
had the disadvantage of substituting a doubt for a certainty. In short, the Belgian delegation was 
prepared to adopt any one of the three solutions proposed- namely, to do nothing, which would 
be a good thing ; to draw up a recommendation, which would do no harm and, lastly, to sign an 
additional protocol. The Belgian delegation would agree, though without enthusiasm, to the last 
solution. 

M. ScHLINGEMANN (Netherlands) said that, as he had no instructions from his Government, 
he would have .difficulty in signing the Protocol. On the other hand, although such a Protocol 
would not make any change in the present regime of railways, it would nevertheless constitute 
an amplification which might be considered as a change. As the International Regime of Railways 
had been established by a Convention subject to ratification, it should in any case be stated that 
the Additional Protocol would be subject to the provisions regarding the ratification and 
amendment of the Convention. With regard to the substance of the recommendation, he thought 
it would have no practical use. In any case, the Governments would endeavour as far as possible 
to remedy the situation created by an interruption of traffic in the neighbouring country without 
being invited to do so by a special recommendation. 

Sir John BALDWIN (Great B~tain) s~d that, ~thoug~ his country W:~ in no way interested 
in the question, it would have. difficulty m a~optmg the Idea of :m addih<?nal proto~.ol. Great 
Britain was indeed interested m the Convention on the International Reg1me of Railways and 
considered it would be a mistake to attach an additional protocol with partial application to a 
Convention with general application. He had no doubt that the grave occurrences of a general 
character referred to were of a purely political and social character. The British delegation would 
be in favour of the recommendation rather than of annexing an additional protocol to a Convention 
which was in itself complete. 

M. SEELIGER (Germany) said his count_ry was not concerned with this questi?n, ~ the t~affic 
in Germany was so intense that, in case of disturbance, the country could re-establish mternahonal 
traffic by its own means. If, however, other countries were in a different position,. and wished 
to supplement the Convention, German~ would accede. to any sue~ :J?easure. Arti~e 7 of the 
Convention clearly laid down the obligations of the vanous States If Its terms were mterpreted, 
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not by the letter, but by the spirit. The German Governl?ent was willii_J.g to agree with. those who 
desired to formulate the obligations of the various States m a more particular and defiD..Ite manner 
either by means of a recommendation or an additional protocol. It nevertheless ~?nsidered that 
a recommendation would be more advisable. It was dangerous to add an additional protocol 
of a general character to a Convention drawn up in a certain_uniform spirit. and containing arti~les 
which supplemented each other. He would not .have obJected. to 3;ddffig a furthe: detailed 
provision to the Convention. In order to emphasise the connectwn With .the ConventiOn on !he 
International Regime of Railways, it might be possible t~ make a reference m the recommendation 
to Article 7·· This had not been done in the dr3;ft submitted ~o ~he Conference. In any case the 
German delegation was prepared to adopt the VIew of the maJonty. 

. M. SHICHIDA (Japan) stated that the Japanese delegation shared the British delegation's 
point of view and preferred a recommendation to an additional protocol. 

M .. POLITIS (Greece) would not dissimulate that the explanatious just given did not dissipate 
his doubts as to the advisability either of a recommendation or of an additional protocol. His 
main anxiety was the lack of a definition for " grave occurrences of a general character ". He 
would have had no difficulty in supporting any proposal which referred to. grave occurrences 
" of a technical character ". The objections he had raised in his first speech were confirmed, 
he thought, by the letter from the representative of the International Federation of Transport 
Workers, of which he had known nothing before drafting his speech. There was therefore a serious 
problem involved, which might iinperil the prestige of the League.· The General Conference on 
Communications and Transit was a Technical Conference, not qualified to deal with social and 
political questions, which could be more appropriately discussed by other organisations. It should 
be borne in mind that social disturbances were always very infectious, and any attempt to break 
a general strike in one country by international action might result in the strike spreading over 
the whole of Europe. Greece was not directly interested in this question, and his sole idea in 
informing the Conference of his preoccupations on the point was the prestige of the Transit 
Organisation and of the League of Nations. 

M. SINIGALIA (Italy) had nothing to add to the explanations given by the French and Swiss 
delegates, whose views corresponded entirely with those of the Italian delegation - namely that 
it would be preferable to draw up an additional protocol. · 

.!\!· Mu~LER (Czec~oslovakia) was in the same position as the Netherlands delegate. He had 
no mstruchons regarding the two alternatives proposed by the Conference and would therefore 
absta?t from voting. P~rsonally, he was nevertheless of the opinion expressed by M. Politis and 
other speakers who were mfluenced by the same ideas which M. Miiller had expressed at the Third 
General Conference. He thought that the present Conventions were sufficient and that on the 
contrary the suggested additional protocol might weaken the Convention on the International 
Regiine of Railways. Moreover, as Czechoslovakia had not yet ratified that Convention the 
Czechoslovak delegation could not accept the protocol. ' 

:rhe PRESIDENT o~~erved ·that three points of view had been presented : some speakers . 
co~sid~red that an additional protocol should be drawn up ; others advocated a recommendation, 
which It would be ~ore ~asy to accept ; while a third group believed that nothing at all should 
be done. As the discussion seemed to show ~hat most delegations held that something should 
be done, he woui<;I ask the Conference to decide between a recommendation and an additional 
protocol, after which the texts could be discussed. 

M. ~AJARDO (Chile) thought a vote should first be taken on the most extreme proposal- to 
do nothing. 

h u!
Tdheb PREsr~ENT poi~?-ted. out that the Third Conference had already decided that something 

s o e done m this direction. 

ro ~J~E~GER t~erm~y), supporting M. Gajardo, held that a vote should first be taken on the 
P P 5 0 0 no mg, en on the draft recommendation, and lastly on the additional protocol. 

freshT~~t::ESIDENT ~xplained that there 'Yas no objection to the Fourth Conference taking .a 
duties 

5 
tn a question already settled by Its predecessor, but it was not part of the President's 

pon aneously to propose a vote of that kind ; he could only do so at the request of delegates. 

M. DE RuELLE (Belgium) sh d th · f M S li perfect! fre · . a;e e vrews o · ee ger. The Conference was undoubtedly 
measur!s sh~u\~ t~ci~~Jf:~. question, as the Third Conference had only asked that the necessary 

M. Pouns (Greece) and M. MuLLER (Czechoslovakia) concurred. 
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. Mt. Sdii~I~ALIA (Italy) 'Y?ndered whether it was desirable to vote on this question, which was 
1n con ra chon to the decisions of the Third Conference. 

M. ~CHLING~MANN (Netherlands) demurred. The Third Conference had recognised- and 
no one disputed it - how important it was that freedom of transit should not be interfered with 
by gr3:ve occurr~nces, and recommended that the question should be examined by the Transit 
Co~ttee. This ~ad been done, and a proposal made. It would not be running counter to the 
dec1s10ns of the Third Con~erence to say that, on consideration, the Conference believed that there 
was no reason to do anything at all. 

Accordingly,_ he supported M. Gajardo's proposal, and asked that a vote should first be taken 
on the most radical alternative. 

The SECRETARY-GENERAL OF TH_E CONFERENCE said the Conference undoubtedly could take 
a fresh vote, even though the preceding Conference had passed a contrary resolution on the same 
question, but the question was not really the same. 

There was, however, another point of capital importance from the standpoint of future 
C~nferen~es a~d the d~velopment of international law : at international conferences questions 
~mght anse whic~ o~y mterested a certain number of States, and questions might also arise which 
mcreased the obligations of certain States without affecting those of other States concerned. If 

. the States not directly interested in such questions did not consider that arrangements between 
a g_roup of States were _contrary to their interest or to their general principles, they could not 
logically assume a negative attitude. 

~- DoBKEVICIUS (Lithuania) thought it would be illogical to vote on a purely negative 
question. A vote should first be taken on the most important question - that of the additional 
protocol, and then, if this solution were rejected, on the weaker alternative- the recommendation. 
If this also were rejected, the Conference would, ipso facto, have adopted the negative motion. 

· M. POLITIS (Greece) remarked that each Conference was its own master and could reopen 
any question settled at preceding Conferences. The Third Conference had not even adopted a 
final solution ; it had had neither the time nor the material means to do so. It had asked that the 
question should be studied by the Transit Committee, which had felt itself bound to make a proposal 
"out of deference" to the Third Conference. Was it advisable to take a decision solely out of 
deference to a preceding Conference ? He demurred, moreover, to the Secretary-General's views 
regarding the nature of the question before the Conference. It was not a question of limited 
interest for certain countries or a group of countries, but rather a question of general interest, 
involving the prestige of the League of Nations. It would be absurd to disallow the vote, say of 
Great Britain or of Greece, on the pretext that, owing to their geographical situation, they would 
not incur any special . obligation if international traffic in certain European countries were 
interrupted. 

M. GAJARDO (Chile) pointed out the difficulties entailed in adopting an Additional Protocol 
to the Convention on the International Regime of Railways. This Convention had been ratified 
by twenty-one countries ; fifteen signatory States had still not ratified it ; twenty-seven non
signatory States had not yet acceded to it. A vote could hardly be taken on an Additional Protocol 
to a Convention which had not yet been signed or ratified by most of the States represented at 
the Conference. There were several States even which would not accept the much weaker 
alternative of making a recommendation. Perhaps the compromise solution of adjourning the 
question could be adopted, in view of the fact that it had been proposed purely and simply to 
take no action. 

M. CIUNTU (Roumania) wished to dissipate the doubts of those who were disinclined to vote 
for a negative motion by changing it to a positive motion. He proposed that the Conference 
should first vote on whether any action at all should be taken. If this were agreed to, a second 
vote might be taken to decide whether a recommendation should be made or an additional protocol 
drawn up. 

M. SEELIGER .(Germany) would like a few explanations on the very interesting point raised 
by the Secretary-General regarding the attitude of co~ntries not dire~tly int~rested in a question 
raised at an international conference. How could partial results be arnved at m such conferences ? 
Assuming that eighteen States were interested in a certain question being settled in a certain way, 
whereas the rest were not, it would be a pity if the States not directly interested upset such an 
arrangement. 

Sir John BALDWIN (Great Britain) thought that questions in whi.ch only som~ States were 
interested should not be brought before a general conference. In this particular mstance, the 
Transit Committee had proposed to add 3: pr?tocol of restrict~d application to a Convention of 
general application, which would ~ean Vlha~l!lg the Co~venbon taken as _a whole. Although 
not directly interested in the question, the Bnbsh del~gat~on would vote agam_st such a I?r.oposal, 
because Great Britain was interested in the Convention 1tself. He agreed With ~- Poht~s, who 
had put the question on a very high plane when he denounced as a dangerous mnovahon the 



. -so-
h · 1 c £ e adopt a recommendation which might have att~~pt to mak_e a purely tee mc0a t~n er~~~ion of procedure he agreed with the Lithuanian pohttcal and social consequences. n e qu . . . 

delegate that the Conference should first vote on the positive motion. . 

c CE replying to the German delegate, cited the 
The SECRETARY-GENE~ OF THE ONFEREN 'Barcelona Convention on the International 

particular case of the Additional Protocol to£ theSt tes were interested in this Protocol being 
Regime of Waterways. Although only very t e; thi a tiona! text for the use of States which 
adopted, the majority ~ad neverthe~ess .accep e m 5:~~t of countries believed that a particular 
wished to contract ?ertam mutual obligatifons. ti~ a ~a of interfere with their interests or their arrangement affectmg a small number o co~n nes n . . . 
general principles, there was no reason for their not approvmg it. . . . . 

On the oint raised by Sir John Baldwin as to ~e inconvenience of msertmg ~rovtSions of a 
restrictive n~ture in a general convention, everything depended on the sense which should be 
attached to an additional protocol. Obviously, a special pr~tocol could have ):>~en concluded 
between the States directlv concerned, but it was more convement to have an addit10nal protocol. 

In conclusion, he tho~ght that the fears expressed by M. Politis reg:n-ding the le~ter from t~e 
International Federation of Transport Workers were based on a ~isunderstapding. Cert~ 
circles seemed to have the impression that it would be necessary to mtervene m !fe c~'!lnt~es 
where the grave occurrences took place, but the Lea~e had never contemplate as 1ng .or 
interference in a social conflict in a specific country. The idea was merely that the other countnes 
which did not wish to suffer the consequences of such a conflict should take the necessary steps 
to remedy matters. 

M. PoLITIS (Greece) remarked that there woul~ have been no misunderstanding if 
the expression " grave occurrences of a general character had been clearly defined. 

ELEVENTH MEETING. 

Held on October 2Jrd, I9JI, at 4 P:m. 

President: M. A. DE VASCONCELLOS. 

XIV. GRAVE OCCURRENCES OF A GENERAL CHARACTER AFFEC,TING ROUTES OF 
COMMUNICATION (continued) (see Annex I, section 3). 

General Discussion (continued). 

M. SINIGALIA (Italy) ~aid he had been very struck by M. Politis' observations. On reflection 
he wondered whether the work of the Third Conference and the Communications and Transit 
Committee had led to a proposal which might have the catastrophic consequences to which 
M. Politis had alluded. The statement made by the Secretary-General of the Conference had 
brought back the discussion to its own bounds. No one thought that any country should be 
permitted to interfere in the affairs of another country, yet other countries should have the right 
to protect their own interests and to remedy as far as possible the disadvantages produced by the 
inactivity of a third countcy. Delegates required no deep knowledge of law and the regulations 
of the various countries to consider the simple remedy which the League had studied and proposed. 
Personally he felt that the Transit Committee had conscientiously fulfilled its task. It had 
viewed the problem in its real light and had put forward a suggestion by which mutual aid could 
be rendered- a suggestion into which political considerations did not enter at all. 

As far as he was concerned, he was ready to give his approval with a clear conscience. 

M. GAJARDO (Chile) said that, if he had at the previous meeting opposed the procedure 
suggested by the Bureau of the Conference, it was because it was the rule at all .international 
conferences to vote first on the most radical proposal. 

. After the observations ~ade by many delegations to the effect that, if the method of voting 
were changed, there was a nsk of not giving satisfaction to their aspirations, the Chilian delegate 
had no objection to withdrawing his opposition. He wished to state, on the other hand, that it 
~d been far from his intention to injure these aspirations, particularly as he thought that one day 
his country might find itself in a similar position. ' 

Consequently, he left the question of procedure to the President's discretion. 

?t_i, SEELIGER (Germany) said that, if the Conference made it qnite clear that the 
question was of a purely technical and non-political nature, he could agree. Otherwise he could not. 
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. M. PoLITIS (~re~~e) said there could be no question of allowing each country to interpret for 
tts~lf th~ exp!essron grave occurrences of a general character " for that might lead to a very 
senous srtuatwn. ' 

_The PRES~DENT assur~d the Conference that there was no intention of allowing any country 
to mter~ere. m the poli~y of another country. It had always been the opinion of the 
Commu'!-lcatrons. and Transtt Committee that this question must be viewed from a purely technical 
standpomt, ~nd rt was from that technical standpoint that the vote would be taken. 

. M. Silvain DREYF'l!S (France) (Chainnan of the Communications and Transit Committee) 
sard he h~d been very ~turbed_ at th~ previous ~eeting at hearing certain words such as " strike
breakers and at heanng the discussron of certam matters which had never even occurred to the 
mind of the Transit Committee. True, strikes had been mentioned four years ago during the last 
Conference, but the Conference itself !).ad dealt with the question in a much more general way. 
It was necessary to guard against exaggeration. Taking for instance the case of a traveller who 
we~~ from A to B and found that his path was blocked by a strike at C. Could he be called a 
st:r~e-brea~er because he elected to proceed from A to B by a route other than that which he had 
ongmally mtended to take ? If innocent third parties cannot take steps to escape from the 
consequences _of political events of any kind for which they are not responsible and for which 
they cannot _Justly be c;:alled upon to bear the consequences, it would really be reasonable to 
uphold that rt was not the Communications and Transit Organisation which intruded upon the 
domain of politics, but that politics had invaded the domain of communications. 

Such a conception can only be rejected unanimously by the Conference and particularly 
by those delegations which, like the French delegation, feel that the proposals of the Transit 
Committee should be carried out. 

M. SEELIGER (Germany) declared that after the statements of M. Silvain Dreyfus, M. Sinigalia 
and the President, he wished to insist that the text of either the recommendation or the Protocol 
should go no farther than what was already laid down in the Conv~ntion and Statute on the 
International Regime of Railways. 

The PRES!DENT announced that the vote would first" be taken as to whether there should be 
a protocol or not. · 

By z6 votes to 6, the Conference decided that there should be no Protocol. 

Draft Recommendation. 

The PRESIDENT called upon the Conference to decide whether it would adopt a 
recommendation. 

By 23 votes to I, the Conference decided to ad~pt a recommendatio11. 

The draft recommendation (Annex I, section 3, Appendix 3) was read. 

M .. PoLITIS (Greece) said he could accept this recommendation if it were u~derstood and 
made clear in the text that it referred only to grave occurrences of a general techrucal character. 

M. DOBKEVICIUS (Lithuania) proposed that the words " of a general character " should be 
omitted. 

M. PoLITIS (Greece) said he could agree to that proposal if the words of _the Protocol beginning 
with " being desirous of facilitating, etc." were added to the recommendation. 

The AssiSTANT SECRETARY-GENERAL OF THE CoNFERENCE observed that the reference in the 
Ffotocol to Article 7 of the Statute on the I~ternational Regime of Railw~ys was natural becal!se 
the Protocol was additional to that Convention, but, as the recommendation was of a facultative 
'character and was intended also for countries not signatories of the Convention, such a reference 
as M. Politis suggested w:ould make people think that Article 7 had proved to be difficult to apply 
and required reinforcement. 

M. SINIGALIA (Italy) could not agree to inserting. the word " techni~al ". An earthquake, 
for instance, though a grave occurrence, was. of physrcal :md not techmcal ongm. He would 
shortly hand in to the President another wording for the third paragraph. 

M. Silvain DREYFUS (France) said he had voted for the Additional Protocol the text of which 
mentioned Article 7 of the Statute but, as_ the Protocc;>l had not been adopted, he would support 
the draft recommendation. He agreed w:1th the AssiStant ?ecretary-Ge~eral of. the Conference 
that as the recommendation was addressed to all countnes whether stgnatones of the rg23 
Con~ention or not, it would be better to avoid any reference to Article 7· 

M. PoLITIS (Greece) said that, if no mention were made of Article 7, the expression " technical" 
should be inserted. 
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(y oslavia) explained that the term " grave occurrences " had been 
. M. DJOURITCHITCH .. ~gwas alread made in Article 37 of the Berne Convention for certain 
mtroduced because provlSlo di d Yb din means The present text was intended to 
isolated cases which could be reme e Y or a~y . · · di · all' f th 

h 'bil't f ery serious and extensive mterruphon - a versiOn c mg or e cover t e poss1 1 y o . a v .. 
application of extraordmary auxiliary measures. 

M. SINIGAUA (Italy) observed that the Berne Convention o~y applied in the case of signatory 
States, whereas the recommendation was addressed to all countnes. 

M. HEROLD (Switzerland) was not in favour of inserting the word" technical". 

M. GRUNEBAUM (Austria) thought there was a misunderstanding. The ~eneva ~onvention 
referred to interruptions not. of a general ~haracter, but the B~rne Co~vention apphed both to 
general and local interruptions, and defined m both cases the duties of railways to ensure transport 
by others routes. · 

M. SINIGALIA (Italy) proposed a text . substit~ting " i~ternational COII?Jllu.nications " for 
"international transit by rail". There m1ght be mterruphons of commumcat10ns other than 
those served by rail. 

M. Silvain DREYFUS (France) supported M. Sinigalia's proposal subject to a drafting change. 

M. PoLITIS (Greece) could not agree. The new wording did not define any more clearly 
than the previous text what sort of interruption was referred to. He mu~t insist upon his pr?posal 
either to include a reference to Article 7 of the Statute on the International Regime of Railways 
or else to insert the words " of a technical nature ". 

M. DJOURITCHITCH (Yugoslavia) pointed out that the phrase "of a technical nature" would 
exclude all occurrences of a natural or physical order, but would include political acts which became 
technical - for instance, if the engine crews left their engines as a political protest. 

The AsSISTANT SECRETARY-GENERAL OF THE CONFERENCE suggested that, as the discussion 
had now shown that there was no question of giving help to an affected State, the text might 
read " help to establish traffic in place of . . . " 

M. SEELIGER (Germany) pointed out that there was, nevertheless, a danger of traffic organised 
to replace other traffic becoming permanent. 

M. HosTIE (Central Commission for Rhine Navigation) pointed out· that if, as proposed ·by 
M. Sinigalia, the words " international transit by rail " were replaced by the words " international 
communications "; it appeared logical to gather from the rest of the resolution that international 
agreements were considered separately from any other agreements covering in particular the 
Navigation Acts. It was necessary to take the greatest care to reject anything which might 
weaken these ..(\cts or give rise to doubt as to their bearing. 

. . The PRESIDENT suspended the meeting in order that a new text might be prepared on the lines 
mdicated by the discussion. When the Conference resumed its meeting, the new text (see Annex 4) 
had been distributed. · 

M. DoBKEVICIUS (Lithuania) asked how it would be possible to determine what occurrences 
were " grave " and what were not. He therefore proposed the omission of this word. 

M. PoLITIS (Greece) proposed " occurrences of a technical nature or due to natural causes ". 

M. SINIGALIA (Italy) _asked wh~ther that phraseology, by defining two cases, was intended to 
exclude others. What d1d M. Pohtis wish to exclude ? 

M. Pouns (Greece) replied that now as always his intention was to exclude strikes . 

. M. _SINIGALIA (It?ly) remarked that M. Politis considered that in case of strikes other countries 
which lived on transit sh?ul~ suffer t.hrough no fault of their own, by refraining from the use of 
other ~ou~es of commumcahon, which they might have used. M. Sinigalia also referred to 
humamtanan reasons. 

M. Politis' amendment was not adopted. 

The fon/erence decided, by I6 vote.~ to 3, to omit the words in brackets in the draft resolution 
- name Y " by rail", and the whole of the last paragraph beginning "in addition . . . " 
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" The Conference also agreed that the original heading of the resolution should be altered from 
grave occurrences of a general character" to" interruption of international transit routes". 

Adoption of the Recommendation concerning Measures to be taken in Cases of Serious Interruption 
. , of Transit Routes. 

T~e Confe~ence then proceeded to vote by roll-call on the text as a whole. The following 
countnesvoted m f~vour o_fthe text: Austria, Belgium, Danzig(FreeCityof),Egypt, Finland, France, 
Hungary, It_aly, Llthuama, Luxemburg, Norway, Netherlands, Poland, Portugal, Siam, Spain, 
Sweden, .s~Itzerland, Uruguay, Yugoslavia. The following countries voted against the text : 
Great Bnta.m, Gr~ece. The ~ollowing countries were absent or abstained :. Albania, Argentine, 
Canada, Chil_e, Chin~, Colombia, Cuba, Czechoslovakia, Estonia, Germany, India, Irish Free State, 
Japan, LatVIa, Mexico, Peru, Roumania, South Africa, Turkey, United States of America. 

The PRESIDENT announced the adoption of the text of the recommendation. 1 

Sir Joh~ BALDWIN (Great Britain) explained that the whole question had assumed a different 
complexiOn. m the course of the discussion. The original intention had been to limit the co
operation to railway transport. The recommendation, as it now stood, extended the system of 
co-operation to road, river, air and, perhaps, sea transport. In the circumstances, he had been 
obliged to vote against it. ' 

M. SEELIGER (Germany) said that, as he had previously stated, he had been ready to support 
a recommendation such as had now been adopted. He had nevertheless abstained from voting. 
The discussion had brought to light a conception which differed from that which had governed the 
previous proposals. Consequently, he must give his Government an opportunity to re-examine 
the decision in, the light of tile discussions leading up to it. 

M. CIUNTU (Roumania) said that he had abstained from voting because the original reference 
to railway communications had been enlarged. He hoped that the Roumanian Government 
might be able to accept the recommendation. · 

XV. EXAMINATION OF THE MEMORANDUM ON THE PRINCIPAL QUESTIONS DEALT WITH BY THE 
COMMUNICATIONS AND TRANSIT COMMITTEE SINCE THE THIRD GENERAL CONFERENCE 

(continued). 

-Collaboration between the National Government of Chintl and the 
Communications and Transit Organisation (see Annex I, section 2, X). 

M. Woo (China) thanked the President of the Conference and the Chairman of the 
Communications and Transit Committee for accepting co-operation with China. The decision 
had given great satisfaction to the Chinese Government and to the Chinese people. 

The SECRETARY-GENERAL OF THE CONFERENCE said that the Chairman of the Communications 
and Transit Committee had explained at the last session of the Committee how the wo~k ~ad been 
begun. The Chinese Government and the Conference c~>Uld ~e sure that t~e Communications and 
Transit Section would spare no effort to ensure the satisfaction of the Chmese Government. 

XVI. EuROPEAN UNION. 

Questions relating to Public Works and National Technical Equipment. 

The PRESIDENT pointed out that the Co?ference .was not ru;;ked to reach at}Y decision. at 
present, as the Committee 9f Enquiry on questions relatmg to public works and national techmcal 
equipment was only beginning its work. 

The Conference decided to note this document. 2 

• See document C.78s.M.380.I93I.VIII. 
• See document C.736.M.34I.I93I.VIII. 



-54-

TWELFTH MEETING. 

Held on October 24-Jh, I93I,· at II.JO a.m. 

President: M. A. DE VASCONCELLOS. 

XVII. BARRIERS TO MARITIME NAVIGATION (continued) (see Annex 5)· 

. M. CoNTOUMAS (Greece) suggested that the word "all" should be inserted in line 4 of the 
resolution before " the interested Governments ". 

The ASSISTANT SECRETARY-GENERAL OF THE CONFERENCE said that it was understood that 
all Governments concerned would be asked to ·co-operate. The existing text offered the 
additional advantage of enabling separate negotiations to be held wi~h ~ovemmen~s for the 
consideration of specific cases, whereas, if the word " all " were added, 1t m1ght be believed that 
negotiations could only take place at a plenary Conference of all the States. . 

M. CoNTOUMAS (Greece) was satisfied with the explanation and withdrew his proposal. 

M. CASTIAU (Belgium) thought that the draft resolution should have an opening paragraph 
reading as follows : 

" The General Conference : 
" Notes the declarations of several delegations to the effect that steps have been taken to 

remedy the abuses reported." 

The ASSISTANT SECRETARY-GENERAL OF THE CoNFERENCE observed that the question might 
arise who had reported such abuses. .Generally speaking, the Conference had thought it better, 
as a result of the discussion on barriers to maritime navigation, that nothing should be said in the 
resolution about the documents used as a basis for the discussion, since these documents had not 
been published either by tlie Communications and Transit Organisation or by the Fourth General 
Conference and were, therefore, unofficial. 

M. SEELIGER (Germany) supported M. Castiau's proposal. 

The PREsiDENT felt that in principle.it might be well· to make it clear in the resolution that 
steps had been taken to remedy barriers whose existence was admitted. 

M. VON HEIDENSTAM (Sweden) thought it would be both more logical and more consistent 
with the facts to say in the last line," as have been and may in future be brought to its notice". 

M. CoNTOUMAS (Greece) said that such a wording would imply that the Communications and 
Transit Committee had already been informed officially of certain barriers to maritime navigation, 
which was not a fact. 

Sir John BALDWIN (Great Britain) supported M. von Heidenstam's proposal. · 
For ten years past they had been bringing such barriers to the notice of the Communications 

and Transit Committee, so that the latter could not be said to be ignorant of their existence. 

M. SEELIGER (Germany) also endorsed the Swedish.proposal. 

Adoption of a Resolution relating to Barriers to Maritime N,avigation. 

Th~ ASSISTANT. SECRETARY-GENERAL OF THE CONFERENCE read the following draft embodying 
the vanous suggestions made during the discussion : . 

" The General Conference : 

" Having proceeded to an exchange of views regarding barriers to maritime navig:ition ; 

" Noting th_e st~tements made by several delegations communicating the measures taken 
to remedy certam hindrances referred to in the course of the discussion · , 

" Requests the Advisory and Technical Committee for Communications and Transit 
to study and to recommend, in ~ollaboratio~ _with th~ int~rested Governments, any measures 
calculated to remove such barr1ers to mantlme nav1gat1on as have been notified or which 
rna Y be brought to its notice in the future . " · · 

The draft resolution was adopted. 
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XVIII. ADoPTION OF THE FINAL. AcT. 

Adopted without discussion with slight drafting amendments. • 

XIX RE . · NEWAL OF THE ADVISORY AND TECHNICAL COMMITTEE FOR COMMUNICATIONS 
AND TRANSIT. 

. ' 
. Mr. RIDDELL (~anada), re~e~g to the elections which would be held at the next meeting, 

~aJ.d tha~ the. Canadian delegatio~, m ord~r to ~ote intelligently, would like to have the following 
mformat~on · fi:st, what techmcal considerations and geographical interests were taken into 
ac~ount m electmg the members of the Communications and Transit Committee under Article 13 
of Its Statute ~ Secondly, what me~bers .of the League of Nations had already been appointed 
to the Committee and what technical mterests and geographical zones had hitherto been 
represented ? · 

The SEC~TARY-GENERAL OF _THE CoN~ERENCE said it would be easy before the next meeting 
to draw up a list of the S~ates which had hitherto been represented on the Committee. 

As regards geograJ?hical groups, the regulations permitted, subject to the approval of the 
Conference, the format10n of .groups by certain countries which advanced one member of the 
group as a candidate to the exclusion of any other. ·Generally when the elected member's term 
of office expired, another member of the group was elected. 
. At r~cent Conferences a certain number of such groups had been formed. One group, for 
mstance, mcluded Czechoslovakia, Yugoslavia and Roumania, another Estonia, Latvia, Lithuania 
and Finland, and another Denmark, Norway and Sweden. 

The Conference was, however, free to choose the form of election it preferred, independently 
of the question of such groups. It had sometimes voted on single lists and sometimes on lists of 
candidates divided into continental groups. On the last occasion, for instance, three main groups 
had been formed representing Europe, Asia and America respectively, but this procedure merely 
served for election purposes. 

Mr. RIDDELL (Canada) thanked the Secretary-General for his explanations. 

THIRTEENTH MEETING. 

Held on October z,Ph, I9JI, at J.IS p.m. 

President: M. A. DE VASCONCELLOS. 

XX. RENEWAL OF THE ADVISORY AND TECHNICAL COMMITTEE FOR COMMUNICATIONS 
AND TRANSIT (continued). 

Mr. RIDDELL (Canada) was glad to· note that a list of previous delegates had been prepared 
(see Annex 6). He found that, of the three countries of continental North America, none had 
ever been elected to the Committee. He was sure that the members of the Conference were aware 
of the importance of those· three. countries from the standp?int. of communi~tions and transit. 
North America had a highly developed system of commumcations and proVIded the means of 

· transit between Europe and Asi~. 

The PRESIDENT took note of this statement, and remarked that hitherto only one of the three 
countries had been eligible for election, and that number had only now been increased to two. 

The SECRETARY-GENERAL OF THE CONFERENCE pointed out that the Transit Committee had 
eighteen members. Five of the;;e positions we~e held by permanent Mell:lbers of the Council and 
were not subject to renewal, thirteen were .su~Ject to renewal under Article 13 of the Statute of 
the Organisation. Members of the Orgamsatio~ represented at the Conference. could vote for 
these renewals with the exception of representatives of Members·of the League With a permanent 
seat on the Council. 

In accordance with Article 13, paragraph 4, the Governments of Austria, Colombia, Greece 
and Salvador could not be elected by the present Conference as members of the Committee, since 
they had been elected by two previous Conferences. On the other hand, communications had 
been received from the Governments of Latvia, the Netherlands, Sweden and Yugoslavia that they 
did not request the renewal of their mandate. 

' The final text. is published in document C.78s.M.380.I931.VIII. 
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The delegations of Estonia, Finland,h La
0
. tvia. a~~ L~t~u~~~::~c~~~~da!lf~~~si~na~J 

Article 13, paragraph 2, of the Statute o_f t e rgams~ ron o 

prop~~: ;:~~:_;g~ ~~~~~;:t~~r~oumania, Czechoslovakia and Yugoslavia proposed 

the election of Czechoslovakia. d S d f ed a group and proposed the election The delegates of Denmark, Norway an we en orm 

of Denmark. · d 1 t f B 1 · m the Netherlands and 
Under the joint declaration ;made by the dine ega es 0andi~ft~ f~r the present elections 

Switzerland, the Netherlands reframed from stan g as a c · , 

for the Committee. f h · i f uld be the same as for the 
If no other proposal were made, the procelddufillre 0 t e J r :of~;~en names If an absolute . 

Council. Each delegate entitled to vote wou up a s o . · 
majority were not obtained, a second ballot would be taken.. r names 

If the ·ballot paper contained by mistake more than thirteen names, the last name o 
would not be counted~ 

The PRESIDENT proposed the appointment of the delegates of Austria and Greece to act as 
tellers. 

This was agreed to. 

M. MARTINEZ DE ALvA (Mexico) said it was the first time he had· takeri part in. a Tran;;t 
Conference and he was therefore in some doubt as to the procedure for the electrons. e 
understood that a list had been circulated in advance. which w~ accepted by almost everybody. 
As that list had not been shown to him, he would abstam from votmg. 

The PRESIDENT took note of this statement and remarked that there was no such official list. 

M. MARTINEZ DE ALvA (Mexico) replied that he realised the list was unofficial. 

The election of members to the Advisory and Technical Committee for Communications and 
Transit then took place by secret ballot : 

Number of voters .. 
Number of votes cast. 
Absolute majority . 

The following votes were cast : 

Argentine. 
Belgium 
Canada .. 
China .. . 
Cuba .. . 
Czechoslovakia. 
Denmark ... . 
Finland ... . 
Hungary .. . 

27 
27 
II 

27 
27 
28 
27 
28 
26 

India. . 
Mexico. 
Poland. 
Portugal 
Siam .. 
Spain ... 
Switzerland. 
Uruguay .. 

' 

28 
28 
I5 

I 

2 

27 
22 

I 
27. 
27 
27 

The PRESIDENT announced that the following were declared duly elected : Argentine, Belgium, 
China, Cuba, Czechoslovakia, Denmark, Finland, Hungary, Poland, Portugal, Spain, Switzerland, 
Uruguay. 

XXI. CLOSING SPEECHES. 

The PRESIDENT congratulated the newly-elected members. He hoped they would follow the 
traditions of their predecessors and achieve good work in the sphere of communications and 
transit. 

The Conference had been able to finish its work in the time allowed, owing to the goodwill 
of the delegates to whom he expressed his thanks. 

He also paid a tribute to the work done by the Secretariat. 
He referred to the valuable work done by the technical organisations of the League, owing 

to which its prestige was increased, and it was enabled to accomplish its political work. 
The Communications and Transit Organisation was extending its sphere of action by a mission 

to China and its interest in international public works. He wished the Organisation the same 
success in the future as it had obtained in the past. 

M. SINIGALIA (Italy) thanked the President, the Director of the Communications and Transit 
Section and the various members of the Secretariat who, by their efforts, had helped to bring 
about the success of the Conference's work. · 
. He congratulat~d the Communic~tions and Transit Organisation on the work entrusted to 
rt ; amo~g o_ther tl~ings t_hat of ~ollowmg the development and the improvement of all means of 
commumcatJOn which bnng nations closer together, thereby contributing to the maintenance of 
peace. 

The PRESIDENT declared the Fourth General Conference on Communications and Transit 
closed. 
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SECTION r. - REPORT BY THE SECRETARY-GENERAL OF THE 
LEAGUE OF NATIONS ON ACTION TAKEN ON THE DECISIONS OF 

PREVIOUS CONFERENCES. 

I. PRESENT SITUATION AS TO SIGNATURES AND RATIFICATIONS OF THE 
CONVENTIONS DRAWN UP BY THE ORGANISATION FOR COMMUNICATIONS 
AND TRANSIT AND ACCESSIONS TO THESE CONVENTIONS. 

All States Members of the League of Nations receive periodically through ~he Secretary
General of the League a statement of ratifications of Agreements and Conyentlons .concluded 
under the auspices of the League of Nations. ·It is therefore ~necessary to msert a .list of such 
ratifications in the present report. An up-to-date statement will, however, be submitted at the 
opening of the Conference. 

II. ACTION TAKEN ON THE RECOMMENDATIONS OF THE THIRD GENERAL 
CONFERENCE ON THE SUBJECT OF IDENTITY AND TRAVEL 'DOCUMENTS 
FOR PERSONS WITHOUT NATIONALITY OR OF DOUBTFUL NATIONALITY. 

In accordance with the request of the Advisory and Teclmical Committee for Communi
cations and Transit, the Secretary-General of the League of Nations on May 9th, 1928, sent the 
Governments the following circular ~etter : · 

" At the request of the Chairman of the Advisory and Technical Committee for 
Communications and Transit, I have the honour to ask you to be good enough to inform 
me what action has been taken in . . . . . . . . . . . . . . . . . . . . . . . on the recommendations of 
the Third General Conference for Communications and Transit concerning identity and 
travelling documents for persons without nationality or of doubtful nationality. At its 
twelfth session, held in Geneva from February 27th to March 2nd, 1928, the Advisory and 
Technical Committee for Communications and Transit expressed a desire that the replies 
to this request should be sent in, if possible, before November 1st, 1928. 

" I venture to remmd you that the Assembly, in a resolution adopted on September 
26th, 1927, and forwarded on November 2nd, 1927, in C.L.153, asked the Members oj the 
League to give favourable consideration to the recommendations of the Conference." 

The replies to the circular letter (document C.245.M.84.1929.VIII) may be summarised as 
follows: 

The majority of the ~ovemments state that they have already adopted, or are prepared 
to adopt, the recommendations of the Third General Conference. These are ·: Australia, Austria, 
Belgium, Bulgaria, Finland, France, Germany, Great Britain, Greece, Hungary, India, Irish 
Free Stat~, Italy, Japan, Luxemburg, Norway, Portugal, Union of South Africa, Uruguay, 
Yugoslavia. Several Governments suggest modifications on points of detail, especially with 
reference to the period of validity of such documents . 

. Re~lies unfavourable to the adoption of identity and travel documents .for persons without 
natlon~hty or of doubtful nati~nality may be divided into two groups. The first of these 
~ompnses the .G?vernmen~s. which consider that this question has no longer any practical 
Importance (this IS the opm10n of Latvia, for example), or which, like Egypt and Roumania, 
prefer to place such persons on the same footing as their own nationals. · 

The ~e~?nd group of replies emanates from Governments which, though prepared to grant 
trav~l facilities t? the persons referred to in the recommendations of the Conference, prefer to 
contmue the va?ous sy~tems ~ force in their respective countries, which consist in providing 
~uch persons With special certificates, foreigners' passports or Nansen passports. This group 
mfcAludes. Canada, Denmark, Estonia, the Netherlands, Siam, Sweden, Switzerland United States 
o menca. ' 
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SECTION 2.- MEMORANDUM ON THE PRINCIPAL QUESTIONS DEALT . ~ 

WITH BY THE ADVISORY AND TECHNICAL COMMITTEE FOR 
COMMUNICATIONS AND TRANSIT SINCE THE THIRD GENERAL 

CONFERENCE. 

The Transit Committee considered that a full account of the work of the Communications 
and Transit Organisation since the Third General Conference 1 was unnecessary in view of the 
fact ~hat the Governments invited to the Conference have already received official documents 
covermg all the work undertaken. With a view, however, to facilitating the discussions of the 
Fourth General Conference, the following summary is submitted of the principal questions, not 
placed separately on the agenda of the Conference, discussed by the Committee since the last 
General Conference or by Conferences whose work has been prepared by the Committee. 

I. P~rts and Maritime Navigation. 

(a) International Conference for the Unification of Buoyage and Lighting of Coasts. 
(b) Unification of Maritime Tonnage Measurement. 
(c) Penal Consequences of Collisions at Sea. 
(d) Coasting Trade. 
(e) The Right to fly a Merchant Flag. 

II. Inland Navigation. 

III. Road Traffic. 

IV, RailTransport. 

(a) Negotiability Of Railway Transport Documents. . · 
(b) Application of Article 304 of the Treaty of Trianon and of Article 320 of the Treaty 

of St. Germain. · 
(c) Application of Article 107 of the Treaty of Lausanne. 
(d) Railway Organisation at Danzig. 

V. Air Transport. 

VI. Communications of Importance to the League at Times of Emergency. 

·/a) Wireless Station. . . . 
(b) Facilities to be granted to Aircr.aft and Motor Vehicles carrYing out ;Transport of 

Importance to the League. . 
· . (c) Construction of an Aerodrome near the Seat of the League. 

VII. Communications Questions affecting Relations between Poland and Lithuania. 

VIII. Legal Questions. 

· (a) Interpretation of the St. Petersburg Telegraphic Convent~on.. . 
(b) Codification of International Law in Matters of Commumcatwns and Transit. 

IX. lvliscellane,ous Questions. 

(a) Obstacles· to Freedom of ~ransit : Re_co~mendation adopted by the Third General 
· Conference on the LatVIan Delegations Proposal. 

- (b) Unification of Transport Statistics. 
(c) Passports and Identity Document~. . 
(d) Transport of Newspaper~ and Penodicals. 
(e) Competition between Railways and Waterways. . . . . 
(f) Adoption of a Standard Horse-power Measurement for Aeroplane and Dmg~ble Engmes. 

X. Collaboration between the National Government of China and the Communications and Transit 
Organisation. 

t The Agenda of the Confetence includes, ipso facio, ~nder Article 8 of the Statute : (a) a report on the work of 
the Advisory and Technical Committee since the last ordmary General Conference. 
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I. PORTS AND MARITIME NAVIGATION. 

(a) INTERNATIONAL CONFERENCE FOR THE UNIFICATION OF BuoYAGE AND LIGHTING 

oF CoAsTs. 

Following the preparatory work of the Technical Com~ittee on Bu_oyage and Lighting of 
Coasts, the Council convened an international Conference, which met at Lisbon from October 6th 
to 23rd, 1930. Thirty-two States were represente~. 

r. Agreement concerning Maritime Signals. 

The contracting Governments, in order to unify certain descriptions of maritime signals, 
undertake that only measures in conformity with the regulations attache~ to the A~eement 
will be accepted by the competent authorities in their territories who _will commumca~~ to 
navigators by means of visual signals the inform~tion or warnings ~escnbed. The p~~VlSlons 
of these regulations may be departed from only m cases where, owmg to Io_cal condibo~s or 
exceptional circumstances, they cannot well be applied. The Agreement was signed by Belgmm, 
Cuba, Estonia, Finland, France, Germany, Greece, Monaco, Morocco, the Netherlands, Portugal, 
Spain, Sweden and Tunis. · 

2. Agreement concerning Manned Lightships not on Their Stations. 

The contracting parties undertake to unify certain rules in respect of manned lightships 
not on their stations and to put into force a series of provisions attached to the Agreement, which 
was signed by Belgium, Cuba, Estonia, Finland, France, Germany, Great Britain and Northern 
Ireland, Greece, India, Monaco, Morocco, the Netherlands, Portugal, Spain, Sweden and Tunis. 

3. Recommendations on Lighthouse Characteristics and Radio-Beacons. 

These were framed to provide for new lighthouse systems, or to improve existing systems, 
without laying down absolute rules or necessitating immediate changes in existing systems. 
It was recommended that radio-beacons should be established throughout the world at all points 
where they were likely to be useful to maritime navigation. 

The recommendations were signed by Belgium, Brazil, China, Cuba, the Free City of Danzig, 
Estonia, Finland, France, Germany, Great Britain and Northern Ireland, Greece, India, Italy, 
Japan, Mexico, Monaco, Morocco, the Netherlands, Poland, Portugal, Roumania, Spain, Sweden, 
Tunis and the United States of America. 

4· Resolution concerni1~g the Continuation of Work relating to the Unification of Buoyage. 

The Conference was unable ·to establish- an Agreement on the ·unification of buoyage 
characteristics. Believing that a further discussion would bring about agreement, the Conference 
adopted a resolution, which was, in part, as follows : 

" ~xpressing its. satisfa<:tion that the work of its Buoyage Committee and of its Drafting 
Com~ttee has perm1tte~ _um~orm rules tC? be ~awn up regardirtg a certain number of buoyage 
questwns capable of facilitatmg the elaboratiOn of a complete international buoyage system, 
and that these rules have been unanimously agreed upon with a view to the organisation 
of such a system ; . 

"Not_ing. however, that it hardly seems possible to apply these rules except as part 
of a ~uffic1_ently general agreem~nt dea!ing with the main questions of buoyage as a whole ; 

N~bng, further, t~at no 1mmediate agreement seems possible with regard to certain 
of these important questions, such as the allocation of colours by day and by night of odd 
and even n~mbers in the lateral buoyage system ; 

. ". Believ~ng that further efforts must be made to secure agreement between all the 
manbmenatJ?ns of the worl~ before t~e expe?iency of examining the possibilities of agreement 
between certam of these nations only 1S considered ; 

. . . . . . . . . . . . . . 
. ." Deci~es to postpone ~ts work on. bu?yage questions, and expresses the hope that 
It wiJ! be g~ven an opportumty of resmrung 1ts work in about a year's time with a view to 
allowmg ~he G?vernments concerned to make fresh efforts to reach complete agreement · 
after consideration of the proceedings of the present Conference." . . . . . . . 

• • • • • • • • 0 • • 
• • • • • 0 • • 

• 0 ~ 0 • • 

(b) UNIFICATION OF MARITIME TONNAGE MEASUREMENT. 

Draft regulat~ons forth~ tonnage measurement of ships which were drawn u at the be "nnin 
oMf 1931 by a Dt ~aftJmulg Co

1 
mmJttee were examined by the Technical Committee for fu:aritime T~nnag~ 

1 easuremen m y ast The proposed re 1 r will b · d 1 and Technical Com "tt · Th gu a 1.ons e examme ater by the Advisory 
Administrative Prov~! ee. e _dra~t regulations consist of the following six parts : 
c 1 1 t" f G Ions, Determmabon and Definition of ·Tonnage Measurement and 

a cu a JOn ° ross Tonnage under Rule I, Measurement and Calculation 'of Deductions under 
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Rule I, Measurement and Calculation f T d · - -
They will serve as the basis f di ? fnnage _un er ~ule II, and Identification Dimensions. 
Measurement which will bo bl scbussion or an. International Conference on Maritime Tonnage 

, pro a y e convened m 1933. ' 

(c) PENAL CONSEQUENCES OF COLLISIONS AT SEA. 

0~ the proposal of the Permanent Committee f~r Ports and Maritime Navigation the Advisory 
Comrmttee. adopt.ed a res?lut!on on the question of the penal consequences of collisions at sea. 
T~e ~ommittee did not think~t should undertake the examination of this question of international 
cnmmallaw. Neverthe~ess, It was of opinion that the following points might with advantage 
be brought to the attention of the Governments without touching on the_ legal questions at issue : 

. "L Strict.observance of the International Regulations for the Prevention of Collisions 
IS of the utmost rmportance to the safety of life and property at sea. 

"2. Such observance can be best attained without recourse to criminal law by : 

" (a) Establishing and maintaining a high standard of professional skill and 
conduct among those entrusted with the duties of navigation ; 

" (b) Within the limits recognised by international maritime law, holding the 
owners of a v:essel responsible to other vessels met with in the course of the voyage 
for loss resultmg from the breach of such regulations by those in their employment. 

" 3· It is the duty of each nation to establish and maintain such standards of professional 
skill-and ;conduct among those it entrusts with the navigation of vessels under its own flag. 
Apart from the question as to what, if any, may be the conditions under which the criminal 
juriscl!ction of a country may be exercised over the crew of a vessel under another flag, it 
IS desirable that . . . there should be left exclusively in the hands of the nation whose 
flag the vessel flies the enforcement of disciplinary measures for the purpose of establishing 
and maintaining such standards of professional skill and conduct, such as suspension of the 
national certificate of competency given to an officer, or other disciplinary action. 

" 4· International maritime law already provides means by which the owners of vessels 
may be made responsible to other vessels met with in the course of the voyage for loss 
resulting from a breach of the collision regulations by those in their employ. 

"The above considerations and recommendations in no way affect the question of 
collisions due to criminal intention or criminal neglect ; and the Committee is fully aware 
that the distinction between cases of a disciplinary character and those of a criminal nature 
may sometimes be difficult to make and, in the rare cases when this question arises, it could 
only be settled after criminal proceedings had been set on foot." 

(d) COASTING TRADE. 

A preliminary study has been made to enable the Committee for Ports and Maritime 
Navigation to consider the possibility of an international definition of the term" coasting trade". 

(e) COMPARATIVE STUDY OF NATIONAL LAWS GOVERNING THE GRANTING OF THE RIGHT 

TO FLY A NATIONAL FLAG. 

The Transit Committee exanrined in March 1930, at the request of the Economic Committee, 
certain measures studied by that Committee for the suppression of alcohol-smuggling into Finland. 
The Transit Committee, realising that some of the difficulties arose from the conditions under 
which the right to a flag was sometimes granted to ships engaged in smuggling, instructed the 
Secretariat to undertak~ a comparative study of national laws and practice, which was completed 
in the early part of 1931. 

II. INLAND NAVIGATION. 

The Council convened the European Conference for the Unification of River Law, which 
met at Geneva from November 17th to December 9t~, 1930. The T~ansit Committee had b~en 
engaged upon preliminary work for this Conference smce 1922: when 1t secu~ed the co-~peratwn 
of the River Commissions of the Danube, the Elbe an~ the Rhm~. A Commi~tee of Junst.s W:ew 
up three draft Conventions for the uni~cation of certam rules of nver law applicable to navigation 
on the main systems of European naVIgable waterways. 

1 This sentence was suppressed by a decision of the Conference and replaced by the folio,.ing paragraph : 

.. The draft regulations will be submitted to all the G~>Vemments concerned, which will be asked ~ !Pve their 
views on the subject and forward any suggestions regardmg the best procedure to be followed for gtvmg effect 
to the regulations. " -
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ntries were represented at the Conference, as well as the Central Commission 
T~ent}itu:o ct~u the International Commissions for the Danube, the Elbe and the Oder, 

for Rhme t_avlalgaMwarnitime Committee (Antwerp) the Institute of Private Law (Rome) and the 
the Intema wn ' 
International Chamber of Commerce. 

The Conference adopted : 

r. A Convention for the unification o~ certa~ ru1es con~ernin_g collisjons in ~and navigatio_n. 
It 1 s down that if the collision is an accident, lf due to vzs maJor; or lf there 1s doubt as to 1ts 

u=~s the damage shall be borne by the person suffering it. If due to an error on the part of 
~~e ol the vessels, that vessel shall be liable for coni.pe~sation for damage_; if caused by two or 
more vessels, such vessels shall be jointly and severally liable for compensah?n ~~r damage caused 
to innocent vessels and to persons and objects on bo~d such v:essels. _The liability of e~~h vessel 
is proportionate to the gravity of its error, and anses notWithstanding that the c<;>~lSlon may 
be caused by error on the part of the pilot, even if a pilot be compu1sory. The proVISions of the 
Convention do not affect the ru1es governing the limitation. of the liability of owners of vessels 
laid down in each country or the obligations arising from transport or other contracts. . 

The Convention was signed by Belgium, Czechoslovakia, Danzig, France, Germany, Hungary, 
Italy, the Netherlands, Poland, Roumania, Switzerland and Yugoslavia. 

2. The Convention on the registration of iu1and navigation vessels deals with the regish;ation 
of iu1and navigation vessels, ownership, mortgages, liens, seizures and enforcement. It is provided 
that registers for inland navigation vessels shall be established by the parties in a~cordance with 
their national laws which shall determine the conditions which a vessel must fu1fil in order to be 
registered. All vessels with a displacement of at least 20 metric tons must be registered if they 
fulfil the conditions laid down by the laws of one or more parties, but they can only be registered 
in the territory of a single State to be chosen by the owner of the vessel. A vessel registered 
in one State cannot be registered in another unless the first registration is cancelled. . 

The provisions relating to ownership and mortgages lay down generally that the regulations 
in respect of these matters shall be governed by the law of the country of registration. Certain 
general provisions, however, secure adequate publicity and a certain degree of uniformity. The 
provisions relating to liens define the claims which are to be regarded as privileged, establish 
the priority of such claims among themselves and determine the conditions for their extinction. 

The provisions relating to seizure and enforcement lay down that the validity of the effects 
of these measures shall be governed by the law of the country in which the vessel is seized. The 
record of the seizure or enforcement must, however, be forwarded to the office of registration, and 
a certain procedure followed for the publication of the seizure. 

The Convention does not apply to vessels exclusively employed in any capacity by the public 
authorities. · . 

' The contracting parties whose laws are not adequate to ensure the execution of the Convention 
underta~e to make the necessary arrangements for the purpose. They agree in particular to 
commum~ate to each other through the Secretary-G~neral of the League the legislative provisions 
or regulations severally adopted to ensure the executiOn of the Convention, a list of the authorities 
responsible for keeping the registers and the initial letters used by the registration offices. . 

The Convention was signed by_Belgium, Czechoslovakia, Danzig, France, Gel'IIlany, Hungary, · 
Italy, the Netherlands, Poland, SWitzerland and Yugoslavia. · 

3· The Conventi?n on administrative measures for attesting the right of inland navigation 
vesse~ to a fl<~;g prov1des that a vessel employed in iu1and navigation may only have the right 
to a Sll_lgle natwnal. ~a_g. The contracting parties reserve their right to prescribe the conditions 
gov:ernmg the acqms1t1on and loss of ~he right to a flag. Vessels must be entered on a special 
re~ter kept .bY a comp~tent authonty of the State granting the right. A vessel complying 
w1th the c?nditlons prescnbed b~ the law of two or more contracting parties may only be entered 
on the reg~ster of one of the parties, to be chosen by the owner of the vessel. 

Each party reserves its right to. require its nationals to enter on its register vessels of which . 
the:y own more t~an one-ha!f, fulfilh~g the conditions prescribed by two or more States, if such 
natw~als a~e haJ;rt~ally re~1dent or, ~n the case of companies, if the chief seat of management 
of therr b~sli_~ess lS s1t~~ted m the temtory of their home State. For vessels belonging to physical 
per~ons, s~milar. conditions obtain in respect of nationals not residing habitually in their home 
~~mtory, 1f the1r v_essels are used solely for navigation in the waters of that territory. A vessel 

tered on one regiSter cannot be entered on another, before its name is removed from the first. 

The Convention was signed by Belgium Czechoslovakia, France, Hungary, Italy, Poland 
and Yugoslavia. ' 
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Three recommendations were attached to the Final Act : 

. ~- ~hat countries availing themselves of the reservation to the Convention relating to 
co~sions _m respect o! waters in which navigation is exclusively reserved for their nationals should 
brmg therr laws applicable to these waters into conformity with the provisions of the Convention. 

. . 2. Th<~;t. p~nding the conclusion of a Convention on assistance in saving of life and property 
~ nver n_aV1gatio~·- the laws of every Sta~e should impose on the captain or master of each ship 
mv?lved m a colhs10n_ the duty_ of rendenng to_ the othe! ship and its crew and passengers such 
assistance as he can Without s~nous danger to his own ship, crew and passengers. 

· 3- That a Convention should in the near future be concluded on the subject of attachment 
( saisie conservatoire). 

The Transit Organisation, in continuation of the work of the unification of river law is 
dealing with a number of problems such as assistance and saving of life and property in ri~er 
navigation, question of procedure, responsibility in matters of river law insurance and other 
technical subjects. ' 

III. ROAD TRAFFIC. 

~~e Tr~nsit Co~mnittee for some years had ~nder consideration the framing of agreements 
to facilitate mternat10nal road traffic. The Committee on Road Traffic and the Fiscal Committee 
of the League had considered jointly the taxation of foreign motor vehicles. 

The European Road Traffic Conference met in Geneva on March 16th; 1931. In addition 
to the twenty-f<lur · States represented, delegates from international tourist associations and 
organisations interested in tourist or commercial traffic also attended. 

I. The Conference adopted a Convention on the Unification of Road Signals providing 
for danger signals (triangular); signs prohibiting passage (circular) ; [and information signs 
(rectangular). • . ' 

The Convention was signed by Belgium, Czechoslovakia, Danzig, Denmark, France, Germany, 
Italy, Luxemburg, Poland, Switzerland and Yugoslavia. 

2. The Conference adopted a Convention on the Taxation of Foreign Motor Vehicles. It 
provides that touring-cars registered in the territory of one of the contracting parties and 
circulating temporarily in the territory of another contracting party shall be exempt from the 
taxes and charges levied- in the country visited for a period of ninety days in the year. The 
exemption does not apply to vehicles used commercially for the public conveyance of passengers 
for payment or for the transport of persons and goods on a commercial basis. Persons claiming 
exemption will be required to hold a fiscal permit valid for one year from the date of issue. The 
permit may be issued, not only by the competent authority of the country in which the vehicle 
is regis_tered, but by any organisation to which this authority has delegated the necessary 
competence. 

The Convention was signed by Belgium, Czechoslovakia, Danzig, Denmark, Great Britain, 
Luxemburg, the Netherlands, Poland and Switzerland. The French delegate announced that 
his Government would sign the Convention subsequent to a pending reorganisation of the system 
of motor-car taxation in France. 

3- The Conference approved an· Agreement between Customs authorities to facilitate the 
procedure relating to triptychs. The Agreement is designed to remove certain practical difficulties 
which have arisen for tourists under the present system. 

The Agreement' was signed by Belgium, Denmark, France, Germany, Great Britain, 
Luxemburg, the Netherlands, Switzerland and Yugoslavia. 

The Conference adopted a recommendatio!l to the eff~ct that a system of.codi~catic;m should, 
as soon as possible, be.internationally established for signals used by officials directmg traffic 
and by drivers of vehicles. · 

The Conference, _in approving the <;-onvention on the Tax~tion of Forei~ Motor V~hic~es. 
recommended that the contracting parties should endeavour, either through mtemallegiSlatlon 
or by agreements among themselves, to extend as widely as possib!e t~e system of tax exemption 
laid down- in the Convention and to improve the methods of applymg It. 

The Conference was unable to come to an agreement upon a convention on international 
commercial motor transport. Owing to the very considerable developme~t of motor traffic 
during recent years, it was impossible for any of the delegates to appreciate the exact l~gal 
consequences of a convention dealing with th~ matter. Th~ Conference, therefore, decided 
to suspend its work on the Convention on International Commercial Motor Transport, but proposed 
that a future conference should endeavour to find an international solution of the problem, after 
supplementary investigations into the l~gislation ?f the ~arious count~es had been made. It 
recommended that, pending the conclusiOn of ~ mterna~10nal convention, separate agreements 
should be made between States on as liberal a basis as possible. 



IV. RAIL TRANSPORT. 

(a) NEGOTIABILITY OF RAILWAY TRANSPORT DOCUMENTS. 

The Transit Committee appointed a Special Committee to stu~y t.he qu,estion' of the 
negotiability of railway transport documents, which met for the first ttme m Octob~r 1930 .. 

Representatives of the International Chamber of Commerce and the InternatiOnal Umon 
of Railways were present at this meeting in an advisory capacity, These bodies had for some 
time been studying the question on their own behalf. · 

The Special Committee noted that the negotiable transport ~ocument used in a_lar~e number 
of countries in America and recognised by the legislation of certam European countnes IS fo~mally 
prohibited by the International Convention of.Berne regulating t?e tr~sp?rt of go?ds by r~ilway. 
The International Convention of Berne recogmses only the waybill, which IS essentially a different 
class of transport document, particularly in respect of the right of disposing of the goods in course 
of consignment. 

Persons interested in production and trade, as the Committee noted, have recognised ~he 
great utility of negotiable transport documents guaranteeing payment of the goods and enabling 
them to be sold in course of consignment, delivery being effected by handing over the document 
to the person acquiring the goods. Such documents also permit credit to be obtained on the goods 
transported and, in particular, enable the document to be given as security for bills which the 
bearer of the negotiable document may draw. These credit operations are of special advantage 
during the present credit crisis. Admittedly, on the other hand, the creation of these negotiable 
documents would involve a number of difficulties of a legal, administrative and technical character. 

The Committee considered that it would be well foi: the International Chamber of Commerce 
and the Internatiomi.J. Union of Railways to continue their study of the question on the basis 
of the information given and the obserVations exchanged during the session. It decided to meet 
again, as soon as the two organisations had communicated the result of their enquiries. 

(b) APPLICATION OF ARTICLE 304 OF THE TREATY OF TRIANON AND ARTICLE 320 
OF THE TREATY OF ST. GERMAIN. 

The Committee has, at the request of the Council, considered several requests addressed by 
railway companies situated in the territories of the Successor States of the former Austro-Hungarian 
Monarchy for the appointment of arbitrators to decide, under Article 304 of the Treaty of Trianon 
and Article 320 of the Treaty of St. Germain respectively, upon disputes between the States 
concerned and the companies. The Council has, on several occasions, adjourned the appointment 
of arbitrators in the hope that a friendly agreement might be reached between the parties. 

In the majority of cases such agreements have been concluded, and the Council, at the 
request of the railway companies, definitely withdrew from its agenda the relevant requests 

. In ~ few cases only the Council has appointed arbitrators, and the Ai:bitral Tribunal has had 
to JP-Ve JUd~ent on?e only- on .June I8th, 1929. In the two cases still in suspense, the Arbitral 
Tnbunal adJo~ed Its first meetmg to allow of the accomplishment by the parties to the dispute 
of th~ f?rmalities necessary ~o put into force the preliminary agreements resulting from the 
negotiations between the parties after the appointment of the arbitrators. 

(c) APPLICATION OF ARTICLE 107 OF THE TREATY OF LAUSANNE. 

At. the io.int ~equest ofth': Greek and Turkish Governments, which had concluded a general 
treaty of arbitrabo!l: the ~e.rvtces of the Leagne Commissioner in Istanbul were terminated in 
1931 b~ the Coul!-cil ~ deciSIOn. . He ha~ been ~tationed there since 1925 to see that freedom 
of trans1t was mamtamed ol!- the mternational railway running from Bulgaria to Istanbul. Both 
Governments expressed therr appreciation of his services. ' 

(d) RAILWAY 0RGANlSATION AT DANZIG. 

· . The Perman~nt Legal Committee and the administrative section of the Permanent Rail 
~ral!-sport Comm.1ttee were .asked in 1930 to advise the High Commissioner of the League of 
• atlO_ns at Danz1g. on certam questions concerning railway organisation in the Free City. The 
~festlon .was ex.ammed at mee~mgs ~eld !n Paris and Geneva with the assistance of a Committee 
th EFqUir~ Which co!lducted mveshgabons on the spot. . The representatives of Poland and 
f e h ~ee C1ty of Danz1g have on several occasions furnished explanations and indicated the views 0 t err Governments. A final report was sent to the High Commissioner on September 29th, 1930. 
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V. AIR TRANSPORT. 

The Eighth Assembly (I927) adopt d 1 ti · · : 
air trans ort undertakin · e · ~ reso u on urgm~ economrc co-operation between 
on Civil1viation of the ~r~;c~ordan~e wrth a recommendation of the Committee of Experts 
the question to a Special C~m a ~{' Drshi~hament Conference. The Transit Committee referred 
t th · t t" al . . rm ee w c was also asked to examine the questions relating 
o e In erna ron organrsahon of air navigation raised t th Third G al c f Th Air Transport c t. C . a e ener on erence. e 

. o:oper~ ron ommrttee held its first session at Geneva in July I930. It used 
as th~ basrs o_f discussron a document prepared by well-known experts which contained the 
followrng studies.: (I) Present Economic Conditions of Civil Air N · t" ( ) Th R 1 t" 
betw~e~ Ch;il and M~t~ry Aviation; (3) International Comme:~~a ~~la~io~ and ~a~i~~r:J. 
Admimstratwn ; (4) Pnncrples of Public _International Law applicable to Air Transports. 

Owing to the complexit~ of the problems before it, the Committee decided that its first 
!ask w~ toaldraw up ;; definite pro~amme of study. The Committee felt strongly that close 
mternatron co-operation was essential to the real progress of civil aviation. 

~he . Commit!ee, z:ealising the necessity of closer co-ordination between the various 
orgamsat~ons dealing wrth air navigation, requested the Secretariat to submit a report for its 
next sessron. 

The Committee considered it desirable : 

I. That the Governments should request the competent international organisations 
~o find ~he m~ans of affording greater freedom than is at present enjoyed by regular 
mternatronal arr transport. 

2. That henceforth : 

(a) The Governments should examine in the most liberal spirit requests for 
authorisation to fly over their territories submitted to them for the purpose of regular 
transport by air ; 

. . (b) The Governments should endeavour to conclude among themselves agreements 
granting the most favourable treatment possible to regular international air transport. 

The Committee further considers it ·desirable that air navigation undertakings carrying 
on services in territories otl}er than the national territory should maintain relations of cordial 
co-operation with the national air organisations of the countries flown over, with a view to ensuring 
the greatest possible efficiency of the international service. . 

Believing that the existing " pools " system of co-operation between international aviation 
undertakings has developed satisfactorily, the Committee : . 

I. Considers that the present state of legislation, and of economic and political conditions 
under which civil aeronautics are developing, makes i.t difficult to reach a more fully developed 
measure of co-operation ; · 

2. Recommends the Governments and companies to extend and improve the present 
system by means of bilateral or multilateral agreements aimed to avoid unnecessary 
competition, increase the economic efficiency of the international air service and develop 
among the different undertakings a spirit of friendliness which will prepare the ground for 
closer co-operation. 

The Committee felt that the question of the relations between civil and military aviation 
lay within the province of the Preparatory Disarmament Commission. The Committee also 
considered that, in view of the negotiations in progress between the States parties and not parties 
to the International Air Convention, it would be inadvisable to take any action for the moment 
regarding the unification of _public international law on air navigation. 

A programme of study prepared by the Committee included the following subjects, the 
study of which has been.undertaken by qualified experts : . . . . . . 

I. The regulations for the registration of aircnift, the administrative formalities ·to 
be complied with and the conditions laid down regarding the nationality of aircraft crews, 
with a view to ascertaining what alterations in existing law would be likely to lead to better 
international co-operation in air transport. , 

2. The social insurance of staff employed by air companies on the international lines. 

3· Air insurance. 

4· The simplification of Customs and statistical !ormali~ies in connect~on wit~ air 
traffic, particularly as regards the documents and affidavrts reqmred by the vanous natrona! 
authorities. 

5· Special. police rules for super-maritime air traffic and assistance in case of distress. 
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nisin that the question of postal air transport ~equir~d imn;tediate a~tention, the 
R~c g t g Sub Committee early in 1931. A queshonnarre, whrch took mto account 

Commrttee se up a - St t · F b th li 
di 

ts of the problem was sent to the European a es m e ruary 1931, e rep es 
allleh~ hng illaspbecexamined later in' the year. The Transit Committee is anxious that this question 
to w rc w e · · th · · · th f t should be examined from every angle by the vanous European au onbes m e near u ure. 

VI. COMMUNICATIONS OF IMPORTANCE TO THE LEAGUE OF NATIONS 
AT TIMES OF EMERGENCY. 

(a) THE LEAGUE WIRELESS STATION. 

The Committee, on the instructions of the Assembly, examined the question of setting up 
awireless station at the seat of the League. · 

The Tenth Assembly (1929) decided to set up a wireless station with ~ worl~wide range, 
composed of a short-wave station built at !h~ expe~se o! the League, combmed wrth the long
wave station already operated by the Socrete Radio-Sursse, the w~ole plant t~ fall under the 
sole authority of the League, whenever the Secretary-General notified the Swrss Government 
that an emergency had arisen. 

The Secretary-General on October 4th, 1930, sigi!ed four contracts for the purchase of 
equipment for the League wireless station with the Marconi, Telefunken and Bell Teleph<?ne 
Companies and the Societe generale de. T.S.F. Under these contracts the r:o~t of eq'!-rppmg 

· the station will be 2,280,264 francs, to whrch must be added 50,000 francs for additional equrpment 
considered desirable by the experts. 

The construction of the buildings, carried out by the Societe Radio-Suisse, commenced 
on April rst, 1931, was to be completed by July rsth. ·The purchase of the necessary sites was 
made during the month of May. 

Under the contracts the installation and equipment of the station should be completed 
by December rst, 1931. The station will be worked by the Societe Radio-Snisse for itself and 
on behalf of the League of Nations according to the principles laid down in the agreement concluded 
between the Secretary-General of the League and the Societe Radio-Suisse on June 9th, 1930. 

(b) FACILITIES TO BE GRANTED TO AIRCRAFT AND MOTOR VEHICLES CARRYING OU:T TRANSPORT 

OF IMPORTANCE TO THE LEAGUE. 

The proposals submitted by the International Air Navigation Commission ·to the Transit 
Committee were communicated by the latter to the Committee on Arbitration and Security, 
in accordance with the resolution of the Tenth Assembly (1929) and the Council's decision. The 
Transit Committee suggested to the Committee on Arbitration and Security that a draft resolution 
should be adopted for submission to the Assembly, and it communicated a preliminary text .of 
this draft to the Arbitration Committee. 

The Eleventh Assembly (1930) adopted resolutions on the regime applicable to aircraft 
and. that applicable to motor vehicles carrying out transport duties of importance to the League 
at tnnes of emergency. The Secretary-General has requested the various States to inform him 
what steps they intend to take to carry out these resolutions. On the basis of the replies received, 
negotiations will be initiated between the Secretary-General and the Governments concerned. 

(c) CONSTRUCTION OF AN AERODROME NEAR THE SEAT OF THE LEAGUE. 

New proposals were submitted by the cantonal authorities of Geneva in March 1931. A 
new report of the Commi~tee of Experts will be examined by the Twelfth Assembly. 

VII. COMMUNICATIONS QUESTIONS AFFECTING RELATIONS 
BETWEEN POLAND AND LITHUANIA. 

The. ~uncil adopted the following resolution in December 1928 on the question of 
communrcations between Poland and Lithuania : 

"The Council, 

"Considering that the Covenant of the League of Nations lays down that: 

. :· ' Subject to, and in accordance with, the provisions on international Conventions 
eXIStmg or herea~ter .to be agreed upon, the Members of the League will make provision 
~o secure and mamtam freedom of communications and of transit and equitable treatment 
or the commerce of all Members of the League ' ; 
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"Noting, on the other hand th t th d 

in the way of freedom of comm '. tll; e ocuments before the Council mention obstacles 
uruca 1ons and of transit . 

" Considering that by the A bl , . ' 
and Technical Committee for Co~m .Y s .resolution of D_ecember 9th, 1920, the ~dvisory 
propose measures calculated to urufrcadtions and Tran~1t 'Yas charged ' to constder and 

" D . ensure ee om of commumcahons and transit at all times ' : 
ec1ded to request the Ad · d T hni . . 

Transit to resent msory ~ ec cal Commtttee for Communications and 
account be~ takena o~eport_ to the. Council on the ~ractical ~teps which might be adopted, 
above referre~ to or to ihe mt~trn~honal ~eements m f?rce, m order to remedy the situation 

essen 1 s mternatlonal repercuSSions ; . 
" Instructs the Secretary-Ge al t · · · 

previous documents t th Ad .ner o commu~ucate the present resolution. an~ all the 
Transit." 0 e msory and Technical Committee for Commumcatlons and 

b Tte Tr.~~sit Committe~ arranged for an economic and technical survey of the situation 
. Y t om~h ee of Experts m 1929 _and also for a study of the juridical scope of the agreements 1tn oGrce. e report was commurucated to the Council in September 1930, which invited the 
wo overnments to present their observations. 

As no agreement could be reached at the Council the following resolution was adopted 
on January 24th, 1931 : ' 

" The Council 
' 
"Requests the Permanent Court of International Justice to give an advisory opinion 

under Article 14 of the Covenant on the following question : 

. "'Do the international ·engagements in force oblige Lithuania in the present 
crrcumstances - and if _so, in what manner -. to take the necessary measures to open 
for traffic, or for certam categories of traffic, the Landwarowo-Kaisiadorys railway 
sector ? ' · ' 

" The Se~retary-~eneral is authorised to submit this request to the Court, to give all 
necessary. asststance m the examination of the question and, if necessary, to make 
arrangements to be represented before the Court. 

"-r:he Advisory and Technical Committee for Communications and Transit is requested 
to proVIde the Court with any assistance it may need for the examination of the question 
submitted to it." 

At the Committee's meeting in May-June 1931 the Chairman was instructed to give the 
Permanent Court of International Justice such assistance as it may desire. 

VIII. LEGAL QUESTIONS. 

(a) INTERPRETATION OF THE ST. PETERSBURG TELEGRAPHIC 'CONVENTION. 

The Permanent Legal Committee was instructed by the Council in January 1930 to examine 
the question of the interpretation of the St. Petersburg Telegraphic Convention' of 1875, and 

. of the Washington Radiotelegraphic Convention of 1927 from the point .of view of the exchange 
of facsimiles of telegrams despatched in connection with the smuggling of opium and other 
dangerous drugs. 

The Committee reached the conclusion that neither the St. Petersburg Convention with 
its International Service Regulations, which are of equal validity with the Convention itself, 
nor the Washington Radiotelegraphic Convention, admit of an interpretation permitting the 
contracting Governments to comply with Resolution IV adopted by the Advisory Committee 
on the Traffic in Opium and Other Dangerous Drugs in 1928. Article 2 of the St. Petersburg 
Convention formally engages the contracting States to ensure absolute secrecy for international 
telegrams, and Article 74 of the Service Regulations emphasises the peremptory nature of Article 2 
of the Convention by authorising the production of the originals or copies of telegrams only to 
the sender .or the addressee, subject, moreover, to special guarantees. The Permanent Legal 
Committee nevertheless added certain suggestions. It concurred with the view which is at 
the root of Resolution IV of the Advisory Committee on the Traffic in Opium in thinking that 
international co-operation, the development of which is one of the cardinal principles of the 
Covenant of the League, is-no longer compatible with the entire secrecy of international telegraphic 
correspondence. The Committee rec~gnised that the judi?ial ~ll:thorities of. a cou_ntry sh?uld, 
in certain circum!itanGes to be determmed, be able to obtam ongmals or cop1es of mternahonal 
telegrams which are in another country, and t~at this x:ight should not be confined to cases in 
which there are criminal proceedings for traffic m narcotics. 

(b) CODIFICATION OF INTERNATIONAL LAW ON COMMUNICATIONS AND TRANSIT. 

The Permanent Legal Committee has. de:Ut ~th the questio~ of the codification of inter
national law on communications and trans1t, m virtue of a resolution adopted by the Assembly 
on September 24th, .1929, and also of a decision taken by the Transit Committee at its fourteenth 
session. 
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. . t · ro osals for determining what precisely are the texts 

The Co.mmittee has mad~ cer a!~ ~hi~h are the States that are parties thereto, not only 
in force of Important .conventcln~~n der League auspices but also in the case of multilateral 
in the c~e o! convenho:s con u1 de~n It also contemplates a study of the question of the 
con":~~~~on~d ~~~f:a~Sit;~t;~~lYshing classified ind~txe~ .of tr~aties, co~ven.tions or agreem~nts 
P0551 . Y . t' d transit including proVIsions mserted m bilateral conventions 
concerrung commumca wns an . , 
regarding communications and transit. . . . . 

The Committee has instructed the Secretanat, w1th qu~fied exp~rts, to ma~e a compa-
f t d of the principles of the most important conventiOns covermg the vanous fields of 

ra IVe s .u Yt. ns Thi's survey should comprise both multilateral conventions in force as well 
commumca 10 . • • al t f as bilateral conventions of special interest, more particularly commerCI rea 1es. 

IX. MISCELLANEOUS QUESTIONS. 

(a) OBSTACLES TO FREEDOM OF TRANSIT .: RECOMMENDATION ADOPTED BY THE THIRD 

GENERAL CONFERENCE ON THE LATVIAN DELEGATION~S PROPOSAL. 

A draft recommendation of the Latvian delegation at the Third General Confer~nce, as 
amended by the French delegation, was adopted by the Conference. The recommendation read 
as follows : 

" The Conference, 
"Noting that, by Article 23 (e) of the Covenant of ~he League of Nation~, ey-ery 

Member of the League has undertaken to secure and maintam freedom of commumcatlons, 
transit and international commerce ; 

"'considering that this is a primary duty of the Org~nisation for Communications 
and Transit and one which quite recently has been emphatically endorsed by the World 
Economic Conference ; · 

" Recoguising that, wherever freedom of communications and ~nter~ati~mal transit 
is still obstructed by circumstances of an international character, this s1tuat10n 1s calculated 
to paralyse and impoverish economic life : 

"Hopes that, thanks to efforts instinct with the spirit of the League of Nations, the 
near future will see the removal from international traffic of such obstacles to freedom of 
transit and of international commerce ; 

"And recommends that the" Advisory and Technical Committee for Communications 
and Transit should closely examine the situation created by such obstacles, wherever these 
are still to be met, and its effect upon international traffic and commerce." · 

At its twelfth session in February-March 1928, the Transit Committee, acting on this 
recommendation, adopted the following resolution : 

;; 
" The Advisory and Technical. Committee, 

" Having noted the recommendation adopted by the Third General Conference on 
Communications and Transit, in which the Advisory and Technical Committee was asked 
to examine closely the situation created by obstacles to freedom of communications and 
transit, wherever these were still to be met, and its effect upon international traffic and 
commerce: 

"Notes that, in pursuance of the Assembly's resolution of December gtb, 1920, it is 
its duty ' to consider and propose measures calculated to ensure freedom of communications 
and transit at all times ' ; 

" Considers that it is therefore entitled to examine, according to the methods it deems 
~ost suit.able, any situation created by obstacles to the freedom of transit and brought to 
1ts ~tt~nbon by a Government, by the Council or Assembly, or by one of its members, without 
preJudice to the p-eneral enquiries entrusted to it in pursuance of the resolutions of the Genoa 
C?nferenc~ and mdependently of the cases calling for the application of the definite procedure 
la1d down m the Statute of the Organisation for Communications and Transit with regard 
to the settlem~nt of disputes. 

"To this effect, in order ~o assist.the Committee in the performance of its duties, and. 
to supplemen~, 1f need be, t~e mformatlon of all kinds already at the disposal of the members 

. of the. Committee,. the Chairman of the Committee shall forward to the members of the 
Comm1t~ee fo~ th~1r pers?n?l information the communications received by him or by the 
Secretanat w~1ch m h1s optmon may contain information likely to be regarded by the members 
of the Committee as worthy of the Committee's attention. 

" The questions mentioned in the present resolution shall not be considered as to their 
substance, by the Advisory _and Technical Committee until the proposal for piacing them 
on the agenda has been nohfied to the Government or Governments concerned and until 
the latter have had an opportunity of submitting any obserV-ations they may desir~ to make." 
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(b) UNIFICATION OF TRANSPORT STATISTICS. 

A _draft Convent~on on the statistics relating to the transport of goods, together with 
regulatiOns to ~e applied to stati~tics covering maritime, inland navigation and railway transport, 
has ?e~n established by. the Draftmg Committee for the Committee for the Unification of Transport 
Stahstlcs. Under this Convention the statistics compiled would include, for each of the three 
metho~ ?f tran~port, an~ual statements of.the transports effected from one territory to another 
and Wlthin a smgle temtory. For maritime navigation they would also include an annual 
stateme~t ~f the movements of maritime shipping. For the establishment of transport statistics 
th~ t~mtones of the States concerned would be divided into districts, this division being made 
pnncipally on economic and technical grounds without being necessarily governed by 
administrative . boundaries. · 

:n!-e draft Convention will be submitted to the Committee for the Unification of Transport 
Statistics for approv;ll, and subsequently to the Transit Committee. It will serve as a basis 
of discussion for an International Statistical Conference, which will probably meet in 1933 . 

. The Transit Committe~ considered a report drafted by the International Institute of Statistics, 
which was asked to co~ordinate the work undertaken. This report fully confirms the conclusions 
reached by the Co~rmttee for the Unification of Transport Statistics, and the recommendations 
of the Jomt Committee of the two bodies reproduce almost in their entirety those which were 
formulated by the Unification Committee. 

(C) pASSPORTS AND IDENTITY DoCUMENTS. 

Following two Conferences held in 1920 and 1926 respectively, and the work of the Third 
General Conference on International Passport Regulations and Kindred Questions, a European 
Conference on Cards for Emigrants in Transit met at Geneva in June 1929. It resulted in the 
conclusion of an Agreement abolishing visas for emigrants in transit, these visas being replaced 
by cards issued by shipping companies. The Agreement was signed by Belgium, France, Great 
Britain and Northern Ireland and the Saar. It was signed ad referendum by the Free City of 
Danzig, Finland, Greece, Hungary, the Netherlands, Poland, Roumania and Switzerland. The 
number of signatures obtained enabled it to come into force in September 1929, without the usual 
ratifications. . · 

(d) TRANSPORT OF NEWSPAPERS AND PERIODICALS. 

A European Conference on the Circulation of Newspapers and Periodicals met at Geneva 
in November 1929, following a Conference of Press Experts held in August 1927. The Conference 
advocated the use of the speediest form of rail transport, and the application to newspapers 
of the regulations applied to goods traffic, particularly with regard to the abolition of Customs 
formalities. The Transit Organisation will later take up the question of defining- the term 
" periodical " as opposed to " newspaper " with a view to extending similar facilities to the 
carriage of periodicals. Steps have also been taken to see whether the circulation of newspapers 
can b.e relieved from fiscal, Customs and other duties. The Conference studied the question 
of dropping parcels of newspapers from aircraft in flight, 

At its session of· May-June 1931, the Transit Committee requested the Secretary-General 
to communicate to the Governments invited to this Conference the text adopted by the 
International Railway Union· regarding the transport of ne~spapers 8:nd periodica~s. The 
Committee also requested the Governments concerned to consider as qmckly as possible the 
introduction of measures to pennit of the application in their territories of the regulations adopted 
by the International Railway Union. 

(e) COMPETITION BETWEEN RAILWAYS AND WATERWAYS. 

Following Mr. Walter D. Hines' mission to the Danube and the Rhin~, the. Transit ~o~mittee, 
·referred the question of competition between r.ailways a1,1d waterways rarsed m Mr. Hmes r~p?rt 
to a special Sub-Committee under the chairmanship of Professor. ~eckscher. It~ rep?rt,_ cont8:1~mg 
a statistical enquiry and an examination of the general conditions under ~hich, m 1ts opmion, 
tariff policy should comply, could serve as a basis for any subsequent studies to be undertaken 
by the Committee. 

(/) ADOPTION OF A STANDARD HORSE-POWER MEASUREMENT FOR AEROPLANE 

, AND DIRIGIBLE ENGINES. 

In accordance with a resolution of the Council on January 24th, 1931, a Committee of Experts 
appointed by the Chairman of the Transit Committee met in Geneva in April 1931, to st~dy _the 
fixing of rules for the adoption of a standard horse-power measurement ~or aeroplane and dm~ble 
engines in re aration for the Disarmament Conference to be called _m 1~32. The ~omm1!tee 
sought a si~pfe fonnula which would not resUlt in an appreciable ~stortron of engme ~esign. 
The Committee decided to combine the formulre suggested on the we1ght of the power umt and 
the " volume swept ". · . 
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X. COLLABORATION BETWEEN THE NATIONAL GOVERNMENT OF CHINA 
AND THE COMMUNICATIONS AND TRANSIT ORGANISATION. 

On the invitation of the Chinese Government, and ~m the ~uthority of the ~o~ncil in J3:nuary 
I I, the Director of the Communica~ion~ and Transit Sectwn. went ox;t miSSI_on ~o China m 
93 ection with problems of inland navzgatwn and land reclamation. At Its sesszon m May-June 

~0~~, the Transit Committee expressed its gratifi~ation that it had been considered :pos~ible tZ establish practical co-operation between the Chinese .Government and the Commurucatwns 
and Transit Organisation of the League., . 

The Chairman of the Transit Committee is authorised to forward to a Committee of Enquiry, 
which will study the training of public w~rks engineers! ~ questions ~ll:bmit~ed by the Secret~
General of the Transit Committee conc~rnmg t~e o:gamsatwn of ~e civil e~gmeenng fie~d statiO~. 
All questions raised between the Transit Orgarusahon ~d the Chmese Nah?nal Ec~nomic Council 
concerning the establishment of a programme of public works and techrucal equipment should 
similarly be forwarded to another Committee of Enquiry which will deal With public works. 

The Chairman of the Transit Committee will ensure co-ordination between the work of these 
two Committees. 

The Chairman of the Transit Committee is authorised to name the experts appointed to 
give opinions to the Chinese Government concerning the scheme for the development of the 
Hwai River; such experts will also be responsible for the other duties mentioned in the 
correspondence between the Chinese Government and the Director of the Transit Section. The 
Chairman of the Transit Committee is further authorised to furnish any other experts whose 
services may be required. . 

The Chairman of the Transit Committee may apply to one or more members of that Committee 
to assist him in these duties. 

The Transit Committee provided for the constitution of the two Committees of Enquiry 
by the adoption of the following resolutions : 

"A. 

" The Advisory and Technical Committee, 
" Considering it desirable to study the methods of training public works engineers in 

order to be able to comply more easily with requests for opinions such as that submitted 
by the Chinese Government ; 

"Being of opinion that such study should be entrusted to a special body .consisting 
of person~ in touch with a number of the principal institutions for the training of public 
works engmeers : 

" Requests its Chairman to take the necessary steps without delay, with a view to 
the creation of a Committee of Enquiry to study questions relating to the traiiiing of public 
works engineers." 

"B. 

" The Advisory and Technical Committee, 
·:Being a~ous to b~ able to comply _more easil~ with r~quests for opinions on general 

queshons _relating to public works and national technical eqmpment such as that submitted 
by the Chinese Government ; · · 

" ~onsidering i~ advisable to have at its di~posal for 'this purpose the services of a 
Committee of En9.mry, composed! as far as poss~ble, of experts already belonging to the 
permanent Committees of the AdVIsory and Technical Committee : 

·: Requests its ~hairrnan to ~ake the necessary steps without delay with a view to the 
creation of a Committee of Enquiry to study general questions relating to public works." . 

SECTION 3· GRAVE OCCURRENCES OF A GENERAL CHARACTER 
AFFECTING ROUTES OF COMMUNICATION. 

h ?ft Al!gust 29th, 1927, ~he Third General Conference on Communications and Transit adopted 
t e o owmg recoml.Ilendation on the Hungarian delegation's proposal : 

"The Conference, 

. t ~ R~co~sing how extremely important it is that freedom of transit should not be 
· ~ e ere ~Ith. by the effects of grave occurrences of a general character affecting routes 

o commumcatwn : 

d ; An\ c~nsidering that the :\dvisory and Technical 'Committee for Communications :n ra~si fras been entrusted _w1t~ the duty of studying and proposing suitable measures 
or secunng eedom of commumcations and transit at all times: 
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. ".Recommends that the Advisory and Technical Committee for Communications and 
!ransit should make an exhaustive study of the best means of ensuring as far as possible 
ill the ~vent of grav~ occurr~nces of a i?eneral character affecting routes of communication, 
the mamten:J?ce of mternaho~al ~Sit by the. preconcerted utilisation of auxiliary routes 
capable of_ bemg used temporarily m place of the routes through any country in which transit 
has been mterrupted." . 

In. <~;cco~dance with t!lls recommendation, the Advisory and Technical Committee for 
Commurucations and Tr:J?sit made a stud~ ?f the entn:e q~esti~:m. As a result of the ~uggestion 
made by a small Comrmttee, the composition of ":'hich IS grven, together with its report, in 
:\ppendix I, and of a report J:>y the Perman~nt Committee on Transport by Rail, the text of which 
Is_ also _annexe~ (see Appendi?t 2), the AdVIsory and Technical Committee, after a very detailed 
discussiOn at Its twelfth, thirteenth and fourteenth sessions, adopted the following resolution 
on March I5th, I930 : 

" The Committee considers that the question of the steps to be taken in case of grave 
o~cur;ences of a general character affecting routes of communication would be better dealt 
With m the form of a recommendation than in the text of a convention. 

"It nevertheless resolves to forward to the Fourth General Conference the annexed 
draft recommer:dation a~d draft :\dditional Protocol (see Appendix 3) to the Convention 
on the In~ernahonal Regrme of Railways, which have been framed to carry out the resolution 
of the Third General Conference." 

Appendix 1. 

T~e small Committee, consisting of M. SINIGALIA, President of the Advisory and Technical 
Committee, · M. DIETRICH voN SACHSENFELS, member of the Permanent Committee on Inland 
Navigation, M. HEROLD, President of the Permanent Committee on Transport by Rail, and 
M. Rene _MAYER, member of the Permanent Legal Committee, made a preliminary survey of 
the question from December I3th to I5th and drew up the following report, which was submitted 
to the Advisory and Technical Committee : · · 

TEXT ADOPTED BY THE SMALL COMMITTEE. 

The main purpose of the recommendation adopted by the Third General Conference on 
Communications and Transit, on the Hungarian delegation's proposal, seems to have been to 
facilitate the execution of the provisions of Article 7 of the Convention on the International 
Regime of Railways, and particularly to guarantee international traffic in cases where that traffic 
is impeded over a large area- possibly an entire State. 

It would seem that the :first' steps to be considered for the practical application of this 
resolution should be in relation to railways. The development of wireless telegraphy and the 
greater ease with which telegraphic and telephonic communications can be diverted to another 
route make enquiry into telegraph and telephone communications less urgent. The part that 
road transport might play in international traffic under the circumstances referred to in the 
recommendation ·gives rise to problems which are mainly legal. Facilities would be required 
in respect of Customs and frontier police control, but these have no direct connection with the 
special difficulties which the Committee is considering. 

As regards railways, two solutions can be considered. They are not of equal value, but 
for ·various reasons they both deserve the attention of the Advisory and Technical Committee. 
Both contemplate the conclusion of· a convention between States which would complete the 
provisions 'of Article 7 of the Geneva Convention. · 

According to the :first solution, the new contractual undertaking would merely lay down 
general rules which, ~owever, would involve a m?re defin!t~ obligation t~an h<1;5 yet ~een accepted, 
since it would proVIde that States, whose temtory adJorned the temtory ill which traffic was 
for the moment blocked, should give effective assistance in re-establishing international traffic. 
The following text gives some idea of this :first solution : 

" Should a grave occurrence of a general character totally or partly_ interrupt inter
national traffic through the territory of any State, those of the contractmg State~ who~e 
lines could be of help in re-establishing the interrupted traffic, undertake, each m their 
respective. territories, and under the conditions laid down in the Convention on Freedom 
of Transit, to co-operate in the re-establishment of such traffic. 

" Subject to the provisions of international undertakings concerning transport . by 
rail the transport of passengers and mails will be provided for by the shortest and speediest 
route and transport of goods by the most eco~omical route.. In all ~~· traffic will be 
made to rejoin its normal route as close as possible to the pomt at which It has had to be 
diverted." 

According to the second solution, the Convention _would in~lu~e an annex ~ontaini!lg a 
certain number of examples of hindrances to traffic affectmg the prrncipal routes of mtemahonal 
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For the moment such example would only be given for Europe ; mention would also 
t~":;d~ of the various auxiliary routes which the contracting States would undertake to offer 
for transport of passengers and goods. · 

This second solution might be expressed as follows : 

"Should a grave occurrence of a general character totally or partly interrupt inter
national traffic on the main routes enumerated in the annex attached t? the present 
Convention, the contracting States undertake, in their respective t7rrit<;mes and under 
the conditions laid down in the Convention on Freedom of Transit, to ensure the re
establishment of traffic by offering the use of the auxiliary lines mentioned in the annex." 

. The Advisory and Technical Committee will realise that the second solu~ion is the only 
one which fully meets the intentions of the authors of the Hungarian resolutiOn! propose~ at 
the Third General Conference on Communications. and Transit. In this case preVIous techmcal 
investigations would, however, be necessary so as to determine whether it would be po~ible 
in practice to draw up such an annex in view of the number of different examples to J;>e 9wen 
and of solutions to be proposed. . Such an annex would naturally have to be reVIsed penodic~y 
and kept up to date by the organisation responsible for the application of the new Convention. 

Appendix 2. 

The Permanent Committee on Transport by Rail, having noted the report prepared by 
the small Committee on the question of serious occurrences of a general character affecting routes 
of communication, adopted the following resolution at its seventh session held at Geneva from 
March 13th to 15th, 1929 : . 

" The Permanent Committee for Transport by Rail, after examining the Memorandum 
by the Secretary-General of the Committee on the question of serious occurrences of a general 
character affecting routes of communication, considers that, in order to comply with the 
rec_ommendation adopted by the Third General Conference on Communications and Transit, 
the only practical course would be to propose ·a new contractual undertaking of a quite 
general nature. This undertaking would simply lay down general rules involving, however, 
a more definite obligation than at 'present, and would ensure effective co-operation, for the 
re-establishment of international traffic, on the part of States bordering on the region in which 
traffic has been temporarily interrupted. · 

" The following text gives an idea of this solution : 

" ' Should a serious occurrence of a general character interrupt international transit 
by rail over the territory of a State, those contracting States whose systems might be 
used in re-establishing the interrupted communications undertake, each for its part, 
to co-operate in re-establishing such communications. 

" ' Subject to the provisions of the international agreements on transport by rail, 
transport shall be effected over another. route ; every effort shall be made, however, 
to reduce the length of the alternative route as far as the interests of the transported 
passengers or goods allow.' · 

" The final text should include certain of the restrictions contained in the Ctmvention 
on ~he Freedom of Transit, particularly provisions identical with, or similar to, those of 
Articles 5, J, 8 and 9 of the Statute on the Freedom of Transit. · 

".The Permanent Committee for Transport by Rail has naturally only considered 
questions connected with railway transport." • 

Appendix 3. 

I. DRAFT RECOMMENDATION. 

The General Conference on Communications and Transit considers it desirable that in the 
event t grave occurrences of a general character affecting rout~ of communication, all n~cessary 
steps s ould be taken to lessen the effects of such occurrences on mternational traffic. . 
t · ffilt f:U:of opinion th~t, should a grave occurrence of a general·character interrupt international · 
ra ~ blis~h t~e ~emtory of one or more States, those States whose lines could be of help in 

re-es ~ g t e mterrupted traffic should co-operate, each in its own territory in the re
:~blisjme~t :t_f :uch traffic. . It should be understood that, subject to the provisi~ns of inter-

. on un . e a !"gs COI_lCerrung transport by rail, traffic would, as far as possible, and as far 
~ 15

1
C<?mptahhblehWith the m~erests of the passengers or goods carried, be forwarded by a new route 

mvo VIng e s ortest possible detour. 
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In addition, consideration should be ·ven .to an · · 

(other than railways), operated by the sfat d Y swtabl~ plan fo~ usmg the transport services 
facilitate the resumption of traffic. e, un er concessiOn or WJ.th its authority, in order to 

" 
II. DRAFT ADDITIONAL PROtOCOL TO THE CONVENTION ON THE 

INTERNA~IONAL REGIME OF RAILWAYS. . 

The Governments of the States· tr tin · · · ReP"ime of Railways 51· d t G ' con ac g parties to the Convention on the International 
o· • • gne a eneva on December 9th 1923 h t t" b · duly authorised have appended ·th · . • • w ose represen a IVes, emg . . • . . . err stgnatures to the present Protocol. 

R _Bem1 ~~ous of fdacilif tatmg the ~pplication of Article 7 of the Statute on the International 
eg~.me o ways an o supplementmg its provisions 

Agree as follows : ' 

Article I. 

· Should a ~ave occurrence of a general character interrupt international r~ilway traffic 
t_hrough the temtory. of one or more contracting States, those of the contracting States whose 
line~ can ?e of help m ~e-establishing the interrupted traffic shall co-operate, each in its own 
temtory, m the re-establishment of such traffic. 

Article 2. 

Subject to the provisions of international undertakings concerning transport by rail traffic 
sh~ •. as far as possible and as far as is compatible with the interests of the passengers o~ goods 
carried, be forwarded by a new route involving the shortest possible detour. · 

Article 3· 

. I_n t~e cases contemplated in Article I above, the contracting States shall, with a view to 
ass1stmg m th:e re-establishment. of traffic, take the steps required to obtain the assistance of 
~ransport serv1ces; other than railway services, operated by the State, under concession or with 
1ts authoritY: . , · . 

Article 4· 

The provisions of the present Protocol are to be construed as subject to Articles 29, 30, 32, 
43 and 44 of the Statute on the International Regime of Railways ... 

~ . . . . , 

ANNEX 2 . 
• 

RESOLUTIONS ADOPTED BY THE TWELFTH ASSEMBLY RELATING 
I 

TO FACILITIES TO BE GRANTED TO AIRCRAFT AND TO MOTOR 
TRANSPORT. • 

I. :AIRCRAFT • 

. At its eleventh session· the Assembly_ adopted a resolution concerning the regime applicable 
to aircraft engaged in transport of importance to the working of the League at times of emergency. 
The resolution provided, on the one hand, that negotiations should be undertaken by the Secretary
General and the Governments concerned, with a view to the application of the rules laid down 
by the Assembly, and, on the other hand, that the Council should decide on certain measures 
of detail relating to the identification of aircraft used in the service of the League. 

The Thfrd Committee has noted with ·satisfaction that the replies received from the 
Governments and the information communicated by the Secretariat indicate that the regime 
desired by the Assembly could be applied immediately in the event of a situation necessitating 
emergency communications with the League. Some States have not yet replied to the Secretary
General's request, but there is _no reason to s?ppose th~t they would. raise difficulties .. With 
respect to the identification of arrcraft eng~ged m suc_h duties, the Co~cil _has adopted a _propo_sal 
submitted to it by the Advisory and :rechmcal Comm~ttee for Co~umcat10n~ and ~ran~t, which 
was drawn up after consultatio~ WJ.th _the Internat~onal Commi~Ion for ~ ~avtgation. The 
resolution adopted by the Council applies only to arrcraft possessmg a nationality. It was not 
considered fit to raise at this time the question of aircraft belonging to the League of Nations. 
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II. MOTOR TRANSPORT. 

At its eleventh session the Assembly also adopted a resolution concerning the regime ap~licable 
to motor vehicles effecting transport of importance to the working of the League _at tunes, of 
emer ency. The resolution provided that t~e ma~ter. should be g~ner~y go':"erned In the s~me 
man!er as that concerning aircraft. The Thrrd Comm1ttee notes With satisfaction t~at the regt~e 
applicable to motor transport, as desired by the eleventh Assembly, could be put mto operation 
immediately. -

[4th.C.G.C.T.fzs.J 

• ANNEX 3. 

NEGOTIABLE DOCUMENT FOR THE INTERNATIONAL TRANSPORT OF 
GOODS BY RAIL. 

DRAFT RESOLUTION SUBMITTED BY M. ·POLITIS -AND M. HEROLD. 

The Conference, 

Recognising the utility from the economic and commercial point of view of the creation of a 
negotiable transport document for the international transport of goods by rail ; 

Having noted the progress of the studies undertaken in this connection by the Special 
Committee of the Communications and Transit Organisation of the League of Nations on the one 
hand and by the International Chamber of Commerce and the International Railway Union on the . 
other, from which a concreteresult may be hoped for in the near future; , 

Recognising furth~r that the introduction of such a transport document is likely to involve 
certain difficulties of a legal, administrative and technical nature ; 

Hoping, however, that it Will prove possible to surmou~t these difficulties: . . 

I. Requests the Advisory and Technical Committee for Communications and Transit to have 
the work in connection with· this question continued by _its competent Committee, in. co-operation 
with the International. Chamber of Commerce and the International Railway Union and to 
communicate the result of this work to the Central Office for International Railway Transport 
for any action that may be necessary ; , . -

2. Recommends that the Council of the League of Nations draw Jhe attention .of the 
Governments to the importance of the problem from the point of view of the instructions to be 
given to their representatives at the Conference for- the Revision of the International Convention 
on the Transport of Goods by Rail, which is to meet in I933·- ' 

[4th.C.G.C.T.jz6.] .. 
ANNEX4. 

GRAVE OCCURRENCES OF A GENERAL CHARACTE~ AFFECTING 
ROUTES OF COMMUNICATION. 

DRAFT RECOMMENDATION. 

~he Gene~al Conference on Communications and Transit is of opinion that, should international 
transit (by rail) through the territory of one or more States suffer serious interruption those 
States ~hose means of transport (lines) could be of help in establishing traffic temporarily i~ place 
of the mterrupted traffic should co-operate, each in its own territory, in the establishment of such 
temporary traffic. I~ should be understood that, subject to the provisions of international 
un~ert3.k0gs conc~rnmg transport (by rail), the passengers or the goods carried would be so far 
as 1S posstble and m ~o far as is compatible with the interests of such passengers or goods, ~arried 
over a ~ew route whtch would reduce the extra distance over which they have to 1·ourney as far 
as posstble. 

~n add!tion, consideration should be given to any suitable plan for using, if necessary, the 
~ranstt servtce~_other than railways operated by the State under concession or with its authority 
m order to facthtate such temporary traffic. . · ' 

. 
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[4th.C.G.C. T.{I7.} 
• 

ANNEXo. 

BARiUERS TO MARITIME NAViGATIO;N. .. ' 

•' . DRAFT. RESOLUTION. 

The General Conference . . . \ . . 1 
• 

, ~ .. . -

Requests the A~visory. and _Tec~cal C~mmittee for Coxrimunications and Transit to study 
and to recommend, m collaboration ;with the Interested Governments, any m,easures calculated to 
remove such barriers to maritime navigation as may be brought to its notic.e. , . . . 

(4th.C.G.C.'f.fig.] 
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